
Sustainability& Transportation 
Committee Agenda  
September 16, 2026 at 5:00 PM 
 
 
 
 
 
 
The Sustainability and Transportation 
Committee will conduct this meeting 
remotely via Zoom. Allow your computer to 
install the free Zoom app to get the best 
meeting experience. If you are not able to 
attend live either in person or via Zoom, a 
recording will be available in the Agenda 
Center following the meeting. 
 
For public comment via Zoom, you will need 
to use the "raise your hand" feature. To raise 
your hand via the telephone, please hit *9. 
You will be unmuted by the host when it is 
time for public comment. 
 
https://portlandmaine-
gov.zoom.us/j/81969172864?pwd=8WWSRf
G9lyOGubf1B2qe9bxlubl2Ka.1 

 MEMBERS 
Councilor Regina Phillips, Chair 

Councilor Pious Ali, At-Large 
Councilor Anna Bullett, District 4 

 
 

 

 
 

 
1. Review and approve minutes from July 8, 2026  
     
      
  a. Minutes from July 8th 
      
2. Sustainability Program Updates  
     
      
3. Presentation and Discussion  
  Public comment may be taken   
      
  a. Annual Report: Rental Golf Carts on Peaks Island 

Presenter: Zachary Lenhert 
Communication only, no public comment will be taken 

      
  b. Forest Avenue Redesign Project (Revere to Bedford Street) 

Presenter: Kevin Kraft 
Public comment will be taken 
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  c. Vision Zero: Program Update and Committee Discussion and Possible Action on City-wide 
Speed Limits and Red Light Cameras 
Presenter: Greg Jordan 
Public comment will be taken 

      
  d. Jewel Box Bus Stop de-accession 

Presenter: Kevin Kraft 
No public comment will be taken 

      
  e. Amending the parking schedule on Lancaster Street regarding commercial zone 

Presenter: Tony Wirkus 
Public comment will be taken 

      
  f. Setting Ocean Gateway Parking fees  

Presenter: Tony Wirkus 
Public comment will be taken 

      
  g. Maine Turnpike Phase 2 Portland Area Mainline Safety Program 

Presenter: Maine Turnpike Authority Staff 
No public comment will be taken  

      
4. Other Business  
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CITY OF PORTLAND, MAINE 
Sustainability & Transportation Committee 

Councilor Regina Phillips (D3), Chair 
Councilor Pious Ali (At-Large) 
Councilor Anna Bullett (D4) 

 
 
Draft Minutes: July 8, 2026 
 
Members present:  
Councilor Regina Phillips (Chair), Councilor Anna Bullett, Councilor Pious Ali, Mayor Mark Dion, 
Councilor Ben Grant, Councilor Sarah Michniewicz. 
Troy Moon, Karly Masucci Meyer, Bruce Hyman, Kevin Kraft, Nell Donaldson, Jeremiah Bartlett, 
Mike Murray, Tony Wirkus, Nicole Albert, Greg Jordan. 
 
Call to Order 
The meeting was called to order by Chair Phillips. 
 
1. Approval of Minutes: June 6, 2026 
The minutes of the June 6, 2026 meeting were approved unanimously. 
 
2. Sustainability Program Updates 
Presented by Troy Moon, Director of Sustainability 
 
Staff is currently recruiting a new Sustainability Associate to replace Katie Tims, with the goal of 
onboarding the candidate later this summer or early in the fall. 
Work continues on the Climate Resilience Project to conduct a shoreline inventory along the 
Portland and South Portland coasts. This initiative will create a tool to help identify and prepare 
for the impacts of coastal flooding on critical infrastructure. Consulting engineers and surveyors 
will complete field work over the summer, with further updates expected in the fall or early next 
year. Director Moon was a guest presenter at a Sustainable Agriculture & Research Conference 
on July 1 to share insights on Portland's community composting program with a statewide 
audience. Staff also hosted the first "Landcare Lunchbreak" webinar on June 17 to educate the 
public on sustainable landcare practices and pesticide reduction; two additional webinars are 
planned for the summer. Additionally, a "Coffee & Climate" session was held on June 12 
focusing on positive climate communication strategies. 
 
Regarding the community composting project, its goal aligns with One Climate Future target to 
reduce organic waste by 70% by 2030 and divert 90% of the overall waste stream by 2050. A 
recent study with ecomaine indicated that approximately 45% of Portland's municipal trash is 
compostable, with over 30% consisting of food scraps. Since launching in 2021, the program 
diverted roughly 450 tons of organic waste in 2025 (up from 50 tons in 2021). In 2026, plans 
include adding a new drop-off site, installing kiosks, and updating multilingual signage. Key 
partners include Garbage to Garden and volunteer teams on Peaks Island. 
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Comments from Councilors 
Councilor Bullett encouraged attendance at the Wayside summer picnics. 
Karly Masucci Meyer expressed enthusiasm regarding upcoming kiosk installations and 
community engagement surrounding composting. 
 
Discussion regarding golf carts on Peaks Island has been postponed to the September meeting 
(no meeting will be held in August). 
 
3. Additional Parking Spaces on Fore Street 
Presented by Tony Wirkus, Parking Division Director 
 
Director Wirkus presented a proposal to create six new parking spaces on Fore Street in a 
currently restricted section where the roadway is sufficiently wide, incorporating a 40-foot 
setback to preserve sightlines. 
The proposal requests amending the Traffic Schedule to convert this section from "No Parking" 
to 2-Hour Parking, as well as incorporating the area into the Zone 11 Residential Permit 
scheme. This will allow Island residents holding Zone 11 permits to park beyond the two-hour 
limit. 
 
Jeremiah Bartlett confirmed that engineering reviews indicate the street width is sufficient to 
accommodate these spaces safely. 
 
Comments from Councilors 
Councilor Phillips sought clarification on permit rules. Director Wirkus clarified that non-permit 
holders are subject to the two-hour limit, while permit holders (including Peaks Island residents 
with Zone 11 permits) may park past the limit. 
In response to Councilor Bullett, Director Wirkus noted that residential parking permits allow 
continuous parking for up to 10 consecutive days, subject to street maintenance rules. 
 
Public Comment 
A resident inquired about the exact placement of the spots, whether Zone 11 covers Munjoy Hill 
residents, and suggested increasing the non-permit parking limit to four hours to better 
accommodate waterfront visitors. 
 
Director Wirkus noted the spots will be on the north side extending from existing parking. While 
technically within the Munjoy Hill residential zone, residents typically seek spaces closer to their 
dwellings. 
Councilor Phillips stated that the City generally avoids establishing four-hour parking zones to 
maintain standard enforcement. 
Councilor Phillips addressed the four hour parking time extension question and said that 
typically the city doesn’t set a four hour parking limit, so they should stick to two.  
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Jeremiah Bartlett noted that standard traffic schedules support either short-term turnover 
parking or residential permit parking rather than four-hour limits. 
 
Action Taken: Motion by Councilor Bullett, seconded by Councilor Ali, to approve adding six 
2-hour parking spaces on Fore Street and amending the traffic schedule to send the item to the 
City Council. Passed unanimously. 
 
4. Motorcycle and Moped Parking Ordinance Review 
Presented by Tony Wirkus, Parking Division Director 
 
Current regulations cap motorcycle and moped parking at 10 hours and do not integrate these 
spaces into residential permit programs. 
Following public feedback—specifically regarding underutilized motorcycle spaces on Avon 
Street near Congress Street—staff is exploring whether to draft an ordinance update. Staff 
recommends creating a new designation allowing 8-hour motorcycle/moped parking integrated 
into the residential permit scheme. 
 
Comments from Councilors 
Councilor Bullett asked whether residents owning motorcycles/moped without off-street parking 
currently have to utilize full vehicle spaces for extended parking. 
 
Director Wirkus explained that while they may park in standard zones, dedicated spaces would 
prevent occupying full vehicular spots. 
 
Councilor Bullett expressed support for freeing up full vehicle spaces through dedicated 
motorcycle options. 
 
In response to Councilor Phillips regarding next steps, Director Wirkus confirmed staff will work 
with Jeremiah Bartlett to draft proposed amendments to the Traffic Schedule and Residential 
Permit Program for Committee review in the fall. 
 
Councilor Phillips asked whether they will hear back from them in the fall and Director Wirkus 
confirmed it.  
 
5. Reimagining Franklin Street Project Update 
Presented by Kevin Kraft, Planning Director, and Bruce Hyman, Senior Transportation Planner 
 
Bruce Hyman reviewed the project history, highlighting the 2024 Village Partnership Initiative 
agreement with MaineDOT to share costs and technical planning. The current planning effort 
launched in March 2025 builds upon the 2015 Master Plan while incorporating recent growth, 
traffic pattern shifts, and Council goals. 
The core project goals are: Heal (re-establishing the urban fabric lost during original 
construction), Move (improving multimodal safety and rightsizing the corridor), and Grow 
(creating opportunities for housing and economic development). Key design priorities include 
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simplifying corridor design by re-aligning street grid connections and combining complex 
intersections at Cumberland Avenue and Congress Street. Placemaking efforts aim to unlock 
developable parcels for mixed-use housing while establishing active street frontages.The 
existing character of traffic and land use changes significantly from I-295 to the waterfront.  
Upgraded bike and pedestrian infrastructure will connect key green spaces and trails, including 
Back Cove, Bayside Trail, Boyd Street Community Garden, Lincoln Park, Eastern Promenade 
Trail, and Portland Harbor Common. Extensive public engagement took place during spring and 
summer 2025 via open houses and workshops. Engineering consultant WSP is translating input 
into refined concept designs, with a final plan expected in the fall. The public engagement 
included a wide range of ways to gather input and feedback from the public. They tried to 
embrace the updating of the 2015 plan throughout the public engagement in the process. 
Ensuring that they are modernizing Franklyn Street to reflect state of the art advancements in 
bicycle and pedestrian facility designs, urban design and placemaking as well as making sure 
that they’re staying engaged with stakeholder groups.  
 
Director Kraft outlined upcoming steps: staff and WSP will present refined designs at a public 
meeting in early fall. Following stakeholder reviews, the final plan will return to the Sustainability 
& Transportation Committee for endorsement before moving to the City Council and 
transitioning into the MaineDOT design phase. 
 
Comments from Councilors 
Councilor Ali inquired whether community stakeholders involved since the 2015 process remain 
engaged. 
 
Director Kraft confirmed that longstanding community stakeholders continue to participate in 
outreach efforts. 
 
Mayor Dion requested a comprehensive financial outline detailing estimated capital costs and 
potential federal, state, and municipal revenue sources. 
 
Councilor Phillips thanked staff for their work on the project. 
 
6. Vision Zero Updates 
Presented by Myles Smith (Bicycle & Pedestrian Advisory Committee Chair), Liz Trice, Winston 
Lumpkins, and Greg Jordan (Assistant City Manager) 
 
Myles Smith commended the City's Vision Zero progress and urged proactive speed 
management - specifically lowering speed limits on municipal streets to 20 mph - alongside 
reactive crash reviews to address road design risk factors. 
 
Liz Trice advocated for citywide 20 mph speed limits, citing data showing a 20% reduction in 
crashes and injuries in peer jurisdictions. She noted that implementation primarily requires 
updated signage and public education. 
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Myles Smith added that lower speeds benefit local commercial corridors and suggested 
requesting state authorization to reduce limits on state-owned corridors in Portland. 
 
Winston Lumpkins recommended establishing a multidisciplinary Crash Response Team 
utilizing Strong Towns' "Crash Analysis Studio" methodology to conduct post-crash reviews 
following severe incidents and recommend short-, medium-, and long-term safety interventions. 
 
Myles Smith added that they would like to see more specific quantifiable performance objectives 
in the Vision Zero plan.  
 
Comments from Councilors 
 
No questions were asked from the Councilors. They were thanked by Councilor Bullett.  
Assistant City Manager Greg Jordan noted that staff is examining speed management strategies 
across municipal corridors and looking into formalizing post-crash review frameworks. 
 
7. Vision Zero Regional Safety Data Update 
Presented by Cashel Stewart and Collin Hodges, Greater Portland Council of Governments 
(GPCOG) 
 
 
GPCOG representatives presented safety performance data following the adoption of the 
regional Vision Zero Action Plan. Key crash drivers remain vehicle speeds, lane widths, and 
multi-lane street configurations. Analysis of seven regional safety projects evaluated data 
between 2016–2019 and 2022–2025 (excluding pandemic anomalies). Overall regional crashes 
dropped 7% and fatal crashes fell 8%. Among three Portland locations analyzed: construction of 
the USM roundabout reduced crashes by 40%; Marginal Way improvements nearly halved total 
crashes; and Washington Avenue upgrades reduced injury crashes by over 60%. However, 
there are still some vulnerable road user issues that should still be addressed since those crash 
types have gone up slightly.  
 
Comments from Councilors 
 
Councilor Phillips thanked them.  
 
Councilor Bullett emphasized evaluating long-term economic and caregiver impacts resulting 
from disabling crashes. Cashel Stewart noted FHWA lifecycle cost estimation tools can help 
analyze broader economic consequences. 
 
Cashel Stewart mentioned the lifecycle cost estimation tool for intersection designs, which looks 
at more than you would typically look at engineering wise. Cashel said that they could look into 
that data.  
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Mayor Dion requested an addendum outlining primary causation factors in local fatal crashes to 
guide engineering decisions. This helps assess road design, speed issues etc.  
 
Cashel Stewart says that it boils down to the crash reports that are made at the scene and 
those can take a long time to be put together and released to the public. He said he would like 
to do more digging on that. The vision zero action plan does look at the types of crashes that 
are happening but they only look so far into pedestrian crashes and what happened but they do 
dig into the types and percentages and where they’re happening.  
 
8. Signal Enhancements & Infrastructure Progress 
Presented by Assistant City Manager Greg Jordan and Jeremiah Bartlett 
 
Staff reviewed signal improvement strategies, including Leading Pedestrian Intervals (LPIs) - 
which grant pedestrians a head start before vehicle signals turn green (currently implemented at 
around 10% of city intersections). Additional upgrades include exclusive pedestrian phases, 
flashing yellow arrows, and retroreflective signal borders. Consultants are designing LPI rollouts 
along Washington Avenue and Congress Street, while a comprehensive citywide signal survey 
is underway to develop a phased capital plan for fall review. 
 
Assistant City Manager Greg Jordan explained that consultants are currently assessing the 
feasibility of scaling these signal enhancements citywide. Their findings will inform a proposed 
CIP project for FY28, with the potential to phase implementation over multiple years if costs are 
significant. 
 
Comments from Councilors 
 
Mayor Dion requested a two-page summary detailing how speed limits are legally established 
and determined for roadway segments. 
 
Greg Jordan said that they will provide that information at the next committee meeting and can 
have an executive summary. 
 
Councilor Bullett suggested inviting MaineDOT representatives to upcoming meetings and 
requested exploring prohibition of right-turns-on-red citywide. Jeremiah Bartlett noted pedestrian 
signal timing increases will be considered alongside upcoming sidewalk and crossing overhaul 
projects at Baxter Woods and RSVP crossings. 
 
9. Issue Brief: Automated Enforcement & Red Light Camera Technology 
Presented by Assistant City Manager Greg Jordan and Jeremiah Bartlett 
 
Prompted by police staffing shortages, staff presented an issue brief exploring automated 
red-light enforcement technology. Studies suggest automated cameras reduce signal violations 
by 40–50% and injury/fatal crashes by 25% near equipped intersections. Proper implementation 
would require officer verification of violations and strict data privacy protocols. Assistant City 
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Manager Greg Jordan highlighted critical implementation trade-offs, including potential 
increases in rear-end collisions, current legal barriers under Maine state law, and the need for 
robust data privacy safeguards and careful management of administrative and capital costs. 
Staff requested committee guidance on whether to proceed with further research, draft policy 
frameworks, or develop legislative proposals. 
 
Comments from Councilors 
 
Mayor Dion expressed strong support for pursuing state enabling legislation for a pilot program 
at key intersections, recommending referral to the City Council Legislative Committee. 
 
Councilor Ali endorsed pursuing the initiative. 
 
Mayor Dion suggested drafting proposed legislation and identifying a committee sponsor to 
present it during the upcoming legislative session in February or March. Councilor Bullett 
endorsed the pilot program approach, suggesting a partnership with MaineDOT. She 
emphasized the importance of clear law enforcement verification protocols, public education, 
and robust communications to ensure community awareness. Additionally, she raised concerns 
regarding the age of existing data and queried whether the Police Department has the capacity 
to manage the program effectively. 
  
Assistant City Manager Greg Jordan confirmed that staff will refine the program details for the 
September meeting to prepare a formal recommendation for the Legislative Committee, in 
accordance with the Mayor's suggestion. 
 
Adjournment 
A motion to adjourn was presented by Councilor Ali and seconded by Councilor Bullett. The 
motion passed unanimously, and the meeting was adjourned. 
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Business Name DBA License Number

License 

Type

License 

Classification

License 

Status

Issued 

Date

Expiration 

Date

MICHAEL SYLVESTER MIKE'S CARTS LLC VEH-004237-2022 Vehicles Golf Cart-Electric Issued 4/28/2026 4/30/2027

MICHAEL SYLVESTER MIKE'S CARTS LLC VEH-004235-2022 Vehicles Golf Cart-Electric Issued 4/28/2026 4/30/2027

MICHAEL SYLVESTER MIKE'S CARTS LLC VEH-004244-2022 Vehicles Golf Cart-Electric Issued 4/28/2026 4/30/2027

MICHAEL SYLVESTER MIKE'S CARTS LLC VEH-004238-2022 Vehicles Golf Cart-Electric Issued 4/28/2026 4/30/2027

MICHAEL SYLVESTER MIKE'S CARTS LLC VEH-004242-2022 Vehicles Golf Cart-Electric Issued 4/28/2026 4/30/2027

MICHAEL SYLVESTER MIKE'S CARTS LLC VEH-004243-2022 Vehicles Golf Cart-Electric Issued 4/28/2026 4/30/2027

MICHAEL SYLVESTER MIKE'S CARTS LLC VEH-004240-2022 Vehicles Golf Cart-Electric Issued 4/28/2026 4/30/2027

MICHAEL SYLVESTER MIKE'S CARTS LLC VEH-004239-2022 Vehicles Golf Cart-Electric Issued 4/28/2026 4/30/2027

MICHAEL SYLVESTER MIKE'S CARTS LLC VEH-004251-2022 Vehicles Golf Cart-Electric Issued 4/28/2026 4/30/2027

MICHAEL SYLVESTER MIKE'S CARTS LLC VEH-004252-2022 Vehicles Golf Cart-Electric Issued 4/28/2026 4/30/2027

MICHAEL SYLVESTER MIKE'S CARTS LLC VEH-004253-2022 Vehicles Golf Cart-Electric Issued 4/28/2026 4/30/2027

MICHAEL SYLVESTER MIKE'S CARTS LLC VEH-004249-2022 Vehicles Golf Cart-Electric Issued 4/28/2026 4/30/2027

MICHAEL SYLVESTER MIKE'S CARTS LLC VEH-004236-2022 Vehicles Golf Cart-Electric Issued 4/28/2026 4/30/2027

MICHAEL SYLVESTER MIKE'S CARTS LLC VEH-004245-2022 Vehicles Golf Cart-Electric Issued 4/28/2026 4/30/2027

MICHAEL SYLVESTER MIKE'S CARTS LLC VEH-004254-2022 Vehicles Golf Cart-Electric Issued 4/28/2026 4/30/2027

MICHAEL SYLVESTER MIKE'S CARTS LLC VEH-004256-2022 Vehicles Golf Cart-Electric Issued 4/28/2026 4/30/2027

MICHAEL SYLVESTER MIKE'S CARTS LLC VEH-004257-2022 Vehicles Golf Cart-Electric Issued 4/28/2026 4/30/2027

MICHAEL SYLVESTER MIKE'S CARTS LLC VEH-006065-2024 Vehicles Golf Cart-Electric Issued 4/28/2026 4/30/2027

MICHAEL SYLVESTER MIKE'S CARTS LLC VEH-006067-2024 Vehicles Golf Cart-Electric Issued 4/28/2026 4/30/2027

MICHAEL SYLVESTER MIKE'S CARTS LLC VEH-006066-2024 Vehicles Golf Cart-Electric Issued 4/28/2026 4/30/2027

MICHAEL SYLVESTER MIKE'S CARTS LLC VEH-006069-2024 Vehicles Golf Cart-Electric Issued 4/28/2026 4/30/2027

MICHAEL SYLVESTER MIKE'S CARTS LLC VEH-006070-2024 Vehicles Golf Cart-Electric Issued 4/28/2026 4/30/2027

MICHAEL SYLVESTER MIKE'S CARTS LLC VEH-006071-2024 Vehicles Golf Cart-Electric Issued 4/28/2026 4/30/2027

MICHAEL SYLVESTER MIKE'S CARTS LLC VEH-006072-2024 Vehicles Golf Cart-Electric Issued 4/28/2026 4/30/2027

MICHAEL SYLVESTER MIKE'S CARTS LLC VEH-006073-2024 Vehicles Golf Cart-Electric Issued 4/28/2026 4/30/2027

MICHAEL SYLVESTER MIKE'S CARTS LLC VEH-006074-2024 Vehicles Golf Cart-Electric Issued 4/28/2026 4/30/2027

NATASHA MARKOV-RISS PEAKS ISLAND GOLF CARTS VEH-004212-2022 Vehicles Golf Cart-Electric Issued 5/4/2026 4/30/2027

NATASHA MARKOV-RISS PEAKS ISLAND GOLF CARTS VEH-004218-2022 Vehicles Golf Cart-Electric Issued 5/4/2026 4/30/2027

NATASHA MARKOV-RISS PEAKS ISLAND GOLF CARTS VEH-004211-2022 Vehicles Golf Cart-Electric Issued 5/4/2026 4/30/2027

NATASHA MARKOV-RISS PEAKS ISLAND GOLF CARTS VEH-004219-2022 Vehicles Golf Cart-Electric Issued 5/4/2026 4/30/2027

NATASHA MARKOV-RISS PEAKS ISLAND GOLF CARTS VEH-004206-2022 Vehicles Golf Cart-Electric Issued 4/28/2026 4/30/2027

NATASHA MARKOV-RISS PEAKS ISLAND GOLF CARTS VEH-004208-2022 Vehicles Golf Cart-Electric Issued 4/28/2026 4/30/2027

Page 10



NATASHA MARKOV-RISS PEAKS ISLAND GOLF CARTS VEH-004209-2022 Vehicles Golf Cart-Electric Issued 4/28/2026 4/30/2027

NATASHA MARKOV-RISS PEAKS ISLAND GOLF CARTS VEH-004210-2022 Vehicles Golf Cart-Electric Issued 4/28/2026 4/30/2027

NATASHA MARKOV-RISS PEAKS ISLAND GOLF CARTS VEH-004213-2022 Vehicles Golf Cart-Electric Issued 4/28/2026 4/30/2027

NATASHA MARKOV-RISS PEAKS ISLAND GOLF CARTS VEH-004207-2022 Vehicles Golf Cart-Electric Issued 4/28/2026 4/30/2027

NATASHA MARKOV-RISS PEAKS ISLAND GOLF CARTS VEH-006903-2025 Vehicles Golf Cart-Electric Issued 4/28/2026 4/30/2027

NATASHA MARKOV-RISS PEAKS ISLAND GOLF CARTS VEH-006904-2025 Vehicles Golf Cart-Electric Issued 4/28/2026 4/30/2027

NATASHA MARKOV-RISS PEAKS ISLAND GOLF CARTS VEH-004214-2022 Vehicles Golf Cart-Electric Issued 4/28/2026 4/30/2027

NATASHA MARKOV-RISS PEAKS ISLAND GOLF CARTS VEH-004221-2022 Vehicles Golf Cart-Electric Issued 4/28/2026 4/30/2027

NATASHA MARKOV-RISS PEAKS ISLAND GOLF CARTS VEH-004224-2022 Vehicles Golf Cart-Electric Issued 4/28/2026 4/30/2027

NATASHA MARKOV-RISS PEAKS ISLAND GOLF CARTS VEH-004215-2022 Vehicles Golf Cart-Electric Issued 4/28/2026 4/30/2027

NATASHA MARKOV-RISS PEAKS ISLAND GOLF CARTS VEH-004226-2022 Vehicles Golf Cart-Electric Issued 4/28/2026 4/30/2027

NATASHA MARKOV-RISS PEAKS ISLAND GOLF CARTS VEH-004222-2022 Vehicles Golf Cart-Electric Issued 4/28/2026 4/30/2027

NATASHA MARKOV-RISS PEAKS ISLAND GOLF CARTS VEH-006905-2025 Vehicles Golf Cart-Electric Issued 4/28/2026 4/30/2027
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City of Portland | Planning & Urban Development Department 
Kevin D. Kraft, AICP Director 
 
 
Staff Memo To:  
Sustainability & Transportation Committee 
Councilor Regina Phillips, Chair 

 

 
 
MEETING DATE 
September 16, 2026 
 
AGENDA ITEM 
Agenda Item 3B – Forest Avenue Redesign Project (Revere to Bedford Street) 
 
PURPOSE 
The S&T Committee is being asked to endorse the final plan for the demonstration phase of the 
Forest Avenue Redesign Project and authorize staff to proceed with implementation.   
 
COMMITTEE WORK PLAN/CITY COUNCIL GOAL ALIGNMENT 
The Forest Avenue Redesign Project directly advances several of the City Council's goals and 
aligns with the City's adopted plans and policies, including Portland's Plan 2030 (the 
Comprehensive Plan), One Climate Future (the City's climate action plan), and the Complete 
Streets policy. It also advances the City's ongoing commitment to implement the Vision Zero 
Action Plan.  Collectively, these goals and initiatives call for improved multi-modal safety, 
accessibility, equity, and coordinated land use and transportation planning. 

The project directly supports the Council's 2026 goal of reducing pedestrian and bicyclist 
fatalities by "creating safer streets for all users by advancing policy to prevent traffic deaths and injuries 
while improving accessibility for pedestrians, cyclists, and transit users." Forest Avenue is identified in 
the region's Vision Zero action plan, Vision Zero Greater Portland, as part of the high-injury and 
high-risk network. By redesigning the street, retrofitting key conflict points, and improving 
multimodal access, the Forest Avenue Redesign Project advances this Council goal and supports 
the region's Vision Zero objectives.  

BACKGROUND/ANALYSIS 
Project Purpose & Scope 
The Forest Avenue Redesign Project examined street reconfiguration options for inner Forest 
Avenue between Woodfords Corner and the Bedford Street/Baxter Boulevard intersection (Figure 
1) that could be implemented as part of a planned roadway paving project. 
 

1 
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Figure 1:  Forest Avenue Redesign Project Study Area 

 
The primary goals of the redesign initiative were to: 

●​ Address the root causes of serious and fatal crashes for all modes through the application 
of appropriate safety countermeasures 

●​ Enhance multimodal connectivity by improving pedestrian, bicycle and transit 
infrastructure 

●​ Reduce transit service delays through the addition of transit priority treatments 
●​ Create a street environment that supports economic development, residential 

development, and future transit service growth.  
 
Past Planning & Design Guidance 
This project built on several past planning efforts, including: 

●​ Transforming Forest Avenue (2012) 
●​ Portland – South Portland Smart Corridor Plan (2018) 
●​ GPCOG’s Vision Zero Greater Portland (2023) 
●​ Recode Portland (adopted 2024) 

 
Project Process 
The project kicked off in August 2023. Data collected as part of the project included multimodal 
traffic counts at signalized intersections and on-street parking utilization. The Existing 
Conditions Assessment established a baseline of current traffic and multimodal conditions along 
Forest Avenue.  

Following the existing conditions assessment, an alternatives analysis evaluated five road 
reconfiguration concepts designed to improve safety and accessibility for all users. These five 
alternatives considered various combinations of bike lanes, traffic signal timing, on-street 
parking, pedestrian crossings, and motor vehicle travel lanes.  The alternatives analysis was 

2 
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conducted in compliance with the MaineDOT Road Diet guidelines. In addition, the alternatives 
were evaluated based on the following criteria:  

●​ Traffic safety 
●​ Traffic operations 
●​ On-street parking 
●​ Driving experience 
●​ Pedestrian safety/experience 
●​ Bicycle facility comfort/level of stress 
●​ Transit efficiency 
●​ Furtherance of city/state goals 

The results of the analysis were documented in an Alternatives Evaluation.  A summary of the 
alternatives, evaluation criteria, and ratings were also made available on the project’s website and 
shared with the public for input.   

Recommended Concept 
Based on the alternatives evaluation and public input, the final Executive Summary Report, 
published in February 2025, recommended a three-lane street configuration with either 
parking-separated or standard buffered bike lanes (Figure 2). MaineDOT concurred with the 
recommended concept.  
 

 
Figure 2: Recommended street configuration: “Option C” with either parking-separated or buffered bike lanes 
 
Demonstration Street Design 
Because the recommended street configuration includes a reduction in the number of travel 
lanes, MaineDOT has requested that the proposed redesign be tested through a demonstration 
phase before full implementation.  
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Over the past year, staff from DPW and Planning have worked with MaineDOT to develop a 
recommended design for the demonstration phase. The design incorporates proven safety 
countermeasures that advance the City’s Complete Streets Policy and Vision Zero objectives while 
using lower-cost materials, such as pavement markings and bollards, to test the design’s 
effectiveness before considering permanent changes. The demonstration design includes:  

●​ Reduction in travel lanes from four lanes to three with a center turn lane 
●​ Consolidation of on-street parking to one side of the street for most of the project area 

(alternating its location considering parking supply and observed demand during the 
study) 

●​ Buffered bicycle lanes 
●​ Two new and two enhanced pedestrian crosswalks with pedestrian refuge islands at 

unsignalized intersections and adding a fourth crosswalk at the Ashmont-Belmont 
signalized intersection 

●​ Better defined bus stops 
 
Community Engagement & Public Participation 
The Forest Avenue Redesign Project has included multiple opportunities for public input. 

The project background, existing conditions, alternatives, and the alternatives evaluation were 
presented at an open house and public meeting held at the Woodfords Club on November 19, 2024. 
Approximately 80 members of the public attended. An online survey, open for two weeks 
following the meeting, collected more detailed input from 288 respondents. At the meeting, a 
large percentage of the attendees favored the alternative street designs that included a reduction 
in travel lanes (Road diet) and bicycle infrastructure. Key features of this alternative included: 

●​ Reconfiguration of the roadway from four lanes to three 
●​ Consolidation of on-street parking from both sides of the street to one side of the street 
●​ Two buffered bike lanes or a combination of one buffered bike lane and one parking 

separated bike lane 
●​ Additional unsignalized pedestrian crossings with pedestrian refuge islands. 

While supporting the road diet, attendees discussed the pros and cons of buffered bike lanes 
versus parking separated bike lanes. Several members of the public expressed a desire for more 
robust narrowing of the street, including grade-separated bikeways. Additionally, there was some 
concern expressed about potential on-street parking impacts. In addition to the transportation 
elements discussed, attendees and respondents noted the fair-to-poor condition of the 
streetscape along Forest Avenue.  

During the development of the demonstration phase design, two stakeholder meetings were held. 
An in-person meeting was held with business and property owners along the study area at the 
Proper Cup coffee shop on March 31, 2026.  At this meeting, draft plans for the demonstration 
phase of the project were shared.  The meeting was followed by a survey, which closed in April 
2026.  Feedback from the meeting and the survey showed general support for the traffic 
safety/road diet aspects of the project, some support for the bike lanes, but also some concern 
about the loss of any on-street parking.  

4 

Page 15



 

In addition, City staff met with bicycle and pedestrian advocacy groups, including the Portland 
Bicycle/Pedestrian Advisory Committee, the Bicycle Coalition of Maine, and Portland Trails to 
gather feedback on the draft plans. Feedback included support for the overall road diet concept, 
the addition of buffered bicycle lanes, the ‘day-lighting’ of driveways and intersections,  and 
suggestions for additions to the palette of materials for the demonstration phase, such as 
temporary planters.  

Feedback from these stakeholder meetings was incorporated into the final plan for the 
demonstration phase.  

NEXT STEPS 
Following endorsement of the demonstration street design, the City will retain a consultant to 
plan for necessary signal equipment and timing adjustments. Once that work is complete, the 
City will advance implementation of the project’s demonstration phase, with implementation 
anticipated as soon as summer 2027. After the demonstration is completed, the City will evaluate 
operational and safety data, finalize and refine the design, and pursue implementation of the 
longer-term project, including more permanent features, such as raised pedestrian refuge islands, 
curb extensions and limited curbline adjustments in coordination with a future MaineDOT 
paving project. 
 
FISCAL IMPACT 
The Forest Avenue Redesign Project’s demonstration phase is estimated to cost approximately 
$850,000–$1.2 million.  
 
CONCLUSION(S) 
Staff recommends S&T Committee endorsement of the demonstration phase street design for the 
Forest Avenue Redesign Project. Endorsement of the design will authorize staff to proceed with 
implementation of the demonstration phase, show the City's support for pursuing funding for 
related improvements, and fulfill a MaineDOT request for advancing this and the subsequent 
phase of the project.  Additionally, the demonstration project will allow the City to test proven 
safety countermeasures, collect data, evaluate their effectiveness, and use the findings to inform 
and refine future projects.  
 
PRIOR COMMITTEE REVIEW 

●​ September 11, 2024 - S&T Committee  
 
PREPARED BY 

Kevin Kraft, AICP 
Director 
Planning & Urban Development 

Bruce Hyman 
Transportation Program Manager 
Planning & Urban Development 

 
ATTACHMENTS 

●​ Attachment A - Recommended Forest Avenue Demonstration Phase Street Design 
●​ Attachment B - Existing Conditions Assessment 
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●​ Attachment C - Alternatives Evaluation 
●​ Attachment D - Executive Summary Report 
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MEMORANDUM 

December 8, 2023 

To: Bruce Hyman, Transportation Program Manager; Harold Spetla, Senior Planner 

Organization: City of Portland; GPCOG 

From: Lucy Gibson 

Project: Forest Avenue Phase IV Enhanced Project Scoping 

 

Re: Existing Conditions Documentation 

 

 

Introduction 

As part of the Forest Avenue Phase IV Enhanced Project Scoping, aka Forest Avenue Redesign, Toole Design is 

undertaking Enhanced Project Scoping that will explore alternatives for the reconfiguration of Forest Avenue for 

safety, mobility and multimodal operations between Woodfords Corner and the Bedford Street/Baxter Boulevard 

intersection in Portland. This project is part of a multi-phase effort to retrofit Forest Avenue. Phase I involved a 

since-completed reconstruction project of the Woodfords Corner intersection. Phase II involves a redesign of 

Morrill’s Corner, and Phase III involves a redesign of Forest Avenue from Marginal Way/State Street to Park 

Avenue. 

The purpose of this memorandum is to document baseline existing conditions along Forest Avenue in the study 

area. This understanding of existing conditions will form the basis for the development and evaluation of future 

alternative concepts, the preferred of which will be advanced to construction. Within the scope of this corridor 

redesign options include: 

▪ Adjustments to vehicle travel lane and parking lane configurations 

▪ Traffic signal equipment and intersection modifications with signal timing to support multimodal mobility 

▪ Sidewalk and ADA accessibility improvements 

▪ Transit investments like bus stop amenities and transit priority treatments 

▪ Enhancements to pedestrian access along and across Forest Avenue 

▪ Continuous high-comfort bicycle facilities 

▪ Streetscape improvements like pedestrian-scale lighting and green stormwater infrastructure 

This document covers the following topics and sections: 

▪ Background on past planning  

▪ Purpose and Need  

▪ Existing Conditions by topic (safety, parking, vehicular traffic, bicycle transportation, pedestrian 

transportation and public transit) 

▪ Proposed Evaluation Criteria. 
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The study area is shown below. 

 

Figure 1: Project Study Area 

Background 

Several foundational recent studies that inform this current project are summarized below. 

Portland – South Portland Smart Corridor Plan (2018) 

The Smart Corridor refers to the US 302 corridor through the Portland region. This 7-mile corridor, which includes 

Forest Avenue, connects Portland and South Portland along with many of their neighborhoods and activity 

centers. The purpose of the 2018 Smart Corridor Plan, a partnership between PACTS, MaineDOT, and the cities 

of Portland and South Portland, was to advance the following goals: 

▪ Encourage high-quality development in the Smart Corridor 

▪ Improve safety for all travel modes 

▪ Manage traffic access and congestion in the Corridor 

▪ Improve travel options and multimodal access in the corridor, including public transit, walking, and 

bicycling. 

Page 19



 3 

The Plan analyzes existing conditions and location-specific issues within each significant intersection and sub-

area along the Smart Corridor, and proposes preferred alternatives for each part of the corridor that will best 

advance the study goals. The following recommendations were put forth for the Forest Avenue South segment of 

the corridor, which approximately aligns with the study area for this project: 

▪ Lane reduction in the southbound direction from Revere Street to Noyes Street, replacing excess 

roadway capacity with new bike lanes 

▪ Reduced pedestrian crossing distances at major intersections with curb extensions, and more frequent 

protected crossing opportunities between signals through the installation of new crosswalks and RRFBs 

▪ Retention of most on-street parking while creating new dedicated facilities for buses and bikes at 

congested intersections 

The Smart Corridor Plan also proposes the following corridor-wide transit system enhancements that could be 

carried forward through this project: 

▪ Bus stop relocation to co-locate bus stops with safer pedestrian crossings and eliminate closely spaced 

stops that degrade bus service 

▪ Improved bus transfers and connectivity 

▪ Pedestrian access improvements via enhanced pedestrian crossings and better public realm along the 

sidewalk 

▪ Bus shelters at 12 locations along the Smart corridor 

▪ Bus priority treatments, including queue jump lanes and Transit Signal Priority. 

Gorham-Westbrook-Portland Rapid Transit Study (Ongoing) 

This study examines the need for and benefits of a rapid transit line connecting Gorham, Westbrook, and 

Portland. It is based on recommendations from Transit Tomorrow, the region’s long range transportation plan, and 

is led by GPCOG. The study evaluated several rail and bus rapid transit options, documenting the expected 

benefits and impacts of these options and proposing a preferred alternative. 

Forest Avenue is identified in Transit Tomorrow as a part of a future rapid transit network for the region. As a 

result, lower Forest Avenue was included in two of the four rapid transit alternatives evaluated as part of this 

process in early 2023. Though the study has yet to be finalized, the alternatives that included Forest Avenue were 

not the best-performing according to the project’s evaluation criteria, and Forest Avenue is not included in the 

draft recommendations. 

Purpose and Need Statement 

The goal of the Forest Avenue Phase IV Project is to finalize a conceptual design for Forest Avenue between 

Woodford’s Corner and Bedford Street/Baxter Boulevard. Forest Avenue serves as a regional principal arterial 

and transit corridor that connects the Portland Peninsula with surrounding towns, passing through multiple 

Portland neighborhoods in the process. This stretch of the corridor is home to local business districts, residential 

neighborhoods, the University of Southern Maine campus, and countless other destinations. Today, Forest 

Avenue is designed to prioritize through travel for motor vehicles over safety and mobility for people walking, 

biking, and taking transit; connectivity between neighborhoods on either side and its function as a destination in 

its own right. As a result, prior planning work has identified numerous safety and access challenges on this 

segment of Forest Avenue, including: 

▪ The four-lane cross section encourages weaving behavior among drivers and creates a “double threat” in 

pedestrian crossings 
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▪ The conditions of accessibility infrastructure like sidewalks, curb ramps, and crosswalks vary widely from 

poor to fair 

▪ Outside of a one-way lane on the southern end of the study area, there are no dedicated bike lanes 

present, creating a gap in Portland’s bike network 

▪ The traffic signal equipment, wiring, and structures are older and will need to be updated to allow for 

changes to signal timing and phase separation that might improve safety outcomes 

▪ The streetscape is inconsistent, with some sections having a consistent landscaped buffer and others 

with frequent curb cuts and few street trees. 

▪ The combination of long crossing distances, long spacing between safe crossing opportunities, and fast-

moving vehicle traffic creates a barrier effect between the east and west sides of the street that 

discourages walking and divides the neighborhoods on either side 

Some combination of these challenges has contributed to poor traffic safety outcomes on this section of Forest 

Avenue in recent years. From 2013 through 2022, Forest Avenue saw 19 collisions involving cyclists, injuring 17. 

In the same period, there were 25 collisions involving pedestrians, injuring 21 and killing 2. And from 2020 

through 2022, 262 motor vehicle crashes occurred on Forest Avenue. There are ten high crash locations (HCL’s) 

within the study area identified by MaineDOT. GPCOG’s Vision Zero Greater Portland1 has designated this part of 

Forest Avenue as a Critical Safety Corridor, and several intersections in the study area are Critical Safety 

Intersections. Forest Avenue is on the GPCOG High Injury Network, as a higher proportion of crashes result in 

injuries. It was also identified as a corridor with many safety issues through the public engagement process.  

The primary purpose of the Forest Avenue Phase IV Project is to develop a conceptual design for advancement 

to construction that accomplishes the following objectives:  

▪ Address the root causes of serious and fatal crashes on Forest Avenue for all modes through the 

application of the appropriate safety countermeasures 

▪ Enhance multimodal connectivity on Forest Avenue through investments in pedestrian, bicycle and transit 

infrastructure 

▪ Reduce transit service delays along Forest Avenue through the addition of transit priority treatments 

▪ Create a street environment that supports economic development, residential development, and future 

transit service growth 

Existing Conditions  

The following sections discuss findings for the corridor’s safety, traffic operations, parking inventory and 

utilization, bicycle conditions, pedestrian conditions, and public transportation.  

Safety 

The analysis below utilizes data available from MaineDOT for the years 2018 through 2022. It should be noted 

that several recent projects have implemented countermeasures, so crash patterns may change going forward. 

These projects include:  

• Vehicular left turn lanes were added on Forest Avenue at the Dartmouth Street intersection, which should 

reduce the incidence of rear end and sideswipe crashes 

 

 

 

1 https://www.gpcog.org/DocumentCenter/View/2826/Vision-Zero-Greater-Portland  
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• Crosswalks were realigned at the intersections of Lincoln and Coyle, which provides accessible curb 

ramps and shorter crossing distances. 

• A fourth crosswalk was added to the Falmouth/Preble intersection with Forest Avenue. 

• The westbound approach of Bedford Street was reconfigured to reduce the crossing distance as part of 

the University of Southern Maine TMP.  

 

Summary of Crash Data 

The study team reviewed crash data from 2018 through 2022 to understand general crash patterns and to help 

with identifying appropriate countermeasures and locations for their implementation. Crash type and location are 

summarized in the tables below. This data was downloaded from the MaineDOT Crash Query Tool.  

Table 1: Summary of Crash Types for Forest Avenue (2018-2022) 

Crash Type Count Percentage 

Bicycle 10 2% 

Pedestrians 9 2% 

Head-on / Sideswipe 3 1% 

Intersection Movement 129 26% 

Object in Road 1 0% 

Rear End / Sideswipe 330 65% 

Went Off Road 22 4% 

Total 504 100% 

 

Table 2: Summary of Crash Locations for Forest Avenue (2018-2022) 

Crash Location  Count Percentage 

Driveway 53 11% 

Intersection 278 55% 

Segment 173 34% 

Total 504 100% 

 

Approximately two-thirds of vehicle-vehicle crashes along the study corridor were categorized as “rear end / 

sideswipe” crashes. Following too closely, failure to yield right-of-way, and failure to keep in proper lane were 

cited as contributing driver actions in 61% of those crashes.  Approximately one-quarter of crashes along the 

corridor were categorized as “intersection movement” crashes. Failure to yield right-of-way was cited as a 

contributing driver action in two-thirds of those crashes.  

Table 3: Summary of Injury Level for Forest Avenue (2018-2022) 

Injury Type Count Percentage 

Serious Injury (A) 4 1% 

Minor injury (B) 30 6% 

Possible Injury (C) 92 18% 

No Apparent Injury (O) 378 75% 

Total 504 100% 

 

Crashes in the study area were more likely to result in injuries compared to the regional or statewide average: 
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Table 4: Percent of all crashes that result in injuries or fatalities (2018-2022) 

Location % Crashes 

Forest Avenue Study Area 25% 

Cumberland County 14% 

Statewide 16% 

 

There are eight street segments within the project area are identified as high crash locations (HCL) for 2020-

2022, summarized in the table below:  

 

Table 5: MaineDOT Identified High Crash Locations (2020-2022) 

From To Total Crashes  Critical Rate Factor Length (mi) 

I-295 SB Ramp Bedford/Baxter 22 2.63 0.1 

Preble/Falmouth Fessenden  11 2.1 0.06 

Deerfield Pitt 8 1.70 0.04 

Pitt Dartmouth 9 1.19 0.08 

Dartmouth  Noyes 10 1.7 0.06 

Noyes Ashmont 22 2.63 0.1 

Ashmont Coyle 12 2.13 0.06 

Coyle Ocean Avenue 48 2.71 0.29 

Source: MaineDOT Public Map Viewer 

The study area is about 1 mile in length, and the combined length of HCL segments is 0.8 miles. In addition, there 

are two HCL intersections in the study area with overlap segments above. These are located at the intersections 

of William Street and Dartmouth Street. Many of the Dartmouth Street crashes may have occurred before or 

during the construction project which added exclusive left turn lanes. Figure 2 is a map showing the crash 

locations and HCL segments and intersections. 

A review of the HCL diagrams also reflected the general trends described above, with segments exhibiting a 

prevalence of sideswipe and rear-end crashes caused by following too closely, failure to yield, and failure to keep 

in proper lane; and intersections exhibiting angle crashes due to a failure to yield.  

The types of crashes commonly experienced on Forest Avenue within the study area – namely rear-end, 

sideswipe, and left-turn crashes – are typical of higher-volume, multilane streets where through-moving vehicles 

share a lane with left-turning vehicles. This configuration produces speed differentials and encourages weaving 

and frequent lane changes. Left-turning vehicles must cross multiple lanes, which produces more conflict points 

and poorer sightlines between conflicting vehicles.    
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Figure 2: Forest Avenue crash map (Crash data from 2018-2022; HCL data from 2020-2022) 

GPCOG Vision Zero Greater Portland Plan 

A detailed analysis of regional safety is reported in the GPCOG Vision Zero Greater Portland plan2. Forest 

Avenue is identified as a Critical Safety Corridor, and several intersections in the study area are identified as 

Critical Safety Intersections. Forest Avenue appears on the High Injury Network based on this analysis 

(Figure 3), and is also on the High Risk Network due to the presence of many features that result in increased 

crash rates. The Vision Zero public engagement process resulted in a concentration of concerns and comments 

on Forest Avenue within the study area. The map below is from the GPCOG Vision Zero Dashboard.  

 

 

 

2 https://www.gpcog.org/DocumentCenter/View/2826/Vision-Zero-Greater-Portland  

Page 24

https://www.gpcog.org/DocumentCenter/View/2826/Vision-Zero-Greater-Portland


 8 

 

Figure 3: GPCOG Vision Zero Greater Portland High Injury Network 

Forest Avenue is also found to be a critical safety corridor and showed a high frequency of public comments  

Finally, the number of lanes is the most significant factor in higher crash rates — particularly with vulnerable 

users. In our region, fatal and serious injury crashes are at least 10-times as likely on roads with four or more 

lanes. Insufficient signage and inadequate lane markings are some of the factors that can cause driver 

confusion and lead to mistakes on roads with multiple lanes. 

The figure below, extracted from the GPCOG Vision Zero Action Plan, shows that 4 lane streets are among the 

most hazardous in the region, with crash rates of over ten times that of the average street.  

Study Area 
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Figure 4: Crash Risk versus Number of Lanes 

 

Source: Vision Zero Greater Portland 

 

Safety for vulnerable users 

Crashes involving people biking or walking are much more likely to result in an injury, and are primarily due to the 

driver failing to yield right-of-way to the person walking or biking. People walking or biking are involved in about 

4% of all crashes and represent less than 3% of all intersection movements. However, people walking and biking 

were involved in 67% of the incapacitating injury crashes, and 23% of the non-incapacitating injury crashes, 

indicating the need to address safety for people walking and biking along and across Forest Avenue.  

Traffic Operations 

Existing vehicular traffic operations are discussed in detail in the attached memorandum, which has been 

reviewed by the MaineDOT. The following provides a summary of the findings.  

Traffic Volumes 

The traffic analysis used multimodal traffic counts collected by GPCOG on September 19 and 21, 2023, using 

Miovision cameras. Counts conducted during this time of year are typically have above average traffic volumes, 

and are thus suitable for use in traffic analysis without seasonal adjustments by MaineDOT policy. At the time of 

these counts, Baxter Boulevard was closed for construction, so Forest Avenue was serving as a detour route, and 

likely to higher volumes than typical. Even so, the September 2023 peak hour volumes are lower than previous 

counts, all of which were conducted before the COVID pandemic. Most agencies are considering that current 

2023 traffic volumes are representative of a post-COVID “new normal” and it is quite common for peak-hour 

volumes to be lower than pre-pandemic conditions due to more people working from home and more flexibility in 

trip-making choices. The figure below shows the change in peak hour volumes at the Forest/Bedford/Baxter 

intersection between counts conducted in 2017 by WSP for the Smart Corridor Plan, and the 2023 GPCOG 

counts. The 2023 volumes are 21% lower in the morning peak hour, and 20% lower in the PM peak hour.  
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Figure 5: Comparison of AM and PM Peak Hour Volumes at Forest Avenue/Baxter Boulevard/Bedford Street 

 

The turning movement counts (attached in the traffic analysis memo) show that the traffic volumes at the Forest 

Avenue/Ashmont Street/Belmont Street intersection do not meet any signal warrants, and therefore could be 

considered for removal in the development of alternatives.  

Traffic Operations Analysis Results 

The AM and PM peak hours were evaluated for traffic capacity and operations at the signalized and unsignalized 

intersections in the study area. Results from this analysis include vehicle level of service (LOS), which is a 

qualitative measure of traffic operations. LOS ranges from A, which reflects free flow, uncongested traffic 

operations, through F, which represents severe congestion. One weakness of using vehicular level of service as a 

primary measure of traffic operations is that the use of a letter grade scale implies that “A” is the best condition. 

LOS A or B means that there is excess vehicle capacity, which can have negative consequences including 

speeding, safety risks for vulnerable users, and adverse environmental impacts. Conventional traffic analyses 

promote planning around the busiest traffic hours of the day, even though most hours of the day will operate with 

far less delay for vehicles. As a result of these conventional practices, vehicle-centric decisions are often made to 

the detriment of the safety, comfort, and accessibility of other users who use the street throughout the day.  

There are no national standards for LOS, and cities or states have discretion to adopt LOS targets that reflect 

their unique constraints and their tolerance for traffic congestion. For MaineDOT, peak hour LOS targets are to be 

D or better for urban corridors such as Forest Avenue. In US Cities, it is typical to accept LOS E or F and to 

tolerate vehicular congestion for a limited number of hours each day. Many cities are migrating towards using the 

Volume-to-capacity ratio as an appropriate measure of an urban street’s performance, which focuses on providing 

for the movement of vehicles, and is less concerned with speeds and delay. 

Using the 2023 counts, a synchro model was used to determine vehicular operations of the signalized and 

selected unsignalized intersections. This information is summarized below for signalized intersections, and 

indicates that all intersections operate at a level of service C or better for AM and PM peak hours, as shown in 

Table 5.   
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Table 6: Synchro Vehicle Operations Results: Existing AM and PM Peak Hours 

Intersection AM V/C 
AM Average 

Delay 

AM 

LOS 
PM V/C 

PM Average 

Delay 

PM 

LOS 

Forest at Ocean 0.52 17.5 B 0.64 28.5 C 

Forest at Woodford 0.74 26.2 C 0.63 30.3 C 

Forest at Revere 0.57 13.8 B 0.47 13.6 A 

Forest at Ashmont/Belmont 0.30 5.5 A 0.36 6.1 A 

Forest at Dartmouth 0.35 11.0 B 0.40 12.1 B 

Forest at Preble/Falmouth 0.42 17.7 B 0.42 18.3 B 

Forest at Bedford/Baxter 0.55 25.5 C 0.75 32.9 C 

 

The results above differ from what has been reported in previous studies, including the Smart Corridor Plan and 

the University of Southern Maine Traffic Movement Permit studies, which both relied on the above referenced 

counts conducted in 2017. This discrepancy can be attributed to the lower peak hour traffic volumes observed in 

2023. These results may also not be consistent with perceptions of people driving along the corridor during peak 

hours. An important consideration is that the synchro model is only considering the signalized and a few 

unsignalized intersections. There are numerous additional unsignalized streets and driveways where vehicles turn 

left, blocking their lane while they wait for a gap. These blockages create significant additional delay, and lead to 

weaving and crashes.  

Additional detail on the traffic operations analysis is attached to this memorandum. The traffic analysis includes 

Synchro results for V/C, delay and LOS; and SimTraffic results for delay and queuing. The SimTraffic queuing 

results show long queues on the side streets of the Woodford Corner and Ocean Avenue intersections, which are 

effected by the railroad crossings, but may not reflect actual conditions. 

On-Street Parking 

Forest Avenue’s on-street parking serves commercial, residential, and institutional uses. There are approximately 

150 on-street parking spaces within the project area along this corridor3. On-street parking can be found 

throughout the corridor but is more prevalent on the northern sections of the study area.   

Within the study area, Forest Avenue has a range of land use characteristics that affect the prevalence of on- and 

off-street parking. Some blocks, primarily concentrated to the south, are home to auto-oriented commercial land 

uses with large building setbacks from the street and off-street parking lots fronting Forest Avenue. Others, like 

the block between Belmont Street and Dartmouth Street and around Woodfords Corner, have a more traditional 

storefront commercial character with on-street parking along the curb. Scattered along the corridor are individual 

businesses that mix these patterns with storefronts against the sidewalk and smaller off-street parking lots on the 

side and/or back of the building. 

 

 

 

3 The number of available parking spaces was determined by measuring the length of curb on each block where parking is legal and dividing 
by 18’, which is the standard parking space length as defined by the City of Portland Technical Manual. 
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To understand parking patterns on Forest Avenue, Toole Design conducted a high-level parking utilization scan. 

First, we created an inventory of available spaces at the block-level based on Google Street View and aerial 

imagery. Next, we conducted fieldwork to measure parking utilization rates at the block level during peak times 

throughout the corridor. We collected data on October 5th and October 6th at the following times: 

▪ Morning (8:00am) 

▪ Mid-day peak (12:00pm) 

▪ Afternoon (4:00pm) 

▪ Evening peak (5:30pm) 

Though the primary focus of data collection was Forest Avenue, we also collected utilization data along side 

streets that we anticipated might provide an alternative to parking on Forest Avenue for people visiting active 

destinations on the corridor. We found that these residential streets had higher rates of on-street parking 

occupancy compared to Forest Avenue throughout the day. 

 

Figure 6: 8AM Utilization 

At 8AM, 9% of the corridor-wide on-street parking on Forest Ave was in use, and on-street parking was more 

heavily utilized on residential side streets and the southernmost blocks of Forest Avenue. As this is the beginning 

of the workday, it is likely that we observed high utilization on the side streets because many residents had not yet 
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left for work. The only commercial stretches on Forest Avenue that were active at this time were the blocks 

between Noyes Street and Fessenden Street. This area is home to popular breakfast and coffee destinations, 

The Proper Cup and Rose Foods, both on the south side of Forest Avenue.   

 

 

Figure 7: 12PM Utilization 

At 12PM, 28% of the corridor-wide on-street parking in Forest Avenue was in use, and on-street parking along the 

corridor was beginning to see more activity, particularly in the two dense storefront areas around Woodfords 

Corner and between Belmont Street and Dartmouth Street.  
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Figure 8: 4PM Utilization 

Similarly, at 4PM, 28% of the corridor-wide on-street parking in Forest Avenue was in use, and the corridor was 

slightly less utilized than at 12PM (particularly between Belmont St and Dartmouth St) but remained heavily 

utilized at Woodfords Corner.  
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Figure 9: 5:30PM Utilization 

At 5:30PM, 43% of the corridor-wide on-street parking in Forest Avenue was in use, and parking on Forest 

Avenue was at its highest observed utilization, especially at Woodfords Corner, at Preble Street, and between 

Belmont Street and Dartmouth Street. Side street parking utilization was also significantly higher than at 4PM, 

though it is unclear if this is because residents were returning home from work or because these streets were 

absorbing demand for parking from visitors to surrounding businesses.  

Parking Utilization Study Findings 

The following key findings emerged from the on-street parking utilization study on Forest Avenue: 

▪ Corridor-wide parking utilization on Forest Avenue was never recorded above 43% of capacity. Blocks 

where parking appeared underutilized throughout the study include: 

» Northbound between Pitt St and Dartmouth St (potentially due to the existing off-street parking 

lots) 

» Northbound between Belmont St and Coyle St 

» Southbound between Lincoln St and Coyle St  

» Southbound between Fessenden St and Preble St (potentially due to the existing off-street 

parking lots) 

» Southbound between William St and Pitt St (after 8AM) 

» Southbound between Noyes St and Dartmouth St (after 12PM) 
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▪ Outside of the 5:30PM data collection period, on-street parking utilization was almost completely 

concentrated on one side of the street or the other. 

▪ On most blocks, there were spaces available for additional visitors during every period. This includes 

blocks within the busiest stretches of the corridor at the peak of corridor-wide utilization at 5:30PM. Only 

one block was recorded as 100% utilized, between Woodford Street and Arlington Place at 5:30PM, and 

spots remained available across the street and on adjacent blocks. 

Bicycling 

Today, most of Forest Avenue within the study area does not have dedicated space for bicyclists. On the 

southern end of the corridor, painted bike lanes are provided in at least one direction for several blocks. There is a 

northbound bike lane from Bedford Street/Baxter Boulevard to William Street, and a southbound bike lane on the 

approach to Bedford Street/Baxter Boulevard. South of Bedford Street/Baxter Boulevard, there are shared use 

paths on either side of Forest Avenue through the I-295 interchange area.  

Even with some painted bike lanes, Forest Avenue is not comfortable for most bicyclists. Level of Traffic Stress 

(LTS) is a metric used to describe the amount of stress people biking feel in traffic throughout the transportation 

network, based on vehicle speeds, traffic volumes, lane configuration, and the level of separation between people 

biking and vehicle traffic. It is a four-tiered metric, with the highest tier (LTS 4) representing the highest level of 

traffic stress, and the lowest tier (LTS 1) representing the lowest level of traffic stress. Achieving the lowest LTS 

possible ensures that bike users are in safer street environments when traveling and increases their comfort and 

likelihood of using this mode.  

Forest Avenue has a posted speed limit of 30 mph, an Average Daily Traffic (ADT) between 20,000 and 27,000 

vehicles, and 2 vehicle travel lanes per direction.  Where a bike lane is not provided, this combination of 

characteristics means that Forest Avenue is LTS 4, representing the highest level of traffic stress for biking (see 

Table 6). 

And where a bike lane is provided Forest Avenue is LTS 2 (Table 8). (It should be noted that our analysis used 

posted speeds whereas the LTS criteria matrix uses prevailing speeds. No speed data was collected for this 

analysis, but from public concerns expressed in the Smart Corridor Plan and the Vision Zero Greater Portland 

plan, it is likely that a significant portion of drivers exceed the speed limit on Forest Avenue. Thus, it is possible 

that even the blocks with bike lanes are actually at LTS 3 or LTS 4. 

Beyond level of comfort, the safety of people riding bikes on Forest Avenue is a concern. Between 2018 and 

2022, 10 bicycle crashes occurred on Forest Avenue within the study area. Though these made up only 2% of 

crashes during that period, 90% of the bicycle crashes resulted in injuries, compared to only 25% of all crashes 

on Forest Avenue. 
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Table 7: Level of Traffic Stress Criteria for Mixed Traffic Environments 

Number of lanes 

 Prevailing Speed 

Effective ADT* 
< 20 
mph 

25 
mph 

30 
mph 

35 
mph 

40 
mph 

45 
mph 50+mph 

Unmarked 2-way street (no 
centerline) 

0-750 LTS 1 LTS 1 LTS 2 LTS 2 LTS 3 LTS 3 LTS 3 

751-1500 LTS 1 LTS 1 LTS 2 LTS 3 LTS 3 LTS 4 LTS 4 

1501-3000 LTS 2 LTS 2 LTS 3 LTS 3 LTS 4 LTS 4 LTS 4 

3000+ LTS 3 LTS 3 LTS 4 LTS 4 LTS 4 LTS 4 LTS 4 

1 thru lane per direction (1-way, 1-
lane street or 2-way street with 

centerline) 

0-750 LTS 1 LTS 1 LTS 2 LTS 2 LTS 3 LTS 3 LTS 3 

751-1500 LTS 2 LTS 2 LTS 2 LTS 3 LTS 3 LTS 4 LTS 4 

1501-3000 LTS 2 LTS 3 LTS 3 LTS 4 LTS 4 LTS 4 LTS 4 

3001-6000 LTS 3 LTS 3 LTS 4 LTS 4 LTS 4 LTS 4 LTS 4 

6001-10000 LTS 3 LTS 4 LTS 4 LTS 4 LTS 4 LTS 4 LTS 4 

10001+ LTS 4 LTS 4 LTS 4 LTS 4 LTS 4 LTS 4 LTS 4 

2 thru lanes per direction 

0-6000 LTS 3 LTS 3 LTS 3 LTS 3 LTS 4 LTS 4 LTS 4 

6001-12000 LTS 3 LTS 3 LTS 4 LTS 4 LTS 4 LTS 4 LTS 4 

12001+ LTS 4 LTS 4 LTS 4 LTS 4 LTS 4 LTS 4 LTS 4 

3+ thru lanes per direction any ADT LTS 4 LTS 4 LTS 4 LTS 4 LTS 4 LTS 4 LTS 4 

* Effective ADT = ADT for two-way roads; Effective ADT = 1.67*ADT  for one-way roads    
 

Table 8: Level of Traffic Stress Criteria for Bike Lanes and Shoulders Not Adjacent to a Parking Lane 

Number of lanes Bike lane width 

Prevailing Speed 

< 25 
mph 

30 
mph 

35 
mph 

40 
mph 

45 
mph 

50+ 
mph 

1 thru lane per direction, or 
unlaned 

6+ ft LTS 1 LTS 1 LTS 2 LTS 3 LTS 3 LTS 4 

4 or 5 ft LTS 2 LTS 2 LTS 3 LTS 3 LTS 3 LTS 4 

2 thru lanes per direction 
6+ ft LTS 2 LTS 2 LTS 3 LTS 4 LTS 4 LTS 4 

4 or 5 ft LTS 2 LTS 2 LTS 3 LTS 4 LTS 4 LTS 4 

3+ lanes per direction any width LTS 3 LTS 3 LTS 3 LTS 4 LTS 4 LTS 4 

Notes 1. If bike lane / shoulder is frequently blocked, use mixed traffic criteria.  
   

 
2. Qualifying bike lane / shoulder should extend at least 4 ft from a curb and at least 3.5 ft from a 
pavement edge or discontinuous gutter pan seam 

 

 3.Bike lane width includes any marked buffer next to the bike lane.    

 

Although not comfortable in its current form for most people who ride a bike or are interested in doing so, Forest 

Avenue has the potential to be an integral and well-used part of Portland’s bike network (Figure 10). Flanked by 

several of Portland’s densest neighborhoods off-Peninsula, Forest Avenue could provide the most direct 

connection between neighborhoods and the Peninsula for a large number of residents. It is also home to a wide 

range of restaurants, grocery stores, retail stores, dance studios, banks, and other destinations which are difficult 

today to access by bike. As of 2021, Forest Avenue was identified as a planned bikeway for implementation by 

2026. 
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Figure 10 City of Portland Bike Network Map (Source: https://www.portlandmaine.gov/699/Bicycle-Pedestrian-Planning ) 

  

Walking 

Forest Avenue has consistent and sometimes generous sidewalks on both sides of the street, ranging from 6’ to 

over 12’ on some blocks with active storefront businesses. In some places, there is a grass buffer between the 

sidewalk and the street, but the tree canopy is limited. Sidewalks are generally in fair condition, and are in very 

good condition around Woodford’s Corner, where they were reconstructed in recent years. South of Dartmouth 

Street there are some stretches of brick sidewalk, which can present tripping hazards and other accessibility 

challenges over time. Curb ramps from the sidewalk to the street are present at all corners, though are of varying 

levels of quality and ADA-compliance. Many curb ramps are missing tactile warning panels and/or are apex 

ramps instead of directional ramps that align with the crossing direction.  

Forest Avenue poses challenging conditions for pedestrians crossing the street. Signalized crossing locations are 

spaced about 285’ – 1,120’ along the corridor, or a 3–5-minute walking distance (Figure 11). These are 

supplemented by unsignalized crosswalks at Coyle Street, Lincoln Street and William Street. With neighborhoods 

and destinations on both sides of the street, the infrequency of crossings is a barrier and might contribute to 

noncompliant crossing behavior along Forest Avenue.  
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Figure 11: Crosswalks and spacing between signalized crossings in the Forest Avenue study area 

With the existing cross section of Forest Avenue, pedestrians must cross four travel lanes and cover at least 60’ 

curb to curb, often more due to skewed crossings. This means that all of the unsignalized crosswalks, shown in 

Figure 11, are “multiple threat” crossings, in which pedestrians in the crosswalk can be obscured from sight by the 

first car that stops to let them cross. While there are pedestrian crossing signals at the signalized intersections, 

there are no added measures for pedestrian safety such as Leading Pedestrian Intervals (LPI) which give 

pedestrians a head start in the crosswalk before vehicle traffic gets a green light.  

Crosswalks are not consistently striped across side streets intersecting with Forest Avenue to reinforce the priority 

of people walking along the corridor. The auto-oriented land use patterns prevalent in the southern end of the 

study area also create safety concerns for pedestrians walking along Forest Avenue, with frequent driveways 

crossing the sidewalk and fast-moving traffic turning in and out. Where on-street parking is present it is generally 

restricted for 20’-30’ approaching the corners, improving the visibility of pedestrians crossing along Forest 

Avenue.  

Beyond level of comfort, the safety of people walking along or across Forest Avenue is a concern. Between 2018 

and 2022, 25 crashes involving pedestrians occurred on Forest Avenue within the study area. Though these 

made up only 2% of crashes during that period, 100% of the pedestrian crashes resulted in injuries, compared to 

only 25% of all crashes on Forest Avenue. 

Page 36



 20 

Transit 

METRO and the Regional Transportation 

Program (RTP) operate transit service on 

Forest Avenue.  

This part of Forest Avenue is served by 

METRO Route 2, which operates with 30-

minute headways. According to the 2018 

SMART Corridor study, the highest 

ridership stop on Route 2 outside of 

downtown is at Woodfords Corner. Most 

Route 2 riders on Forest Avenue are 

boarding in the inbound direction, with the 

exception of the stop at USM where some 

riders board outbound towards Woodfords 

Corner, Morrill’s Corner, and Riverton.  

METRO bus stops along Forest Avenue are 

of mixed quality and ADA-compliance. 

While some bus stops have an 8’ deep 

level landing for bus ramp deployment and 

accessible boarding, in many locations this 

is hampered by the grass buffer, uneven 

and/or brick sidewalks, or insufficient 

sidewalk width. Recent streetscape 

investments in Woodfords Corner have 

provided a waiting area and seating around 

the outbound stop, though there is no 

shade or shelter from the elements.  

METRO buses on Forest Avenue travel in 

general traffic and are delayed by 

congestion at some times during the day. 

Traffic LOS analyses conducted as part of 

the SMART corridor study in 2018 found 

that most delays along Route 2 occur in the 

northern section of Woodfords Corner north 

of the study area and at Falmouth/Preble 

Streets. Peak congestion at Bedford 

Street/Baxter Boulevard also delays bus 

service. Recent discussions with GP Metro 

indicate that these concerns still hold.  

Forest Avenue is also an important connection from Greater Portland and I-295 to Route 302 and the Lakes 

Region of Western Maine. RTP operates the Lake Region Explorer, a regular bus service between the Elm Street 

Pulse Station and the Bridgton Community Center, on Forest Avenue. The Lake Region Explorer runs Monday 

through Friday year-round.  
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The Husky Line crosses the study area at the Forest/Bedford/Baxter intersection, and has high numbers of 

boardings on the USM campus. The Forest/Baxter/Bedford intersection sees some transfers between these lines, 

indicating the need for pedestrian crossings and waiting areas (Figure 12).  

 

Figure 12: Ridership by stop (GPCOG Rapid Transit Study, 2023) 

METRO’s Route 2 has been the system’s top performing route in terms of ridership per revenue-hour thus far in 

2023, and increasing its performance from 2022. This indicates that the route is efficient, has a growing ridership, 

and provides a good return on the transit investment (Figure 13). 
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Figure 13: On-time Performance of GP Metro System (Source: GP Metro) 

The on-time performance is typically somewhat lower than average for the GP Metro system. It saw more 

significant decline in the summer of 2023, which may be due to the additional vehicle traffic using Forest Avenue 

during the closure of Baxter Boulevard.  

METRO buses on Forest Avenue travel in general traffic and are delayed by congestion at some times during the 

day. Traffic LOS analyses conducted as part of the SMART corridor study in 2018 found that most delays along 

Route 2 occur in the northern section of Woodfords Corner north of the study area and at Falmouth/Preble 

Streets. Peak congestion at Bedford Street/Baxter Boulevard also delays bus service. Recent discussions with 

GP Metro indicate that these concerns still hold.  

METRO bus stops along Forest Avenue are of mixed quality and ADA-compliance. While some bus stops have 

an 8’ deep level landing for bus ramp deployment and accessible boarding, in many locations this is hampered by 

the grass buffer, uneven and/or brick sidewalks, or insufficient sidewalk width. Recent streetscape investments in 

Woodfords Corner have provided a waiting area and seating around the outbound stop, though there is no shade 

or shelter from the elements.  
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Figure 14: On-time Performance of GP Metro system (Source: GP Metro) 

Summary 

Key findings of the existing conditions analysis include: 

Vehicular Operations. Vehicular operations are presented in detail in the attached memorandum. Traffic 

volumes have recovered from the COVID pandemic but declined significantly from counts conducted in prior 

years throughout the corridor. This has resulted in improved levels of service and reduced delay at signalized 

intersections and could potentially contribute to higher speeds. The relatively low levels of delay and queueing, 

and the LOS of all C or higher indicate that Forest Avenue is operating well below capacity, leading to the 

potential for speeding, especially during off-peak hours. Urban corridors that are significantly under capacity also 

represent an inefficient use of limited space with many other demands, including travel for other modes of 

transportation, parking, or streetscape features that create a more pleasant environment.  

On-Street Parking. On-street parking is heavily utilized on some blocks during specific time periods and based 

on lack of available on-site parking, is an important element for business success. The high utilization is focused 

on selected blocks that serve business patrons, and is most highly utilized in the early evening period. Residential 

side streets were observed to have high utilization in the morning and evening periods.  
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Bicycling. Bicycle levels of stress are high, and because of this, bicycle use reflects a small portion of the current 

users on Forest Avenue. However, despite low numbers, bicycles are substantially over-represented in crashes 

that result in injuries, indicating a need to address bicycle network deficiencies.  

Walking. The corridor’s signalized intersections all have pedestrian signals and crossings. In some parts of the 

corridor, crossings are infrequent, and all of the corridors unsignalized crossings pose a multiple threat with two 

lanes of oncoming vehicles. People walking are substantially over-represented in crashes that result in injuries, 

indicating a need to address pedestrian safety issues. Signal operations currently do not provide for a leading 

pedestrian interval to reduce potential conflicts with turning vehicles.  

Safety. There is ample data reviewed in this document that shows the safety concerns on the corridor are 

amounting to very high crash rates, particularly affecting vulnerable users who make a small portion of the total 

traffic. Future phases of this study will explore proven countermeasures to address the causes of these crashes.  

Transit. The GP Metro service along Forest Avenue is well utilized and efficiently run. Improvements to service 

and efficiency could be achieved by reducing delays at signalized intersections with transit priority features such 

as queue jump lanes, and improvements to the bus stop design, which currently require buses to pull out of the 

travel lane to stop.  
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MEMORANDUM

October 31, 2024 

To: Steve Landry, PE; Kara Aguilar, PE; Stephen Cole; MaineDOT, Bruce Hyman and Jeremiah Bartlett, 

City of Portland; Harold Spetla, PACTS 

From: Lucy Gibson, PE; Erica Guidoboni, PE; John Mahoney, PE; Kristen Braley, EIT 

Project: Enhanced Scoping: Forest Avenue Phase IV, Portland, ME 

Re: Alternatives Evaluation 

Alternatives Overview 

The purpose of this memorandum is to summarize and evaluate multimodal alternatives for a redesigned Forest 

Avenue. Each option will be evaluated according to a set of criteria that respond to specific challenges on Forest 

Avenue, reflecting City goals and policy priorities as well as conforming to the MaineDOT Road Diet Guidelines, 

where applicable. This section provides an overview of the redesign alternatives and the evaluation matrix and 

summarizes alternatives evaluation outcomes. A key focus of the alternatives is mitigating identified safety issues 

and improving multimodal access while still maintaining an acceptable Level of Service on this important regional 

corridor. 

This memo builds on the revised Existing Conditions Memorandum, dated August 6, 2024. 

Forest Avenue Redesign Alternatives 

Four alternative typical cross sections were developed, in addition to the existing conditions/No Build. The 

alternatives are intended for near term (within five years) implementation and generally maintain the existing curb 

locations and widths. While the existing street width and lane configuration vary along the corridor, the following 

cross sections reflect conditions along the majority of the corridor’s length between signalized intersections, 

roughly from Pitt Street in the southeast to Revere Street in the northwest, where the width of Forest Avenue is 

typically 60 feet from curb to curb.  

No Build – Four travel lanes, two parking lanes 
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The No Build alternative represents the existing conditions on Forest Avenue, which today has two general-

purpose travel lanes in each direction and parking on both sides of the street for most of the corridor. 

Alternative A – Four travel lanes, adding a two-way left turn lane 

Alternative A would maintain four travel lanes while adding a two-way left turn lane by removing parking on both 

sides of the street. The outside travel lanes would be wider and be marked for shared travel with cyclists. 

Alternative B – Four travel lanes, adding bicycle lanes 

Alternative B would maintain four travel lanes while adding curbside buffered bike lanes by removing parking on 

both sides of the street. Approaching signalized intersections, the bike lanes could become shared bus/bike queue 

jump lanes. 

Alternative C – Lane reduction, bicycle lanes, parking on one side 

Two variations of Alternative C are presented below.  

Alternative C1: One Parking- Separated Bicycle Lane, One Buffered Bicycle Lane 
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Alternative C2: Curbside Parking One Side and Buffered Bicycle Lanes 

Alternative C would reduce the number of vehicle through travel lanes to two and consolidate parking to one side 

of the street. The remaining space would be reallocated to create a two-way left turn lane and curbside separated 

bike lanes. The bike lanes would be separated from vehicle travel lanes by the parking lane on one side (C1), or 

the same space could be reconfigured to place the parking lane curbside C2). Approaching signalized 

intersections, the shared turn lane could be replaced by left turn lanes and/or bus queue jump lanes. 

Alternative D – Lane reduction, parking on both sides 

Alternative D would reduce the number of vehicle travel lanes to two while maintaining parking on both sides of 

the street. The remaining space would be reallocated to create a two-way left turn lane. Approaching signalized 

intersections, the two-way left turn lane would be replaced by directional left turn lanes and/or bus queue jump 

lanes and parking.  

Evaluation Matrix 

The evaluation matrix (Table 1) reflects the Purpose & Need for the Forest Avenue Phase IV Enhanced Project 

Scoping effort, with criteria that address the specific challenges present on Forest Avenue and documented in the 

Existing Conditions Memo, and the City of Portland’s goals and policy objectives. It is intended to capture and 

communicate the benefits and trade-offs of the different redesign alternatives for Forest Avenue across a range of 

performance metrics and priorities. 

Project Purpose  

Forest Avenue serves as a regional principal arterial and transit corridor that connects the Portland Peninsula with 

surrounding towns, passing through multiple Portland neighborhoods in the process. This stretch of the corridor is 

home to local business districts, residential neighborhoods, the University of Southern Maine campus, and 

countless other destinations. Today, Forest Avenue is designed to prioritize through travel for motor vehicles over 

safety and mobility for people walking, biking, and taking transit; connectivity between neighborhoods on either 
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side and its function as a destination in its own right. Numerous safety and access challenges have been 

identified on this segment of Forest Avenue, including: 

▪ The four-lane cross section encourages weaving behavior among drivers and creates a “double threat” in

pedestrian crossings

▪ The conditions of accessibility infrastructure like sidewalks, curb ramps, and crosswalks vary widely from

poor to fair

▪ Outside of a one-way lane on the southern end of the study area, there are no dedicated bike lanes

present, creating a gap in Portland’s bike network

▪ The traffic signal equipment, wiring, and structures are older and will need to be updated to allow for

changes to signal timing and phase separation that might improve safety outcomes

▪ The streetscape is inconsistent, with some sections having a consistent landscaped buffer and others

with frequent curb cuts and few street trees.

▪ The combination of long crossing distances, long spacing between safe crossing opportunities, and fast-

moving vehicle traffic creates a barrier effect between the east and west sides of the street that

discourages walking and divides the neighborhoods on either side

The combination of these challenges has contributed to poor traffic safety outcomes on this section of Forest 

Avenue in recent years. From 2013 through 2022, Forest Avenue saw 19 collisions involving cyclists, injuring 17. 

In the same period, there were 25 collisions involving pedestrians, injuring 21 and killing 2. And from 2020 

through 2022, 262 motor vehicle crashes occurred on Forest Avenue. There are ten high crash locations (HCL’s) 

within the study area identified by MaineDOT. GPCOG’s Vision Zero Greater Portland1 has designated this part of 

Forest Avenue as a Critical Safety Corridor, and several intersections in the study area are Critical Safety 

Intersections. Forest Avenue is on the GPCOG High Injury Network, as a higher proportion of crashes result in 

injuries. It was also identified as a corridor with many safety issues through the public engagement process.  

The primary purpose of the Forest Avenue Phase IV Project is to develop a conceptual design for advancement 

to construction that accomplishes the following objectives:  

▪ Address the root causes of serious and fatal crashes on Forest Avenue for all modes through the

application of the appropriate safety countermeasures

▪ Enhance multimodal connectivity on Forest Avenue through investments in pedestrian, bicycle and transit

infrastructure

▪ Reduce transit service delays along Forest Avenue through the addition of transit priority treatments

▪ Create a street environment that supports economic development, residential development, and future

transit service growth

The project needs are described in the Existing Conditions Traffic Memorandum, dated August 6, 2024 (see 

https://portland.civilspace.io/en/projects/forest-avenue-redesign-project). 

The evaluation matrix is shown below, where criteria are provided for high, medium, or low scores for each 

primary project need. In general, a high score indicates significant improvement for that project need, and a low 

score is typically associated with the continuation of an unacceptable existing condition. A medium score 

indicates that there is some improvement for that project need.  

1 https://www.gpcog.org/DocumentCenter/View/2826/Vision-Zero-Greater-Portland 
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Table 1 Evaluation Matrix 

  High Medium Low 

Safety 
Significant reduction in crashes 

of greater than 30% 

Reduction in crashes of up to 

30% 

Status Quo or negligible 

reduction in crashes  

Traffic 

Operations 

Volume is within capacity; 

queued traffic does not block 

upstream intersections and 

vehicle LOS is at or below the 

LOS D target 

Queues may occasionally 

extend to upstream 

intersections; vehicle LOS is E 

in some locations/time periods 

Volume is greater than capacity, 

long queues build up and affect 

upstream intersections 

Parking 

No reduction of existing on-

street parking 

Parking supply is reduced to 

one side of street, but still meets 

general demand; strategic 

parking management can be 

used to reduce inconvenience 

Elimination of on-street parking 

Driving 

Traffic flow is more predictable 

with less frequent sudden 

slowing/stopping and weaving 

behavior is eliminated; driver 

stress is significantly reduced   

Traffic flow is more predictable 

with less frequent sudden 

slowing/stopping, reducing 

stress for drivers 

No improvement from existing 

conditions (unpredictable 

stopping in left lane, frequent 

need to weave or merge, high 

speeds and passing) 

Walking 

Significant pedestrian comfort & 

safety improvement with proven 

countermeasures throughout 

corridor; Reasonable distances 

between crossings 

Some improvement in 

pedestrian comfort & safety with 

implementation of pedestrian 

safety countermeasures 

No improvement from existing 

conditions (multiple threat 

crossings, long crossing 

distances, limited median 

refuges) 

Biking 

Low stress bike infrastructure 

(LTS 1) throughout corridor  

Bike infrastructure achieves 

LTS 2 throughout corridor  

LTS 3-4, no improvement from 

existing conditions (lack of 

dedicated bicycle infrastructure 

in most of corridor, high 

vehicular traffic speeds) 

Transit 

Queue jump lanes and other 

signal priority treatments at 

selected locations provide 

improvement in on-time 

performance 

N/A No further transit priority 

measures are implemented to 

reduce transit delay 
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Alternatives Evaluation Summary Results 

Table 2 below summarizes the evaluation of each alternative based on the criteria described in Table 1. The 

background of each criterion and the evaluation methods are described in greater detail in the Alternatives 

Evaluation section. 

Table 2 Alternatives Evaluation Summary 

 
No Build – 4 

lanes & 

parking 

A – 4 lanes & 

left turn lanes 

where needed 

B – 4 lanes & 

bike lanes 

C – Lane 

Reduction, 

bike lanes, & 

1 parking lane 

D – Lane 

Reduction & 2 

parking lanes 

Safety Low Medium Low High High 

Traffic 

Operations 
High High High High High 

Parking High Low Low Medium High 

Driving Low Medium Low High High 

Walking Low Medium Low High High 

Biking Low Low Medium 
C1 -High 

Low 
C2 Medium 

Transit Low Low Low High High 

 

Alternatives Evaluation 

The following sections discuss each criterion in more detail.  

Safety 

Much of this section of Forest Avenue, 0.8 miles out of the 1-mile study area, is classified as a series of High 

Crash Locations (HCL) by MaineDOT (Figure 1) and the remainder has a high incidence of crashes. Addressing 

the root causes of these crashes, which also result in injuries at a higher rate and higher degree of severity than 

the regional and statewide averages, is a key objective of the proposed redesign.  
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Figure 1 Forest Avenue crash map (crash data from 2018-2022, HCL data from 2020-2022) 

The types of crashes commonly experienced on Forest Avenue within the study area – namely rear-end, 

sideswipe, and left-turn crashes – are typical of higher-volume, multilane streets where through-moving vehicles 

share a lane with left-turning vehicles. This configuration results in speed differentials and encourages weaving as 

well as frequent lane changes. Left-turning vehicles must cross multiple lanes, which produces more conflict 

points and poorer sightlines between conflicting vehicles. A four-lane street design introduces distinct safety 

issues for pedestrians and bicyclists as well. Overall speeds are higher, which results in much greater potential for 

a severe injury or fatality if a crash occurs. Visibility is poor for people biking or walking across a four-lane street, 

as a stopped vehicle blocks the sightline to the person crossing from oncoming traffic.  

The proposed alternatives have the potential to mitigate these challenges to differing degrees for each mode. 

While additional Crash Reduction Factors (CRFs) may apply, this evaluation focuses on the CRFs that can be 

applied directly to lane configuration changes shown in the cross sections. Table 3 shows the Crash Reduction 

Factors (CRFs) used to evaluate each alternative for safety benefits. More information on each countermeasure 

and CRF is available from the Crash Modification Factor (CMF) Clearinghouse pages, linked in the table below. 

The most applicable CRF applies to all crashes, including those involving vehicles, bicyclists or pedestrians.  

Page 48



8 

Table 3 Proposed safety countermeasures and estimated crash reduction by alternative 

Proposed Safety Countermeasures Forest Avenue Alternatives 

Countermeasure CRF No Build A B C D 

Install 2-Way Left Turn Lane on 4-Lane 

Road 

24% No Yes No No No 

Convert 4-Lane Roadway to 3-Lane 

Roadway with Center Turn Lane 

47% No No No Yes Yes 

Score Low Med Low High High 

 

In accordance with the evaluation matrix (Table 1), alternatives that achieve a significant estimated crash 

reduction of over 30% received a score of “High,” alternatives that achieve a modest estimated crash reduction of 

5% - 30% received a score of “Medium,” and alternatives with a status quo or minor estimated crash reduction of 

less than 5% received a score of “Low.” 

Traffic Operations 

Vehicle operations have been evaluated using Synchro/Simtraffic software, with the methodology described in the 

Existing Conditions Memorandum. The alternatives were analyzed using similar methodology and reported in the 

attached traffic operations memorandum. In all cases, the signalized intersections along the corridor have a level 

of service D or higher for the major approaches (Forest Avenue), as well as the overall intersection, which meets 

the MaineDOT guidelines. Queueing was modeled using SimTraffic, and found to be slightly longer in the 

alternatives with a travel lane reduction than in alternatives A or B (without a lane reduction), but do not show ‘spill 

back’ into adjacent intersections. Additional changes that were included in the traffic operations modeling for all 

alternatives were to prohibit right turn on reds, as such turns can have a detrimental effect on safety.  

Parking 

On-street parking supply on Forest Avenue today is generally more than sufficient to meet demand. Observed 

utilization peaked at 43% of corridor-wide capacity, with parking activity heavily concentrated in two parts of the 

corridor in the vicinity of Ashmont to Noyes and Belmont to Dartmouth Streets (Figure 2). Outside of this 5:30pm 

data collection period, on-street parking utilization was almost completely concentrated on one side of the street 

or the other. And on most blocks, there were spaces for additional visitors during every period.  
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Figure 2 Parking utilization on Forest Avenue and surrounding streets at 5:30 PM on a weekday, the peak observed 
period 

 

Alternatives were evaluated for this criterion based on their proposed impacts to on-street parking supply. 

Alternatives that would maintain the existing cross section, with parking on both sides of the street for most of the 

corridor, were scored “High” as they retain nearly all of the existing parking supply on each block. Alternatives that 

would consolidate parking to one side of the street [and eliminate it on the other] were scored “Medium” as they 

would meet corridor-wide demand but not necessarily peak demand within each block, a change which would 

require people parking to cross the street or walk an additional block or two and could be offset by strategic 

parking management such as dedicated short term pick-up/drop-off zones. Alternatives that would eliminate on-

street parking on Forest Avenue entirely were scored as “Low” from a parking perspective. It should be noted that 

on a number of blocks on Forest Avenue as well as on side streets, there are opportunities to increase the 

amount of on-street parking. These will be identified in next steps as the preferred alternative is selected. 

Driving Experience 

The design and lane configuration of Forest Avenue today creates a stressful driving environment. With four travel 

lanes, no turn lanes, and side streets and driveways on both sides of the street, drivers must stop in travel lanes 

to wait to make left turns. This means that traffic can slow and stop in this lane unexpectedly, creating a rush to 

change lanes among waiting drivers and putting pressure on turning drivers to complete their turn to clear the 
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travel lane. Additionally, the multiple travel lanes facilitate weaving behavior by speeding drivers that can cause 

sideswipe crashes and contribute to elevated stress for all drivers.  

This metric is intended to capture how each alternative would affect the driving experience on Forest Avenue, 

going beyond a traffic congestion or delay metric to describe changes to anticipated predictability and driver 

stress. The alternatives that scored the highest would both provide a dedicated left turn lane (directional or two-

way) and reduce the number of lanes in each direction to one, creating more predictable traffic flow and mitigating 

weaving behavior. The alternatives that scored in the middle would provide a dedicated left turn lane but would 

provide no other changes to the lane configuration. The alternatives that scored the lowest would neither provide 

a dedicated left turn lane nor reduce the total number of travel lanes. Alternatives that eliminate some or all of the 

parking also reduce ‘side friction’ from parked cars which can influence driver behavior as well. 

Walking 

Forest Avenue poses challenging conditions for pedestrians crossing the street. Spacing between signalized 

crossing locations ranges from about 300’ to over 1,000’ within the study area, or up to a five-minute walk. These 

are supplemented by unsignalized crosswalks at Coyle Street, Lincoln Street and William Street. With 

neighborhoods and destinations on both sides of the street, the infrequency of crossings is a barrier and might 

contribute to noncompliant crossing behavior along Forest Avenue.  

With the existing cross section of Forest Avenue (except at William Street), pedestrians must cross four travel 

lanes and cover at least 60’ curb to curb, or sometimes longer due to skewed crossings. This means that all of the 

unsignalized crosswalks are “multiple threat” crossings, in which pedestrians in the crosswalk can be obscured 

from sight by the first car that stops to let them cross.  

Alternatives were evaluated for the Walking criterion based on their potential to mitigate these pedestrian street 

crossing issues. The lane reduction alternatives will eliminate the multiple threat crossing and allow for median 

refuges to be installed in locations where a left turn lane is not needed, possibly including Ashmont, Noyes, and 

Pitt Streets. More crossings will reduce the distance needed to walk to a crossing. Providing a median refuge will 

reduce crossing distances and exposure to moving traffic. Other topics such as ADA accessibility, sidewalk 

condition and lighting are also important to the pedestrian environment and pedestrian comfort and safety and are 

assumed to be addressed in the design phase. Alternatives with on-street parking also provide the opportunity for 

curb extensions to be constructed at crosswalks to increase pedestrian visibility to drivers and reduce crossing 

distances. 

No Build 

As the No Build alternative represents no change from the existing condition, it received a score of “Low.” 

Alternative A – Four travel lanes, adding a two-way left turn lane 

Alternative A, which has two vehicle travel lanes in each direction and a two-way left turn lane, would be 

compatible with some improvements to the existing condition for walking. At unsignalized crossings, pedestrian 

crossing islands could be implemented within the two-way left turn lane to reduce crossing distances and allow 

pedestrians to cross in two stages. However, these would remain multiple threat crossings. Given the limited 

potential for improvement, Alternative A received a score of “Medium” for walking. 

Alternative B – Four travel lanes, adding bicycle lanes 

Alternative B, which has two vehicle travel lanes in each direction and bike lanes, would not be compatible with 

any high impact crossing improvements to pedestrian safety or comfort. The overall crossing distance would not 

be reduced, the crossings would remain multiple threat crossings, and there would be no space in the cross 
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section for median refuge islands. Because this would represent no change from the existing condition for 

walking, Alternative B received a score of “Low” for walking. 

Alternative C – Lane reduction, bicycle lanes, parking on one side 

Alternative C, which has one vehicle travel lane in each direction, a two-way left turn lane, bike lanes, and parking 

on one side, would be compatible with potential significant improvements to the existing condition for walking. The 

distance that a pedestrian is exposed to moving traffic while crossing would be greatly reduced, and pedestrian 

crossing/refuge islands could be implemented within the two-way left turn lane to further reduce crossing 

distances and allow pedestrians to cross in two stages. And with only one travel lane in each direction, the 

crossings would no longer be multiple threat crossings. Alternative C holds the potential for significant 

improvements to walking on Forest Avenue and received a score of “High.” 

Alternative D – Lane reduction, parking on both sides 

Alternative D, which has one vehicle travel lane in each direction, a two-way left turn lane, and parking on both 

sides, would be compatible with significant improvements to the existing condition for walking. The crossing 

distance would be greatly reduced, and pedestrian crossing islands could be implemented within the two-way left 

turn lane to further reduce crossing distances and allow pedestrians to cross in two stages. And with only one 

travel lane in each direction, the crossings would no longer be multiple threat crossings. Alternative D holds the 

potential for significant improvements to walking on Forest Avenue and received a score of “High.” 

Biking 

The biking analysis looked both at bike route network options for the corridor, and also at the biking level of traffic 

stress, described in the following sections. 

Bikeway Routing Options for Alternatives Without Bike Lanes on Forest Avenue 

Part of the balancing required for choosing a preferred alternative is related to safety/comfort level and 

accessibility for bicycling within the project area and its vicinity. This includes assessing the level of connectivity 

provided, directness of routing and quality of viable parallel and connecting bikeways. Similar to motorists, 

bicyclists prefer directness of routing where quality facilities are provided to reach destinations. 

The current bikeway status on Forest Avenue includes: 

• Bike lanes from Park Avenue to Falmouth Street/Preble Street Extension but with a short gap outbound 

from the Hannaford driveway to Baxter Boulevard 

• No bike lanes from Falmouth Street through Woodfords Corner 

• Bike lanes north of Woodfords Corner to south of Morrill’s Corner 

• No bike lanes within Morrill’s Corner 

• Bike lanes north of Morrill’s Corner to Riverside Street 

• Shared use pathways on both sides of Forest Avenue within the Exit 6 ramp area: on the east side of 

Forest Avenue, the pathway ends at the Hannaford driveway; on the west side it extends to Bedford 

Street. 

Bike lanes connecting directly to Forest Avenue within the project area include: 

• Bedford Street, Baxter Boulevard and Preble Street Extension at the south end 

• Deering Avenue and Ocean Avenue at the north end. 

The bike lanes and shared use pathway on Baxter Boulevard have few options for connections to destinations on 

Forest Avenue but include Dartmouth Street, Baxter Boulevard itself and Vannah Avenue. A denser network of 

local streets connect Deering Avenue to Forest Avenue and also includes Dartmouth Street and Falmouth Street. 
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Most are too narrow to provide bike lanes with the exceptions being Noyes Street (a one-way street) and 

Dartmouth Street. 

 

Figure 3: Forest Avenue Bikeway Context 

The bike lanes and shared use pathway on Baxter Boulevard have few options for connections to destinations on 

Forest Avenue but include Dartmouth Street, Baxter Boulevard itself and Vannah Avenue. A denser network of 

local streets connect Deering Avenue to Forest Avenue and also includes Dartmouth Street and Falmouth Street. 

Most are too narrow to provide bike lanes with the exceptions being Noyes Street (a one-way street) and 

Dartmouth Street. 

Biking Evaluation 

The biking evaluation is based on bicycle Level of Traffic Stress (LTS), a metric used to describe the amount of 

stress people biking feel in traffic based on vehicle speeds, traffic volumes, lane configuration, and the presence 

or lack of separation between people biking and vehicle traffic. It is a four-tiered metric, with the highest tier (LTS 

4) representing the highest level of traffic stress, and the lowest tier (LTS 1) representing the lowest level of traffic 

stress. Achieving the lowest LTS possible ensures that bike users are in safer street environments when traveling 

and increases their comfort and likelihood of using this mode. 

The two tables below were used to evaluate each alternative. Error! Not a valid bookmark self-reference. was 

used to evaluate alternatives that do not include bike lanes, and Table 5 was used for alternatives with bike lanes. 

The LTS was determined based on lane configurations as shown in the cross section for each alternative, 

assuming no change to the posted speed limit of 30 mph (assumed to be the prevailing speed) and no significant 

change to the ADT of 20,000 to 27,000 vehicles. 
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Table 4 Bicycle Level of Traffic Stress criteria for mixed-traffic environments 

Number of lanes 

 Prevailing Speed 

Effective ADT* 
< 20 
mph 

25 
mph 

30 
mph 

35 
mph 

40 
mph 

45 
mph 50+mph 

Unmarked 2-way street (no 
centerline) 

0-750 LTS 1 LTS 1 LTS 2 LTS 2 LTS 3 LTS 3 LTS 3 

751-1500 LTS 1 LTS 1 LTS 2 LTS 3 LTS 3 LTS 4 LTS 4 

1501-3000 LTS 2 LTS 2 LTS 3 LTS 3 LTS 4 LTS 4 LTS 4 

3000+ LTS 3 LTS 3 LTS 4 LTS 4 LTS 4 LTS 4 LTS 4 

1 thru lane per direction (1-way, 1-
lane street or 2-way street with 

centerline) 

0-750 LTS 1 LTS 1 LTS 2 LTS 2 LTS 3 LTS 3 LTS 3 

751-1500 LTS 2 LTS 2 LTS 2 LTS 3 LTS 3 LTS 4 LTS 4 

1501-3000 LTS 2 LTS 3 LTS 3 LTS 4 LTS 4 LTS 4 LTS 4 

3001-6000 LTS 3 LTS 3 LTS 4 LTS 4 LTS 4 LTS 4 LTS 4 

6001-10000 LTS 3 LTS 4 LTS 4 LTS 4 LTS 4 LTS 4 LTS 4 

10001+ LTS 4 LTS 4 LTS 4 LTS 4 LTS 4 LTS 4 LTS 4 

2 thru lanes per direction 

0-6000 LTS 3 LTS 3 LTS 3 LTS 3 LTS 4 LTS 4 LTS 4 

6001-12000 LTS 3 LTS 3 LTS 4 LTS 4 LTS 4 LTS 4 LTS 4 

12001+ LTS 4 LTS 4 LTS 4 LTS 4 LTS 4 LTS 4 LTS 4 

3+ thru lanes per direction any ADT LTS 4 LTS 4 LTS 4 LTS 4 LTS 4 LTS 4 LTS 4 

* Effective ADT = ADT for two-way roads; Effective ADT = 1.67*ADT  for one-way roads    

 

Table 5 Bicycle Level of Traffic Stress Criteria for bike lanes buffered from or not adjacent to parking 

Number of lanes 
Bike lane 

width 

Prevailing Speed 
All Ages & Abilities 

Treatments 

< 25 
mph 

30 
mph 

35 
mph 

40 
mph 

45 
mph 

50+ 
mph 

Separated Bike 
Lane 

1 thru lane per 
direction, or 

unlaned 

6+ ft LTS 1 LTS 1 LTS 2 LTS 3 LTS 3 LTS 4 LTS 1 

4 or 5 ft LTS 2 LTS 2 LTS 3 LTS 3 LTS 3 LTS 4 n/a 

2 thru lanes per 
direction 

6+ ft LTS 2 LTS 2 LTS 3 LTS 4 LTS 4 LTS 4 LTS 1 

4 or 5 ft LTS 2 LTS 2 LTS 3 LTS 4 LTS 4 LTS 4 n/a 

3+ lanes per 
direction 

any width LTS 3 LTS 3 LTS 3 LTS 4 LTS 4 LTS 4 LTS 1 

Notes 1. If bike lane / shoulder is frequently blocked, use mixed traffic criteria.   
   

 
2. Qualifying bike lane / shoulder should extend at least 4 ft from a curb and 
at least 3.5 ft from a pavement edge or discontinuous gutter pan seam 

 

 
 

 3.Bike lane width includes any marked buffer next to the bike lane.     

No Build 

Forest Avenue today for most of its length in the study area does not include bike lanes and has two vehicle travel 

lanes in each direction. Based on the LTS criteria in The biking evaluation is based on bicycle Level of Traffic 

Stress (LTS), a metric used to describe the amount of stress people biking feel in traffic based on vehicle speeds, 

traffic volumes, lane configuration, and the presence or lack of separation between people biking and vehicle 

traffic. It is a four-tiered metric, with the highest tier (LTS 4) representing the highest level of traffic stress, and the 

lowest tier (LTS 1) representing the lowest level of traffic stress. Achieving the lowest LTS possible ensures that 

bike users are in safer street environments when traveling and increases their comfort and likelihood of using this 

mode. 

The two tables below were used to evaluate each alternative. Error! Not a valid bookmark self-reference. was 

used to evaluate alternatives that do not include bike lanes, and Table 5 was used for alternatives with bike lanes. 
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The LTS was determined based on lane configurations as shown in the cross section for each alternative, 

assuming no change to the posted speed limit of 30 mph (assumed to be the prevailing speed) and no significant 

change to the ADT of 20,000 to 27,000 vehicles. 

Table 4 the No Build alternative would be a LTS 4 (poor) environment for biking, scoring as “Low” for biking in the 

alternative evaluation. 

Alternative A – Four travel lanes, adding a two-way left turn lane 

Alternative A would have two vehicle travel lanes in each direction and no dedicated bike lanes. Based on the 

LTS criteria in The biking evaluation is based on bicycle Level of Traffic Stress (LTS), a metric used to describe 

the amount of stress people biking feel in traffic based on vehicle speeds, traffic volumes, lane configuration, and 

the presence or lack of separation between people biking and vehicle traffic. It is a four-tiered metric, with the 

highest tier (LTS 4) representing the highest level of traffic stress, and the lowest tier (LTS 1) representing the 

lowest level of traffic stress. Achieving the lowest LTS possible ensures that bike users are in safer street 

environments when traveling and increases their comfort and likelihood of using this mode. 

The two tables below were used to evaluate each alternative. Error! Not a valid bookmark self-reference. was 

used to evaluate alternatives that do not include bike lanes, and Table 5 was used for alternatives with bike lanes. 

The LTS was determined based on lane configurations as shown in the cross section for each alternative, 

assuming no change to the posted speed limit of 30 mph (assumed to be the prevailing speed) and no significant 

change to the ADT of 20,000 to 27,000 vehicles. 

Table 4, Alternative A would be a LTS 4 (poor) environment for biking, scoring as “Low” for biking in the 

alternative evaluation. 

Alternative B – Four travel lanes, adding bicycle lanes 

Alternative B would have two vehicle travel lanes in each direction and buffered bike lanes with a combined 8’ of 

bike lane and buffer width. Based on the LTS criteria in Table 5, Alternative B would be a LTS 2 (good) 

environment for biking, scoring as “Medium” for biking in the alternative evaluation. 

Alternative C – Lane reduction, bicycle lanes, parking on one side 

Alternative C would have one travel lane in each direction and separated or buffered bike lanes with a combined 

9’ of bike lane and buffer width. The proposed bike lanes in alternative C1 can be considered a treatment that is 

welcoming to people of all ages and abilities because of the physical separation between people using the bike 

lanes and parked cars and vehicle traffic. Based on the LTS criteria in Table 5, Alternative C1 would be a LTS 1 

(very good) environment for biking, scoring as “High” for biking in the alternative evaluation. Alternative C2 does 

not provide separated or buffered bike lanes for the northbound direction of Forest Avenue, leading to a rating of 

“Medium” for this option. This rating assumes a prevailing speed of 30mph or less, the existing speed limit. 

Alternative D – Lane reduction, parking on both sides 

Alternative D would have one travel lane in each direction and no dedicated bike lanes. Based on the LTS criteria 

in The biking evaluation is based on bicycle Level of Traffic Stress (LTS), a metric used to describe the amount of 

stress people biking feel in traffic based on vehicle speeds, traffic volumes, lane configuration, and the presence 

or lack of separation between people biking and vehicle traffic. It is a four-tiered metric, with the highest tier (LTS 

4) representing the highest level of traffic stress, and the lowest tier (LTS 1) representing the lowest level of traffic 

stress. Achieving the lowest LTS possible ensures that bike users are in safer street environments when traveling 

and increases their comfort and likelihood of using this mode. 

The two tables below were used to evaluate each alternative. Error! Not a valid bookmark self-reference. was 

used to evaluate alternatives that do not include bike lanes, and Table 5 was used for alternatives with bike lanes. 
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The LTS was determined based on lane configurations as shown in the cross section for each alternative, 

assuming no change to the posted speed limit of 30 mph (assumed to be the prevailing speed) and no significant 

change to the ADT of 20,000 to 27,000 vehicles. 

Table 4, Alternative D would be a LTS 4 (poor) environment for biking, scoring as “Low” for biking in the 

alternative evaluation. 

Transit 

The City of Portland has implemented adaptive signal control along Forest Avenue and is in the process of adding 

transit signal priority. As this system remains in the testing phase, there is not yet data to determine if the 

GPMetro on-time performance has improved on Forest Avenue. However, it is assumed in all scenarios that 

transit signal priority continues. It is likely that further improvements can be realized with bus queue jump lanes in 

selected intersections where transit operations are delayed.   

Alternatives A and B do not provide an opportunity for queue jump lanes as they maintain four or five vehicle 

travel lanes. Therefore, these options received a score of “Low.” Alternatives C and D provide an opportunity to 

include queue jump lanes at approaches to signalized intersections due to the lane reduction providing additional 

space, and thus scored “High.”   

Addressing the Project Purpose and Need 

In addition to the above criteria that reflect how each alternative performs for individual modes of transportation, 

we have evaluated the alternatives against the fourth element of the Purpose and Need Statement:  

“Create a street environment that supports business vitality, residential development, and future 

transit service growth.” 

This element of the purpose and need statement is intended to consider how well each alternative addresses the 

city’s goals for sustainable growth and development. Two evaluation approaches are presented below, with 

significant overlap between them. 

Supporting sustainable growth and the local business vitality  

Portland’s growth and development can be most successfully realized with development that minimizes the 

demand for parking by promoting other means of transportation. Alternatives that score well for active travel 

modes (walking, biking and transit) will create better conditions for reduced parking demand. For creating a better 

environment to support local business vitality, active transportation will also contribute to improving access 

without creating parking demand. Additionally, the driver experience for business patrons is important. 

Alternatives that score highly in the driving quality will be more supportive for accessing corridor businesses by 

car due to several factors: 

• lower speeds provide greater opportunity for passers-by to see a business and stop  

• the elimination of passing and weaving means that a driver does not need to make a sudden lane 

change to stop at a business. 

A third factor is parking. Options that maintain an adequate parking supply will better support business activities 

along the corridor. The following table combines the relevant evaluation measures to develop an overall score for 

how well the alternative supports desired development patterns and business vitality.  

 High Medium Low 
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Growth 

and 

Vitality 

High or medium scores for the 

relevant measures (active 

transportation, driving and 

parking) 

Low scores for no more than two 

of the relevant measures 

Low scores for three or more 

of the relevant measures 

 

This scoring matrix is applied to the corridor growth and vitality measures below.  

Table 6: Corridor Growth and Vitality Measures 

 
No Build – 4 

lanes & 

parking 

A – 4 lanes & 

left turn lanes 

where needed 

B – 4 lanes & 

bike lanes 

C – Lane 

Reduction, 

bike lanes, & 

1 parking lane 

D – Lane 

Reduction & 2 

parking lanes 

Parking High Low Low Medium High 

Driving Low Medium Low High High 

Walking Low Medium Low High High 

Biking Low Low Medium C1-High Low 
C-2 Medium 

Transit Low Low Low High High 

Score Low Low Low High Medium 

 

Alternative C is the only alternative with a high score. *C2, with buffered bike lanes, has a Medium score for 

Biking. 

Climate Plan Goals 

The City of Portland, in its 2020 joint climate action plan with South Portland One Climate Future, set a goal of 

having 26% of trips in the cities taken by transit, by bike, or on foot by 2035. Redesigning Forest Avenue to 

accommodate a wider range of mode choices safely and comfortably will bring the corridor into alignment with this 

goal and create a street environment that supports economic development, residential development, and future 

transit growth. 

 High Medium Low 

Mode Shift 

Supports strategic transportation 

and land use goals by providing 

the “High” scoring option for 

people using all active modes - 

walking, biking, and taking 

transit 

Supports strategic transportation 

and land use goals by providing 

the “High” scoring option for at 

least two active modes 

Provides the “High” scoring 

option for one active mode or 

less 
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This evaluation criterion is based on the Walking, Biking, and Transit criteria, and is intended to capture the 

diversity of active mode choices that the proposed alternatives support. Alternatives that scored “High” for people 

using all active modes received the highest score, those that scored “High” for two active modes received the 

middle score, and those that scored “High” for one active mode or less received the lowest score (Table 7). 

Table 7 Mode shift evaluation table 

 

Evaluation 

Criteria 

No Build – 4 

lanes & 

parking 

A – 4 lanes & 

left turn lanes 

where needed 

B – 4 lanes & 

bike lanes 

C – Lane 

Reduction, 

bike lanes, & 1 

parking lane 

D – Lane 

Reduction & 2 

parking lanes 

Walking Low Medium Low High High 

Biking Low Low Medium 
C-1 High 

Low 
C-2 Medium 

Transit Low Low Low High High 

Score Low Low Low High* Medium 

 

Alternative C1 is the only alternative with all high scores. *C2, with buffered bike lanes, has a Medium score for 

Biking.  

 

Conclusions 

The foregoing evaluation process considered a range of measures that reflect the project purpose and need, 

which has in turn been informed by the priorities of the City of Portland and governing MaineDOT policies. The 

alternative that preliminarily best meets the Purpose and Need in this evaluation is Alternative C: Lane Reduction 

with bicycle lanes and one parking lane. The evaluation will be shared with the public at an upcoming public 

meeting to gather additional insights on this analysis and its validity and may result in additional refinements. 

Once the preferred alternative is confirmed following the public meeting, a final report with design 

recommendations will be prepared.  
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Attachment A: Alternatives Traffic Analysis Documentation 

The following sections document the traffic analysis of the Forest Avenue Redesign Lane Reduction concept 

(Alternatives C and D), and compare it to the existing conditions scenario using Synchro software. Alternatives A 

and B were found to not meet the project purpose and need, and therefore do not warrant additional traffic 

analysis. The assumptions and methodology for the analysis are documented in the Existing Conditions 

Documentation memorandum dated July 26, 2024.  

Future Traffic Assumptions 

The future year for the traffic analyses will be 2028, which is consistent with MaineDOT guidance of considering 

the roadway resurfacing schedule. The traffic analysis is based on counts that were conducted September 19-21, 

2023, at which time Baxter Boulevard was closed for construction. Forest Avenue was a detour route during 

construction, so volumes are likely to be higher than typical conditions. When compared to 2017 counts 

conducted by WSP for the Smart Corridor Plan, the AM and PM peak hour volumes at the intersection of Forest 

Avenue/Bedford Street/Baxter Boulevard are about 20% lower now than in 2017. This reduction in post pandemic 

peak hour traffic is consistent with observations at other locations in Portland.  

Figure 1: Peak Hour Volume Comparison at Forest Avenue/Bedford Street/Baxter Boulevard 

In order to consider potential growth in traffic along the corridor, a growth rate of 0.5% per year for 5 years has 

been applied to the 2023 traffic counts for the Lane Reduction traffic analysis. The analysis and design year of 
2028 is the year of the next anticipated resurfacing, and is consistent with MaineDOT’s road diet guidelines.  
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Lane Reduction Alternative 

The following sections summarize the changes assumed with the Lane Reduction alternative and analyzed with 

Synchro and SimTraffic. The road diet is proposed to begin south of Forest Avenue between the Bedford/Baxter 

and Falmouth/Preble intersections, and extend to Revere Street. Between these locations, it will generally 

maintain one northbound and southbound travel lane through intersections except where some turn lanes are 

proposed. Between intersections, a two-way center left turn lane is provided. Buffered bike lanes are provided in 

both directions with a parking separated bike lane provided in Alternative C1 on the side that retains on-street 

parking. Queue jump lanes can be provided at locations where transit operations show delays, including the 

Falmouth/Preble intersection and Revere Street for the northbound approach. At all signalized intersections within 

the study area, signal timings and offsets were optimized with the proposed lane configurations.  

Forest Avenue/Bedford Street/Baxter Boulevard 

The lane reduction alternative is shown on the following page to the right, compared to the existing configuration 

on the left. At this intersection, the lane geometry remains the same in the lane reduction alternative. North of the 

intersection, Forest Avenue tapers to one lane in each direction. The exact location of the taper will be determined 

in the design process, but for traffic analysis purposes, the taper was placed 225 feet to the north of the 

intersection. From this point north, Forest Avenue can accommodate queue jump lanes for bus service, or bicycle 

lanes with on-street parking.   

Existing Conditions Lane Reduction Alternative 

  

 

Forest Avenue/Preble Street/Falmouth Street 

The lane reduction alternative is shown below on the right, compared to the existing configuration on the left. At 

this intersection, there would be one left-turn lane and shared through-right lane on Forest Avenue in both 

directions. This will allow the addition of queue jump lanes in either the northbound or southbound direction. The 

side street approaches are not changed from existing conditions.  
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Existing Conditions Lane Reduction Alternative 

  

 

Forest Avenue/Dartmouth Street 

The lane reduction alternative is shown below on the right, compared to the existing configuration on the left. At 

this intersection, there would be one left-turn lane and shared through-right lane on Forest Avenue in both 

directions. This provides space for a queue jump lane or bicycle lanes.  The Dartmouth Street approaches would 

be reduced to one travel lane in each direction, removing the left-turn lanes, in order to provide room for a 

stronger bicycle connection to and across Forest Avenue.  

Existing Conditions Lane Reduction Alternative 

    

Forest Avenue/Ashmont Street/Belmont Street 

This intersection is currently signalized, but the volumes are below the traffic signal warrants. Therefore, the 

signal is proposed to be removed. The lane reduction alternative is shown below, compared to the existing 

configuration. The Forest Avenue northbound approach maintains a left-turn lane and the southbound approach 

has a shared left-through-right lane, providing room for bicycle lanes or bus lanes. The northbound left-turn lane 
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can be offset by a median refuge island for pedestrians in the crosswalk on the northern leg of the intersection, 

which currently lacks a crosswalk (shown schematically below). The peak hour left turn volume is only 2 vehicles 

per hour during both AM and PM peak hours. The side street approaches each have one shared lane.  

Existing Conditions (Signalized) Lane Reduction Alternative (Unsignalized) 

Forest Avenue/Revere Street  

The lane reduction alternative changes the northbound approach for Forest Avenue from two lanes to one lane, 

allowing for a queue jump lane or bicycle lanes to extend up to the intersection.   

Existing Conditions Lane Reduction Alternative 

Forest Avenue/ Woodford Street  

No geometric changes are proposed at this intersection. Signal timings are adjusted to optimize performance. 

Synchro and SimTraffic Results 

The project alternatives were evaluated in Synchro and SimTraffic using the same methodology as described 

in the August 6, 2024 memorandum for existing conditions. The results are shown in the tables on the 

following pages. 
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Intersection Approach
SimTraffic Delay (total 

delay/veh in sec)
LOS Movement

SimTraffic 

Average Queue 

(ft)

SimTraffic 

95
th

%ile Queues 

(ft)

Storage Length 

(ft)
Approach

SimTraffic Delay (total 

delay/veh in sec)
LOS Movement

SimTraffic 

Average Queue 

(ft)

SimTraffic 

95
th

%ile Queues 

(ft)

Storage Length 

(ft)

Saunders St EB 47.2 D LTR 24 44 640 Saunders St EB 42.1 D LTR 24 44 640

Vannah Ave WB 61.8 E LTR 69 156 >1000 Vannah Ave WB 54.4 D LTR 73 140 >1000

LT 100 228 260 LT 94 212 260

TR 116 246 260 TR 112 244 260

L 33 74 280 L 39 80 280

T 147 306 280 T 143 303 280

TR 59 139 280 TR 64 135 280

L 126 240 >1000 L 115 200 >1000

R 69 137 100 R 63 125 100

Overall 25.6 C - - - - Overall 21.8 C - - - -

L 161 193 70 L 152 191 70

TR 114 137 850 TR 111 139 850

L 5 21 70 L 4 18 70

TR 6 28 780 TR 9 33 780

L 49 98 110 L 50 105 110

T 100 165 200 T 89 153 200

TR 122 195 200 TR 111 183 200

LT 216 363 260 LT 219 378 260

R 121 241 260 R 141 268 260

Overall 27.6 C - - - - Overall 25.7 C - - - -

L 20 64 140 L 12 39 140

LR 82 142 140 LR 82 147 140

T 23 81 960

T 127 261 960

Forest Ave SB 4.5 A T 91 158 200 Forest Ave SB 4.8 A T 97 165 200

Overall 11.7 B - - - - Overall 12.8 B - - - -

Clifton St WB 8.1 A LR 8 26 >500 Clifton St WB 10.5 B LR 10 31 >500

T 1 22 -

TR 2 31 -

LT 5 28 -

T 0 8 -

Overall 1.3 A - - - - Overall 1.7 A - - - -

Ashmont St EB 18.8 B LTR 25 63 320 Ashmont St EB 14.9 B LTR 26 59 320

Belmont St WB 23.6 C LTR 14 42 350 Belmont St WB 18.6 B LTR 16 42 350

LT 36 103 770 L 12 41 75

TR 52 136 770 TR 2 20 770

LT 53 132 980

TR 58 148 980

Overall 4.6 A - - - - Overall 2.1 A - - - -

Noyes St EB 8.4 A LR 29 54 340 Noyes St EB 26.1 D LR 40 81 340

LT 1 12 - L 0 6 75

T 1 14 - T 1 13 -

T 1 10 -

TR 1 15 -

Overall 1.4 A - - - - Overall 4.3 A - - - -

ROAD DIET CONDITIONSEXISTING CONDITIONS

MORNING PEAK HOUR

960342207T

LT 8 51 -

-00TR

36.7 D

Forest Ave NB 14.7 B

Forest Ave NB 1.1 A

Forest Ave SB 2.0 A

Woodford St WB 37.9 D

Forest Ave NB 18.6 B

Forest Ave SB 22.6 C

12.4 B

Forest Ave SB 17.2 B

Ocean Ave SWB 45.1 D

Woodford St EB 39.8 D

Forest Ave NB

3

Forest Ave @ Ashmont 

St/Belmont St

Forest Ave @ Clifton St 

(unsignalized)

Forest Ave @ Revere St

Forest Ave @ Noyes St 

(unsignalized)

B

Revere St EB

A

Forest Ave @ Deering 

St/Woodford St
2

1 Forest Ave @ Ocean Ave

6

5

4

Woodford St EB D43.4

Revere St EB 40.3 D

Forest Ave NB 11.1

Forest Ave NB 21.8 C

Forest Ave SB 22.1 C

Woodford St WB 42.0 D

Forest Ave NB

Forest Ave SB

Ocean Ave SWB 49.1

19.0

17.1

D

B

B

Forest Ave NB 1.5

A0.9

AForest Ave SB

Forest Ave NB

Forest Ave NB 3.8 A

Forest Ave SB 4.0 A

Forest Ave SB

0.7

1.2

A

Forest Ave SB 4.8 A

980

Forest Ave NB 1.3 A

Forest Ave SB 1.7 A

Forest Ave NB 1.2 A

599LTR

-20462TR
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Intersection Approach
SimTraffic Delay (total 

delay/veh in sec)
LOS Movement

SimTraffic 

Average Queue 

(ft)

SimTraffic 

95
th

%ile Queues 

(ft)

Storage Length 

(ft)
Approach

SimTraffic Delay (total 

delay/veh in sec)
LOS Movement

SimTraffic 

Average Queue 

(ft)

SimTraffic 

95
th

%ile Queues 

(ft)

Storage Length 

(ft)

L 8 30 200

TR 36 76 750

L 25 59 200

TR 31 70 800

L 12 38 200 L 19 59 200

T 26 83 >1000

TR 41 112 >1000

L 16 61 200 L 15 56 200

T 84 187 800

TR 98 204 800

Overall 8.3 A - - - - Overall 13.1 B - - - -

William St EB 6.3 A LTR 12 35 700 William St EB 18.6 C LTR 11 33 700

Plaza Exit WB 12.2 B LTR 36 72 120 Plaza Exit WB 28.6 D LTR 49 99 120

LT 4 27 - L 3 20 -

TR 3 22 - TR 14 76 -

L 16 48 - L 11 38 -

T 3 21 -

TR 6 38 -

Overall 1.8 A - - - - Overall 3.7 A - - - -

Pitt St EB 6.2 A LR 21 47 700 Pitt St EB 20.6 C LR 25 59 700

LT 11 44 - L 11 37 -

T 2 20 - T 3 28 -

T 2 16 -

TR 4 28 -

Overall 1.3 A - - - Overall 2.6 A - - - -

LT 100 173 800 LT 100 181 800

R 31 88 130 R 34 92 130

LT 39 85 940 LT 46 97 940

R 9 32 250 R 22 56 250

L 32 71 220 L 42 96 220

T 59 125 680

TR 74 148 680

L 73 128 70 L 119 225 70

T 94 197 >1000

TR 142 250 >1000

Overall 18.9 B - - - - Overall 22.9 C - - - -

TR 119 235 680

>1000525273TR

800317200TR

-6711TR

-9916TR

LTR 54 107 800

75010349LTR

>100021286TR

Forest Ave SB 14.0 B

Preble St WB 27.2 C

Forest Ave NB 12.9 B

Forest Ave SB 26.2 C

Forest Ave NB 2.5 A

Forest Ave SB 1.9 A

Falmouth St EB 37.5 D

Forest Ave NB 1.7 A

Forest Ave SB 2.8 A

Dartmouth St EB 38.0 D

Dartmouth St WB 37.2 D

Forest Ave NB 6.1 A
Forest Ave @ Dartmouth 

St

Forest Ave @ William 

St/Plaza Exit 

(unsignalized)

A

7

Dartmouth St

Dartmouth St

Forest Ave NB C32.0

C33.9

C30.2

9

8

Forest Ave @ Pitt St 

(unsignalized)

MORNING PEAK HOUR
EXISTING CONDITIONS ROAD DIET CONDITIONS

Forest Ave NB 0.8 A

Forest Ave SB 1.7 A

Forest Ave SB A7.7

Forest Ave NB A2.0

0.6Forest Ave SB

Forest Ave SB 17.8 B

10

Falmouth St EB 34.8 C

Preble St WB 21.3 C

Forest Ave NB 14.5 B
Forest Ave @ Falmouth 

St/Preble St
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Intersection Approach
SimTraffic Delay (total 

delay/veh in sec)
LOS Movement

SimTraffic 

Average Queue 

(ft)

SimTraffic 

95
th

%ile Queues 

(ft)

Storage Length 

(ft)
Approach

SimTraffic Delay (total 

delay/veh in sec)
LOS Movement

SimTraffic 

Average Queue 

(ft)

SimTraffic 

95
th

%ile Queues 

(ft)

Storage Length 

(ft)

LT 61 115 540 LT 59 114 540

R 66 121 370 R 65 122 370

L 71 126 130 L 79 143 130

TR 22 63 700 TR 21 64 700

L 152 225 200 L 146 221 200

T 87 160 420 T 152 242 420

TR 102 174 420 TR 42 126 420

T 133 281 680 T 118 218 680

TR 200 380 680 TR 152 257 680

Overall 22.3 C - - - - Overall 20.7 C - - - -

I-295 SB Off Ramp 

WB
6.1 A R 64 127 550

I-295 SB Off Ramp 

WB
6.5 A R 69 135 550

I-295 SB On/Off Ramp 

WB
5.5 A R 38 71 >1000

I-295 SB On/Off Ramp 

WB
5.1 A R 33 72 >1000

T - - 500 T 0 7 500

T - - 500 T 0 3 500

T 0 7 220 T 0 3 220

T 2 12 220 T 3 20 220

Overall 2.2 A - - - Overall 2.3 A - - - -

MORNING PEAK HOUR
EXISTING CONDITIONS ROAD DIET CONDITIONS

Forest Ave SB 0.3 A

A0.3Forest Ave NB

Forest Ave SB 18.1 B

Bedford St EB 21.9 C

Baxter Blvd WB 48.1 D

Forest Ave NB 18.1 B

Forest Ave @ Bedford 

St/Baxter St
11

Bedford St EB 22.0 C

Baxter Blvd WB 42.5 D

Forest Ave NB 18.2 B

Forest Ave SB 24.1 C

Forest Ave NB 0.3 A

Forest Ave SB 0.3 A

13

Forest Ave @ I-295 

Soutbound Off Ramp 

(unsignalized)
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Intersection Approach
SimTraffic Delay (total 

delay/veh in sec)
LOS Movement

SimTraffic 

Average Queue 

(ft)

SimTraffic 

95
th

%ile Queues 

(ft)

Storage Length 

(ft)
Approach

SimTraffic Delay (total 

delay/veh in sec)
LOS Movement

SimTraffic 

Average Queue 

(ft)

SimTraffic 

95
th

%ile Queues 

(ft)

Storage Length 

(ft)

Saunders St EB 35.1 D LTR 15 35 640 Saunders St EB 37.7 D LTR 15 37 640

Vannah Ave WB 189.8 F LTR 310 703 >1000 Vannah Ave WB 86.4 F LTR 182 376 >1000

LT 222 349 260 LT 199 386 260

TR 237 367 260 TR 214 403 260

L 47 87 280 L 46 82 280

T 220 413 280 T 164 307 280

TR 93 203 280 TR 82 172 280

L 124 211 >1000 L 130 210 >1000

R 57 111 100 R 54 100 100

Overall 49.7 D - - - - Overall 34.8 C - - - -

L 130 182 70 L 132 186 70

TR 100 146 850 TR 102 140 850

L 19 96 70 L 18 108 70

TR 52 119 780 TR 45 113 780

L 72 136 110 L 63 123 110

T 142 215 200 T 121 194 200

TR 159 233 200 TR 138 208 200

LT 278 354 260 LT 161 313 260

R 225 337 260 R 113 234 260

Overall 34.7 C - - - - Overall 25.8 C - - - -

L 34 83 140 L 27 66 140

LR 127 184 140 LR 123 187 140

T 41 98 960

T 181 326 960

Forest Ave SB 5.2 A T 72 133 200 Forest Ave SB 4.3 A T 70 130 200

Overall 15.0 B - - - - Overall 13.7 B - - - -

Clifton St WB 7.6 A LR 9 30 >500 Clifton St WB 8.7 A LR 6 23 >500

T 0 5 -

TR 3 27 -

LT 7 36 -

T 2 18 -

Overall 1.5 A - - - - Overall 2.2 A - - - -

Ashmont St EB 19.0 B LTR 29 66 320 Ashmont St EB 28.2 C LTR 35 80 320

Belmont St WB 26.4 C LTR 23 55 350 Belmont St WB 41.7 D LTR 30 83 350

LT 69 149 770 L 13 38 75

TR 93 198 770 TR 2 26 770

LT 57 142 980

TR 65 159 980

Overall 6.4 A - - - - Overall 3.9 A - - - -

Noyes St EB 12.3 B LR 33 71 340 Noyes St EB 156.8 F LR 100 279 340

LT 1 9 - L 2 13 75

T 1 11 - T 0 7 -

T - - -

TR 1 9 -

Overall 1.6 A - - - - Overall 15.9 C - - - -

980

Forest Ave @ Noyes St 

(unsignalized)

Forest Ave NB 0.8 A Forest Ave NB 1.8 A

Forest Ave SB 1.3 A Forest Ave SB 19.6 C TR 211 413 -

Forest Ave @ Ashmont 

St/Belmont St

Forest Ave NB Forest Ave NB 1.6 A

Forest Ave SB Forest Ave SB 3.1 A

T 154 290

LTR 20 126

960

Forest Ave @ Clifton St 

(unsignalized)

Forest Ave NB 1.8 A Forest Ave NB 1.4 A TR 2 19 -

Forest Ave SB A Forest Ave SB 3.3 A LT 33 169 -

Forest Ave SB 19.6 B

Forest Ave @ Revere St

Revere St EB Revere St EB 44.3 D

Forest Ave NB Forest Ave NB 10.1 B

Woodford St EB 43.4 D

Woodford St WB Woodford St WB 50.3 D

Forest Ave NB Forest Ave NB 20.6 C

EVENING PEAK HOUR
EXISTING CONDITIONS ROAD DIET CONDITIONS

Forest Ave @ Ocean Ave

Forest Ave NB Forest Ave NB 30.4 C

Forest Ave SB Forest Ave SB 24.0 C

Ocean Ave SWB Ocean Ave SWB 41.3 D

33.9 C

36.5 D

42.3 D

1

D

12.1

42.7 D

58.7 E

24.4 C

39.3 D

2

3 B

Forest Ave SB

Forest Ave @ Deering 

St/Woodford St

Woodford St EB

43.7

4

5
6.1 A

5.1 A

6

1.0
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Intersection Approach
SimTraffic Delay (total 

delay/veh in sec)
LOS Movement

SimTraffic 

Average Queue 

(ft)

SimTraffic 

95
th

%ile Queues 

(ft)

Storage Length 

(ft)
Approach

SimTraffic Delay (total 

delay/veh in sec)
LOS Movement

SimTraffic 

Average Queue 

(ft)

SimTraffic 

95
th

%ile Queues 

(ft)

Storage Length 

(ft)

L 15 43 200

TR 48 103 750

L 55 105 200

TR 83 153 800

L 15 45 200 L 23 68 200

T 47 126 >1000

TR 72 157 >1000

L 23 65 200 L 29 85 200

T 114 211 800

TR 130 228 800

Overall 13.9 B - - - - Overall 23.9 C - - - -

William St EB 11.7 B LTR 9 38 700 William St EB 15.5 C LTR 8 35 700

Plaza Exit WB 14.8 B LTR 42 79 120 Plaza Exit WB 88.6 F LTR 89 201 120

LT 16 62 - L 8 32 -

TR 9 54 - TR 77 219 -

L 16 45 - L 22 54 -

T 1 13 -

TR 3 22 -

Overall 2.2 A - - - - Overall 8.3 A - - - -

Pitt St EB 6.3 A LR 18 43 700 Pitt St EB 17.4 C LR 17 44 700

LT 12 52 - L 8 34 -

T 1 12 - T 28 136 -

T - - -

TR 0 7 -

Overall 1.5 A - - - Overall 3.1 A - - - -

LT 73 137 800 LT 86 160 800

R 33 70 130 R 41 97 130

LT 84 137 940 LT 113 208 940

R 36 79 250 R 79 168 250

L 20 58 220 L 44 144 220

T 72 153 680

TR 90 185 680

L 50 117 70 L 82 181 70

T 107 224 >1000

TR 141 253 >1000

Overall 17.7 B - - - - Overall 26.0 C - - - -

C
TR 238 483 >1000

TR 8 68 -

Forest Ave @ Falmouth 

St/Preble St

Falmouth St EB Falmouth St EB 40.7 D

Preble St WB Preble St WB 34.1 C

Forest Ave NB Forest Ave NB 20.1 C
TR 250 515 680

Forest Ave SB Forest Ave SB 25.3

Forest Ave @ Pitt St 

(unsignalized)

Forest Ave NB Forest Ave NB 4.0 A

Forest Ave SB Forest Ave SB 1.5 AA

A

Forest Ave @ William 

St/Plaza Exit 

(unsignalized)

Forest Ave NB Forest Ave NB 3.9 A

Forest Ave SB Forest Ave SB 3.3 A
TR 10 63 -

A

A

Forest Ave NB 11.5 B
TR 189 309 >1000

Forest Ave SB Forest Ave SB 29.0 C
TR 250 290 800

B

Dartmouth St EB 40.7 D LTR 62 118 750

Dartmouth St Dartmouth St WB 52.3 D LTR 134 231 80043.8

14.0

2.0

0.5

0.9

2.0

8

9

30.5

10

D

4.3 A7

40.6 D

Forest Ave @ Dartmouth 

St

Dartmouth St

Forest Ave NB

EVENING PEAK HOUR
EXISTING CONDITIONS ROAD DIET CONDITIONS

C

22.6 C

11.9 B

19.2 B
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Intersection Approach
SimTraffic Delay (total 

delay/veh in sec)
LOS Movement

SimTraffic 

Average Queue 

(ft)

SimTraffic 

95
th

%ile Queues 

(ft)

Storage Length 

(ft)
Approach

SimTraffic Delay (total 

delay/veh in sec)
LOS Movement

SimTraffic 

Average Queue 

(ft)

SimTraffic 

95
th

%ile Queues 

(ft)

Storage Length 

(ft)

LT 104 180 540 LT 99 174 540

R 95 186 370 R 98 178 370

L 119 190 130 L 122 194 130

TR 54 140 700 TR 61 164 700

L 151 224 200 L 154 226 200

T 148 224 420 T 205 244 420

TR 169 234 420 TR 108 238 420

T 187 315 680 T 156 247 680

TR 236 381 680 TR 169 254 680

Overall 28.1 C - - - - Overall 27.5 C - - - -

I-295 SB Off Ramp 

WB
6.6 A R 79 156 550

I-295 SB Off Ramp 

WB
6.8 A R 79 157 550

I-295 SB On/Off Ramp 

WB
6.6 A R 37 72 >1000

I-295 SB On/Off Ramp 

WB
8.2 A R 37 85 >1000

T 0 3 500 T 13 65 500

T 0 8 500 T 2 23 500

T - - 220 T 220

T - - 220 T 220

Overall 1.9 A - - - Overall 2.3 A - - - -

EVENING PEAK HOUR
EXISTING CONDITIONS ROAD DIET CONDITIONS

30

Forest Ave NB 0.2 A Forest Ave NB 0.8 A

Forest Ave SB 0.2 A Forest Ave SB 0.2 A

Forest Ave @ Bedford 

St/Baxter St

Bedford St EB Bedford St EB 27.2 C

Baxter Blvd WB Baxter Blvd WB 43.6 D

Forest Ave NB Forest Ave NB 23.5 C

Forest Ave SB Forest Ave SB 27.8 CC

13

Forest Ave @ I-295 

Soutbound Off Ramp 

(unsignalized)

32.5

11

42.2 D

22.2 C

27.2 C
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Conclusions 

The Lane Reduction scenario achieves the MaineDOT target of an overall intersection minimum level of service D 

during both AM and PM peak hours at all intersections. The SimTraffic model shows that average queue lengths 

are all within the available storage length with the exception of the Woodford Street eastbound left turn lane in 

boththe existing and lane reduction scenarios, and only occasionally do the 95th percentile queues exceed the 

available storage length.  

The above analysis demonstrates that the lane reduction option meets the MaineDOT traffic operations guidelines 

outlined in the “MaineDOT Guidelines to Implement a Road Diet or Other Features Involving Traffic Calming” 

dated May 12, 2016, and will accrue significant safety and multimodal access benefits.   
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1 INTRODUCTION 
The Forest Avenue Redesign is a project of the City of Portland and GPCOG, 
developed with the support of the MaineDOT.  The project studied 
reconfiguration options for Forest Avenue between Woodfords Corner and 
the Bedford Street/Baxter Boulevard intersection to address significant 
safety and multi-modal accessibility issues.  

This study is part of a multi-phase effort to retrofit major portions of Forest 
Avenue. Phase I, completed in 2017, involved the reconstruction of the 
Woodfords Corner intersection. Phase II involves the ongoing redesign of 
the Morrill’s Corner intersections, and Phase III involves the redesign of 
Forest Avenue from Marginal Way/State Street to Park Avenue. This study 
represents an initial step in Phase IV. 

 

 

STUDY INTENT + SCOPE 
The intent of this study was to identify street redesign options that can be 
implemented within five years as part of a planned roadway paving 
project. (This portion of Forest Avenue was last paved in 2009.)  For this 
reason, the project focused on achieving goals to the maximum extent 
possible with minimal changes to the roadway curb and drainage systems.  

Within the scope of this study, redesign options included: 

- Adjustments to vehicle travel lane and parking lane configurations 
- Modifications to traffic signal equipment, signal timing, and 

intersections  
- Improvements to sidewalks and ADA accessibility  
- Transit investments, like bus stop amenities and transit priority 

treatments 
- Enhancements to pedestrian access along and across Forest 

Avenue 
- Investments in continuous, high-quality, low stress bicycle 

facilities. 

Future efforts will identify a longer-term, more transformational vision for 
this segment of Forest Avenue that would be implemented through a more 
capital-intensive street reconstruction, including sidewalks and bikeways.  
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Figure 1: Forest Avenue Redesign Project Study Area  

PAST PLANNING + DESIGN 
GUIDANCE  
This study builds on several past and ongoing efforts, including: 

• Portland – South Portland Smart Corridor Plan (2018) 
• GPCOG Vision Zero Greater Portland (2023) 
• Recode Portland (adopted 2024) 

 
In addition, this study has been conducted in compliance with the 
MaineDOT Road Diet guidelines, included as Attachment 5.

STUDY TEAM + PROCESS 
This study has been guided by a team of City, GPCOG and MaineDOT 
officials.  In addition, the study incorporated the input of many local 
stakeholders with an interest in the design of inner Forest Avenue.  These 
stakeholders were kept apprised of the study through a project website, 
and provided feedback on the future of the corridor through an open 
house, public meeting, and a questionnaire.   

The study process began with in-depth documentation of existing 
conditions within the study area, including an assessment of existing 
needs.  The study team then developed a set of criteria that reflected 
these needs and a set of alternatives to address them.  Alternatives were 
evaluated against the criteria, shared with the public for feedback, and 
ultimately a recommended alternative was selected.   

PROJECT PURPOSE AND 
NEED 
The primary purpose of Forest Avenue Redesign is to develop a short-term 
conceptual design for inner Forest Avenue that:  

● Addresses the root causes of serious and fatal crashes for all 
modes through the application of the appropriate safety 
countermeasures 

● Enhances multimodal connectivity through investments in 
pedestrian, bicycle and transit infrastructure 

● Reduces transit service delays through the addition of transit 
priority treatments 

● Creates a street environment that supports economic 
development, residential development, and future transit service 
growth. 
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2 FOREST AVENUE 
TODAY 
Forest Avenue serves as a regional principal arterial (part of the National 
Highway System) and transit corridor that connects downtown Portland 
with surrounding towns, passing through multiple Portland neighborhoods 
in the process. The stretch of the corridor from Woodford’s Corner to 
Bedford Street/Baxter Boulevard is home to residential neighborhoods, the 
University of Southern Maine campus, places of worship, popular 
restaurants, art galleries, dance studios, medical offices and pharmacies, 
small markets, and a nearby major grocery store.   

Despite its numerous destinations, today Forest Avenue is designed to 
prioritize regional through travel for motor vehicles; this overarching 
priority currently takes precedence over safety and mobility for people 
walking, biking, and taking transit trips between neighborhoods on either 
side. The emphasis on moving motor vehicles compromises Forest 
Avenue’s function as a place in its own right and results in the potential for 
conflict between travel modes.  

Recognizing these existing conditions, prior planning work has identified 
numerous safety and access challenges on this stretch of inner Forest 
Avenue, including: 

● The four-lane street design encourages lane-shifting or weaving 
behavior among drivers and creates a “double threat” for 
pedestrian crossings, a condition shown to contribute to 
pedestrian crashes resulting in injuries and fatalities. 

● The condition of pedestrian accessibility infrastructure like 
sidewalks, curb ramps, and crosswalks varies from poor to fair. 

● Except for a short stretch of bike lanes on the southern end of the 
study area, there are no dedicated bike lanes, creating a gap in 
Portland’s bike network. 

● The majority of traffic signal equipment, wiring, and structures are 
old and cannot accommodate changes to signal timing and phase 
separation that might improve safety outcomes. 

● The streetscape is inconsistent, with some sections having a 
landscaped buffer and others with frequent commercial 
driveways and few street trees, with many trees in fair to poor 
condition. 

● The combination of long pedestrian crossing distances, long 
spacing between safe crossing opportunities, and fast-moving 
vehicle traffic creates a barrier effect between the east and west 
sides of the street that discourages walking and divides the 
neighborhoods on either side. 

Figure 2: Illustration of ‘Double Threat’ Pedestrian Safety Issue  
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Figure 3: Crash Data on Forest Avenue (2018 - 2022 Data; source: MaineDOT) 

These conditions have contributed to poor traffic safety outcomes on this 
section of Forest Avenue in recent years. From 2013 through 2022, the 
segment of Forest Avenue from Woodford’s Corner to Bedford 
Street/Baxter Boulevard saw 19 collisions involving cyclists, injuring 17. In 
the same period, there were 25 collisions involving pedestrians, including 
21 injuries and two deaths. And from 2020 through 2022, 262 motor 
vehicle crashes occurred on this segment of Forest Avenue.  

There are ten MaineDOT high crash locations (HCLs) within the study area. 
GPCOG’s Vision Zero Greater Portland has designated this part of Forest 
Avenue as a Critical Safety Corridor with several Critical Safety 
Intersections. Forest Avenue is on the GPCOG High Injury Network, as a 
high proportion of crashes on the street result in injuries. It was also 
identified as a corridor with many safety issues through the public 
engagement process for this study.  

An analysis of vehicular traffic volumes and operations indicates that the 
portion of Forest Avenue between Woodford’s Corner and Bedford 
Street/Baxter Boulevard has excess vehicular capacity in its existing four-

lane configuration.   2023 post-pandemic peak hour traffic volumes at 
signalized intersections within the project area were found to be 
approximately 20 percent lower than those collected in 2017.  This 
condition of excess vehicular capacity is associated with higher speeds, 
high crash rates, and high injury rates.  Furthermore, it allows for greater 
flexibility in street design options while maintaining acceptable traffic 
operations. 

The multi-modal existing conditions are fully documented in Attachment 1. 

 

Figure 4: Peak Hour Traffic Count Changes, 2017 & 2023; GPCOG 
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3 FOREST AVENUE 
TOMORROW 
This study focused on alternatives that could generally be achieved within 
the existing curb lines as part of a future paving project, reducing 
construction complexity and cost. The goal with this interim-style approach 
is to achieve safety and multi-modal accessibility benefits through rapid 
implementation in the short-term. It also allows for a test period where 
the effectiveness of the interim project can be assessed prior to 
committing significant funding to a more capital-intensive project. 

ALTERNATIVES 
This study considered five alternatives - the No Build option plus four Build 
options - which reflect a range of benefits and tradeoffs between different 
modes of travel.  Option C provides two variations on bike lane 
configurations. Each alternative acknowledges the place of Forest Avenue 
within both the regional and local transportation contexts.  

NO BUILD OPTION/EXISTING CONDITION 
4  VEHIC ULAR LA NES +  P ARKIN G BOTH S I DES  

 

▪ Four travel lanes 
▪ Two parking lanes 
▪ No bike lanes 
▪ No transit priority 
▪ No pedestrian refuge islands 

 

 
  

Page 76



FOREST AVENUE REDESIGN | EXECUTIVE SUMMARY 
 

      

7 

      

OPTION A   
5  VEHIC ULAR LA NES  
+  NO P A RKIN G  
 

 

▪ Four travel lanes 
▪ Center left turn lane 
▪ No parking lanes 
▪ No bike lanes 
▪ No transit priority 
▪ Pedestrian refuge islands possible 

 

 
 

OPTION B  
4  VEHIC ULAR LA NES  
+  BUFFE RED B I K E  LANE S   
+  NO P A RKIN G  

 

▪ Four travel lanes 
▪ No parking lanes 
▪ Bike lanes on each side 
▪ No transit priority 
▪ No pedestrian refuge islands 
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OPTION C1  
3  VEHIC ULAR LA NES  
+  ONE P ARKIN G- SEPA RA TED B IK E  LANE  
+  ONE B UFFERE D B IKE  L ANE  
+  PARKI NG ONE S IDE  

 

▪ Two travel lanes 
▪ Center left turn lane 
▪ One parking lane 
▪ One parking separated bike lane; one buffered bike lane 
▪ Transit priority possible by converting parking lane to queue 

jump lane 
▪ Pedestrian refuge islands possible 

 

OPTION C2  
3  VEHIC ULAR LA NES  
+  BUFFE RED B I K E  LANE S   
+  PARKI NG ONE S IDE  
 

 

▪ Two travel lanes 
▪ Center left turn lane 
▪ One parking lane 
▪ Two buffered bike lanes 
▪ Transit priority possible by converting parking lane to queue 

jump lane 
▪ Pedestrian median refuges possible 
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OPTION D  
3  VEHIC ULAR LA NES  
+  PARKI NG B OTH  S IDES  

 

▪ Two travel lanes 
▪ Center left turn lane 
▪ Two parking lanes 
▪ No bike lanes 
▪ Transit priority possible by converting parking lane to queue 

jump lane 
▪ Pedestrian refuge islands possible 

 

EVALUATION 
The alternatives were evaluated against eight criteria ranging from safety 
benefits to alignment with city and state goals.  Each criterion reflects key 
elements of the project purpose and need. Alternatives were scored using 
the ratings of High, Medium or Low against each criterion.  

 

Table 1: Forest Avenue Redesign Evaluation Criteria  
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Table 2: Alternatives Evaluation Results 

The alternative that scored the highest across the greatest number of 
evaluation criteria is Option C1, which includes a lane reduction to three 
vehicular travel lanes, on-street parking on one side of the street, and a 
combination of parking-separated and buffered bike lanes.  Option C2, 
which includes two buffered bike lanes, on-street parking, and three 
vehicular travel lanes, scored only slightly lower in the biking criteria, as 
both of its bike lanes are adjacent to the vehicular travel lanes and are thus 
more exposed to vehicle traffic.  

As an additional point of evaluation, the study team analyzed potential 
impacts to travel time on the project corridor under the three-lane 
alternatives. This analysis showed very minor increases in travel times of 
less than five percent during the morning and afternoon peak traffic 
periods. These slightly higher travel times are a product of minor 
reductions in vehicle speeds, which are expected to result in an overall 
safety benefit for the public. 

The alternatives analysis is discussed in more detail in Attachment 2. 

 

PUBLIC INPUT 
The project background, existing conditions, alternatives, and evaluation 
were presented at an open house and public meeting held at the 
Woodfords Club in Portland on November 19, 2024.  Approximately 80 
members of the public attended.   

At the meeting, attendees identified safety, with an emphasis on safety for 
pedestrians and bicyclists, as the most important criteria for consideration 
in the street redesign.  There was strong support for the three lane street 
configurations, which would enable the most beneficial safety measures to 
be implemented. Among the three lane alternatives, the two Option C 
variations with bike lanes were the most favored, with most attendees 
supporting option C1, with the parking-separated bike lane adjacent to the 
on-street parking. Some attendees expressed concerns with parking-
separated bike lanes, suggesting the potential for bicyclist crashes at 
driveways, lower bicyclist visibility, and additional maintenance 
requirements.  

 

Figure 5: Public Input on Alternative Preference from November Public Meeting 
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An online survey, available for two weeks after the open house, collected 
more detailed information from 288 respondents. The results generally 
mirror those from the public meeting. In addition to the transportation 
elements discussed, the fair to poor quality of the streetscape along Forest 
Avenue was mentioned at the public meeting and in the survey responses.  

Full results from the public meeting and survey can be found on the 
project website at: https://www.portlandmaine.gov/ForestAveRedesign. 
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4 RECOMMENDATIONS 
Based on the results of the technical evaluation and strong support from 
the public, a three-lane street configuration that includes bike lanes is 
recommended for Forest Avenue from Woodfords Corner to Bedford 
Street/Baxter Boulevard, as shown in Option C. Two variations of Option C 
were presented to the public with two bike lane design options, and 
further consideration and evaluation of these two variations will be 
necessary during the development of a short-term layout plan.  

As part of that design development, additional bike lane design features 
such as flex posts and green paint at intersections to highlight 
conflict/mixing zones between cyclists and motor vehicles should be 
examined. Bikeway configuration considerations include the ability of the 
City of Portland to adequately maintain bicycle lanes, and the effect of 
frequent driveways on bike lane and on-street parking supply and design. 

In the long-term, a more holistic roadway redesign effort for this segment 
of Forest Avenue that integrates the recommendations of this study will be 
needed. This more transformational project might include curb 
relocation/realignment, raised pedestrian refuge islands, curb separated 
bike lanes/cycle tracks, bus rapid transit infrastructure, streetscape and 
sidewalk rehabilitation, and lighting.  

IMPLEMENTATION 
MaineDOT has confirmed support for the three-lane street design 
recommendation of this study, with the goal of piloting the short-term 
design concept at the next resurfacing of Forest Avenue. During the pilot 
phase, safety data, traffic counts (including bicycle and pedestrian counts) 
and information on travel delay should be collected.  In addition, a public 
survey should be implemented to gather feedback on the pilot.  Pending 
the outcome of the pilot, the project team should proceed with a more 

capital-intensive and transformational project design process for this 
portion of Forest Avenue. 

As of January 2025, the schedule for the paving project has not yet been 
determined. 

NEXT STEPS 
▪ Winter 2025: Conduct additional outreach to businesses and 

bicycling communities. This work will focus on refining the 
understanding of tradeoffs with the parking and bike lane design.  

▪ Spring 2025: Develop a short-term, pilot phase street layout plan, 
including: 
o On-street parking, noting that decisions about parking locations 

will need to consider the tradeoffs between a consistent cross-
section and a more demand-responsive design that may vary 
which side has parking to best meet locations with higher 
parking demand.  

o Additional pedestrian crossings and enhancements that provide 
safer, single lane crossing in each direction, median refuge 
islands, raised crosswalks, lighting and pedestrian signals where 
needed.  

o Bike lanes, considering configuration, pavement markings, and 
supplementary features including flex posts/bollards 

o Two travel lanes and a center turn lane, with a primary design 
consideration being lane widths. 

▪ Spring - Fall 2025: Work with MaineDOT and GPCOG to identify 
timelines for the implementation of pilot phase as part of a short-
term Forest Avenue paving project  
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ATTACHMENTS 
1) Existing Conditions Memorandum 
2) Existing Conditions Traffic Memorandum 
3) Alternatives Evaluation Memorandum 
4) Arterial Traffic Analysis Summary 
5) Public Meeting Summary (November 19, 2024) 
6) Maine DOT Road Diet Guidelines 
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Troy Moon <thm@portlandmaine.gov>

Forest Avenue Redesign Project (Revere to Bedford Street)

2 messages

Jeffrey Robert Levine <jrlevine@mit.edu> Sun, Sep 13, 2026 at 12:38 PM

To: "sustainabilityoffice@portlandmaine.gov" <sustainabilityoffice@portlandmaine.gov>

Cc: "rphillips@portlandmaine.gov" <rphillips@portlandmaine.gov>, Anna Bullett <abullett@portlandmaine.gov>,

"pali@portlandmaine.gov" <pali@portlandmaine.gov>, Jeffrey Robert Levine <jrlevine@mit.edu>

To the Sustainability & Transportation Committee and City Staff-

I am thrilled to see the city move forward in partnership with MDOT on implementing a more efficient street
cross-section for Forest Avenue. The work done to date is both thoughtful and potentially transformative, as
envisioned in the Transforming Forest Avenue plan!

As part of the one-year pilot, however, I would strongly encourage the city to retain at least some of the parking
on the west side of Forest Avenue. Several small businesses on that side, including The Great Lost Bear, Proper
Cup, and Roses Foods, rely on short term turnover parking for short visits. Our valued small businesses rely on
very small profit margins and require a few spaces near their businesses for quick transactions. I am concerned
that the preferred alternative, while bringing welcome bicycle improvements, will have significant impacts on the
viability of those businesses. I worry that the result may be the determination that the pilot is a failure and
reversion to the current cross-section, and in a worst-case scenario, some of those businesses failing in these
challenging economic times.

Of the alternatives analyzed, I would encourage the S & T Committee to recommend Alternative D. That
alternative retains parking on both sides while piloting the three-lane cross-section. That alternative scored best in
all areas except for bicycle benefits. During that pilot period, parking utilization can be studied, and perhaps more
parking that is not being utilized can be removed after the end of the pilot. There is likely a scenario where the
whole middle turn lane is not needed, and parking can be retained with a full cycle track by adding turning bays
where needed and eliminating the rest of the center turn lane. This would be similar to the approach used when
the city improved the Forest Avenue cross-section from Woodfords Corner to Morrill's Corner ten years ago.

Thanks again for your work on this, and many other issues! Please feel free to reach out if you need any
clarifications.

Jeff

Jeff Levine, FAICP (he/him)
Associate Professor of the Practice
Program Head, Housing, Community & Economic Development
Department of Urban Studies & Planning
Room W41-5104
jrlevine@mit.edu

(617) 817-0424
https://dusp.mit.edu/people/jeff-levine

Office Hours: https://dusp.mit.edu/officehours

Personal Zoom Room: https://mit.zoom.us/my/jeff.levine (Passcode: 9-511)
Levine, J. (2021). Leadership in Planning: How to Communicate Ideas and Effect Positive Change (1st ed.).
Routledge. https://doi.org/10.4324/9780429279287
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Book time to meet with me

Pious Ali <pali@portlandmaine.gov> Sun, Sep 13, 2026 at 12:54 PM

To: Jeffrey Robert Levine <jrlevine@mit.edu>

Cc: "sustainabilityoffice@portlandmaine.gov" <sustainabilityoffice@portlandmaine.gov>, "rphillips@portlandmaine.gov"

<rphillips@portlandmaine.gov>, Anna Bullett <abullett@portlandmaine.gov>

Thanks Jeff 

Respectfully  

Pious Ali

City Councilor At-Large

City Hall

389 Congress Street

Portland, ME 04101

PALI@PortlandMaine.gov

2078074283

http://www.portlandmaine.gov

Sign up to receive updates on my work

[Quoted text hidden]
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City of Portland | Executive Department 
Danielle P. West, City Manager 
 
 
 
To: Sustainability & Transportation Committee 
Councilor Regina Phillips, Chair 

 

 
 
MEETING DATE 
September 16, 2026 
 
AGENDA ITEM 
Agenda Item 3C – Vision Zero: Program Update and Committee Discussion and Possible Action on 
City-wide Speed Limits and Red Light Cameras.  
 
PURPOSE 
Provide updates on various Vision Zero Action Plan initiatives and consider action related to 
City-wide speed limits and pursuing introduction of Red Light Cameras.  
 
COMMITTEE WORK PLAN/CITY COUNCIL GOAL ALIGNMENT 
Vision Zero has been adopted by the City Council and is a priority for the Committee. 
 
BACKGROUND/ANALYSIS 
The September 16, 2026 meeting of the Sustainability and Transportation Committee will include 
the following topics: 
 

●​ Review Vision Zero 2026 Quarter 2 Crash Trends Report.  

●​ Review progress reporting on Vision Zero Action Plan.  

●​ Review Issue Brief and consider action pertaining to possible introduction of Red Light 
Cameras as a traffic enforcement tool.  

●​ Review Issue Brief and consider action pertaining to governance of speed limits within 
the City of Portland.  

 
FISCAL IMPACT 
N/A 
 
CONCLUSION(S) 
This item is for information, discussion and possible action.  
   
PRIOR COUNCIL/COMMITTEE REVIEW 
This is a recurring item.  

1 
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PREPARED BY 

Greg Jordan 
Assistant City Manager 
Executive Department 
 

 
 
 
 

ATTACHMENTS 
Attachment A - Vision Zero 20216 Quarter 2 Report 
Attachment B - Vision Zero Action Plan Progress Report 
Attachment C - Issue Brief: Red Light Cameras 
Attachment D - Issue Brief: City-wide Speed Limits 
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1 |  VISION ZERO

VISION ZERO
2026 Midyear Crash Report 

This chart shows the number of people involved 
in crashes in Portland by injury level. Between 
January and June 2026, there were 1,077 
crashes involving 2,033 people (most crashes 
involve more than one person). Of those, one 
person (0.05%) was killed, 11 (1%) were seriously 
injured, 92 (5%) had minor injuries, and 158 (8%) 
had possible injuries. The remaining 1,771 people 
(87%) were not injured. For reference, in 2025 
there were 2,318 crashes involving 4,674 people.

City of Portland

2026  
Q1–Q2

2021 2022 2023 2024

43

27 28 27

7

20 24

2025
5

35

30
12

Killed Seriously Injured

Source: MaineDOT

41

2 3

PEOPLE SERIOUSLY INJURED OR KILLED BY YEAR

2,033 
PEOPLE

No Injury 1,771, 87%

Serious Injury 11, 1%
Minor Injury 92, 5%

Possible Injury 158, 8%

PEOPLE INVOLVED IN CRASHES BY INJURY [2026 Q1–Q2]

Quarters 1 & 2 [JANUARY–JUNE]

While serious injury and fatal crashes make up 
a small share of total crashes, they result in the 
most severe outcomes and are the focus of the 
Vision Zero approach. The graph to the right 
shows the number of people seriously injured or 
killed in crashes in Portland by year. The 2026 data 
reflects crashes reported from January through 
June. During this period, 11 people were seriously 
injured and one person was killed.

1

11

Killed 1, 0.05%
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2 |  VISION ZERO

City of Portland

The map above shows the locations of the 10 serious injury crashes (dark blue) and one fatal crash 
(red) that occurred in the first half of 2026, overlaid on a 2021-2025 heatmap of crash frequency. It 
also highlights Portland’s High Injury Network (black), prepared by the Greater Portland Council of 
Governments using the Safer Streets Priority Finder. This network represents the top 5% of roads where 
serious injuries and fatalities occurred between 2021-2025. 
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City of Portland

Road / Route Jurisdiction* Date Time of Day Mode Location
Speed 
Limit

Serious 
Injury Killed

Forest Ave. State Aid 2/14/26 10:00 PM Pedestrian 4-leg int. 30 mph 1 0

Stevens Ave. State Hwy 2/18/26 2:15 PM Cyclist Driveway 25 mph 1 0

Congress St. State Hwy 2/27/26 5:50 PM Pedestrian Straight rd. 25 mph 1 0

Washington Ave. (Rt. 26) State Hwy 3/4/26 3:40 PM Vehicle Straight rd. 25 mph 2 0

I-95 Toll Hwy 3/24/26 6:20 PM Vehicle Straight rd. 55 mph 1 0

Riverside St. State Hwy 5/11/26 4:10 AM Vehicle Straight rd. 35 mph 1 0

Ocean Ave. (Rt. 9) State Aid 5/20/26 7:40 AM Pedestrian 3-leg int. 30 mph 1 0

Franklin St. (Rt. 1A) State Hwy 5/21/26 7:20 PM Pedestrian Curved rd. 35 mph 1 0

Preble St. State Hwy 6/8/26 5:05 PM Cyclist 4-leg int. 25 mph 1 0

Preble St. Ext. State Hwy 6/16/26 11:25 AM Pedestrian Straight rd. 35 mph 0 1

Brighton Ave. (Rt. 25) State Hwy 6/23/26 12:05 AM Pedestrian Straight rd. 35 mph 1 0

11 1
2026 Q1 & Q2 serious injury and fatal crashes in Portland sorted by date / Source: MaineDOT

*State Highways are maintained by the City, but MaineDOT controls major projects, design, and speed limits;  
 Toll Highways fall under the Maine Turnpike Authority. 

The table below provides additional details for the 11 crashes that resulted in 11 serious injuries and one 
fatality in Portland between January and June 2026. 

CRASH DETAILS [2026 Q1–Q2]

VISION ZERO					                                2026 Midyear Crash Report
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The graph above shows the number of people killed or seriously injured in crashes from 2021-2026, 
broken down by cyclists, pedestrians, and motorists (2026 data reflects January through June only).
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City of Portland 
Vision Zero Action Plan 
ISSUE BRIEF 

 
  

 
Objective 3 - Safer Speeds 
SS-3: Conduct a Policy Analysis on Red Light Cameras (Revised) 
September 2026 
 
The Portland Police Department (PD) began increasing traffic enforcement operations in 2025 and is 
continuing to prioritize enforcement in relation to limited staff capacity and other public safety 
priorities. Specifically, PD conducted 3,636 motor vehicle stops in 2025, a 17% increase from 2024, and 
issued 1,180 citations, representing a 103% increase over 2024. Even with this surge, enforcement 
actions are well below the pre-2020 five year annual average of 8,630 stops and 3,639 citations issued.  
 
The reduction in traffic enforcement is the direct result of the challenges facing police departments 
nationwide with staff recruiting and retention and the need to prioritize other public safety concerns. 
Despite an overall 13-15% vacancy rate in early 2026, PD is working on measures to continue increasing 
traffic enforcement as permitted by staffing levels and call volume.    
 
Technology may be an option to supplement limited staff capacity. Red Light Cameras (RLCs) are  
automated, event-driven enforcement systems that utilize sensors and high-definition imagery to 
capture vehicles illegally entering an intersection during a red phase.  
 
Based, in part, on information included in the Federal Highway Administration’s Red Light Camera 
Systems Operational Guidelines (2005), the following points generally describe most RLCs function:  
 

●​ Red-light camera systems are event-driven automated enforcement tools that combine camera 
equipment, vehicle-detection technology, communications infrastructure, and the intersection’s 
traffic signal operation to document vehicles that enter an intersection against a red signal 
indication. 

●​ Depending on the system design, vehicle detection may rely on inductive loops, video-based 
detection, radar, piezoelements, or similar technologies. 

●​ The equipment is configured to capture photographic and/or video evidence showing the 
vehicle before it enters the intersection on red and after it proceeds through the intersection, 
including a view of the license plate where possible. 

●​ For digital systems, violation data may be transmitted to a processing location, where secure 
procedures, written protocols, quality-control reviews, and chain-of-custody safeguards are 
used to preserve the integrity of the evidence. 
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●​ Before a citation (or warning) is issued, recorded violation data should be reviewed to confirm 
that the evidence supports a properly documented violation. 

●​ Final citation authorization should be made by a qualified law enforcement officer under 
applicable state and local law. 

It is important to distinguish “event-driven traffic enforcement” from “passive surveillance” or 
continuous Automated License-Plate-Recognition surveillance. ALPR systems, such as Flock Safety, are 
designed to capture and organize searchable vehicle data from vehicles passing within the camera’s 
field of view, including license-plate information and vehicle characteristics such as make, model, color, 
timestamp, and distinguishing features. As a result, these systems can create a rolling, searchable 
database of vehicle-location information, including records associated with vehicles whose drivers have 
not committed any traffic violation.  
 
Red-light cameras operate differently. They are designed as targeted, event-driven enforcement tools 
connected to a specific signalized intersection, with vehicle-detection equipment configured to 
document vehicles that enter the intersection after the signal has turned red. While the system 
necessarily monitors signal status and vehicle movement near the stop line, it is not intended to create 
a general-purpose, searchable record of all passing vehicles. Instead, photographic or video evidence is 
captured and retained for review only when the system detects a potential red-light violation, with 
non-violations screened out through established review procedures before any citation is issued. This 
makes RLCs a narrower, single-purpose public safety tool in contrast to general ALPR networks, 
although implementation details, retention rules, audit controls, and local & state legal requirements 
remain important privacy safeguards. 
 
National data indicate the following effects associated with RLC use.  
 

●​ 40% to 50% Reduction in Violations: Implementation typically results in a near-halving of 
red-light running violations, establishing an immediate behavioral shift at the intersection 
(Retting, Ferguson, & Hakkert, 2003). 
 

●​ 24% Reduction in Fatalities: RLC programs yield a 24% reduction in fatal red-light running 
crashes citywide. Conversely, when cities eliminate these camera programs, fatal crash rates 
surge by 30% (Hu, McCartt, & Teoh, 2011; Hu, n.d.). 
 

●​ 25% to 30% Reduction in Injury Crashes: Automated enforcement significantly reduces overall 
intersection injury crashes, protecting drivers from severe medical outcomes (McCartt, n.d.). 
 

●​ 29% Reduction in T-Bone Collisions: Within the injury crash data, RLCs specifically reduce 
highly dangerous right-angle (T-bone) injury crashes by approximately 29%, trading 
high-impact lateral collisions for minor property damage (Retting, Ferguson, & Hakkert, 2003). 
 

●​ The Spillover Benefit: Improved driver compliance and behavioral modification are not isolated 
to the cameras themselves; spatial analysis shows a positive safety ripple effect and improved 
compliance at nearby, non-camera-equipped intersections along the same corridors (Ahmed & 
Abdel-Aty, 2015). 
 

Trade-offs & Open Issues 
The following points identify some of the trade-offs and open issues associated with pursuing this 
technology.  
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●​ Potential Increase in Rear-end Collisions: The high-severity gains noted above must be 

balanced against a correlated 15% to 30% increase in minor rear-end collisions, which can be 
mitigated by adjusting signal signal clearance intervals (Federal Highway Administration 
[FHWA], 2005). 
 

●​ State of Maine Law: Maine state law (Title 29-A, Section 2117) currently prohibits municipalities 
from using automated camera systems to enforce traffic violations except for at Maine Turnpike 
Authority toll booths, and cameras mounted on school buses to document vehicles passing a 
stopped bus with red lights flashing. Should the Sustainability and Transportation Committee 
and City Council concur this technology should be pursued, then the City would need to work 
with municipal partners (including the Maine Municipal Association) to advocate for state-level 
enabling legislation or a localized and narrowly tailored municipal RLC pilot program. 
 

●​ City of Portland Context: The research examined by staff reflects studies conducted at the 
national level and across larger cities. Should staff receive direction to continue investigating 
this technology, staff will gather information on which intersections, if any, may be most 
appropriate for this technology.     
 

●​ Surveillance Concerns: There are legitimate public concerns and ongoing debate on the use of 
any automated camera technology for law enforcement purposes. As a result, any consideration 
on the use of this technology should be accompanied by transparent public review, development 
of policies and procedures that prevent misuse, protect civil liberties, and ensure public 
accountability. It is highly likely that, if any legislation permitting the use of red light cameras 
were to be approved, it would contain strong limitations on how and for what purposes the 
cameras, and the data they collect, may be used.  If such statutory guardrails are not set in place, 
the City Council would also have the option of drafting an ordinance limiting such use by City 
staff. 
 

●​ Administrative Implementation: A red-light camera program would require City staff capacity 
for citation review and authorization, contested violations, vendor oversight, financial 
administration, data protection, and safety evaluation. Vendors may provide equipment 
maintenance and substantial processing support, but City responsibilities would depend on the 
program’s size and the requirements of any enabling legislation. Should a legislative path prove 
successful, staff would develop a detailed assessment of administrative responsibilities and 
staffing needs before seeking approval to implement a program. 
 

●​ Capital and Operating Costs: Preliminary research in other municipalities indicates that a small 
deployment could involve annual costs in the hundreds of thousands of dollars, depending on 
the number of monitored intersection approaches, vendor services, and staffing requirements. 
Upfront costs would depend on whether the City purchases equipment or contracts for a 
vendor-installed and maintained system. These figures describe a preliminary order of 
magnitude, not a Portland specific budget estimate. Should a legislative path prove successful, 
staff would develop startup and operating cost estimates, evaluate potential fine revenue and 
funding needs, and return for a separate implementation and funding decision. 

 
Conclusions and Next Steps 
RLCs are a tool that can reduce the number and severity of crashes at intersections. However, there are 
several issues to consider including legal constraints, resolving privacy and civil liberties concerns, cost 
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and budget capacity, and staff capacity and administrative requirements. If the Committee wants staff 
to continue pursuing this particular traffic and pedestrian safety enforcement tool, then the 
appropriate next step is to recommend the Legislative-Nominating Committee include this in its 
workplan for the purpose of pursuing enabling legislation.   
 
Source Citations 
 

●​ Ahmed, M. M., & Abdel-Aty, M. (2015). Evaluation and spatial analysis of automated red-light 
running enforcement cameras. Transportation Research Part C: Emerging Technologies, 50, 
130–140. https://doi.org/10.1016/j.trc.2014.07.012 

●​ Bhalla, K., Nguyen, J., Wen, Y., De Bernardis, F., Carr, B., & Polley, E. (2025). Using telematics data 
to evaluate safety policies: A case study of Chicago’s red-light camera programme. Injury 
Prevention. Advance online publication. https://doi.org/10.1136/ip-2025-045713 

●​ Federal Highway Administration & National Highway Traffic Safety Administration. (2005). Red 
Light Camera Systems Operational Guidelines. U.S. Department of Transportation. Washington, 
DC.  

●​ Federal Highway Administration. (2005, April). Safety evaluation of red-light cameras—Executive 
summary (Publication No. FHWA-HRT-05-049). U.S. Department of Transportation. 
https://www.fhwa.dot.gov/publications/research/safety/05049/ 

●​ Hu, W., & Cicchino, J. B. (2017). Effects of turning on and off red light cameras on fatal crashes in 
large U.S. cities. Journal of Safety Research, 61, 141–148. https://doi.org/10.1016/j.jsr.2017.02.019 

●​ Hu, W., McCartt, A. T., & Teoh, E. R. (2011). Effects of red light camera enforcement on fatal 
crashes in large U.S. cities. Journal of Safety Research, 42(4), 277–282. 
https://doi.org/10.1016/j.jsr.2011.06.002 

●​ Langland-Orban, B., Large, J. T., & Pracht, E. E. (2011). An update on red light camera research: 
The need for federal standards in the interest of public safety. Florida Public Health Review, 8, 
Article 1. https://digitalcommons.unf.edu/fphr/vol8/iss1/1 

●​ McCartt, A. T. (2015, February 25). Automated traffic enforcement research: Statement before the 
Colorado House Transportation and Energy Committee. Insurance Institute for Highway Safety. 
https://www.iihs.org/media/a2e26dd0-076b-43f3-bd05-29c80587ddfa/i6jvFQ/Testimony/testim
ony_2015-02-25.pdf 

●​ Retting, R. A., Ferguson, S. A., & Hakkert, A. S. (2003). Effects of red light cameras on violations 
and crashes: A review of the international literature. Traffic Injury Prevention, 4(1), 17–23. 
https://doi.org/10.1080/15389580309858 

 

Page 94

https://doi.org/10.1016/j.trc.2014.07.012
https://www.fhwa.dot.gov/publications/research/safety/05049/?utm_source=chatgpt.com
https://www.fhwa.dot.gov/publications/research/safety/05049/?utm_source=chatgpt.com
https://doi.org/10.1016/j.jsr.2011.06.002
https://doi.org/10.1016/j.jsr.2011.06.002
https://digitalcommons.unf.edu/fphr/vol8/iss1/1?utm_source=chatgpt.com
https://www.iihs.org/media/a2e26dd0-076b-43f3-bd05-29c80587ddfa/i6jvFQ/Testimony/testimony_2015-02-25.pdf?utm_source=chatgpt.com
https://www.iihs.org/media/a2e26dd0-076b-43f3-bd05-29c80587ddfa/i6jvFQ/Testimony/testimony_2015-02-25.pdf?utm_source=chatgpt.com
https://www.iihs.org/media/a2e26dd0-076b-43f3-bd05-29c80587ddfa/i6jvFQ/Testimony/testimony_2015-02-25.pdf?utm_source=chatgpt.com
https://doi.org/10.1080/15389580309858
https://doi.org/10.1080/15389580309858
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Objective 3 - Safer Speeds 
SS-4: Clarify City’s authority and process for setting speeds on state and local roads. 
September 2026 
 
SUMMARY 
This Issue Brief explains how speed limits are currently established on Portland streets, what legal 
pathway exists for the City to assume speed-setting authority over qualifying local roads, and what is 
known about proposals to reduce local street speeds from 25 mph to 20 mph. At this stage, staff are not 
recommending a specific speed limit for any street or class of streets. The immediate issue is process 
and general direction. 
 
Under current practice, Portland works through MaineDOT to request speed-limit reviews on all streets 
within the city. By state law, MaineDOT is the controlling authority for state-owned, state-aid, arterial, 
collector, and other non-qualifying roads. Portland may request a review and provide supporting safety 
and roadway-context information, but the City cannot unilaterally post or enforce a lower speed limit 
on those roads. 
 
For qualifying local roads, Maine law does provide a separate pathway. A qualifying municipality may 
assume responsibility for setting speed limits on qualifying roads. Portland meets the statutory 
threshold which is based on having a population greater than 2,500 and employing a traffic engineer.  
 
If Portland chose to assume this authority, the City would need to provide notice to MaineDOT, accept 
responsibility for setting speed limits on all qualifying local roads, conduct required traffic 
investigations, set speed limits through the municipal traffic ordinance process, install 
MUTCD-compliant signs, and provide notice of the adopted speed-limit zones to MaineDOT.  
 
There are several open questions on this approach including:  
 

1.​ It is not yet confirmed whether separate speed studies and traffic investigations are required 
for every street, or if a fully (or partially) aggregated citywide engineering study would 
satisfy state law and MaineDOT administrative expectations? City staff is working with 
MaineDOT to clarify statutory and regulatory requirements. If separate speed studies are 
required for every street, this would be a very large task with significant costs.  

2.​ Under this authority, is a city required only to notify MaineDOT of completed investigations 
and speed limit setting on a local street(s) or seek its approval? The underlying statute clearly 
requires notification, but staff continue to investigate whether approval is required.  
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3.​ What level of staffing, consultant support, signage, and long-term maintenance funding 
would be required to implement this authority? Answers to the questions of staffing and costs 
depend heavily on the answer to question 1.  

 
City staff’s assessment (below) is that lowering posted speeds may be a useful component of Portland’s 
broader speed-management and Vision Zero strategy, particularly where the roadway context supports 
lower operating speeds. Peer research indicates that positive impacts to crash severity related to speed 
reductions are more likely on higher risk collector and arterial roads.  
 
However, the cost and administrative effort associated with Portland assuming speed limit setting 
authority for eligible local streets may be high. Also, crash data trends indicate that severe crashes on 
Portland’s local streets are rare and speed limits on higher risk corridors - where interventions are 
most needed - are state controlled collector and arterial roads. Given these facts, a key question is 
judging whether taking control of speed limits on local streets, with the intention of reducing speeds 
from 25 to 20 MPH, represents the most impactful use of city resources.   
 
Pending further evaluation of the foregoing questions, the City has several policy directions 
available: 
 

●​ Continue the current MaineDOT request-based process for all roads and direct staff to identify 
and prioritize state and local road speed review requests; 
 

●​ Assume local-road speed authority subject to sufficient budget appropriations and staff capacity 
including the required legal, engineering, and GIS work;  
 

●​ Pursue state legislative reform if the City Council wants broader authority to establish default 
neighborhood speed limits with less administrative burden. 

 
BACKGROUND 
 
Current Speed-Setting Process for State and Local Roads 
Speed-limit authority in Maine is governed primarily by state law, specifically 29-A M.R.S. §§2073, 
2074, and 2075. MaineDOT, with approval of the Chief of the State Police where required, is generally the 
legal entity responsible for creating or changing speed limits on public ways. MaineDOT’s public 
guidance describes this authority as applying to state highways, state-aid highways, and town ways 
unless a qualifying municipality elects to assume authority over qualifying local roads. 
 
In practice, Portland currently follows a MaineDOT-based process. When the City seeks a speed-limit 
review, a municipal official submits a written request to the MaineDOT Regional Traffic Engineer. That 
request is generally for a specific road or road segment and should explain why the existing speed limit 
appears unsafe or inappropriate. 
 
MaineDOT then determines whether to conduct an engineering and traffic investigation. Historically, 
speed studies often focused heavily on observed vehicle speeds, including the 85th-percentile speed. 
However, MaineDOT’s current process is more context-sensitive. It considers roadway context, 
functional classification, crash history, traffic volume, roadway geometry, pedestrian and bicycle 
activity, driveways, transit activity, parking, and other factors. 
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MaineDOT has adopted a roadway context classification system with five categories: Rural, Rural Town, 
Village, Suburban, and Urban. These context classifications are combined with federal functional 
classification to determine which speed-setting process applies. MaineDOT’s current processes include 
“Mobility,” “Balanced,” and “All Users.” The “All Users” process applies in urban and village settings and 
is intended to give greater weight to pedestrian and bicycle safety. MaineDOT states that the 
85th-percentile speed is not considered in the “All Users” process. 
 
After completing its review, MaineDOT may recommend lowering the speed limit, making no change, 
or, in limited cases, raising the speed limit based on the data. 
 
This process applies clearly to state-owned, state-aid, arterial, collector, and other roads that are not 
qualifying local roads. It also appears to be the process Portland has historically used for local roads, 
because Portland has not been operating a separate locally administered speed-setting program under 
the qualifying-municipality provision. 
 
For state and non-qualifying roads, staff should prioritize requests using objective criteria, including 
whether the current posted speed exceeds the upper range suggested by MaineDOT’s context-based 
guidance and whether the corridor appears on the High Injury Network or otherwise presents 
significant pedestrian, bicycle, transit, or neighborhood safety concerns. 
 
How Portland Could Set Speed Limits on Local Roads 
Maine law provides an alternative pathway for qualifying municipalities. Under 29-A M.R.S. 
§2075(3)(E), a qualifying municipality may set speed limits on qualifying roads. 
 
Portland appears to qualify because it exceeds the statutory population threshold. The more important 
question is which roads qualify. A qualifying road is a town way classified as local by MaineDOT under 
the federal functional classification system. This means the City’s authority would not extend to all 
roads in Portland and may not extend to all roads that residents commonly think of as “local streets.” 
If Portland wanted to assume this authority, the process would include the following steps. 
 

Step 1: Confirm legal authority and road eligibility - Staff and Corporation Counsel would need 
to confirm Portland’s eligibility, identify the legal effect of providing notice to MaineDOT, and 
prepare a complete inventory of eligible roads. This inventory should distinguish state-owned 
roads, state-aid roads, arterials, collectors, local roads, private ways, park roads, island roads, 
and other special categories. This step is essential because the City’s independent authority 
would apply only to qualifying local roads. 
 
Step 2: Provide written notice to MaineDOT - If Portland elects to assume authority, the City 
must provide written notice to the Commissioner of Transportation. The statute also states that 
the municipality must set speed limits for all qualifying roads in the municipality. 

 
This appears to mean that Portland could not selectively assume authority for a few local streets 
while leaving the rest of the qualifying local-road system under MaineDOT. Staff must also 
confirm with MaineDOT and Corporation Counsel whether any full withdrawal or 
return-to-state process exists. 
 
Step 3: Conduct the required traffic investigation - Before establishing a speed limit, the City 
must perform a traffic investigation that reviews the applicable MUTCD factors. The 
investigation should be based on current professional practice, including MaineDOT’s 

Page 97



 

context-sensitive methodology, the MUTCD, Safe System principles, and other accepted 
professional guidance such as NACTO’s City Limits framework where appropriate. 
 
The investigation should consider: 

●​ roadway context; 
●​ federal functional classification; 
●​ observed speed data; 
●​ crash history; 
●​ segment length; 
●​ traffic volumes; 
●​ number of lanes; 
●​ median presence; 
●​ driveway and access-point density; 
●​ pedestrian activity; 
●​ pedestrian destinations; 
●​ lane, shoulder, and pavement width; 
●​ roadside conditions; 
●​ curves, grades, and sight distance; 
●​ traffic signals, all-way stops, and roundabouts; 
●​ pedestrian and bicycle facilities; 
●​ bicycle activity; 
●​ crosswalks; 
●​ on-street parking; 
●​ transit activity and stops; 
●​ schools, parks, senior housing, commercial districts, and neighborhood destinations. 

 
The investigation should not rely solely on current driver behavior. Modern best practice allows 
observed speeds to be considered without allowing the 85th-percentile speed to dictate the 
outcome, especially in urban contexts with pedestrian and bicycle activity. 
 
Step 4: Resolve the scope of required studies - This is the most important unresolved 
implementation question. There remains an open question as to whether Portland must 
conduct individual engineering studies for each street or street segment or if collections of 
similar streets can be aggregated under broader studies.   
 
The statute itself requires “a traffic investigation” before establishing speed limits, but does not 
clearly state that each street must have a separate stand-alone narrative report. The 
interpretation that MaineDOT will accept nothing less than individual studies for each street 
may reflect MaineDOT administrative expectations or the most conservative interpretation. 
 
The most legally and professionally defensible approach may be a hybrid: 
 

●​ prepare one comprehensive citywide engineering study; 
●​ evaluate every qualifying road or speed zone; 
●​ use standardized worksheets or criteria; 
●​ group similar streets by context and function; 
●​ prepare street- or segment-specific documentation; 
●​ identify exceptions; 
●​ adopt an official speed-limit map by ordinance. 
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This would avoid a purely blanket approach while also avoiding unnecessary duplication. Before 
proceeding, staff should confirm whether this approach satisfies MaineDOT administrative 
requirements and Corporation Counsel’s reading of the statute. 
 
Step 5: Adopt speed limits through ordinance - Municipal officers must validate locally 
established speed limits through the municipal traffic ordinance process under Title 30-A, 
section 3009. A general policy resolution would not be enough to establish enforceable speed 
limits. 
 
The ordinance should adopt an official speed-limit map or schedule, reference the traffic 
investigation, identify the qualifying roads or speed zones, authorize signage, and direct staff to 
provide required notice to MaineDOT. 
 
Step 6: Install MUTCD-compliant signs and provide notice to MaineDOT - New limits should 
not be treated as implemented until appropriate signs are installed in compliance with the 
MUTCD. The City would also need to provide written notice of the speed-limit zones to 
MaineDOT on approved forms. 
 
An open question remains whether MaineDOT’s role at this stage is limited to receiving notice 
and maintaining records, or whether MaineDOT expects some form of review or approval before 
locally established speed limits are considered official. The statute appears to emphasize 
municipal ordinance validation, signage, and notice; staff materials reference a “commission 
record” process. That sequence should be confirmed before any implementation. 

 
Trade-Offs of Assuming Local Authority 
Assuming local speed-setting authority would give Portland greater control over qualifying local roads 
and could allow speed policies to better reflect neighborhood context, pedestrian safety, bicycle safety, 
school access, transit access, and Vision Zero goals. 
 
The trade-off is that Portland would also assume a substantial administrative and financial obligation. 
If separate speed studies are required for each, the City would need to maintain the inventory, conduct 
or update traffic investigations, manage ordinances and records, install and maintain signs, respond to 
future requests, and preserve a defensible engineering record. 
 
Staff estimates reviewed to date suggest the effort could involve hundreds of local road segments and 
thousands of staff hours. Those estimates should be refined before Council action. Cost assumptions, 
including sign quantities, sign-unit costs, staff time, consultant support, and long-term maintenance 
obligations, should be verified.  
 
If Council’s objective is a broad default 20 mph neighborhood speed-limit framework, state legislative 
reform may be the cleaner and less administratively burdensome path. Current law appears to allow 
local authority, but only through a road-by-road or speed-zone engineering process for all qualifying 
local roads, not through a simple citywide default change by resolution. 
 
Staff Assessment of “20 Is Plenty” Policy Proposal 
The safety rationale for lower urban speeds is strong. Vehicle speed affects stopping distance, crash 
likelihood, and crash severity. Lower speeds are especially important for pedestrians, bicyclists, 
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children, older adults, people with disabilities, and transit users. The evidence from other cities is 
generally favorable but should be interpreted carefully. 
 
Seattle, Boston, Portland, Oregon, and Toronto all provide evidence that reducing posted speeds can 
reduce high-end speeding, shift speed profiles downward, and, in some cases, reduce crashes or injury 
outcomes. The strongest evidence appears to be on higher-speed, higher-risk corridors, especially 
arterials and collectors.  
 
Evidence specific to low-speed residential local streets is more difficult to isolate because speed-limit 
changes are often implemented as part of broader Vision Zero programs that include traffic calming, 
redesign, enforcement, education, signal changes, and other safety measures. Portland City staff’s 
investigation into these trends notes that peer cities’ steps to reduce local residential speed limits have 
often experienced reductions in crashes, crash severity, or speeding. However, staff also notes that 
these results are usually part of comprehensive Vision Zero strategies and that causation is harder to 
prove for local residential streets alone. 
 
City staff’s general conclusion is that lowering posted speeds may be a useful component of Portland’s 
broader speed-management and Vision Zero strategy, particularly where the roadway context supports 
lower operating speeds. However, speed-limit changes should not be treated as a stand-alone solution. 
They are most defensible and effective when paired with context-sensitive street design, traffic 
calming, signal timing, enforcement strategy, public communication, and ongoing monitoring. 
 
MaineDOT’s own guidance reinforces this point. MaineDOT recognizes that changing a sign alone may 
not significantly affect vehicle speeds and that speed-management techniques may be needed to help 
the roadway environment communicate the intended operating speed. 
 
In conclusion, the cost and administrative effort associated with Portland assuming speed limit setting 
authority for eligible local streets may be high. Crash data trends indicate that severe crashes on 
Portland’s local streets are rare and the higher risk corridors - where interventions are most needed -  
are state controlled collector and arterial roads. Given these facts, and in light of financial and staff 
capacity constraints, the Committee should weigh the highest and best uses of city resources to make 
Portland safer?  
 
Policy Directions Available to the City 
 

1.​ Continue the current MaineDOT request-based process for all roads and direct staff to identify 
and prioritize state and local road speed limit review requests; 
 

2.​ Assume local-road speed authority subject to sufficient budget appropriations and staff capacity 
including the required legal, engineering, and GIS work;  
 

3.​ Pursue state legislative reform if the City Council wants broader authority to establish default 
neighborhood speed limits with less administrative burden. 
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Troy Moon <thm@portlandmaine.gov>

Fwd: comment on Vision Zero 3C

2 messages

Max Wilder <mwilder@portlandmaine.gov> Wed, Sep 16, 2026 at 11:00 AM

To: Troy Moon <thm@portlandmaine.gov>

Assuming this is for S&T

---------- Forwarded message ---------

From: Cadence Atchinson <cadi08@gmail.com>

Date: Wed, Sep 16, 2026 at 10:43 AM

Subject: comment on Vision Zero 3C

To: <publiccomment@portlandmaine.gov>

Cc: <Council@portlandmaine.gov>

Hello my name is Cadence Atchinson and I live at 22 Nevada Ave in Portland Me 04103. I am writing because I

cannot make it to tonight's meeting but want to share my support for the pursuit of Vision Zero and a request to add

some teeth to it. Just this past week a student was hit walking home from the East End School. The city needs to do

more to ensure that streets are safe for pedestrians including students walking to and from school each day.

 Lowering the speed limits within the city limits to be no more than 20 miles an hour and enforcing them would be

good, as would ticketing distracted drivers, who seem to be the largest part of the problem. 

Thanks so much for your attention,

Cadence Atchinson 

Troy Moon <thm@portlandmaine.gov> Wed, Sep 16, 2026 at 11:12 AM

To: Max Wilder <mwilder@portlandmaine.gov>

Got it. We need to update the agenda packet so I can add this.

Troy

[Quoted text hidden]
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Troy Moon <thm@portlandmaine.gov>

Fwd: Safe Streets

1 message

Max Wilder <mwilder@portlandmaine.gov> Wed, Sep 16, 2026 at 11:13 AM

To: Troy Moon <thm@portlandmaine.gov>

---------- Forwarded message ---------

From: Anna Sommo <annasommo@gmail.com>

Date: Wed, Sep 16, 2026 at 11:13 AM

Subject: Safe Streets

To: <publiccomment@portlandmaine.gov>, <Council@portlandmaine.gov>

Hello,

My name is Anna Sommo and I live at 174 Woodlawn Ave, I am submitting public comment Vision Zero Action Plan

(3C):

I ride my bicycle and walk frequently throughout Portland and nearly every day I witness speeding and dangerous

driver behavior. Just today I was riding on Clifton Street and someone was crossing in a crosswalk in front of me on

Vannah St and a huge truck nearly ran the pedestrian over as it blew through the stop sign. It was terrifying. Slower

speeds and enforcement are essential to safer streets for all of us- especially people who are not in cars. I want my

daughter to grow up in a place where moving around without a car is safe. Please take action to reduce speed limits

and increase enforcement today.

Sincerely,

Anna Sommo
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City of Portland | Planning & Urban Development Department 
Kevin D. Kraft, AICP Director 
 
 
Staff Memo To:  
Sustainability & Transportation Committee 
Councilor Regina Phillips, Chair 

 

 
 
MEETING DATE 
September 16, 2026 
 
AGENDA ITEM 
Agenda Item – Jewel Box Bus Shelter 
 
PURPOSE 
To provide the S&T Committee with an overview of the process for deaccessioning the Jewel Box 
Bus Shelter from the City’s public art collection and to explain the artwork’s relationship to the 
City’s public transit system.  This information is being shared for informational purposes only, no 
action is requested. 
 
COMMITTEE WORK PLAN/CITY COUNCIL GOAL ALIGNMENT 
The deaccessioning of the Jewel Box Bus Shelter was not included in the Committee’s current 
work plan. However, initiating the deaccessioning of the Jewel Box Bus Shelter from the public art 
collection was included in the Public Art Committee’s FY26 Annual Plan and FY27 Budget Plan, 
which was unanimously approved by the City Council by a vote of 8-0 on August 24, 2026 
(Councilor Fournier absent) (Order 20-26-27). 
 
BACKGROUND/ANALYSIS 
On September 3, 2026, the Portland Public Art Committee held a public hearing and voted 
unanimously 6-0 (Levesque, Hrenko, Wilson absent), to recommend that the City Council 
deaccession the Jewel Box Bus Shelter from the City’s public art collection.  
 
History 
In 2003, the Portland Public Art Committee issued a Request for Qualifications (RFQ) seeking to 
commission a permanent work of public art for the Monument Square area, at the location of a 
bus shelter and telephone kiosk that were planned for removal after approximately 30 years in 
place. The RFQ required that any proposed artwork incorporate a bus shelter at the existing bus 
stop location.  
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Figure 1:  Former Mushroom, phone kiosk 

 
Figure 2:  Former bus shelter prior to 2004 Jewel Box installation 

 
Following the RFQ and selection panel process in 2003 the Portland Public Art Committee 
commissioned artists Laura Haddad and Tom Drugan to design, fabricate, and install a new public 
artwork entitled Jewel Box.  The installation was completed in 2004, replacing the existing bus 
shelter at the site.  
 

 
Figure 3:  Jewel Box Bus Shelter 
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Current Conditions 

 
Figure 4:   Jewel Box Bus Shelter current conditions 

 
The Jewel Box bus shelter has been in place since 2004 and, in recent years, has experienced a 
number of issues related to vandalism, graffiti, broken glass, and ongoing maintenance needs. 
These issues have affected the functionality and use of the shelter for transit riders and have 
required the City and Portland Public Art Committee to repeatedly use public art funds for repairs. 
Since its installation, approximately $35,000 has been spent on maintenance, including 
approximately $8,700 since 2023 to repair damage caused by vandalism.  

At the April 15, 2026 Public Art Committee meeting, City staff presented options for the 
Committee’s consideration regarding the Jewel Box bus shelter, including the potential future 
evaluation of relocation, repair, or deaccessioning, removal, and replacement. The item was 
introduced for initial discussion in response to ongoing maintenance needs, repeated vandalism, 
and persistent public health and safety concerns, as well as questions raised by the Committee 
regarding the frequency of maintenance and associated expenditures.  

At its June 17, 2026 meeting, the Public Art Committee recommended including in the FY26 
Annual Report and FY27 Proposed Budget to either deaccession or relocate the Jewel Box from the 
City’s public art Collection.  
 
On September 3, 2026, the Portland Public Art Committee held a public hearing and voted 
unanimously, 6-0 (Levesque, Hrenko, Wilson absent), to recommend that the City Council 
deaccession the Jewel Box Bus Shelter from the City’s public art collection. As part of its 
deliberations, the Collection Management Subcommittee prepared a recommendation letter 
(Attachment A) outlining concerns related to the budgetary impacts of ongoing maintenance and 
community concerns regarding safety and visibility.  While relocation was considered, the 
Subcommittee and staff expressed concerns that relocating the artwork could continue to create 
opportunities for vandalism, compromise public safety, and require continued use of public art 
funds for ongoing maintenance and repairs.  The Subcommittee’s preferred course of action was 
to deaccession the artwork and work with the City to remove it.  
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PROCESS/PROCEDURE 
The Guidelines for the Public Art Ordinance, establish procedures for reviewing the removal of 
artworks from the Public Art Collection.  Section IX, Deaccessioning Policy, establishes the process 
for considering the removal of an artwork from the collection. 
 
The deaccessioning guidelines recognize that, over time, circumstances may arise that warrant 
the removal of artwork from the collection.  The process for considering deaccessioning of public 
art requires the public art committee to forward a recommendation to the City Council, who has 
the final authority to order the deaccessioning of artwork from the public art collection.  The 
Committee may consider the deaccessioning of an artwork when it determines that the artwork 
meets one or more of the following criteria:  

●​ The artwork has been determined to be of inferior quality relative to the quality of other works 
in the collection.   

●​ The artwork has been determined to be incompatible with the intent of the collection 
●​ The artwork has been damaged or has deteriorated to the point where restoration is impractical 

or unfeasible, or the cost of restoration is excessive in relation to the appraised value of the 
artwork.     

●​ The artwork endangers public safety. 
●​ Significant changes in the use, character or actual design of the site require a re-evaluation of 

the relationship of the artwork to the site.  
●​ The work is not or is rarely on display.  
●​ The artwork requires excessive maintenance or has faults of design or workmanship, and the 

city cannot properly maintain the artwork. 
 
FISCAL IMPACT 
The final budget for the installation of the Jewel Box Bus Shelter was approximately $84,000. 
Since its installation, approximately $35,000 has been spent on maintenance, including 
approximately $8,700 since 2023 to repair damage caused by vandalism. 

In summer 2026, Tuckerbrook was contracted to complete a conservation assessment of the 
City’s entire public art collection. The assessment identified approximately $35,000 in future 
maintenance and conservation needs for the Jewel Box Bus Shelter. This estimate does not 
account for additional damage or repairs that may result from ongoing vandalism. 

NEXT STEPS 
The Public Art Committee’s recommendation will be forwarded to the City Council for 
consideration and action. The City Council has final authority to deaccession the artwork from 
the Public Art Collection.  
 
PRIOR COMMITTEE REVIEW 

●​ N/A 
 
PREPARED BY 

Kevin Kraft, AICP Sean King 
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Director 
Planning & Urban Development 

Urban Designer 
Planning & Urban Development 

 
ATTACHMENTS 

●​ Attachment A - Collection Management Subcommittee letter 
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The Collection Subcommittee of the Portland Public Art Committee met today, June, 25th, 2026, 
to discuss issues related to The Jewel Box, a public art piece owned by the City of Portland and 
located at the corner of Congress and Center streets. Issues encompass those that City 
Management has brought to the Committee’s attention — budgetary and safety-related — and 
those raised by community members, chiefly safety-related. See agenda packet from the 
Committee’s June 17 meeting for details, pp. 31 – 40. 
 
Issue 1: Budgetary impact of ongoing maintenance 
Since its installation in 2003, The Jewel Box has incurred significantly higher maintenance costs 
than other works in the collection, exceeding $35,000. ~$5,000 of maintenance costs were 
incurred in FY2025 alone. Ongoing maintenance issues include etching and graffiti, as well as 
more serious problems, such as smashed glass panels. These costs are borne by the Public Art 
Committee’s budget. Most of these issues required immediate remediation. 
 
Longer-term remediation of the work also has budgetary impacts. Rust, deterioration of the 
anti-graffiti film, treating cast iron to prevent further deterioration, and refinishing benches have a 
minimum estimate of $33,500. These costs are expected to be ongoing and will experience 
continual increase as The Jewel Box ages. 
 
Issue 2: Community concerns 
The Portland community has raised concerns about this work, citing its detrimental effect on 
neighborhood safety due to the design of the piece, which features an element resembling 
stonescaping that extends from roughly 36 inches high down to grade. The result is that 
passersby and others do not have adequate sightlines into the goings-on in the shelter. 
 
There are two potential proposals before the Public Art Committee to remedy these issues that 
the subcommittee examined. 
 
Remedy 1: Relocation of this work 
The subcommittee did not feel that relocation would solve issue 1 across its budgetary and 
vandalism implications. Relocation to an area with less ridership could exacerbate opportunities 
for vandalism due to its more remote nature.  
 
Safety would also not be improved by relocation, as the piece's design would remain the same. 
The elements of the work that obscure vision and compromise riders’ safety would remain 
present.  
 
Relocation would also have significant budgetary implications for the disassembly, 
transportation, reassembly, and long-term maintenance of the aging, deteriorating work. The 
Subcommittee noted that the Public Art Committee's overall budget has recently increased. 
However, the Subcommittee wishes to be responsible fiscal stewards of this new budgetary 
allotment and feels strongly that its charge to do so also mandates that issues currently at hand 
not be replicated elsewhere. 
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Remedy 2: Deaccessioning of artwork 
For the reasons above, the Collection Subcommittee recommends deaccessioning this work at 
this time. A deaccession plan will be explored by the City, including outlining the costs of the 
works’ disassembly and short-term storage, as a buyer or other plan for removal are explored. 
Given the urgent nature of the situation and the safety risks the work poses to significant 
numbers of Portland citizens, including neighboring businesses, residents, and GPMetro riders, 
we recommend that the Committee vote in favor of deaccessioning. 
 
Sharon Dennehy, Collection Subcommittee Chair 
Kat Zagaria Buckley, Collection Subcommittee Member 
Kelly Hrenko, Collection Subcommittee Member 
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City of Portland | Parking Division 
Tony Wirkus, Director 
 
 
 
To: Sustainability and Transportation Committee 
Councilor Regina Phillips, Chair 
 
  

 
 
MEETING DATE 
September 16, 2026 
 
AGENDA ITEM 
Agenda Item 3D– Parking changes on Lancaster Street 
 
PURPOSE 
Consider parking schedule changes on Lancaster Street between Chestnut St. and Pearl St. that 
would remove a commercial loading zone and replace it with time zone parking. 
 
COMMITTEE WORK PLAN/CITY COUNCIL GOAL ALIGNMENT 
This item is not included in the Committee’s 2026 workplan. 
 
BACKGROUND/ANALYSIS 
The commercial loading zone on Lancaster St between Pearl St. and Chestnut St. is currently 
underutilized. This designation of parking has been in place for many years and was originally 
used to access a business in the area that is no longer in operation. This change would add 
approximately 6 parking spaces. 
 
FISCAL IMPACT 
The fiscal impact of this change is minimal. Signage would be changed to designate the new 
parking area.  
 
CONCLUSION(S) 
Staff recommends changing the designation of the commercial loading zone to time zone 
parking spaces which would be beneficial to residents in the area.  
 
PRIOR COUNCIL/COMMITTEE REVIEW 
N/A 
 
  
PREPARED BY 

Tony Wirkus 
Director 
Parking Division 
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ATTACHMENTS 
Lancaster St. Map 
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LANCASTER ST. COMMERCIAL LOADING ZONE MAP 
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MEETING DATE 
September 16, 2026 
 
AGENDA ITEM 
Agenda Item 3E – Waterfront Parking at First Light Commons 
 
PURPOSE 
The S&T Committee is being asked to review parking fees and space designations in the parking 
lots adjacent to the First Light Commons park.  
 
COMMITTEE WORK PLAN/CITY COUNCIL GOAL ALIGNMENT 
This item is not included in the Committee’s 2026 workplan. 
 
SUMMARY & RECOMMENDATION 
Construction of the First Light Commons Park resulted in a large portion of the Ocean Gateway 
Lot being taken offline. The original parking lot contained approximately 245 parking spaces. 
Users, including island residents, were able to access these spaces for $25/day.  
 
When the project is complete, there will be approximately 115 parking spaces, resulting in a loss of 
130 spaces. There are many competing uses and users that this parking resource must serve 
including island resident parking, waterfront commercial access, and park access.  
 
To best manage competing needs and user needs, staff recommends changing from a daily rate of 
$25 to an hourly rate of $4 per hour with a daily maximum of $40. This price is higher than the 
meter rate, in line with city operated parking garages, and lower than private parking in the area. 
In addition to implementing a new hourly rate, it is recommended to add a set number of time 
zone spaces that are included in the residential parking permit program. 
 
This designation of spaces and pricing model aims to create competition with local private lots to 
help support access to businesses, the park, and the ferry terminal for residents and visitors. 
 
BACKGROUND AND ANALYSIS 
City staff, including Parks, Recreation and Facilities, Public Works, Planning and Urban 
Development, and Parking met to discuss the operations of the parking lot to review the various 
user groups. Some of the user groups include island residents and visitors, residents and visitors 
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on the peninsula, visitors of the park, visitors of the Ocean Gateway terminal, and customers 
shopping and dining at local businesses. 
 
Previously the Ocean Gateway Lot charged a flat rate of $25 per day and did not offer an hourly 
rate. The parking lot closed seasonally to become an impound lot during parking bans. The 
previous rate structure primarily accommodated individuals wishing to park for a full day or 
more and did not support shorter visits to local businesses or attractions.   
 
Staff regularly receive feedback that there is a lack of parking in this area. Although private 
parking availability will fluctuate at times, the table below outlines the availability of parking as 
of late spring.  
 
PRIVATELY OPERATED AND PUBLIC PARKING GARAGES WITH AVAILABILITY  

Garage Name 

Monthly 
Spaces 

Available 

Off Season 
Monthly Spaces 

Available Monthly Cost 

Distance to Casco 
Bay Lines 
Terminal 

Casco Bay Garage No - Waitlist Yes $189* 0 feet 

Custom House Garage Yes Yes $205 
850 feet  

(0.12 miles) 
Ocean Gateway 
Garage Yes Yes $205 

1350 feet 
(0.25 mile) 

Temple St. Garage Yes Yes $205 0.6 miles 
Elm St. Garage Yes Yes $170 0.7 miles 
Spring St. Garage Yes Yes $170 0.7 miles 
*Cost after 10% city subsidy for Island residents 
 
RESIDENTIAL PARKING PERMITS 
Data from the 2025 residential permit program was also reviewed. The review of permits 
specifically focused on the three residential parking zones near the waterfront which includes 
Zone 0, Zone 3, and Zone 11. These three permit zones are located in an area that is saturated with 
many competing users for the limited street parking spaces available.  
 
2025 RESIDENTIAL PARKING PERMIT DATA 

Residential Zone Permits Issued 
1-2 Hour zone, 

unrestricted spaces % allocation 
Zone 0 (Old Port) 68 35 194.29% 
Zone 3 136 102 133.33% 
Zone 11 (Island Residents)* 145 104 139.42% 
An additional 60 unrestricted spaces are available on Commercial St near Center St. 

*Spaces picture in the attached Zone 11 map on Marginal Way are not included in the stall count 
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CONCLUSION  AND RATE PROPOSAL 
Staff researched peer cities to find best practices for how other communities manage parking for 
island communities. There were no peer cities found that were similar and had a more robust 
residential parking program for island communities. The use of private parking options was a 
common theme. After reviewing the previous operations of the lot, parking in the waterfront 
area, and peer cities, staff recommend changes to the rate and parking designations in the new 
parking lots. 
 
Parking adjacent to First Light Commons should be flexible to accommodate all user groups. 
Adjusting the parking fees to an hourly rate with a daily maximum would allow for a wide range 
of users who live or visit the islands, patronize local businesses, or visit the park. Since the area is 
saturated with many competing users, the focus should be on maximizing the number of users 
who have access to the lot. A set number of metered spaces with a 2 hour maximum should also 
be maintained to create turnover parking for park users that will prevent longer term parking. An 
additional residential parking permit program, such as a lottery, is not recommended. 
 
While the Ocean Gateway Lot regularly reaches capacity seasonally during peak times, it is 
underutilized throughout many other times of the year. Switching to an hourly model would 
provide residents, downtown patrons, and visitors a more cost effective option than parking in 
private hourly lots once the street parking spaces reach capacity.  
 
FISCAL IMPACT 
The proposed changes would likely have a positive impact on revenue and generate an additional 
$250,000 annually.  
 
CONCLUSION(S) 
Staff recommends implementing the following parking rates and designation of parking spaces 
in the First Light Commons lots.  
 

East Lot (50 stalls)  West Lot (65 stalls) 

Metered spaces 
- no time limit 50* 

 Metered spaces - 2 hour max 10 
 Metered spaces - no time limit 45 

Hourly rate $4 per hour  1 hour free time zone spaces 
(included in residential zone 11) 10 

Daily maximum $40 per day 
 Hourly rate $4 per hour 
 Daily maximum $40 per day 

*10 spaces will be reserved as needed for operational purposes of the Ocean Gateway Terminal. 
The east lot may be used for special events as needed. Vehicles parked before the event starts will 

not be required to move. 
 
PRIOR COUNCIL/COMMITTEE REVIEW 
N/A 
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PREPARED BY 

Tony Wirkus 
Director 
Parking Division 

 
 
 

ATTACHMENTS 
Residential Zone Maps 
First Light Commons Rendering 
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RESIDENTIAL ZONE 0 AND ZONE 3 MAP 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

RESIDENTIAL ZONE 11 (ISLAND RESIDENT) MAP 
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