A BRIEF PORTLAND PLANNING

— WHO’S WHO AND WHERE TO GET HELP

Tri-Met

G.B. Arrington
503-238-4977 - transit and land use

Kim Knox
503-239-6716 — joint development

Ken Zatarain
503-238-4970 - service planning

City of Portland

Elsa Coleman
503-823-7158 — parking policy

Steve Dotterrer
503-823-7731 — transportation policy

Laura Wentworth — 503-823-7734
eastside station area planning

Jim Claypool - 503-823-7198
westside station area planning

City of Gresham
Max Talbot — 503-618-2661
gresham civic neighborhood
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City of Beaverton
John Engle — 503-526-2521
the round at beaverton central

Alwin Turiel - 503-526-2675
station area planning

City of Hillsboro
Marion Hemphill - 503-681-6118
station area planning

Washington County
Brent Curtis — 503-640-3547
& Hal Bergsma — 503-648-8817
station area planning

Metro
Andy Cotugno — 503-797-1763
regional transportation policy

Elaine Wilkerson - 503-797-1738
& Mark Turpel — 503-797-1734
region 2040 & UGB

Richard Brandman — 503-797-1749
light rail planning

Mary Weber — 503-797-1735
& Brenda Bernards — 503-797-1746
station area planning
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The Portland region is in the midst of
a bold unprecedented two and a half
decades long experiment to reinvent the
American dream of a livable community.
Portland took the road less traveled by
saying “yes” to smart growth without the
negatives of more cars and freeway lanes.

Governing summed up the Portland story

LIGHT RAIL &

SMART GROWTH

IN PORTLAND

paint its future. The Portland metropoli-
tan area has seen transit as a vehicle to
move people, to shape growth, to clean the
air, to reinvest in the downtown and to
defer highway investments. Regional
residents also recognize that land use

planning will determine the viability of
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months not long ago, one visiting reporter
called Portland ‘America’s shinning
example of effective sprawl control,’
a second described its land use process as
‘a model around the world,” and a
third suggested that it
‘consider bottling its
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and creating more attractive communities. -

Citizens, businesses and governments
support both transit and land use planning
because they are the tools Portland has
used successfully to achieve a livable
community. The Portland story is more
about community building than transpor-

tation or light rail building.

If you remember one thing about
Portland, it’s this: Transit is important in
Portland because it’s 2 means to an end.
Land use planning is important because it’s

a means to an end. That end, the

community’s goal, is livability.
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Portland’s bold experiment with
transportation and land use planning is
starting to produce dividends which set it
apart from other American cities. The
livability of Americds cities is at risk —

-automobile use and sprawl are up, transit
ridership and the vitality of urban cores are

down.

The Portland story is significant
because something different is happening.
Consider this:

% Thanks to the Portland region’s
land use policies, transit is starting to do
the unthinkable — win the war with
automobile dependency. Between 1990
and 1996, Tri-Met’s ridership grew 20
percent faster than the growth in vehicle
miles traveled, 41 percent faster than
the growth in transit service and nearly
150 percent faster than the growth in
population;

% An Urban Growth Boundary
(UGB) legally defines what’s urban and
what will remain rural. Since the adoption
of the 235,000 acre boundary in 1979,
Portland has urbanized just 39,000
acres— about the size of one Phoenix
subdivision. At the same time the popula-
tion inside the UGB has increased by more
than a third; v

% The City of Portland’s core is
healthy and vital. Employment has grown
from 56,000 to 109,500 since the mid-

1970s— an increase of nearly 100 percent;

% No new road capacity has been
added to the downtown for 20 years.
Transit carries the equivalent of two lanes
of traffic on every major thoroughfare to

downtown;

Tri-Met Ridership Growth Outstrips
Vehicle Miles Traveled

POPULATION

TRI-MET SERVICE

VEHICLE MILES
TRAVELED

RIDERSHIP

FroOM 1990-96 TRANSIT RIDERSHIP IN THE PORTLAND

METROPOLITAN AREA GREW 20% FASTER THAN
GROWTH IN VEHICLE MILES TRAVELED (VMT), 41%

FASTER THAN GROWTH IN SERVICE AND NEARLY 150%

FASTER THAN THE GROWTH IN POPULATION

% Transit provides the transportation
capacity to serve downtown growth. One

third of the work trips to downtown

available for the trip or choose not to own
a car; and,

% Portland’s once dirty air is again
safe to breathe. After violating federal
health quality standards one out of three
days in the 1970s, Portland is now
considered an attainment area by federal

regulators.

Like the stock market, “Past perfor-

mance is no guarantee of future success.”

What happens next in Portland holds the |

promise to be more significant than our
past successes. As Portland moves into the
next millennium, its residents are looking
to transit and land use to play an even
bigger role in the communirty’s continued

livability.

are by transit. Transit has !
|

become the mode of

choice for two
thirds of Tri-Met’s

Central
Hillsboro

Hitlsboro Mid
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West
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riders, meaning

they have a car

$56.1m

New DEeveLOoPMENT NEXT TO Max
MAX STATIONS ARE BECOMING MAGNETS FOR NEW
DEVELOPMENT. SO FAR MORE THAN $2.4 BILLION
IN NEW DEVELOPMENT IS UNDERWAY OR
COMPLETED WITHIN WALKING DISTANCE OF THE
EAST AND WESTSIDE MAX STATIONS

$118.1m |

Sunset

Central
Beaverton |
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INVESTING IN
LIVABILITY WITH RAIL

The Portland region is facing one of its
toughest challenges yet: accommodating
significantly more people without losing
its vaulted livability. Some 645,000 new
residents are forecast to be added to the
four county area in the next 20 years. That
is the equivalent of another 1-1/2 cities of
Portland.

And again, transit is

underway to focus growth along rail
corridors while expanding Portland’s rail
system from 15 to nearly 70 miles:

 In September 1998, an 18 mile
$963.5 million extension of Max to the
west opened for service to Hillsboro;

% Bechtel Enterprises entered into an
innovative partnership in December 1997

to build a 5.5 mile $125 million extension

of Max to Portland International Airport
without any federal transit funding or an
increase in local taxes;

< Portland’s voters are being asked to
reauthorize $475 million in property tax
based bonds in November 1998 to extend
Max to the south and north;

% And, the City of Portland is
underway with engineering work on a

Central City Street

being looked to. Transit
is at the forefront of the
region’s strategy to
coordinate transporta-
tion investments with
land use to leverage the
kind of future Portland’s @,

citizens want. An

Hillsboro

unprecedented modern

rail revolution is

EXISTING
MAX

oy

TRI-MET'S MAX
LIGHT RAIL SYSTEM

Westside MAX

Beaverton

| MAX
PROPOSED
MAX ; jailwaukie
Ny, 2 ...0 Clackamas

= South/North

Car project. The street
car promises to link
thousands and

thousands of new

homes to the city’s

core without the need

Eastside MAX

for any federal transit

funds.

Gresham

Goose

A RAIL REVOLUTION IS UNDERWAY IN
PORTLAND — EXPANDING THE SYSTEM FROM
15 MILES TO NEARLY 70 MILES AND
FOCUSING GROWTH AROUND THE STATIONS

Lloyd
District |

Hollow

Downtown

15791.4Mm

Banfield

$50.2m

Burnside -

S778.9M |

$167.8m

'Gresham
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METRO 2040
ALTERNATIVE GROWTH CONCEPTS

Growing Inside the Urban Growth
Boundary

METRO’s 2040 PROCESS IS THE FOURM
FOR DEVELOPING A CONSENSUS ON A
VISION FOR HOW THE REGION WANTS TO
GROW

" The citizens of the Portland metropoli-
tan area significantly raised the bar for
transit performance in the next millen-
nium with Metro’s Region 2040 project —
the region’s unparalleled long range
transportation and land use plan. Region
2040 asks the questions: How do we want
to grow, what do we want to the region to

look like and how will we get there?

Region 2040 has two fundamental
differences from traditional American
regional planning exercises:

% First, the Region 2040 project is
simultaneously testing both alternative
land use and transportation futures;

% Second, the legal authority and
political will to move ahead with imple-
mentation of the regional plan is now in

place.

One way to explain Region 2040 is
that it is planning for the end of the
suburbs because the whole region becomes
urban. The plan’s goal is to accommodate
most of the anticipated new growth inside
the region while protecting the valuable
farm and forest land that surrounds
Portland and its suburbs. By carefully
focusing density into centers and corridors
the suburbs urbanize and fade away.
Region 2040 also is intended to improve
air quality, reduce auto dependency and
demand for more roads and highways, and
preserve the region’s livability — all this
while continuing to absorb a tremendous
influx of new residents and the children of

today’s residents.

CRASH-TEST DUMMIES

In 1990, Portdand’s voters gave Metro
the legal authority to require local govern-
ments to change their plans and zoning
codes to be consistent with Metro’s
adopted regional framework plans. The
lengthy process of changing plans and
funding priorities to use transportation
investments explicitly as a tool to help
leverage the land use future the region

envisions is now underway.

For four years Metro, Tri-Met and local
governments developed and evaluated
three basic alternative growth concepts.
The idea was to frame a range of reason-
able choices. Like with crash-test dum-
mies, the concepts were not designed to
survive the analysis. The best elements of
each concept were crafted into a recom-
mended alternative and adopted in

December 1994.

The three growth concepts analyzed
were: -

Concept A: Continue outward with
current trends, allowing the region to grow
out by expanding the Urban Growth
Boundary;

CoNCEPT B: Freeze the region’s Urban
Growth Boundary and substantially
increase density in transit corridors; and

ConcepT C: Decant some growth to

satellite cities; focus density in centers.

For America’s cities,
Portland’s experience
provides a model of a
vibrant compact city
others can learn from.
The two decade long
marriage of transit and
land use has paid large l

rewards. l

Portland is a

reminder that planning

Max stations. New
transit oriented commu-
nities are rising out of
the fields along the
Westside. While on east
side, Max has changed
the shape of downtown
Portland and fostered
the redevelopment and

infill of the corridor.

and civic stewardship
can make a positive
difference in peoples
lives:

% The urban growth boundary is
showing you can actually change the
genetic code of cities— traffic jams and
sprawling outward are not the enviable
hallmarks of how our cities grow. In
Portland there has been a marked return to
the city with reinvestment in neighbor-

hoods and commercial areas;

% Transit is actually starting to win
the war with auto dependency— transit
ridership is growing faster than the growth
in service expansion, population growth or
vehicle miles traveled; and,

% Max station areas are magnets for
new development. More than $2.4 billion
in new development has occurred within

walking distance of the east and Westside

= The Portland story

then is more about

community building

than Max building. Max
has been a vehicle to move people, shape
the region, defer highway investments and
to enhance our quality of life. The chal-
lenge for the future is to see if Portland
can continue to build on this record of
success as it plans for the end of the

suburbs.

AT LI TRAT
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“It’s no small burden being
America’s urban sweetheart.”

—Governing

At Work in the Field of Dreams: Light Rail & Smart Growth in Portland
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I[CONS & PLANNING
XEROGRAPHY

BUILDING BLOCKS FOR THE FUTURE

A NEw MODEL
OF THE AMERICAN CITY

After two decades of tilling the fields
with transit and land use, Portland looks
different than other cities. Development is

looking inward.

: Holding the UGB in place seems to be
li causing Portland’s regional real estate
market to perform very differently than
; other western cities. For the first time,
" since the UGB was adopted in 1979,
]‘ Portland is experiencing a tight residential
i and commercial land market. Residential
and retail developers don’t have an
abundant supply of vacant sites further out

along the edge to move to.

and shifting demographics Portland’s land
market is now increasingly behaving in
ways supportive of the higher density

in the Region 2040 Growth Concept.

In response to a tightening land supply

compact development patterns envisioned

% The average lot size for new single
family residences has dropped from
13,800 square feet in the 1980s to close to
6,200 today;
% Townhouses have gone from a
market share of virtually nothing before
1990 to 12% of the residential market;
% For the last three years redevelop-
ment and infill accounted for 24% of all

new residential and 35% of new

employment; and,
% Retail is moving to infill sites from

greenfield sites. Walgreens’ move into the
Portland market is illustrative. To establish
a market presence Walgreens needed five
sites. With little vacant land available they
are coming to Portland via redevelopment

and infill.

The “Zero Option’— a modest to zero
expansion of the UGB~ continues to be

both politically popular and in line with
emerging market trends. As the pressure

gets closer to home, support for a tight

Like medieval knights on a pilgrimage -
in search of the holy grail, virtually every
week Portland hosts traveling delegations
wanting to take a piece of Portland home

to help their livability. There is lots to be

learned and borrowed from Portland’s
quarter century journey. At the same time,
there are no souvenir planning silver
bullets in Portland. Taking home one of

Portland’s planning icons— a UGB,

statewide land use planning, downtown

parking controls, withdrawing freeways,
regional planning with teeth an award
winning bus system or a light rail system—
won't result in Portland’s livability.

Creating a livable community is more

than planning xerography. The complex
lesson about Portland is that it is an
exercise in civic stewardship as much as it
is an example of planning. One of the
most important truths about planning in
Portland is the process of planning is more

important than the plans themselves.

If Portland simply keeps doing what it

“Portland... seemsft;lq_d'efy‘t'he

forces that els’éWheerrag, f
American urban lifeinto -
squalor and chaos,”-

The 2040 Recommended Alternative
adopted by Metro builds on the region’s
past successes by focusing on transit
and a tight Urban Growth Boundary

as a means to grow and preserve our
livability. The building blocks are:

% Maintaining a tight Urban Growth
Boundary. The plan forecasts a 40%
increase in population by 2017 and the
need for a 2% expansion of the urban area.

Seattle, for example, saw a 38% increase in

poptﬂation and expanded their urbanized

area 87% in 20 years.

/
/
87%

» Focusing Growth on Centers and
Corridors. Two-thirds of the jobs and

40% of households would be in existing
centers and along corridors served by buses

and light rail;
++ Preserving residential neighbor-
hoods as the dominant land use. To
accommodate increased densities, inner
neighborhoods would have smaller lot
sizes— 70% of existing neighborhoods
would be left as they are;

% Developing a system of urban
greenspaces for active use and nature. The
region’s voters approved a $135 million

Greenspaces bond measure
overwhelmingly to move
greenspace preservation from
theory to practice. The plan
calls for about 34,000 acres in
open space or about 14% of the
land in the Urban Growth

Boundary; and,

% Aggressively expanding
Max and the bus system. The
2040 plan calls for a threefold
increase in the level transit service.

Transit becomes a primary means to

| For example:
% Since 1990, the market share of boundary has eroded. Just under half of
small lot single family has increased the region’s voters (down from 56%)
threefold from 19% to 54%; support the option to “keep the Urban has been doing in the past, it will fail. Will
Growth Boundary as it is, and build Rogers spin on that was ‘if you stay on
. . . , y s @

, residences on smaller lot sizes, even if that track you'll get run over.” Cities and @

| : means increased density and people living regions are organic living organisms. j g ) ' )

| ' : ‘ . » . . | = accommodate increases in regional

‘ , ' closer together in smaller homes. Throughout its history the Portland region TALE o [ = i

: . Rzcro FIWO crrppg | @ travel and reduce reliance on the

| has made progress because it has been N 2040 Envigioy / & : : :

" . : INCREASE 1y 54 40% | B automobile. For example, in regional

x' willing to reinvent itself as new challenges TUST A or . TOPULATION Anp 3 .

arise ARE 2% INCReAgE 1y LAND | e centers the mode share of work trips
. ABY 201 ! ..
EXPERIENCE ISZORE sy | A on transit is forecast to grow by over
LAND Tyricar- | =
CONSUMED AT popg Ty | Seattle ' 300%.
DOUBLE TE pgrg o / 1970-199¢ Portlang '
POPULATION GROWTH 1996-2¢1 7

“What Portland offers
-America is an alternative
view for how to grow.”

" ~Neil Pierce

At Work in the Field of Dreams: Light Rail & Smart Growth in Portland
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REGIONAL PLANNING
WITH TEETH

Local governments
cooperated with each other
to raise the standard for
regional planning to new
unprecedented heights. To
accelerate implementation
of the Region 2040
Growth Concept and help
maintain a tight urban °
growth boundary, local
governments came to
Metro and asked them
to prepare an early

implementation s Coridors

strategy which would T e
be binding on local
governments. The
“Urban Growth Management Functional
Plan” was approved unanimously in July
1996 by the Metropolitan Policy Advisory
Committee of local officials representing

89% of the region’s population.

According to Metro Executive Mike
Burton, “Prior to this proposed functional
plan, Metro and its partners had agreed in
principle to the ideas contained within the
growth concept. The functional plan puts
those ideas into law and makes concrete,
specific changes in how the region man-

ages its growth. Never before in the

b Urban Growty Boundry

- Urban Ragery, Study Argg

Light Rait Station Areg
@ Town Center

Reglona Center

@ Centrar City

—— P,
lannaeg g Exlsﬂng Light Ray Line

-
W=«  Propaseg Light Rayy Line

country has
that occurred, much less with this level of

cooperation and spirit of regionalism.”

Among other things, the legally
binding plan to be administered by Metro
gives local governments 24 months (until
February 1999) to:

% Accept regional 20 year growth
targets for residential and employment;

% Change local plans to increase
permitted densities to assure sufficient
capacity to be consistent with the 2040
growth concept;

% Adopt minimum residential
densities— providing for no less than 80%
of the permitted density;

K2

% Change local
codes to provide for reductions in parking

minimums and maximums consistent with

regional standards to encourage more
efficient use of land;

% Manage the location of new “big
box” retail, so that investment and re-
investment in retail commercial in existing
centers are maintained and transportation
impacts are minimized; and,

% Raise levels of acceptable conges-
tion on the road system in high density
areas with good transit and/or pedestrian

networks.

«portland attracts this interest from aro

i ing lev
in d of accepting ever-escalating
coram city decay, it offersad
\d look like in the

sprawl and inner-

American cities cou

und the country becaus:e
els of traffic, air pollution,
ifferent version of

what

SOURCE: CITY OF BEAVERTON

Portland’s real estate market is defying
that unwritten rule. The boundary not
only placed limits on sprawl, but changed
the pattern of development within the
boundary. Rather than lemmings march-
ing to the edge, housing and jobs are
coming to the central city in record
numbers. In just the first 6 months of
1998, there have been nearly 2,000
housing starts in the city of Portland. In
terms of shear numbers, for the past three
years Portland is leading the region in

housing starts.

Over the past couple of decades,
probably no planning issue in Portland has
been debated more than what to do with

the region’s urban growth boundary. That’s

not surprising given the tremendous
stakes:

% the vitality of the central city—
where will future housing and jobs go, to
the edge or to built up areas as well?

% abill for potentially billions of
dollars in infrastructure costs— use what is
already in place or build new parks,
schools, transportation and utilities on the
edge?

% aloss of farm land, access to nature
and a financial windfall to landowners—
the media has estimated something like a
$2 billion potential windfall is at play in
the debate over how big to expand the
boundary.

At Work in the Field of Dreams: Light Rail & Smart Growth in Portland

Last fall, the Metro Council voted to
expand the UGB by about two percent
(4,600 acres) to meet a 20 year land need
as called for in state law. Az the rate of
Phoenix’s suburbanization, Portland’s 20
year land supply would be consumed in less

than seven months.

One of the most interesting parts
of the debate is how little land the two
sides were fighting over. At one pole,

the Homebuilders wanted an 18,000 acre

expansion. At the other, the Zero Option

Group (a loose coalition of local Govern-
ments and environmental interests)

showed the need for little or no expansion.
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MORE RIDERS
WITH LESS SERVICE

In the altered reality of regional
planning models, the 2040 Recommended
Alternative shows that it’s both cheaper
and better to grow right. The bigger -

question is, “Is this a future anyone wants

to live in?”

The 2040 analysis powerfully illus-
trates the payoffs of balancing
transportation and land use. With the
Recommended Alternative, less turned out
to be more. Compared to current trends
(Concept A), the Recommended Alterna-
tive has:

% 53% more transit riders with 3%
fewer service hours; and,

% 33% fewer congested road miles on
a road network which has 5% fewer lane

miles.

The results of the modeling are
particularly revealing for Max. While each
of the concepts has essentially the same -
levels of transit service, ridership varied
tremendously between alternatives. For the
Westside, daily ridership ranged from
31,800 in the sprawling base case to
81,300 in the compact Concept B—

a difference of over 250%.

THE GREAT WALL
OF PORTLAND?

The genetic code for regional growth
in Portland has changed considerably since
a 1979 helicopter ride around the edge of
the region when local officials drew the
original UGB. The challenge was to find
enough vacant land for 20 years of
residential growth.

Two decades later the view from the air
is very different. Much of the land set
aside in 1979 is still vacant. In part
because the line was loose. And, because
the UGB changed the inevitable model—
the genetic code for how development

occurred.

The unchallenged rule of how
America’s cities grow has become sadly
familiar— development moves outward at
an ever increasing pace while the core
withers. The experts tell us the land area of
metropolitan areas has been growing more
than four times faster than population
growth. Even in region’s with negative
population growth, like St. Louis, edge
development continues unabated as our

central cities decant their population.

TRUST &
BOILING FROGS

~ Portland’s voters entrusted Metro with
the regional planning equivalent of the
nuclear bomb— the legal power to require
local governments to comply with the
regional plan. Knowing the power is in
the hands of the Metro Council puts a
completely different spin on the regional/

local government dynamic.

At the same time, having the author-
ity is not the same thing as having the
political clout to make it happen. Moving
the Region 2040 Plan off the drawing
boards and onto the ground will be a bit
like the story of how to boil frogs. If you
dump the frogs into a pot of boiling
water, they will jump out. On the other
hand, if you bring up the temperature
slowly to a boil, the frogs stay in the pot.
The same will be true for implementing
Region 2040, making the plan real at the
local level will be achieved at a gradual
pace local governments are comfortable
with. If Metro attempts to turn up the
temperature beyond local governments
comfort level they will jump out of the

pot. Ultimately, implementation of the

2040 plan is going to be at a pace dictated
by Metro’s local government partners.
Unlike the frogs, both Metro and local

governments need to survive the process.

With acceptance of Region 2040, the
Portland metropolitan area embarks on a
ground-breaking effort to intensify
development within the urban growth
boundary and protect precious natural
resource areas, while creating transit-
friendly communities that reduce reliance
on the automobile. It is unlikely that the
region would have agreed to this cutting-
edge strategy without our light rail system’s
highly successful record of attracting

development and revitalizing neighbor-

hoods.

“The transrt system in
conlunctron wrth future
land use provides, this
regron a framework for
~ where to locate the
reglonal centers.

—~Mike Burton, Metro
Executrve Off icer -

At the rate of Phoemx S d .
suburbamzatron, Portla:‘d
: wo
v 20 year \a“d Supp\y h THE PORTLAND STORY 18 MORE ABO:’(I‘}
| “be consumed in less than = -

COMMUNITY THAN L
~ geven months.
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By any objective standards, the
Portland metropolitan area has been quite
successful in integrating land use and
transit. Investment in new development
adjacent to Max already exceeds the cost
of the project by neatly nine fold.

Thirty years ago Portland’s downtown
itself was written off for dead. Portland’s
leaders made a strategic choice on how to
grow smart. Through its transformation,
Portland has provided America an example
of how to grow and enhance your livabil-
ity. There is no Faustian Bargain that says
traffic jams and dirty air are the unavoid-
able results of growth. They are the results
of growing the wrong way, making the

wrong choices.

Portland’s successes took time and
required stewardship. That noted “urban-
ologist” Mae West was fond of saying
“anything worth doing is worth doing
slowly.” The often heralded Portland
Downtown Plan just celebrated its 25th
birthday. Thanks to that vision, the region
has a quarter of a century of leveraging
transit investments to help achieve the

community’s vision.
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PorrLAND CENTRAL CiTY CONCEPT PLAN
“TRANSIT CORRIDORS ARE THE SPINE FOR FUTURE
GROWTH. THE MOST INTENSE DEVELOPMENT WILL

LOCATE ALONG THE TRANSIT CORRIDORS.”
—CenTRrAL CITY PLAN
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BALANCING TRANSPORTATION AND LAND USE IS A
CHEAPER AND BETTER WAY TO GROW. COMPARED TO THE
CURRENT TREND, THE RECOMMENDED 2040 ALTERNATIVE
HAS MORE TRANSIT RIDERSHIP WITH LESS SERVICE HOURS,
LESS CONGESTION AND FEWER LANE MILES

For the last 24 months Tri-Met has
been going through a community based
planning process— Transit Choices for
Livability— in response to Region 2040.
Transit has to be more than a rhetorical
alternative to the “evils” of the automobile.
Transit has to be a real alternative to the

automobile.

What is it going to take to get people
out of their 2,000 pound moving stereo
systems? A new transit product—
Community Transit— different transit, not

simply more transit.

With the opening of Westside Max Tri-
Met restructured much of it’s suburban
bus service to start implementation of the

Community Transit model:

% Transit designed by the local
community for that community;

¢ Small buses that can operate on
flexible routes, into suburban neighbor-
hoods and onto employment sites;

% Direct connections within commu-
nities without having to go to the central
city;

% Frequent service that goes where
people want to go when they want to go
there;

% Improvements in the street ROW
to speed transit up and give it an advan-
tage over the automobile— special bypass
lanes at congested intersections, smart
traffic signalé that give priority to transit,
curb extensions and more amenities at bus

stops;

Az Work in the Field of Dreams: Light Rail & Smart Growth in Portland

«portland’

s transit systemls not a ,
justa tool for th’edown:owrl ::is.
regional system

1t's a truly regionats)

guiding and generating growtr;\
and development far beyond the
central itycore”

‘_American,Ar'chitectVUral FounjcijLat;:’gn,r .

% Partnering with local governments
to use transit as a tool to shape growth;

% Amenities, customer information,
shelters and sidewalks at bus stops; and,

% Partnering with employers to offer
employees annual transit passes as a

employee benefit.

If Tri-Met can offer transit solutions
tailored to the needs of local communities
more and more people will use transit.
And, local governments will know that
they can count on transit service as a tool
to re-enforce and support changes in land
use patterns that rely on alternative to the
automobile. That is the promise of Transit

Choices for Livability.
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For Tii-Met, the challenge of the
region’s aggressive growth management
strategy is not just expanding light rail
service, but changing how and where we
provide transit service. The region’s road
system is essentially complete. While the
Portland area is expected to grow by 42
percent in population and 50 percent in
vehicle miles traveled by 2015, the Region
2040 plan calls for only a 21 percent
growth in new lane miles. To serve that
pattern of development, the plan assumes
a significant increase in transit service—

120 percent greater than today’s levels.

Tri-Met provides 30 percent of its
service in what traditionally has been
considered “suburban” Portand. Yet 70
percent of the region’s growth is forecast to
take place outside of the City of Portland.
Regional employment— primarily in the
suburbs— grew neatly 50 percent faster
than the growth in service over the last five

years.
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Aout 70% OF
FUTURE GROWTH
WILL BE IN THE
SUBURBS WHILE

THEY ONLY HAVE
30% oF TRI-MET’S

75% 50% 25% [ 25% 50%

75% . SERVICE TODAY

To meet the challenge of the 2040
Plan, Tri-Met not only must provide much
more service to the suburbs, it must do so
in a way that fits suburban transportation
needs— between and within population

centers.

The Region 2040 Plan-envisions transit
trips to regional centers increasing by more
than 300 percent by the year 2015,
compared to a 100 percent increase to
downtown Portland. Current bus and rail
service is not designed to handle this
substantial growth. To do so will require
more equipment, more drivers and very

different transit patterns.

COMMUNITY TRANSIT

Taking the step of marrying transit and
land use is a two way street. Tri-Met
understands it needs to change how it does
business if the shift in land use is to be
realized. The development pattern of
America’s cities have changed and so must
the transit industry unless it is content to

go the way of the dinosaurs.

Transit has a responsibility to reinvent
itself and transform its image if it is to live
up to the being a partner to supporting
transit oriented development. You can’t ask
transit to be the metaphorical vehicle to
the future and be riding a system that has
changed very little from its inception.
America’s landscape has changed and so

must America’s transit.

THE REWARDS OF
GROWING RIGHT

Downtown Portland provides an
example of making smart choices— the
rewards of growing the right way. The key
elements in Portland’s success include a
collaboration between strategies and
among the public and private sectors:

% The Central City Plan focuses the
most intensive development adjacent to
transit— by design transit is put in the
center of the action. Transit is the arma-
ture to define where the largest buildings
and the least parking are allowed;

% Strict limits have been placed on
the amount of commuter parking—
downtown office buildings have tight
parking.maximums, but no minimums.
The closer you are to Max and the transit
mall, the less parking you are allowed. For
example, new office development on the
transit mall is allowed at one parking space
for every four employees. Portland’s
parking limits have been extended to
follow Max to the Lloyd District;

WitHout TRI-MET sI1x
NEW 42 STORY PARKING

STRUCTURES WOULD
HAVE HAD TO BE ADDED
TO PORTLAND’S SKYLINE

% Development is required to occur
at a pedestrian scale with a mix of uses—
blank walls are actually illegal, buildings
must come up to the street, and 60% of
ground floor uses are required to be retail;

% An investment in improved transit—

since 1971 Tri-Met has expanded service

~ by more than 150% and seen nearly a

260% increase in ridership. Today the
downtown benefits from investments in
the Portland Transit Mall, Fareless Square
and Max; and,

% A balanced transportation strategy—
for a quarter of a century, no new road
capacity has been added to the downtown.
Portland actually tore out a six lane
expressway to create a downtown river
front park, traded in the money for two

new freeways and invested in transit

instead.

At Work in the Field of Dreams: Light Rail & Smart Growth in Portland
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The result is what Architecture maga-
zine called “the biggest downtown success
story in America.” A vital, vibrant down-
town, anchored by the Transit Mall and
Max.

As for the transit land use connection,
it’s physically irreversible. Even if we
wanted to change course, it would be
difficul, if not impossible. For 25 years,
the downtown parking supply and the
arterial and freeway grid leading to
downtown have been undersized with
transit in mind. A 1984 study estimated
without Tri-Met, six 42-story parking
structures would have to be added to
Portland’s skyline and two additional lanes
to every major highway entering the

downtown.




PLANNING IN THE
“FIELD OF DREAMS”

The editor of an eastern business
journal was so taken with Portland after a
visit that he wrote “if Walt Disney had
built a city where people really live,
(Portland) could be it.” Some cities
mistakenly believe by having light rail,
they can realize the results Portland has

seen.

Just like a roller coaster in a mountain
does not make Disneyland, light rail alone
does not make a successful downtown or
region. Building rail lines is not an end in
itself. The Portland story is more about
community building than light rail
building. Max has been an effective means
to the end of a livable community. What
the community is interested in is livability.
Transit and land use enjoy great support
because they are the tools Portland has

used to achieve a livable community.

“If Walt
. Disney had

built acity -
where people
really live, -
(Portland)
could be it.”
- Triangle

Business
Journal
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Tom SAWYER AND

TRANSIT’S ROLE IN LAND USE

The promise of marrying transit and
land use inevitably draws transit authori-
ties to contemplate a role in land use they
may not be up to. A key vo Tri-Met’s
success is what you could call the “Tom
Sawyer approach.” Get someone else to do
the land use planning for you. Tri-Met has
never had, nor sought land use authority.
Like Tom Sawyer in painting his fence,
Tri-Met got someone else to do the
planning for them. In this case, Huckle-

berry Finn was local government.

A SUCCESSFUL MARRIAGE OF TRANSIT AND
LAND USE REQUIRES A WORKING PARTNERSHIP
BETWEEN LOCAL GOVERNMENTS, NEIGHBORS,
DEVELOPERS AND THE TRANSIT DISTRICT

A successful land use and transit
marriage requires a wdrking partnership
between local governments, neighbor-
hoods, developers and the transit district.
Tri-Met sees its role as staying in the
background, the lead belongs with local
governments. Tri-Met serves as an advo-
cate for changing plans to make them
more transit supportive, modifies its
transit investments to reinforce commu-
nity objectives, helps fund planning and

development work and provides technical

“Portland’s metropolitan growth
boundaries, exemplary public
transit system, and mixed-use
pedestrian friendly urbanity,
make it work better than almost
any other American city.”

_The Seaside Prize 1995

HirLLsBorO EXTENSION
TRI-MET CHANGED THE DESIGN
TO BETTER CAPUTRE
DEVELOPMENT OPPORTUNITIES

On the Westside the timing of the real
estate market was such that many of the
transit oriented development projects and
the light rail project were entering con-
struction at the same time. Consequently
developers were approaching Tri-Met to
ask them to modify the design of the rail
project to better integrate with its new

neighbor.

During the master planning for
Orenco Station, the development team
determined that Tri-Met’s design for a park
& ride directly adjacent to the station was
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blocking pedestrian access to the station
from the community. After a lengthy
discussion with Tri-Met, the park & ride
was swapped with a development parcel .

next to it.

According to PacTrust, “moving the
park & ride opened up the potential to
develop a community center, retail, high
density housing or other compatible uses
next to the station, maximizing the public
investment in light rail by stimulating

increased ridership.”
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The design of the public and private
areas immediately adjacent to the station
and the pedestrian environment are critical
to the success of the private development.
The developers of The Round at Beaver-
ton Central, Orenco Gardens, and LaSalle
are treating the public and private areas
around the station as special places. In
each case they want an integrated design to
create a sense of arrival, to signal this is an
important place to be, a place you will
want to come back to. In those projects,

transit will be in the center of the action.
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The line would terminate inside the
terminal immediately adjacent to the
baggage claim. The Port proposes to pay
for its portion on airport property with
Passenger Facility Charges on the ticket
price of departing airline passengers. Tri-
Met and the City would be responsible for
funding the cost of 2.9 miles. The
development consortium of Bechtel and
Trammell Crow would pay $28 million of

the $125 million basic construction costs.

The proposed plan shows office
buildings clustered around park blocks
similar in scale to those in Portland’s core.
Hotels and convention space anchor one
end of the project, with retail, restaurants
and movie theaters at the other end. At
build out in 15 years, as many as 11,000
jobs would be located in the project.

The linchpin of the entire deal is a
master lease for the site and approval of
zoning changes by the City of Portland.
With a go— no go decision later this fall
construction on the Max extension could

start as soon as February 1999.
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PLACES TO COME BACK TO

I’s often said that the automobile has
been a good servant and a bad master. The
same can be true of light rail. To maximize
the land use opportunities afforded by
light rail, it’s critical not to let the technol-

ogy or the engineers become the master.

Too often there has been a disconnect
between the rhetoric of why communities
build light rail and what actually gets
buile. If building rail is as much about
community building as transportation, the
design of light rail must be responsive to a
variety of constituencies. Is the best use of
the land next to the station a park & ride
lot or transit supportive development? Are
light rail stations simply places to leave
from or are they the anchors of new
activity centers? Does the planning and
design of the project end at the right of

way or extent into the community?

For Tri-Met, that has meant a gradual
change in how we approach the planning
and design of light rail facilities. For
example, land use, development and the
pedestrian environment now get more
attention earlier in the design process. Tri-
Met assembled a team of architects and
planners before preliminary engineering
started on the Hillsboro segment to work
with the engineers. Their charge was to
better integrate the project into the
community while reducing costs. The
team was able to eliminate two stations
identified in alternatives analysis and move
four stations. The result was lower capital
costs, a faster preliminary engineering
phase, less community controversy and a
design that seeks to maximize the opportu-

nity for transit-supportive development.

SxipMORE FOUNTAIN & RAIL STATION
LIGHT RAIL IS AS MUCH ABOUT COMMUNITY
BUILDING AS TRANSPORTATION— ACHIEVING THAT
MEANS WORKING HARD TO MAKE THE DESIGN
RESPONSIVE TO THE COMMUNITIES NEEDS
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STARK

BEFORE CONSTRUCTION STARTED ON MAX, EVERY
STATION AREA ALONG THE CORRIDOR HAD BEEN
RE-ZONED TO STIMULATE TRANSIT RELATED
DEVELOPMENT AROUND THE STATIONS

expertise and provides political support to
get the plans adopted.

Like any partnership, each side has
expectations of the other. Tri-Met is asking
local governments along rail corridors to
take action to make development “transit
friendly” by providing for: a mix of uses,
limiting parking, improving pedestrian

access and higher density development.

000000

Light rail is the infrastructure invest-
ment the Portland region has chosen to
handle the transportation pressures of
growth in major corridors. Rail then also
becomes a powerful tool for governments
to help implement their plans. Light rail
on its own won't create new growth, but
with supportive plans and policies in place,

it can influence where development goes

and what it looks like.

At Work in the Field of Dreams: Light Rail & Smart Growth in Portland

FROM STATION AREA
TO COMMUNITY

The “Field of Dreams” theory of
development— build it and they will
come-— only works in the movies and at
freeway interchanges. Over the last 20
years, Portland’s planners have completed
detailed station area plans for all the land
around the east and Westside Max station
areas in parallel with the engineering and

construction of the rail projects.

In both cases, the desire to capture the
development potential presented by light
rail resulted in multi-jurisdictional station
area planning and development programs
for each light rail station area along the

corridors.

Along the way to completing plans for
Portland’s two rail corridors the approach
has evolved. With Max there was no
proven market for how the development
community would respond to rail. Station
area planning was aimed at setting the
stage— getting the zoning in place % mile
around the stations to allow for transit

oriented development.

By the time planners turned to the
Westside two things were clear. First, what
was needed was a station area planning

and development program.
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As the planners put it, “more
D and less P” Second, the real
life experience with Max shed
new light on an urban
planning rule of thumb. To -
capture a majority of the
people walking to the station
the planning needed to
extend out a ¥2 mile from the
station platform instead of the

traditional ¥ mile.

The core objectives for
station area planning have
remained pretty constant over
the years:

% Reinforce the public’s
investment in light rail by assuring that
only transit friendly development occurs
near the stations;

% Recognize that station areas are
special places, the balance of the region is
available for traditional development;

% Seize the opportunity afforded by
light rail to promote transit oriented
development as part of a broader strategy;

% Rezone the influence area around

stations to transit supportive uses;

LoCAL GOVERNMENTS PARTICIPATED IN
PLANNING AROUND STATIONS BECAUSE
THEY SAW LIGHT RAIL AS A MEANS TO
ACHIEVE THIER LOCAL PLANS

% Target public agency efforts at
stations with the greatest development
opportunity;

% Build a broad based core of support
for transit oriented development with
elected officials, local government staff,
land owners and neighborhoods; and,

% Set-up a self sustaining framework
to promote and encourage transit oriented

development once the planning is complete.

Local governments along
the corridors participated in a
coordinated multi-jurisdic-
tional planning the program
because they saw light rail as a
means to implement their
comprehensive plans. But in
truth, that’s only part of the
story. They were paid to be at
the table. Transportation
projects just about always have
more money than local

planning agencies.

For east side Max, the $1.2
million station area planning
budget came out of Max
construction. The $4 million plus West-
side station community planning program
was funded out of Tri-Met general funds,

regional and state flexible federal Surface

Transportation Program funds. In ex-

change for accepting the funds, local
governments agreed participate in a broad
based program, share information and
adopt transit supportive zoning for each

station area on an agreed upon schedule.

rtland’s success in

| k Po
« . fewhave equaled : j
devising and implementing strat(e.gle: tf:tr :la;, :
' tion planning
“use and transporta nni
turned the city’s downtown dech.ne arocllm(riots
make the centera vibrant, growing an p

pering core to Portland’s metropolitan area.

- Transithonnections

positively impact ridership and adoption

of policies to meet the State Transporta-

~ tion Planning Rule. With the reward

comes responsibility— if local
government’s don’t produce the promised
land use actions, Tri-Met is on the hook to
refund the federal government $75

million.

Based on what happened in Portland,
the rest of the nation can now use land use
as part of getting federal approval for a
new rail start. In addition to the full
funding grant precedent, local communi-
ties can now incorporate land use into
their rail planning. Building on their
experience on the east and Westside rail
projects, Tri-Met staff played a key role in
drafting the Federal Transit
Administration’s Land Use Policy which
gives special consideration to land use as

part of their New Start’s Criteria.

If things go according to plan, develop-
ment of a new 120 acre town center just
east of Portland International Airport will
provide the financial dynamics to bring
light rail to the airport by 2001 with no
federal appropriations and without an
increase in local taxes. Bechtel Enterprises
is leading the ambitious partnership that
promises to use joint development to
bring light rail to Portland International
Airport a decade faster than would
otherwise be possible. Up until now transit
oriented development has been an extra
bonus for Portland’s light rail projects. In
the proposed airport deal capitalizing the
land along the alignment is a key element

of the financing plan.

The Port of Portland, Tri-Met and the
City of Portland are the partners joining
Bechtel Enterprises in this innovative
public-private venture. Bechtel would
construct the entire 5.5 mile line and bear
the cost of 1.2 miles in exchange for
development rights to the 120 acre parcel
in Portland International Center to be
developed as a transit oriented commercial
project with two stations. The Max
extension from the Gateway transit center
into the Airport terminal is expected to
cost $125 million. And added costs of rail
cars, the terminal station, an overpass and
the framework for the pedestrian friendly
commercial development push the price

tag to $182.9 million.

JOINT DEVELOPMENT IS A KEY ELEMENT OF AN AMBITIOUS
PARTNERSHIP THAT PROMISES TO BRING LIGHT RAIL TO
PORTLAND INTERNATIONAL AIRPORT WITH NO FEDERAL
APPROPRIATIONS OR AN INCREASE IN LOCAL TAXES

At Work in the Field of Dreams: Light Rail & Smart Growth in Portland




GOOSE HoLLOw

Tri-Met'’s joint development projects in

Goose Hollow helped set a new national

_ standard for how the Federal Transit

Administration allows transit districts to
utilize revenues resulting from joint
development. The last three stations on
the Westside before it slips into a three
mile tunnel to Washington County serve
the neighborhood nestled between

Portland’s west hills and the downtown.

As part of the Westside project, Tri-
Met acquired four pieces of property in
Goose Hollow for construction related
purposes. Through Tri-Met’s joint devel-
opment program each of the sites will be
developed as residential. The 27 unit
Arbor Vista Condominiums and the 124
unit Collins Circle Apartments are being
developed under the new federal joint
development procedures — meaning Tri-
Met is allowed to sell the surplus property

and keep the proceeds for transit use.

Tri-Met’s return from the land sales
from these two projects was approximately
$525,000. The agency’s participation in
joint development is based on a desire to:

% demonstrate new models for joint
development that can be replicated in the
private marketplace;

% produce more transit riders and
revenue than the marketplace would
otherwise provide;

% create partnerships with the
neighborhood, local government and
developers to build projects that enhance
the neighborhood; and,

% provide a revenue stream for Tri-Met.
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DownNTOwWN HILLSBORO

LAND USE PLANS MADE THE DIFFERNCE IN GETTING
FEDERAL FUNDING FOR THE HILLSBORO EXTENSION

A NATIONAL URBAN LABORATORY

Transit oriented development in the
Westside carries with it a significance well
beyond the corridor. The project is an
urban laboratory for Portland’s growth
management strategies. The Region 2040
planning theories are being tested first on
the ground along the Westside while the

rest of the region watches.

More significantly, the Westside project
has gained national significance as well.
The Portland region’s commitment to
integrating transportation and land use
ultimately made the critical difference in
getting a Full Funding Grant Agreement
for the six-mile extension of the Westside

project to Hillsboro.

The Office of Management and
Budget (OMB) recommended against
funding the project because they said it

was not cost-effective. There is an old

Washington joke that “the OMB knows
the cost of everything, and the value of
nothing.” The debate went all the way to
the White House. USDOT was successful
in arguing that if you included the land
use benefits of the Hillsboro extension in

the equation, the project was cost-effective.

The Federal Transit Administration’s
approval of Section 3 New Start Funding
for the Hillsboro extension sets a new
national precedent. In the funding
agreement the parties “recognize that the
success of the Hillsboro extension will
depend, in large measure, on local imple-
mentation and enforcement of long term
urban containment policies that lead to
transit-supportive land use patterns in the
corridor.” Federal funding is contingent on
the enactment of and local compliance
with Metro’s Region 2040 concept plan,

adoption of local station area plans which

PLANNING
TWILIGHT ZONE

Planning on the Westside actually
started nearly two years before
station community planning. Tri-
Met was concerned local govern-
ments lacked the legal leverage to
assure that only transit-supportive
development occurred adjacent to

Westside stations.

Like many zoning codes, the
areas around the stations allowed
transit supportive development as a
matter of right. At the same time,
they also allowed traditional subur-
ban auto-oriented development. With a
fresh market analysis in hand Tri-Met
convinced the local governments along the
corridor interim zoning was essential to
ensute traditional development patterns

did not foreclose the opportunity of light rail.

To address the interim period of two to
three years before station community plans
were adopted, three of the four local
governments in the corridor adopted a
coordinated set of legally binding interim

zoning regulations.

For the areas within % mile of West-
side stations the interim zoning:

% Established a list of auto-oriented
uses which are prohibited in station areas;

% Set minimum residential and
commercial densities;

% Created maximum parking limits;

% Applied a design overlay which
requires pedestrian connections and
building orientation to the light rail

station.
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ONE LESSON FROM MAX IS THAT IT’S
NOT ENOUGH TO PLAN — PLANNING
HAS TO BE FOLLOWED UP WITH A
CLEAR IMPLEMENTATION STATEGY
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AN ILLUSION FOR ACTION?

One of the important lessons from
Max is that it’s not enough just to plan.
Planning should not be confused as an
illusion for action. The planning has to be
followed up with implementation. In too
many instances, that was not the case with
Max. The planning was funded but not

always the implementation.

For the general public, the success of
planning is measured by their experience
on the ground-like the level of congestion
on the way to the store. They also notice
whether the new development next door
gives them access to a new nature trail or a
safe way for kids to get to school that
never existed before. Those opportunities
are spelled out on plans. They become
missed opportunities or reality on a case-

by-case basis.

At Work in the Field of Dreams: Light Rail & Smart Growth in Portland

Taking planning from “what could be”
to implementation takes follow through.
That's found in hammering out the details
of planning implementation and specific
project designs which live or die in the
supportive ordinances and follow through
by local planners to get the details right.
Otherwise growth is just more cars on
your neighborhood street and too many
people living too close together. Making
the plans come to life may require the
commitment of local planning staff to
follow up with developers to make sure the
intent of the original plan gets carried out.
At Sunnyside Village, a suburban transit
oriented development, the local govern-
ment assigned one and a half full time staff

doing just that.
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Plans themselves can be an unintended
barrier to implementation. Like with our
children, we sometimes over protect —
instead of nurture — to achieve the things
we hope for the most. Special regulations
tailored to transit can create the perception
of a “regulatory desert,” stopping (not
fostering) transit-supportive development.

A successful planning program will also
look for clear entitlements and provide
- incentives to development, not just extra
regulations. Light rail station areas ought
to be development “hot spots” the private
sector seeks out, not a place where you

face extra red tape and regulations.
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The strongest development response to
Max has come when:

++ Developable land was consolidated
under singlc ownerships;

% Multiple public and private objec-
tives were being pursued;

% Implementation tools were in place
and available; and,

% Stations were well located in places

with development potential.

In 1995, the Oregon legislature passed
transit oriented development property tax
legislation. To date the City of Portland is
the only jurisdiction to take advantage of
this incentive by offering a ten year
exemption for high density housing and

mixed use projects.

| mplementation
Stadran Avea Plaas
Corvidor Yision
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STATIONS SHOULD BE
“HOT SPOTS” FOR
DEVELOPMENT— A
SUCCESSFUL PLANNING
PROGRAM WILL LOOK
FOR AND PROVIDE
INCENTIVES FOR
DEVLOPMENT, NOT
JUST REGULATIONS

“Portland’s answer

is as good as -

you’re going to get” =

—Anthony Downs,
Brookings Institution

Tri-Met’s role here was to articulate the
vision for the site, help fund and partici-
pate in preparing a detailed master plan
and transit oriented zoning for the site.
Tri-Met also agreed to flip the location of
the park & ride facility away from the
tracks in a land swap to assure that the
prime site next to the station could be

used for intense development.

The Westside station community
planning program had to be nimble
enough to allow for public/private
development master plans at stations with
short-term opportunities. Beaverton Creek
fit that mold perfectly. Tri-Met was a
partner with four property owners and
several developers in preparing a master
plan for the 122 acre vacant site bisected
by the Westside Max line. The $344,000
master plan set parameters for a transit
oriented development that would have
included 1,325 dwelling units, as well as

retail, office and natural areas.

Before the project moved into con-
struction Nike characteristically decided to
“Just Do It” and bought the northern
portion of the site for undisclosed pur-
poses. The fate of the Nike property is still
unclear. Nike and the City of Beaverton
have been engaged in a high profile

struggle over access to the station and

. whether Nike must allow for housing on

land consistent with the transit overlay.

SIENNA IN THE SUBURBS?

Beaverton has been the region’s poster
child for suburban sprawl. With the
coming of the Westside, Beaverton is
attempting to borrow on a totally different
image, the scale of the hill towns of
Tuscany to add a “there there” in its

sprawling downtown.

Beaverton’s new downtown core is
rising out of an 8 acre former waste water
disposal site owned by the city. Tri-Met
agreed to locate a Max station land locked
in the middle of the parcel, helped pay the
downtown plan, for the market analysis of
the site, and the development concept for
the site. The region chipped in by provid-
ing federal STP funds to provide road

access to the site and the Max station.

SOURCE: CITY OF BEAVERTON

To move its vision off the drawing
board and onto the ground, The City of
Beaverton prepared a prospectus and
offered the land for development. Three
teams came forward with responsive
proposals. The winning team, BCD
Development, is transforming the site of
the old waste water treatment plant into
“The Round at Beaverton Central” a
$49.5 million mixed use downtown
project. The center piece is a MaX stop in
the center of an amphitheater modeled on
the plaza in Sienna Italy, surrounded by:

% 100,00 square feet of office;

% 59,000 square feet of retail with
residential above;

% 53 townhomes and 54 apartment
dwellings; and,

% a 200 seat theater and an eight-

story parking structure.

I\/IISAX HELPS ANCHOR A CENTRAL PLAZA IN THE ROUND aT
EAVERTON CENTRAL, AN 8 ACRE INFILL PROJECT RISING
OUT OF THE SITE OF A WASTE WATER DISPOSAL PLANT

At Work in the Field of Dreams: Light Rail & Smart Growth in Portland
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