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Executive Summary
In this report we highlight findings from bicycle counts and intercept surveys conducted during
the autumn of 2012 at the intersections of NE 30th Ave and NE Going St and NE 29th Ave and NE
Going St. We also discuss key findings from interviews with four key stakeholders in the area.
The vast majority of our survey respondents self-identified as enthusiastic and confident and
several more self-identified as strong and fearless. NE Killingsworth was viewed as the most
dangerous crossing; about 41% of the respondents felt somewhat unsafe and 5% felt very unsafe
crossing there. This is in part because of the high motor vehicle traffic and the lack of visibility present
at the intersection. NE Going St is an established neighborhood greenway and female ridership during
our bicycle count was relatively high, about 42%, compared to 31.4% that the 2011 citywide bicycle
count reported.
The proposed bike route in this section is direct except for a small jog. Directness of a bike route
seems to be an important feature for cyclists. Approximately 88% of the 42 survey respondents
indicated that they preferred an established and direct route.
The bicycle counts determined that there is not a significant difference in terms of preference
between NE 29th and 30th – 15% of cyclists counted at NE 30th Ave and NE Going used NE 30th Ave
and 13% of cyclists counted at NE 29th Ave and NE Going St used NE 29th Ave. To speak to the
general usage of the proposed bikeway, 81% of our survey respondents said they utilized a north-south
route within the 20s avenues at least once a week, highlighting potential usage of the proposed route.

The on-street parking inventory shows that the southern half of the proposed route would be
most vulnerable to any potential reductions in on-street parking, which could also disproportionally
affect renters versus homeowners in the area, as well as lower-income earners. If on-street parking
were to be removed, more data should be collected to know the demands of parking on surrounding
streets since more people would be forced to park there. It is important to study not just the proposed
route but also adjacent blocks to determine the direct impacts to adjacent blocks.

Finally, we recommend more data collection to reach the important group of interested but
concerned riders. We also recommend reaching out to other groups which include residents, both
renters and owners, who live in the areas near the proposed route, the business community, churches,
primary and secondary schools, and the Black United Fund of Oregon, Dignity Village and other
nonprofits in and near the area.
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Key Findings
●

15% of cyclists counted at NE 30th Ave and NE Going used NE 30th Ave and 13% of cyclists
counted at NE 29th Ave and NE Going St used NE 29th Ave


The 2 percentage point difference in use of NE 30th Ave may indicate a preference for
using it over NE 29th Ave.

●

The average female to male cyclist ratio was 42% to 58% respectively


The high percentage of female riders could indicate that the existing bicycle infrastructure in
and around the survey area is relatively safe.

●

On average 88% of the 42 cyclists surveyed prefer established and direct routes


We implemented the intercept survey and found that cyclists rank designated and marked
routes and direct routes as the characteristics that influence their choice of route most.

●

81% of 42 cyclists surveyed said they use a 20s avenue street to go north-south at least once a
week


This could be a potential indicator of how the proposed 20s bikeway would be used in this
area

●

66% of on-street parking along NE 29th Ave occurred in the southern half of the proposed route
and 81% of off-street parking facilities occurred in the northern half


We conducted an on-street parking inventory and found that the southern half of the
proposed route could be most vulnerable to any reductions in on-street parking.
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Current Usage of the Proposed Route
Who Is Using the Route
Bicycle Count Findings
We analyzed the section of the proposed 20s Bikeway route beginning at NE 29th Ave and NE
Prescott St and ending at NE 27th Ave and NE Lombard St. We chose two count locations: one at NE
29th Ave and NE Going St and the other at NE 30th Ave and NE Going St. At these locations we
counted on two weekdays from 7:00 AM to 9:00 AM and 4:00 PM to 6:00 PM. In addition to that, we
also chose to count from 7:00 PM to 9:00 PM on a Friday evening to observe the evening crowd that
flocks to the NE Alberta and NE Killingsworth destinations and 10:00 AM to 12:00 PM on a Sunday to
observe the brunch crowd. For clarification of methodology and an explanation of why we chose these
count locations see Appendix A.
We counted a total of approximately 560 cyclists.

Because we counted at adjacent

intersections during the same time period, it is likely that a majority of the cyclists were double counted.
This number reflects the number of cyclists counted at one of the two adjacent intersections. The issue
with double counting is a weakness of our chosen methodology; however, counting at adjacent
intersections during the same time period was intentionally done to determine whether there was any
observable preference of cyclists choosing NE 29th Ave or NE 30th Ave. Figure 1 demonstrates a
slight preference for cyclists to choose NE 30th Ave; but the numbers were not decisive. While 13% of
cyclists at the intersection of NE 29th Ave and NE Going St utilized NE 29th Ave, 15% of cyclists at the
intersection of NE 30th Ave and NE Going St made use of NE 30th Ave. These percentages include
cyclists who either turned onto or off the two avenues and those who continued straight through the
intersection on them. It is very possible that once the proposed bikeway is established, the riders who
chose to use NE 30th Ave would move to NE 29th Ave, since it would become the official north-south
route in the area.
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Cyclists' Street Choice at Count
Intersections

NE 30th Ave

NE 29th Ave

85%
15%

Used NE Going St

87%

Used North-South
Ave

13%

Figure 1: Cyclists’ Street Choice at Count Intersections

Another key element we observed is the number of female riders on the route. As noted from
PBOT’s (Portland Bureau of Transportation) Portland Bicycle Count 2010, “cities with high bicycle
mode shares typically achieve a balance between male and female ridership, gender parity is
considered an important indicator of success in creating safe, comfortable, and attractive conditions for
bicycling.” Our numbers indicate that the NE Going St bikeway is a comfortable and safe bike route, as
42% of riders were female (Figure 2). However, our numbers do not indicate whether or not NE 29th
Ave and NE 30th Ave would have the same qualities. This is because we did not determine how many
female riders made use of the north-south avenues because our bike count tool separated the
measures of direction though the intersection and gender counts.

Male-Female Cyclists as a Percentage of
Total Cyclists Counted

Male Cyclists

42%
58%

Female Cyclists

Figure 2: Gender
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Our count data also reflected helmet usage. Of the approximately 560 cyclists counted 81%
were wearing a helmet and 19% were not (Figure 3). Furthermore, when we analyzed the female-male
ratio of those wearing helmets we found that 45% were female and 55% were male. Doing the same
analysis on the number of cyclists not wearing helmets showed that 27% were female and 73% were
male. This was not surprising considering female riders are typically more concerned with safety.

Helmet Use by Gender

73%

Without Helmet
27%

Male Cyclists
Female Cyclists
55%

With Helmet
45%

Figure 3: Helmet Use by Gender

Intercept Survey Findings
We also implemented intercept surveys at NE 29th Ave and NE Going St. We surveyed cyclists
during the morning and evening on two different days. Our methodology, survey tool, and additional
data can be found in Appendix B. Out of our 42 respondents, 22 or 52% identified as male and 20 or
48% identified as female. In our previous bike counts, which were recorded in the same area on NE
Going St, we observed 58% male cyclists to 42% female cyclists. Additionally 95% of respondents
identified as white or Caucasian, one person identified as African-American, and one as Latino (Table
1).
Table 1: Race/Ethnicity
Race/Ethnicity

Number

Percent

Black/African American
Hispanic/Latino
White/Caucasian

1
1
40

2%
2%
95%
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Respondents represented every age range (Table 2) except the under 17 and 65+ categories.
36% fell in the 25 to 34 category, followed closely by 31% in the 35 to 44 category. 17% of respondents
were between 45 and 54 and 12% were between 55 and 64. Just 4% of respondents were between 18
and 24.
Table 2: Age
Age
65+
55 - 64
45 - 54
35 - 44
25 - 34
18 - 24
Under 17

Number
0
5
7
13
15
2
0

Percent
0%
12%
17%
31%
36%
5%
0%

The majority of our respondents, 69%, self-identified as enthusiastic and confident (Table 3).
The next largest response category was strong and fearless with 24%. 4% identified as interested but
concerned and 3% identified as other. Not one respondent identified as no way no how. These results
vary greatly from PBOT’s findings of cyclist types of the general Portland cycling population. PBOT has
determined that 7% of cyclists are enthusiastic and confident and less than 1% are strong and fearless.
The majority of cyclists fall into the interested but concerned category with 60%. No way no how is the
second largest category with 33%.
Table 3: Biking Persona
Biking Persona

Number

Percent

Other

1

2%

Strong & fearless

10

24%

Enthusiastic & confident

29

69%

Interested but concerned

2

5%

No way no how

0

0%

Concordia was the most common neighborhood of residence (Table 4) provided by cyclists, as
well as the location of our intercept survey. Cully, the second most common answer, is close by to the
east. With the exception of the Boise neighborhood, which is in North Portland, all other neighborhood
answers are part of Northeast Portland. Maywood Park is in fact its own city but is located in Northeast
Portland just east of the Roseway neighborhood and Interstate 205.
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Table 4: Neighborhood
Neighborhood
Lloyd
Boise
Maywood Park
Hollywood
Roseway
Mt Tabor
Northeast
Alberta
Beaumont
Cully
Concordia

1
1
1
1
1
1
2
3
6
11
13

2%
2%
2%
2%
2%
2%
5%
7%
14%
26%
31%

Where Cyclists Are Using the Route
In order to obtain a better understanding of the travel behavior in the corridor, we asked cyclists
about where they had started their trip and where was their final destination (Figure 4). About 74% of
participants started their trip in Northeast Portland, with the highest concentration between NE 15th Ave
and NE 42nd Ave, north of NE Prescott St. Approximately 24% of the respondents initiated their trip in
Northwest or Southwest Portland. Only one cyclist out of the 42 surveyed reported to have started his
or her trip in Southeast Portland.
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Figure 4: Cyclists’ Origins and Destinations

When cyclists were asked about the nearest intersection to their end point, about 74% reported
Northeast Portland as their final destination, while 21% reported Downtown Portland as their final
destination. There was only one cyclist going to North Portland and one going to Southeast Portland.
From this data, it seems that most cyclists who were surveyed live in the Concordia neighborhood and
are commuting to or from work in downtown Portland. Only a few cyclists surveyed had destinations
that were outside of this range. The majority of our respondents were travelling east or west on NE
Going St when they stopped for the intercept survey so this greatly impacted the geography of the
origin and destination points.

How Cyclists are Using the Route
In 2011 the American Community Survey reported that 6.3% of Portlanders responding to the
survey indicated that they commute to work on a bicycle. This seems modest at first glance; but when
the 6.3% statistic is compared with Seattle (3.5%), San Francisco (3.4%), Minneapolis (3.4%), and New
York City (0.8%), the perspective is different.1 Portland’s average 3.6 percentage point lead underpins
the fact that it has the highest percentage of cyclist commuters of large metropolitan regions in North
1

U.S. Census Bureau. “Commuting Characteristics by Sex”. http://factfinder2.census.gov. Accessed on
November 3, 2012.
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America. This survey is not meant to compare vehicle choice among commuters but knowing that
Portlanders are at the top of pile in the bicycle category helps to define the background for the patterns
that emerge from the survey data. On average, at least when compared to other major North American
Cities, Portlanders seem to be bicycling enthusiasts.
Approximately 74% of the 42 cyclists surveyed indicated that they were either traveling to or
from their place of work (Table 5). Furthermore a back of the envelope estimate, based on the starting
and ending intersections provided by respondents, indicates that the average distance ridden is about
3.5 miles. These commuters were cycling an average of 3.5 miles to work despite the wet and cold
weather conditions.
Table 5: Purpose of Trip
Purpose of trip
Exercise
School (self or children)
Errands
Leisure
Other
Commuting to work

0
2
3
3
3
31

0%
5%
7%
7%
7%
74%

According to the Bureau of Transportation Statistics (BTS), the highest percentage of personal
daily trips made are for shopping and errands and the lowest percentage of daily trips are made
commuting to work.2 It is interesting to note that our data showed the exact opposite, with a majority of
cyclists sampled stating that the purpose of their trip was commuting to or from work.
It is also important to clarify that BTS’s data is an aggregate estimate of trips among all modes
of transportation; but this statistic is a reminder that commuting by bicycle may not be representative of
the bulk of an individual’s travel miles per week. It is implicit that PBOT would like to encourage
individual city dwellers to ride their bicycle to work, but also to the local pub or grocery store. The times
we chose to survey were weekday mornings and evenings, which are known peak periods for
commuting. It is possible that this survey missed capturing short trip (e.g. grocery store, pub) data
simply by not selecting a time that is more common for these activities to occur. More survey data
should be gathered to better inform the question of short trip cycling.
Of the 42 cyclists that we surveyed, thirteen cyclists responded that they biked at least once a
week but not daily and the other 35 said they biked five or more days a week. In other words, 86% of
our respondents bike five or more days a week, which is rather high. Our team surmises that bicycle
usage is very popular along our chosen intersection because NE Going St is an established

2

Bureau of Transportation Statistics. “National Household Travel Survey; Daily Trip Quick Facts”.
http://www.bts.gov. Accessed November 3. 2012.
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neighborhood greenway. It is also possible that the cyclists who chose to participate in the survey are
the ones who bike most frequently and are more eager to spend several minutes giving their input on
cycling issues. Table 6 also notes that no one in our pool of respondents said that he or she bikes less
than once a week. It is important to note that our survey size is not meant to be a comprehensive
analysis, only a snapshot of that moment.

Table 6: How Often Are People Cycling
How Often Are People Cycling

Number

Percent

Less than once a week

0

0%

At least once a week but not daily

7

17%

Five or more days a week

35

83%

In addition to our limited sample size’s reflecting more dedicated cyclists, the weather conditions
during our survey times may have had influenced the large number of five-or-more-day-a-week cyclists.
The weather during our survey times was mostly rainy with an occasional break of dryness, so these
conditions could have deterred more casual users. This is highlighted by the fact that 28 of our 42
respondents said that they bike about the same amount in cold or wet weather and three responded
that they bike more often (Table 7). Many of these respondents said that they do not own cars so they
have no choice but to bike in the rain. The other 11 respondents answered that they bike less often in
cold or wet weather. The presence of these 11 respondents could be explained by the mild weather
during the survey times.

Table 7: How Often do Cyclists Bike in Cold or Wet Weather
How Often do Cyclists Bike in Cold or Wet Weather

Number

Percent

I don't know/not sure

0

0%

More often

3

7%

About the same

28

67%

Less often

11

26%

We wanted to know how respondents utilize the 20s Bikeway avenues to get a better idea of
how cyclists might use the proposed north-south bikeway. Only 19% of respondents said that they
never use the avenues and 31% use the avenues less than once a week. 50% responded that they use
the avenues at least once a week, with 19% riding on them more than five days a week. A vast
majority—81% of respondents—already utilize the north-south streets of the proposed bikeway (Table
8).
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Table 8: Use of North-South Streets in the 20s
How do Cyclists use N-S Streets in the 20s
Never
Less than once a week

8
13

19%
31%

At least once a week but not daily
Five or more days a week

13
8

31%
19%

This is especially important to note, as it is essentially a survey of how useful the 20s northsouth bikeway might be for cyclists in this area. Many of the cyclists that we surveyed said that they go
north-south in order to make it to their destination, but only 2 of the respondents said that they actually
used a north-south street within the 20s avenues to do so. Perhaps the implementation of the proposed
bikeway would generate more north-south usage in the 20s, which may also take the stress off of the
oft-used Williams-Vancouver route, the north-south route most frequently cited by our respondents. The
implementation of this bikeway may also generate more north-south bike usage in the 20s for local
destinations, as established bikeways tend to make cyclists more likely to use a route.
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Safety Concerns
During our windshield survey (see Appendix A for data collection methods) we observed that
there are three intersections (NE Alberta St, NE Ainsworth St and NE Killingsworth St) that might have
some conflicts between cyclist and motor vehicles. In order to find out more about the perception of
safety that cyclists have about these intersections, we included questions on crossings safety in the
intercept survey (Table 9). Currently, all three of these intersections have stop signs for north-south
traffic. Respondents perceived the crossings at NE Alberta St and NE Ainsworth St to be safe; the
majority of respondents felt either somewhat safe or very safe at these crossings.
NE Killingsworth St, however, was viewed as a more dangerous crossing. 41% of respondents
felt somewhat unsafe and 5% felt very unsafe crossing there. The most common reasons that
respondents gave for their answers were that cars on NE Killingsworth St drive fast, visibility is limited
because cars can park on the sides of the street right up to the intersection, and that the crossing
involves a diagonal jog.
It is important to remember that these perceptions of safety came from a sample group of
cyclists who self-identified as enthusiastic and confident 69% of the time. Another 24% self-identified as
strong and fearless. These are the categories of cyclists that are most comfortable riding on the street.
It is very likely that the interested by concerned group, which was underrepresented in our survey
sample, would have even greater safety concerns at these intersections.
Table 9: Perceived Safety at Intersections
Cyclists' perceived safety
crossing proposed bike route
intersections

Very
unsafe

Somewhat
unsafe

Neither

Somewhat
safe

Very
safe

Don't
know

NE 29th and NE Alberta

0%

21%

7%

40%

21%

10%

NE 29th and NE Killingsworth

5%

41%

15%

22%

7%

10%

NE 29th and NE Ainsworth

0%

7%

17%

33%

21%

21%
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Potential Use of the Proposed Route
How Cyclists Use Bicycle Boulevards
In the northernmost section of the 20s Bikeway, the infrastructure of the proposed route is a
bicycle boulevard using bike sharrows. Based on the data we collected through the intercept surveys
about bike sharrows, we can get an idea of how the respondents might feel about this section of the
20s Bikeway.
91% of respondents felt more comfortable or much more comfortable to ride on streets with bike
sharrows. It is important to note that NE Going St is a neighborhood greenway with bike sharrows, so
all respondents were familiar with this type of infrastructure. Only two respondents felt less comfortable
with the shared lane and two felt neither less comfortable nor more comfortable. We might have gotten
very different data had we not been surveying on NE Going St because cyclists who are less
comfortable with this type of infrastructure may choose not to ride there.
Another characteristic of the proposed route about which we asked our respondents was
intersections with major arterials. Intersections are often locations where bicycles and other vehicles
come into conflict. This may be a reason why 48% of the survey respondents indicated that a traffic
light at a major arterial crossing would make them more likely to use a route. This may be an issue with
the intersection with NE Killingsworth St because it is a high traffic street and there is no traffic light. We
cannot, however, say if the lack of a traffic light will deter cyclists from utilizing this portion of the
proposed route because we did not ask cyclists about whether they would be less likely to use a route
that has a major arterial without a traffic light.
This northern portion of this section of the proposed bikeway has a large volume of on-street
parking along NE 29th Ave. 60% of the survey respondents indicated that a reduced volume of onstreet parked cars would not affect their choice to ride along that route. This may be explained by the
fact that our sample was composed of enthusiastic and confident cyclists but that seems unlikely given
their attention to the majority of the other safety concerns. If this ambivalence to the volume of onstreet parking is representative of the majority of the cycling community then our original concerns
about the NE 29th Ave route (that it is too narrow because of the amount of on street parking) could be
nullified. The survey data, however, also show that 33% of respondents indicated that reduced volumes
of on street parked cars would encourage them to use that route.
Several other characteristics of this section of the proposed bikeway is that it is fairly direct, is lit
at night (according to our interviewees), and is not very hilly. Survey respondents indicated that the
directness, lighting at night, and the avoidance of hills were significant contributors in choosing to utilize
one route versus another. Much of the proposed route in this section is relatively direct except for one
16

jog that moves northbound cyclists from NE 29th Ave to NE 27th Ave and southbound cyclists from NE
27th Ave to NE 29th Ave.

The proposed route takes the cyclist two blocks east or west on NE

Ainsworth St. The route is fairly flat except for a steep hill right where NE 27th Ave meets NE Lombard
St.

Examples of Nearby Bicycle Boulevards: NE Going St and NE Holman St
Through two of our interviews we were able to learn more about how cyclists responded to new
bike boulevards on two east-west streets in our section: NE Going St and NE Holman St. David Sadler
of Concordia University has lived on NE Holman St, blocks away from the campus for the past several
years. He got to experience the changes in cycling that occurred in the area after NE Holman St was
turned into a bike boulevard just over a year ago. He noted that many more cyclists began to use the
boulevard right away, including students, faculty, and staff from the university. He says that many
people ride on it with small children because they feel safe since fewer cars now drive on the street
after the introduction of the bike boulevard and the traffic calming measures like speed bumps. The
perceived safety of the NE Holman St bike boulevard has attracted many of the more interested but
concerned riders in the area.
NE Going St is another bike boulevard that was implemented in the past several years. Kirk
Paulson of Pedal Portland did not ride his bike on the street in Portland until a friend urged him to give
the new NE Going St bike boulevard a try. He realized that with that type of bicycle infrastructure, he
felt safer on the street than he expected and it encouraged him to get around by bicycle more. While we
cannot assume that the successes of implementing bicycle boulevards on the two east-west streets in
the area means that the proposed north-south 20s bikeway will be another success, it is a good sign
that bicycle boulevards have been widely used in the area, especially that they have been used by
interested but concerned riders.

17

Equity Issues
If On Street Parking Has to Be Removed
According to the 2010 Census data for the Concordia neighborhood, approximately 31% of the
housing is occupied by renters and 69% by homeowners, though our analysis is unable to isolate the
precise distribution of renter-occupied or owner-occupied housing in the analysis corridor. Even so the
general assumption is that renters may be more adversely affected by a change or reduction in parking
because there are typically more vehicles per housing unit. Therefore, there may be more potential
vehicle displacements per block than if the housing unit was owner occupied. It is safe to assume that
at least some percentage of the housing units in the corridor may be renter occupied. Our team also
noted that older residences tended to be small and many did not contain an off-street driveway or
garage, whereas newer residences were larger and also offered those amenities. Because off-street
parking is an amenity that can make rents and housing prices more expensive, it is likely that on-street
parking is an issue that concerns people of lower-income brackets.
Also the analysis showed that of the 212 cars occupying on-street parking, 66 percent were
parked between NE Prescott St and NE Killingsworth St, in the southern half of the analysis corridor.
The northern portion of the analysis corridor may have less on-street parking because of existing
impediments (e.g. no parking zones, bus stops, etc.) to on-street parking. Also 63 of the 77 off-street
parking facilities (driveways and garages) are located in this section of the corridor and this indicates
that the demand for on-street parking may be less. We recognize that there is significant variance in onstreet parking facilities and usage along this portion of the 20s Bikeway; but we conclude that due to
higher use of on-street parking facilities and the lack of existing off-street parking facilities, the southern
portion of this analysis corridor is more vulnerable to changes to or reductions in on-street parking.

The Proposed Route Ends at NE Lombard St
While there are direct and indirect equity effects that can be measured by infrastructure
implementation, there are also effects from a lack of infrastructure investment. This segment of the
proposed bikeway ends at NE Lombard Street, but it begs the question of why it does not end any
further north, for example, at NE Columbia Boulevard. A community north of NE Lombard St that is of
particular interest is the encampment of homeless people living at Dignity Village. If the proposed
bikeway were to cross NE Columbia Boulevard, it would likely provide more connectivity for Dignity
Village residents, some of whom could benefit from improved access to other areas of the city and
areas that border their community.
18

Recommended Next Steps for PBOT
Reach out to More Stakeholders
So far we have only had the opportunity to talk to a small number of stakeholders in the area.
We have talked with the Director of Student Activities at Concordia University, the Executive Director of
the Community Cycling Center, the Land Use Chair of the Concordia Neighborhood Association, and
the Owner of Pedal Portland. There are many more stakeholders that should be involved in the
Bikeway project. First, we recommend talking with residents who live in the areas near the proposed
route. It is important to talk with both renters and owners because the bike route may impact them
differently.
Another group of stakeholders to reach is the business community. Both NE Alberta St and NE
Killingsworth St in the area are commercial corridors. While it is often difficult for business owners to
find time to participate in committee meetings or even have time to sit down for an interview (which we
experienced trying to schedule an interview with a local business owner), the local business owners are
very interested in the proposed bikeway. A representative from Alberta Main Street, a local business
association, was excited about the project and wanted to learn more. One comment we received from a
business owner is that sending them emails is the best way to reach them.
Other important stakeholders in the area might be churches, primary and secondary schools,
and the Black United Fund of Oregon, Dignity Village and other nonprofits.

Continue Exploring the Potential Parking Issues
We did our parking inventory on a Saturday morning at 9:00 AM. Our findings are therefore very
limited and we recommend that PBOT continue by observing parking on different days of the week and
at different times (See Appendix C). These additional inventories would give a fuller picture of the
parking situation along the proposed route. Because we found that potential issues are most likely to
occur in the southern half of our section, it may be best to more heavily focus on this area.
In the event that parking had to be removed on the bikeway, it would be good to know about the
demand for parking on surrounding streets since more people would be forced to park on them. Parking
inventories on the streets running parallel to the route would provide information on the capacity they
have to take on any spillover effect of losing parking spaces on NE 29th Avenue.
Removal of on-street parking may also affect a greater proportion of renters than homeowners
because some multi-unit dwellings do not have sufficient parking for all residents. Focus should be
given to see if there is indeed a disproportionate effect on renters in the area. Additionally, effects on
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lower-income brackets should be measured because off-street parking is an amenity that can make
rents and housing prices more expensive.

Get More Input from Those Who Ride Their Bikes Less Frequently
With the small-scale bicycle intercept survey that we implemented, we were not able to get data
on a wide variety of Portland cyclists. The vast majority of our respondents self-identified as
enthusiastic and confident and several more self-identified as strong and fearless. By surveying on the
street and stopping cyclists while they rode, we were unable to reach the important group of interested
but concerned riders. There might be more success reaching these riders in nicer weather; we
surveyed cyclists in rainy conditions in late autumn.
One idea to reach this group is to make use of the Sunday Parkways event in Northeast
Portland. The Sunday Parkways attract a large number of all different kinds of cyclists, including many
families with children and others who would fall into the interested but concerned category. Reaching
out to these cyclists at the event or maybe even implementing another intercept survey would offer
more insight about the category of cyclists we were unable to reach.
Another way to reach people who do not bike as often is to create a mail or online survey. If we
cannot reach these cyclists on the street then we need to reach them through their mailboxes or
inboxes. A mail or online survey would also allow us to reach a greater sample size. With this type of
survey, we would be able to ask more questions because they would be filling it out on their own, while
we had to keep the intercept survey short to ensure that the cyclists would be more willing to stop and
stand there while we asked them the questions.
Lastly, we recommend that PBOT reach out to people who do not speak English. We were
asking for people to be surveyed in English and may have missed an opportunity to hear from nonEnglish speakers who were riding that day. If possible, PBOT should create different version of the mail
or internet survey in the most common spoken languages in Portland.

Implement a Survey Targeting Concordia University Students
Through talking to David Sadler, the Director of Student Activities at Concordia University, we
learned that the University would be open to our interviewing Concordia students about their cycling
habits. David and Concordia in general were very interested in learning about the proposed 20s
Bikeway and would like to be involved in the process in the future. He suggested that we create a
survey using SurveyMonkey to ask the students about questions relevant to them. While he felt that it
may be a challenge to get responses from the 500 or so graduate students, he believed that we could
get a fairly good response rate from the undergraduate population of about 2,500.
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Concordia University is one of the largest institutions along the proposed route in the
northernmost section and could be an important stakeholder. While some of Portland’s colleges and
universities put a lot of effort into promoting cycling and alternative methods of transportation,
Concordia University has not focused on this issue. The proposed bikeway is an opportunity to change
the conversation about transportation on the campus. We recommend that PBOT continue to develop
this relationship with Concordia because there is the potential for them to become important community
leaders in pushing for this bikeway in the northernmost section.

Further Study the Safety Issues at the NE Killingsworth St Intersection
In our intercept survey, we found that even the enthusiastic and confident and strong and
fearless riders had some concerns about crossing NE Killingsworth St because of the lack of visibility
and the speed of cars. Through our interviews we learned that one way the people walk and bike
across the street is to go over to NE 30th Ave where there is a pedestrian crossing button that stops
traffic. We are not sure if this crossing situation is acceptable for a new bikeway; however, we also
understand that any new infrastructure is very expensive and that the project budget is limited. We
recommend that PBOT study the safety concerns of this intersection in more depth and also look into
more affordable traffic calming measures.
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Conclusion
The northernmost section of the proposed 20s bikeway project that we analyzed, NE Lombard
to NE Prescott, has some opportunities as well as some challenges for cyclists. This segment is
currently proposed as a neighborhood greenway or bike boulevard. One of the challenges that cyclists
currently face when using this proposed route is crossing major intersections. When we asked cyclists
about their perception of safety about the major crossings along the route, NE Killingsworth was viewed
as the most dangerous crossing; about 41% of the respondents felt somewhat unsafe and 5% felt very
unsafe crossing there. The two most common reasons why cyclists do not feel safe when crossing NE
Killingsworth is the high traffic volume and limited visibility due to on-street parking at the intersection.
One of the attributes of the proposed bike route on these sections is its directness except for one small
jog. Approximately 88% of the 42 survey respondents indicated that they preferred an established and
direct route.
The bicycle counts were conducted at two different intersections – NE 30th Ave and NE Going
St and NE 29th Ave and NE Going St – to determine whether there was significant difference in
preference. However, our results showed only a 2 percentage point difference. We anticipate the
possibility that once the proposed bikeway is established, riders will move and use it since it would
become the official north-south route in the area. The results from the intercept surveys show a vast
majority, about 81% of respondents, already use the north-south streets of the proposed bikeway. The
data from the bicycle counts and intercept surveys reveals that the percentage of women riders is
relatively high, about 42%, compared to 31% that the 2011 citywide bicycle count reported. This
indicates that the NE Going St bikeway is a comfortable and safe bike route.
The on-street parking inventory shows that the southern half of the proposed route would be
most vulnerable to any reductions in on-street parking, which could also disproportionally affect renters
versus homeowners, and lower-income people in the area. If on-street parking were to be removed,
more data should be collected to know the demand on parking on surrounding streets since more
people would be forced to park there.
Finally, it is important to note that these results represent only small sampling of Portland
cyclists. The vast majority of our respondents self-identified as enthusiastic and confident and several
more self-identified as strong and fearless. More data collection is necessary to reach the important
group of interested but concerned riders. Also, we recommend talking with residents, both renters and
owners, who live in the areas near the proposed route. Other groups of stakeholders to reach are the
business community, churches, primary and secondary schools, and the Black United Fund of Oregon,
Dignity Village and other nonprofits.
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Appendix A: Methodology, Bicycle Counts
Route Observation Methods
The Route
Our group worked with the section that begins at NE 29th Ave and NE Prescott St at its south
end, continues north on NE 29th until NE Ainsworth St, at which it turns left and continues for two
blocks west before turning right to resume heading north on NE 27th Ave until NE Lombard St. In order
to grasp the activities occurring in that area, our group chose to do a windshield survey, during which
one team member drove and the other three took notes, of the proposed route.

Commercial and Residential Areas within the Route
Part of the proposed route passed through the commercial areas on both NE Killingsworth St
and NE Alberta St that seemed to attract many people by bicycle. A section of the proposed route runs
parallel to Concordia University and we were curious if the students and faculty would be supportive of
a bikeway and of their current riding habits. We also observed that many houses in the area were
remodeled or renovated and some included a garage, which was otherwise uncommon in the older and
smaller houses.

Alternative Route
As we went north along the proposed route, we noticed the quality of the pavement along NE
29th Ave was inconsistent and it is narrower than other streets in the area. Travelling north, there was a
severe jog in the street at the intersection of NE Killingsworth St that resulted in poor visibility. As NE
27th Ave ended, there was a steep grade that would shoot the cyclist out to the very busy NE Lombard
St, which was cause for concern.
After turning around and heading south from NE Lombard Ave, we made our way on NE 30th
Ave to compare it to NE 29th Ave. We found NE 30th Ave to be wider and had more consistently
smooth pavement. We also observed several cyclists using it to ride north. As a result, we decided to
have a counter on both NE 29th and NE 30th Avenues to see if there was a clear preference for cyclists
between the two streets. Because NE Going St is a popular east-west bike route, we decided to
evaluate cyclists’ usage on NE 29th and NE 30th Avenues where they intersect NE Going St.
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Counting Methods
We chose to partner up so that one team member could be on NE 29th Ave and NE Going St
and the other could be on NE 30th Ave and NE Going St to evaluate cyclists’ preference, if any. We
used the standard PBOT bike counting form to note the direction of cyclists as they went through the
intersections, the gender of the cyclists, and whether or not the cyclists wore helmets.

As

recommended by PBOT, we counted on two weekdays from 7:00 AM to 9:00 AM and 4:00 PM to 6:00
PM respectively. In addition to that, we also chose to count from 7:00 PM to 9:00 PM on a Friday
evening to observe the evening crowd that flocks to the Alberta and Killingsworth destinations and
10:00 AM to 12:00 PM on a Sunday to observe the brunch crowd.

Bicycle Count Data

Table 10: Cyclist Counts at NE 29th Ave and NE Going St
Movement through intersection
From E on Going turning left on 29th
From E on Going continuing W
From E on Going turning right on 29th
From S on 29th turning left on Going
From S on 29th continuing N
From S on 29th turning right on Going
From W on Going turning left on 29th
From W on Going continuing E
From W on Going turning right on 29th
From N on 29th turning left on Going
From N on 29th continuing S
From N on 29th turning right on Going
NE Going St
NE 29th Ave
Total

Cyclists
6
265
2
9
8
6
8
223
8
3
16
7
488
73
561
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Table 11: Cyclist Counts at NE 30th Ave and NE Going St
Movement through intersection
From E on Going turning left on 29th
From E on Going continuing W

Cyclists
2
248

From E on Going turning right on 29th

3

From S on 29th turning left on Going
From S on 29th continuing N

2
7

From S on 29th turning right on Going

3

From W on Going turning left on 29th
From W on Going continuing E
From W on Going turning right on 29th
From N on 29th turning left on Going
From N on 29th continuing S
From N on 29th turning right on Going
NE Going St
NE 30th Ave
Total

29
206
2
8
11
11
454
78
532

Table 12: Distribution of Helmet Usage
Male
Cyclists

Female
Cyclists

Totals

Percent of
Total

Percent
Male

Percent
Female

Totals

With
Helmet

489

399

888

81%

55%

45%

100%

Without
Helmet

149

55

204

19%

73%

27%

100%

Totals

638

454

1092

58%

42%

100%

25

Appendix B: Methodology, Bicycle Intercept Surveys
Data Collection Methods
On Sunday October 28th from 10:00 AM to 12:00 PM, Thursday November 1st from 7:00 AM to 9:00
AM and 4:00 PM to 6:00 PM, and Friday November 2nd from 7:00 AM to 9:00 AM, we surveyed cyclists
at the intersection of NE 29th Avenue and NE Going St in the Concordia neighborhood. We collected a
total of 42 surveys: zero from the first time period, 12 from the second, 23 from the third, and seven
from the fourth. Although it is a small sample size, these surveys allow us insight into the habits and
preferences of cyclists in the area of the proposed 20s Bikeway.
Table 13: Bike Route Characteristics and Route Choice
Effects of bike route
characteristics on likelihood of
choosing a route

Much
less
likely

Somewhat
less likely

It is a designated or marked bike
route

Neither

Somewhat
more
likely

Much
more
likely

1

8

33

10

32

Low volume of motor vehicle
traffic on the route
Crossings at major arterial
streets have traffic lights

3

5

14

20

Little or no on street parking on
the route

3

25

5

9

9

11

22

12

20

9

13

18

11

20

11

3

Route is direct with no or few
jogs or turns
Route is well lit at night

1

Route avoids hills
Route has commercial activities
or other destinations along the
way

8

Don't
know
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Table 14: Bike Infrastructure Preferences
Effects of bike
infrastructures on
comfort of cyclists

Much less
comfortable

Less
comfortable

More
comfortable

Much more
comfortable

20

21

2

22

15

2

6

28

5

1

1

8

27

3

5

10

13

12

1

Neither

Bike lane
Bike sharrows

2

Buffered bike lane
Cycle track
Bike box

1

Don't
know
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Appendix C – Parking Inventory Report
NE Prescott St – NE Lombard St
Portion of the Proposed 20s Bikeway
Summary of Key Findings
This report analyzes the type and use of existing parking infrastructure along the proposed 20s
Bikeway corridor. The analysis corridor begins at NE 29th Ave and NE Prescott St and ends at NE 27th
Ave and NE Lombard St. The following are key findings of the analysis:


There were 212 parked cars on the day of inventory



The total on-street parking capacity is 648 parked cars



The total off-street parking capacity is 77 parked cars



On-street parking utilization per block varies from 0-59% of peak capacity



On-street parking utilization per block averages 32% of peak capacity



There are 3 disabled on-street parking spaces

This analysis concludes that there is significant variance in on-street parking facilities and usage along
this portion of the 20s Bikeway. Due to higher use of on-street parking facilities and the lack of existing
off-street parking facilities, the southern portion of this analysis corridor is more vulnerable to changes
to or reductions in on-street parking.

Why Analyze Parking
We conducted this parking analysis for the following reasons:


To better understand the type and use of parking facilities adjacent to the proposed route



To identify potential impacts of the implementation of the 20s Bikeway

The study corridor with which we are concerned is mostly composed of residential land uses. Many of
the tax lots do not at this time have any functional off-street parking facilities. The lack of existing offstreet parking infrastructure could potentially result in impacts to the residents along the proposed
corridor if the bikeway is implemented and if on-street parking is removed or reduced. Furthermore
there is the potential for ripple effects if on-street parking is displaced to adjacent streets.
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According to the 2010 Census data for the Concordia neighborhood, approximately 31% of the housing
is occupied by renters and 69% by homeowners.

This analysis is unable to isolate the precise

distribution of renter-occupied or owner-occupied housing in the analysis corridor. Even so the general
assumption is that renters may be more adversely affected by a change or reduction in parking
because there are typically more vehicles per housing unit. Therefore there may be more potential
vehicle displacements per block than if the housing unit was owner occupied. It is safe to assume that
at least some percentage of the housing units in the corridor may be renter occupied.

Methodology
Data Collection
Inventory Date-Time: 11/10/12; 9:00-10:00am

We used tax lot maps as the tool for recording on-street, off-street, and disabled parking patterns along
the Prescott to Lombard portion of the proposed 20s bicycle route. The team of analysts met at NE
Alberta St and NE 29th Ave and completed the survey by driving from south to north along the study
portion of the proposed 20s Bikeway route. We inventoried on-street parked cars, designated on-street
disabled parking spots, driveways, garages, and bus stops. See Inventory Maps and Data Tables
(pg. 35 and 39) for the inventory tool and raw inventory data. The important thing to point out is that our
count analysis was completed on a Saturday morning and may have missed a substantial number of
on-street parked cars.

Further analysis that incorporates counts on weekday mid-mornings and

weekday mid-afternoons may reflect a better description of the on-street parking use along this
northernmost portion of the 20s bikeway corridor.

Data Analysis
After the inventory phase we transcribed and analyzed the data. The length of each of the 14 blocks
was measured3 in feet and driveways, disabled spots, no parking zones, or any impediment to on-street
parking was deducted out of the total block length. This gave the total feet of on-street parking space
per block. This total was then divided by 15 feet to determine the number of cars that could be parked.
The assumption is that on average a car will utilize 15 feet of space, although our inventory observed

3

ArcMap was used to measure the block lengths.
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several motorcycles that were parked curbside. Even so the number of motorcycles was minimal
enough to allow for the assumption of 15 feet per on-street parked vehicle.4

We calculated the utilization rate by finding the ratio of inventoried parked cars to the total available onstreet parking space. Each block varies in length and capacity so a ratio functions as a useful method
of comparing the different blocks.

The parking capacity of driveways was assumed to be one car per driveway; but this may underestimate the total capacity because some driveways may have enough capacity for two cars. We
assumed that generally residents would prefer not to double park in their driveways as it is inconvenient
to coordinate arrivals and departures of two cars.

The Data and Analysis
On-Street Parking
Parked Cars

The number of on-street parked cars varied between 0-29 per block along the 14 blocks of the analysis
corridor. The average number of parked cars per block was 15 (Table 15).
Table 15: On-Street Parked Cars
Block

On-Street Parked Cars per Block
(# of cars)

NE Jarret & NE Ainsworth

Maximum

29

NE Dekum & NE Saratoga

Minimum

0

Total

212

Average

15

On-Street Parking Utilization

The utilization of available space of on-street parking follows a similar trend and indicates more
utilization of capacity in the southern portion of the corridor. The highest utilization (60%) of available
on-street parking space occurred between NE Emerson St and NE Killingsworth St.

The lowest

utilization (0%) occurred between NE Dekum St and NE Saratoga St (Figure 5).
4

This report’s methodology for calculating on-street parking space is taken from a recent parking analysis
contracted by the City of Portland. “City of Portland Parking Impacts for New TOD Along Portland Inner
Corridors”, by David Evans and Associates, November 2012
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Figure 5: On-Street Parking Utilization

percent of block capacity
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70%
60%
50%
40%
30%
20%
10%
0%

On-Street Parking Capacity

It is important to note that each block in this analysis is unique in respect to the peak capacity of onstreet parking it can accommodate. The peak per block capacity of on-street parking varies from 11-74
cars. The block with the highest capacity (74 cars) is NE Jarret St and NE Ainsworth St. Across the 14
blocks of the analysis corridor there was an average peak capacity of 45 cars per block (Table 16).

The quantity of on-street parking increases from north to south. This increase is probably due to
smaller lot sizes and fewer off-street parking options in the southern portion of the corridor.
Additionally, the Concordia University campus borders the corridor in the north along NE 27th Ave and
limits the amount of on-street parking to only one side of the street for several blocks. Even so, the
limited on-street parking, a large parking lot, and the fact that 55% of undergraduate students live on
campus could indicate that Concordia students may not significantly contribute to on-street parking.
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Table 16: On-Street Peak Parking Capacity
On-Street Peak Capacity per
Block

Block

(# of cars)
NE Jarret & NE Ainsworth

Maximum

74

NE Holman & NE Highland

Minimum

11

Total

635

Average

45

Off-Street Parking
Driveways

There are a total of 42 driveways in the analysis corridor and 81% of these driveways are located north
of NE Killingsworth St. The maximum number of driveways per block (10 driveways) is between NE
Ainsworth St and NE Holman St. The minimum number of driveways per block (0 driveways) occurs on
three different blocks of the corridor, two of which are located in the southern half of the corridor (Table
17). The number of driveways is also distributed more heavily in the northern portion of the analysis
corridor (Figure 6).
Table 17: Driveways per Block
Block

Driveways per Block
(number)

NE Ainsworth & NE Holman

Maximum

10

Minimum

0

Total

42

Average

3

NE Highland & NE Liberty
NE Emerson & NE Killingsworth
NE Going & NE Wygant
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Figure 6: Driveways per Block

Driveways per Block (South - North)
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Number per block
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Driveway Capacity

The off-street parking capacity of the 42 driveways is estimated to be 42 cars (Table 18). This total
probably under-estimates the capacity, considering several of the driveways may be large enough to
accommodate more than one car; but for the purposes of this analysis we chose a more conservative
estimate. The maximum driveway parking capacity occurs between NE Ainsworth St and NE Holman
St and the minimum capacity occurs in three different blocks two of which are located in the southern
portion of the corridor. These blocks with no driveway parking facilities are not adjacent to each other.
Table 18: Driveway Capacity
Block

Driveway Capacity per Block
(# of cars)

NE Ainsworth & NE Holman

Maximum

10

Minimum

0

Total

42

Average

3

NE Highland & NE Liberty
NE Emerson & NE Killingsworth
NE Going & NE Wygant
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Garages

There are a total of 33 garages (Table 19) along the analysis corridor with 81% (Figure 7) of these
found north of NE Killingsworth St. The maximum number of garages per block (10 garages) occurred
between NE Ainsworth St and NE Holman St. The minimum number of garages per block (0 garages)
occurred on three different blocks, two of which were in the southern portion of the corridor. The blocks
with no garages were not adjacent to each other.
Table 19: Garages per Block
Block

Garages per Block
(number)

NE Ainsworth & NE Holman

Maximum

10

Minimum

0

Total

33

Average

2

NE Highland & NE Liberty
NE Emerson & NE Killingsworth
NE Going & NE Wygant
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Figure 7: Garages per Block
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Garage Capacity

The total garage capacity of the corridor is 35 cars and 83% of this capacity occurs in the northern half
of the corridor (Table 20). The maximum garage capacity per block occurs between NE Ainsworth St
and NE Holman St. It is also important to note that there are several two car garages between NE
Dekum St and NE Saratoga St. There are three different blocks that do not have any garages and two
of these blocks are located in the southern portion of the corridor. The blocks with no garage parking
capacity are not adjacent to each other.
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Table 20: Garage Capacity
Block

Garage Capacity per Block
(# of cars)

NE Ainsworth & NE Holman

Maximum

10

Minimum

0

Total

35

Average

3

NE Highland & NE Liberty
NE Emerson & NE Killingsworth
NE Going & NE Wygant

Conclusions
This parking analysis revealed the following key findings:


There were 212 parked cars on the day of inventory



The total on-street parking capacity is 648 parked cars



The total off-street parking capacity is 77 parked cars



On-street parking utilization per block varied from 0-59% of peak capacity



On-street parking utilization per block averaged 32% of peak capacity



There are 3 disabled on-street parking spaces

Also the analysis showed that of the 212 cars occupying on-street parking, 66 percent were parked
between NE Prescott St and NE Killingsworth St, in the southern half of the analysis corridor. The
northern portion of the analysis corridor may have less on-street parking because of existing
impediments (e.g. no parking zones, bus stops, etc.) to on-street parking. Also 63 of the 77 off-street
parking facilities (driveways and garages) are located in this section of the corridor and this indicates
that the demand for on-street parking may be less.

We recognize that there is significant variance in on-street parking facilities and usage along this
portion of the 20s Bikeway; but we conclude that due to higher use of on-street parking facilities and
the lack of existing off-street parking facilities, the southern portion of this analysis corridor is more
vulnerable to changes to or reductions in on-street parking.

The Portland Bureau of Transportation should conduct more parking inventories to better determine the
volume and type of parking usage from NE Prescott St to NE Lombard St. Until then we hope that this
analysis can serve as a useful baseline.
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Inventory Maps (North – South)
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Data Tables

Direction

Block

On-Street Parked Cars per Block

North

NE Saratoga & NE Lombard

4

NE Dekum & NE Saratoga

0

(# of cars)

South

Direction

NE Liberty & NE Dekum

8

NE Highland & NE Liberty

13

NE Holman & NE Highland

4

NE Ainsworth & NE Holman

15

NE Jarret & NE Ainsworth

29

NE Killingsworth & NE Jarret

21

NE Sumner & NE Emerson

22

NE Emerson & NE Killingsworth

29

NE Alberta & NE Sumner

14

NE Wygant & NE Alberta

23

NE Going & NE Wygant

20

NE Prescott & NE Going

10

Maximum

29

Minimum

0

Average

15

Block

On-Street Peak Capacity per Block
(# of cars)

North

South

NE Saratoga & NE Lombard

39

NE Dekum & NE Saratoga

24

NE Liberty & NE Dekum

26

NE Highland & NE Liberty

28

NE Holman & NE Highland

11

NE Ainsworth & NE Holman

64

NE Jarret & NE Ainsworth

74

NE Killingsworth & NE Jarret

70

NE Sumner & NE Emerson

49

NE Emerson & NE Killingsworth

52

NE Alberta & NE Sumner

50

NE Wygant & NE Alberta

56

NE Going & NE Wygant

58

NE Prescott & NE Going
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Total

635

Maximum

74

Minimum

11

Average

45
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Direction

Block

Driveways per Block

North

NE Saratoga & NE Lombard

4

NE Dekum & NE Saratoga

4

NE Liberty & NE Dekum

3

NE Highland & NE Liberty

0

(number)

South

Direction

NE Holman & NE Highland

4

NE Ainsworth & NE Holman

10

NE Jarret & NE Ainsworth

4

NE Killingsworth & NE Jarret

5

NE Sumner & NE Emerson

1

NE Emerson & NE Killingsworth

0

NE Alberta & NE Sumner

2

NE Wygant & NE Alberta

3

NE Going & NE Wygant

0

NE Prescott & NE Going

2

Total

42

Maximum

10

Minimum

0

Average

3

Block

Driveway Capacity per Block
(# of cars)

North

South

NE Saratoga & NE Lombard

4

NE Dekum & NE Saratoga

4

NE Liberty & NE Dekum

3

NE Highland & NE Liberty

0

NE Holman & NE Highland

4

NE Ainsworth & NE Holman

10

NE Jarret & NE Ainsworth

4

NE Killingsworth & NE Jarret

5

NE Sumner & NE Emerson

1

NE Emerson & NE Killingsworth

0

NE Alberta & NE Sumner

2

NE Wygant & NE Alberta

3

NE Going & NE Wygant

0

NE Prescott & NE Going

2

Total

42

Maximum

10

Minimum

0

Average

3
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Direction

Block

Garages per Block
(number)

North

South

Direction

NE Saratoga & NE Lombard

1

NE Dekum & NE Saratoga

4

NE Liberty & NE Dekum

2

NE Highland & NE Liberty

0

NE Holman & NE Highland

3

NE Ainsworth & NE Holman

10

NE Jarret & NE Ainsworth

4

NE Killingsworth & NE Jarret

3

NE Sumner & NE Emerson

1

NE Emerson & NE Killingsworth

0

NE Alberta & NE Sumner

2

NE Wygant & NE Alberta

2

NE Going & NE Wygant

0

NE Prescott & NE Going

1

Total

33

Maximum

10

Minimum

0

Average

2

Block

Garage Capacity per Block
(# of cars)

North

South

NE Saratoga & NE Lombard

1

NE Dekum & NE Saratoga

6

NE Liberty & NE Dekum

2

NE Highland & NE Liberty

0

NE Holman & NE Highland

3

NE Ainsworth & NE Holman

10

NE Jarret & NE Ainsworth

4

NE Killingsworth & NE Jarret

3

NE Sumner & NE Emerson

1

NE Emerson & NE Killingsworth

0

NE Alberta & NE Sumner

2

NE Wygant & NE Alberta

2

NE Going & NE Wygant

0

NE Prescott & NE Going

1

Total

35

Maximum

10

Minimum

0

Average

3
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