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MEETING:
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TIME:
PLACE:

METRO COUNCIL WORK SESSION MEETING 
March 16, 2004 
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1:00 PM
Metro Council Chamber

CALL TO ORDER AND ROLL CALL 

1:00 PM 1. DISCUSSION OF AGENDA FOR COUNCIL 
REGULAR MEETING, MARCH 18, 2004

1:15 PM 2. SOUTH CORRIDOR DOWNTOWN PROCESS

1:45 PM 3. PLEASANT VALLEY IMPLEMENTATION UPDATE

2:15 PM 4. NEW AREA PLANNING - CONTINUATION

3:00 PM 5. PERIODIC REVIEW UPDATE

3:30 PM 8. CITIZEN COMMUNICATION

3:40 PM 9. CHIEF OPERATING OFFICER COMMUNICATION

3:50 PM 10. COUNCILOR COMMUNICATION

ADJOURN
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Harker/Clay

Valone

Neill
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SOUTH CORRIDOR DOWNTOWN PROCESS

Metro Council Work Session 
Tuesday, March 16,2003 
Metro Council Chamber



METRO COUNCIL 

Work Session Worksheet 

Presentation Date: March 16,2004 

Time 1:15pm 

Length: 30 minutes

Presentation Title: Briefing on Downtown Portland Mall Light Rail Station Locations 
and Configuration

Department: Planning

Presenters: Richard Brandman, Ross Roberts, Dave Unsworth

ISSUE & BACKGROUND

This item is an update of the progress being made to select station locations and platform 
configurations for light rail on the Downtown Portland Transit Mall, The project is part 
of the South Corridor I-205/Portland Mall Light Rail Project. Council President Bragdon 
serves on The Mayor’s Committee on Mall Revitalization and has directed that the 
Council act on the options for the Mall due to significance of the Portland Mall to the 
operation of the regional transit system. The Mayor’s Committee is moving toward a 
decision in April, and the Metro Council is scheduled to take up the matter at their May 
6th meeting, following the Portland City Council and TriMet Board.

OPTIONS AVAILABLE

TriMet’s Conceptual Design Report presents two options for consideration. Option A 
includes left-side platforms with stations located at current Mall blocks with widened 
sidewalks. Option B is based on the concept of “station as place”, uses right-side 
platforms and moves Central Mall stations to easily recognizable urban design focal 
points such as the Oak Street Plaza at the US Bank Building, Pioneer Courthouse Square 
and City Hall. These options will be discussed in detail at the worksession. Business and 
community input to date favors Option B, the right side platform along with its urban 
design and revitalization benefits. TriMet is holding public meetings and will summarize 
the comments received for the Mayor’s Committee, Portland City Council, TriMet Board 
and Metro Council decisions.

IMPLICATIONS AND SUGGESTIONS

The decision regarding station configuration and placement is a key input into Metro’s 
South Corridor Phase I Final Environmental Impact Statement, and follows previous 
Locally Preferred Alternative decisions made by the Council on April 17,2003 and 
January 15,2004, Station location and configuration affects the regional transit system 
due to changes in bus speeds and capacity, rail capacity, and pedestrian environment.
The revitalization of the Downtown office and retail core along the Portland Mall is 
supportive of the 2040 Growth Concept.



QUESTION(S) PRESENTED FOR CONSIDERATION

No questions will be posed to the Council at this time. Formal consideration of a Metro 
resolution to support the Mayor’s Committee will include another worksession in April, 
followed by Council action on the resolution

LEGISLATION WOULD BE REQUIRED FOR COUNCIL ACTION X Yes 
DRAFT IS ATTACHED Yes X No

No

SCHEDULE FOR WORK SESSION
Department Director/Head Approval__
Chief Operating Officer Approval____
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METRO COUNCIL 

Work Session Worksheet

Presentation Date: March 16,2004 Time: Length: 30 minutes

Presentation Title: Pleasant Valley Implementation Plan Update 

Department: Planning

Presenters: Jonathan Harker, City of Gresham, Bob Clay & Jay Sugnet, City of Portland 

ISSUE & BACKGROUND

In 1998, the Metro Council voted to add about 1,500 acres in the Pleasant Valley area 
south of Gresham and east of Portland to the Urban Growth Boundary. Subsequently, the 
cities of Gresham, Portland and Happy Valley; Clackamas and Multnomah counties and 
Metro created a concept planning process to guide the valley’s urbanization. This concept 
planning effort was partially funded by a grant from the Federal Highway Administration 
and is intended to serve as model for future concept plarming efforts.

After three years of work, the Pleasant Valley Steering Committee recommended the 
Pleasant Valley Concept Plan map and implementation strategies to the six participating 
jurisdictions in 2002. The cities of Gresham and Portland have now completed the 
Pleasant Valley Implementation Plan project. This project, funded with a 
Transportation/Growth Management (TGM) grant, created draft regulations and actions 
that must be adopted by the cities before any new urban development can occur in the 
Pleasant Valley project area. Representatives of the cities will brief the council on some 
specifics of implementing the concept plan and the upcoming process to adopt 
comprehensive plan amendments.

OPTIONS AVAILABLE

IMPLICATIONS AND SUGGESTIONS

OUESTIONfSI PRESENTED FOR CONSIDERATION

LEGISLATION WOULD BE REQUIRED FOR COUNCIL ACTION _Yes X No 
DRAFT IS ATTACHED__Yes__ No

SCHEDULE FOR WORK SESSION *  ̂^

Department Director/Head Approval 
Chief Operating Officer Approval _
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Re:
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MEMORANDUM

March 9, 2004 

Metro Council

Jonathan Marker, AlCP, Gresham Senior Planner 
Bob Clay, Portland Chief Planner 
Jay Sugnet, Portland City Planner

Pleasant Valley Implementation Plan Report

Action Requested: To receive a status and summary presentation concerning the cities of Gresham and 
Portland’s efforts in planning for the Pleasant Valley UGB expansion area. A question and answer session can • 
follow the presentation.

Background: The Pleasant Valley Plan District area is being planned as a new, complete, urban community, parts 
of which are future annexation areas into the cities of Gresham and Portland. It is approximately 1,500 acres 
located south and east of the current city limits of Gresham and Portland, and extends south into Clackamas 
County. Metro Council brought it into the Urban Growth Boundary in December 1998.

During the next year, the cities will consider for adoption a number of comprehensive plan amendments that will 
implement the Pleasant Valley Plan District (PVPD) Plan. The adoption process will occur under the Type IV 
legislative process: the Planning Commission holds a public hearing and makes a recommendation to the Council, 
and the Council holds a public hearing and makes the final decision. Adoption of these comprehensive plan 
amendments is necessary before any annexations or subsequent urban development can occur. A Title 11 
compliance report will accompany the comprehensive plan amendments.

The Pleasant Valley Concept Plan and the Pleasant Valley Implementation Plan (PVIP) have been created over the 
last three plus years.' The PVIP report was created as a partnership of Gresham and Portland, the purpose of the 
PVIP was to draft implementing Comprehensive Plan amendments and other documents that are consistent with 
the Concept Plan. The PVIP project was partially funded by a State Transportation Growth Management (TGM) 
grant. The PVIP report has been completed (and has been posted at www.ci.qresham.or.us/pleasantvallev/). It 
consists of seven chapters:

1. Goals, Policies and Action Measures
2. Land Use Plan
3. Natural Resources Plan ,
4. Local Street Network Plan
5. Public Facility Plan
6. Annexation Strategy Report
7. Revised Intergovernmental Agreement (IGA)

Attached to the memorandum are three documents: the Pleasant Valley Plan District Map, the introductory chapter 
of the PVIP, and the urbanization/land use goal section. That section provides a good overall discussion of the 
plan.

As noted earlier, the PVIP can be viewed and downloaded at the City of Gresham’s Pleasant Valley website: 
www.ci.aresham.or.us/Dleasantvallev/. If you have questions please feel free to call Jonathan at 503-618-2502 or 
by e-mail at jonathan.harker@ci.aresham.or.us or Jay at 503-823-5869 or by e-mail at jsuqnet@ci.portland.or.us.

http://www.ci.qresham.or.us/pleasantvallev/
http://www.ci.aresham.or.us/Dleasantvallev/
mailto:jonathan.harker@ci.aresham.or.us
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INTRODUCTION

The overall purpose of the Pleasant Valley Implementation Plan Report is to guide the creation of a new, 
urban community in Pleasant Valley. The report provides a “bridge” document between the 2002 Pleasant 
Valley Concept Plan and the final ordinances and intergovernmental agreements that will be considered 
by the cities of Gresham and Portland in 2004-05. The report is comprised of seven chapters that address 
land use, natural resources, transportation, public facilities, annexation, and intergovernmental 
agreements.

Pleasant Valley is being planned as a new, urban community. It is approximately 1,500 acres located 
south and east of the current city limits for Gresham and Portland. On May 14,2002, the Pleasant Valley 
Concept Plan Steering Committee endorsed a Concept Plan and set of Implementation Strategies for the 
valley. The central theme of the plan is to create an urban community through the integration of land use, 
transportation and natural resource elements.

The Concept Plan has been refined into a map of proposed comprehensive plan designations (with 
associated code text) called the Pleasant Valley Plan District. The Plan District Map is contained at the 
end of this introduction.

Key features of the Plan District include:
A mixed-use town center as the focus of retail, civic and related uses.

A new elementary school and middle school located adjacent to 162nc^ Avenue.

The location of major roads away from important historic resources and “park blocks” that coimect 
the town center to the historic central section of Foster Road.
A framework for protection, restoration and enhancement of the area’s streams, flood plains, 
wetlands, riparian areas and major tree groves through the designation of areas as “environmentally 
sensitive/restoration areas” (ESRAs).

Pleasant Valley Implementation Plan Report 
Introduction
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Designation of a “neighborhood transition design area” adjacent to the ESRA so that neighborhood 
development is compatible with adjacent green corridors.
A “green” stormwater management system intended to capture and filter stormwater close to the 
source through extensive tree planting throughout the valley, “green street designs, swale 
conveyance and filtration of run-off, and strategically placed stormwater management facilities.
Nine neighborhood parks dispersed throughout and a 29-acre community park centrally located 
between the utility easements north of Kelley Creek.
A network of trails including east-west regional trails paralleling Kelley Creek and north-south 
regional trails following the BPA power line easement.
A reorganization of the valley’s arterial and collector street system to create a connected network that 
will serve urban levels of land use and all modes of travel.
Re-designation of Foster Road from arterial to local street status between Jenne Road and Pleasant 
Valley Elementary School. The intent is to preserve the two-lane tree-lined character of Foster Road 
and to support restoration efforts where Mitchell Creek and other tributaries flow into Kelley Creek.
A network of transit streets that serve three mixed-use centers and seven nodes of attached housing.
A variety of housing organized in eight neighborhoods. The variety includes low, medium and high 
density housing with standards that guide how variety is planned within neighborhoods.
Planned housing that is 50 percent attached, 50 percent detached and has an overall density of 10 
dwelling units per net residential acre. The estimated housing capacity is approximately 5,000 
dwellings.
Two 5-acre mixed-use neighborhood centers.
Employment opportunities in the town center, mixed-use employment district, general employment 
district and in home-based jobs. Employment capacity is estimated at approximately 5,000 jobs.

Several of the chapters in this report follow the format and style practices in use by the City of Gresham. 
It is recognized that further edits and revisions will be required to create adoption-ready documents for 
the City of Portland.

Chapter 1. Goals, Policies and Action Measures. The Implementation Plan Report’s Goals, Policies ^d 
Action Measures are a comprehensive set of land use policies intended as text amendments for adoption 
into the City of Gresham and the City of Portland Comprehensive Plans. They provide the policy basis 
for the Pleasant Valley Plan District land use map, code and development standards.

Chapter 2. Land Use Report The Land Use chapter describes the overall vision for Pleasant Valley, how 
that vision is implemented through the Plan District Map, and what highlights, of the proposed 
development code. This chapter also includes the full text of the draft code text for the Plan District. The 
code is annotated with commentary that explains the recommendations and identifies options for some 
sections.

Chapter 3. Natural Resources. The Natural Resource chapter documents the Goal 5 process for Pleasant 
Valley and provides the foundation for protecting natural resources, and conserving scenic and historic 
areas and open spaces. The chapter is comprised of four major sections: the Natural Resources Inventory; 
Significance Determination; Economic, Social, Environmental and Energy (ESEE) analysis; and Draft 
Resource Protection Standards. A key strategy to meet the natural resource goals of the PVCP is the 
implementation of an Environmentally Sensitive Restoration Area (ESRA) subdistrict, which i^ intended

Pleasant Valley Implementation Plan Report 
Introduction

December 22,2003



to promote compatibility between development and conservation of stream corridors, wetlands, 
floodplains and forests.

Chapter 4. Transportation. Chapter 4 includes a Local Street Network Plan that is intended as source 
material for the Cities and Gresham and Portland to use in amending their Transportation System Plans. 
The Local Street Network Plan contains a street plan, functional street classification map, bicycle and 
pedestrian plan, and connectivity standards that meet regional and local connectivity requirements. The 
plan is responsive to the Naturd Resources strategy, the Foster-Powell Corridor Plan project, and the 
Regional Transportation Plan.

Chapter 5. Public Facilities Plan, The Public Facilities Plan (PFP) is intended to amend the Gresham and 
Portland’s PFPs. It establishes a framework for how urban services will be developed and maintained 
with the implementation of the Pleasant Valley Concept Plan. The PFP was developed in accordance 
with Title 11 of the Metro Urban Growth Functional Plan and provides a conceptual level services plan 
for the provision of sanitary sewer, water, storm drainage, transportation, and parks. Cost estimates and 
funding strategies are included with maps depicting the general location of public facilities; The PFP is 
consistent with Oregon Administrative Rules, specifically OAR 660-011-000.

Chapter 6. Annexation Analysis and Strategy. The Annexation Strategy and Analysis is intended to help 
guide policy making and intergovernmental agreements for annexations in Pleasant Valley. The strategy 
identifies aimexation subareas and analyzes the net fiscal position of each subarea at full buildout of the 
Pleasant Valley Concept Plan. The analysis considers the fiscal impact of infrastructure capital and 
operations and maintenance and identifies funding opportunities to close funding gaps not covered by 
current system development charges. The chapter concludes with suggested next steps for addressing 
annexation and finance issues.

Chapter 7. Intergovernmental Agreement A draft revised Intergovernmental Agreement (IGA) between 
the Cities of Portland and Gresham is provided in Chapter 7. The draft revised IGA reflects the change 
from an IGA (adopted in 12/1998) that established Gresham’s and Portland’s intention to create a plan for 

' Pleasant Valley to an IGA that establishes Gresham’s and Portland’s intention to implement the created 
plan.

Appendix A. List of Preparers, Advisory Group, Technical Advisory Committee, Funding. Appendix A 
lists the primary authors of the Implementation Plan Report and the advisors who participated in the 
creation of each implementation strategy, reflected by the seven chapters of this report. Appendix A is a 
selected list of key authors — many other people have contributed to the documents in this report. Also 
included in Appendix A is a description of the Transportation and Growth Management funding source 
for the implementation project.
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SECTION 1. URBANIZATION STRATEGY AND LAND USE PLANNING

GOALS

1. Pleasant Valley shall be a complete community with a unique sense of identity and 
cohesiveness.

2. Pleasant Valley shall have a wide range of transportation, living, working, recreation, and
civic and other opportunities. ________________ ^________

POLICIES

1. The Pleasant Valley Concept Plan Map and Implementation Strategies shall provide the blueprint for 
local jurisdictional adoption of comprehensive plan amendments and implementing measures for 
future urbanization.

2. Pleasant Valley shall be master planned as a complete community. A complete community has a 
wide range of transportation choices; of living choices; of working and shopping choices; and of 
civic, recreational, educational, open space and other opportunities.

3. Pleasant Valley shall have full public services to include transportation, surface water management, 
water, sewer, fire and police services, recreation, parks and connected open spaces and schools.

4. Urbanization of Pleasant Valley shall carefiilly consider its relationship to adjoining communities as 
annexations and extensions of public facilities occur.

5. Urbanization of Pleasant Valley shall carefully consider and enhance its relationship to the unique 
regional landscape that frames Pleasant Valley.

6. Urbanization shall be guided by a Pleasant Valley urban services and financial plan that will ensure 
that annexation, service provision and development occur in a logical and efficient maimer and that 
major public facilities are provided at the time they are needed.

ACTION MEASURES

1. A Plan District shall be established for Pleasant Valley. A Plan District designation provides a means 
. to create imique zoning districts and development regulations that address the specific opportunities

and problems identified in the Pleasant Valley Concept Plan.
2. Establish the new Plan District Zoning Classifications based on the Concept Plan guidelines in the 

Town Center, Housing, and Employment and other sections found in these Pleasant Valley Concept 
Plan Implementation Strategies.

3. The Pleasant Valley Plan District shall allow for unique planning and regulatory tools that are needed 
to realize the Pleasant Valley Concept Plan.

4. A strategic plan for urban services and financing infrastructure shall be established. The plan would 
include a phasing plan, i.e., identifying a logical sequence for phased annexations, development of 
public infi-astructure and delivery of public services as urbanization occurs. This strategic plan shall 
also include a provision for providing major public facilities at the time they are needed. “Major 
public facilities” will be defined in this process and be based on the details provided in the water, 
wastewater, stormwater and transportation reports.

Pleasant Valley Implementation Plan Report
Goals, Policies and Action Measures - Urbanization Strategy and Land Use Planning
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5. Create a set of new development standards for the design of land use types and the transition and 
compatibility of these land uses down to the block level based on the Pleasant Valley Concept Plan 
map and implementation strategies.

BACKGR OUND

The Metro Council brought the Pleasant Valley area into the Urban Growth Boundary (UGB) in 
December 1998. When land is brought into the UGB Title 1 Tof the Metro Urban Growth Management 
Functional Plan requires that the added territory be brought into a city’s comprehensive plan prior to 
urbanization with the intent to promote the integration of the new land into existing communities.

Title 11 requires a series of comprehensive plan amendments including maps that address provisions for 
annexation; housing, commercial and industrial development; transportation; natural resouree protection 
and restoration; public facilities and services including parks and open spaces; and schools.

In 1998, a partnership of jurisdictions sponsored a series of citizen and affected parties meetings 
concerning Pleasant Valley. A set of preliminary planning goals was developed as part of this process. 
The goals addressed a town center, housing, transportation, natural resources, neighborhoods and schools. 
The introductory paragraph stated:

The Pleasant Valley Urban Reserve area is a beautiful valley surrounded by lava domes 
in the southeast portion of the Metro region. It has slowly evolved into a rural 
residential area over the last 30years, largely displacing the agricultural uses that once 
occupied the valley. Now urban development has reached the borders of this 
community, and rapid and substantial change is in this area’s immediate future. As the 
area is planned for urbanization, the primary goal is to create a place rather than a 
carpet of subdivisions. To accomplish this, the unique attributes of this area need to be 
identified and protected, and the limits to development in the area respected. 
Importantly, the future town center needs to be sized and located in a manner 
appropriate to the area, and help define the emerging community that will evolve in this 
area.

In December 1998, Gresham and Portland jointly adopted an Intergovernmental Agreement (IGA) 
regarding Pleasant Valley. The IGA concerns provisions for creating a plan, future annexations and 
future provisions for urban services. The IGA provides the Gresham and Portland coordination in 
creating an urban plan. The goals mentioned above were attached to the IGA and are to be considered 
when creating the urban plan. The IGA also provides that no urban zoning be applied until the urban plan 
was adopted by Gresham and Portland and approved by Metro.

The Pleasant Valley Concept Plan Steering Committee endorsed the series of goals at their May 2, 2001 
meeting. These goals reflected the vision and values underlying the Concept Plan. They were used in 
evaluating the four plan alternatives. The goal for urbanization was:

Create a community. The plan will create a ‘‘place’’ that has a unique sense of identity and 
cohesiveness. The sense of community will be fostered, in part, by providing a wide range of 
transportation choices and living, worldng, shopping, recreational, civic, educational, worship, open 
space and other opportunities. Community refers to the broader Concept Plan area, recognizing that it 
has (and will have) unique areas within it. Community also refers to Pleasant Valley’s relationship to the 
region — relationships, with Portland, Gresham and Happy Valley, Multnomah and Clackamas counties, 
and the unique regional landscape that frames Pleasant Valley.

Pleasant Valley Implementation Plan Report
Goals, Policies and Action Measures - Urbanization and Land Use Planning
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In the alternatives evaluation process, the “Create a Community” goal was used as a way to coordinate 
and integrate the best attributes of the alternatives. The “Create a Community” goals was the vision that 
guided the guided the developed of a “hybrid” alternative and ultimately the Steering Committee’s 
preferred Concept Plan.

Following an extensive evaluation and refinement process, the Steering Committee, at their final meeting 
on May 14, 2002, endorsed the Pleasant Valley Concept Plan Map and Implementing Strategies. In 
summary, the central theme of the plan is to create an urban community through the integration of land 
use, transportation and natural resource elements.

features of the Concept Plan are:

A mixed-use town center as the focus of retail, civic and related uses.
A new elementary school and middle school located adjacent to 162nd Avenue.

The location of major roads away from important historic resources and “park blocks” that connect 
the town center to the historic central section of Foster Road.
A framework for protection, restoration and enhancement of the area’s streams, flood plains, 
wetlands, riparian areas and major tree groves through the designation of 461 acres of the valley as 
“enviroiunentally sensitive/restoration areas” (ESRAs).
Designation of a “neighborhood transition design area” adjacent to the ESRA so that neighborhood 
development is compatible with adjacent green corridors.
A “green” stormwater management system intended to capture and filter stormwater close to the 
source through extensive tree planting throughout the valley, “green” street desi^s, swale 
conveyance and filtration of run-off, and strategically placed stormwater management facilities.

Nine neighborhood parks dispersed throughout and a 29-acre community park centrally located 
between the utility easements north of Kelley Creek.

A network of trails including east-west regional trails paralleling Kelley Creek and north-south 
regional trails following the BPA power line easement. A reorganization of the valley’s arterial and 
collector street system to create a connected network that will serve urban levels of land use and all 
modes of travel.
Re-designation of Foster Road from arterial to local street status between Jenne Road and Pleasant 
Valley Elementary School. The intent is to preserve the two-lane tree-lined character of Foster Road 
and to support restoration efforts where Mitchell Creek and other tributaries flow into Kelley Creek.

A network of transit streets that serve three mixed-use centers and seven nodes of attached housing.

A variety of housing organized in eight neighborhoods. The variety includes large-lot, medium-lot 
and small-lot single-family homes, townhomes, apartments, condominiums and senior housing.

Planned housing that is 50 percent attached, 50 percent detached and has an overall density of 10 
dwelling units per net residential acre. The estimated housing capacity is 5,048 dwellings.

Two 5-acre mixed-use neighborhood centers.
Employment opportunities in the town center, mixed-use employment district, general employment 
district and in home-based jobs. Employment capacity is estimated at 4,985 jobs, with a job to 
housing ratio of .99:1.

Pleasant Valley Implementation Plan Report
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SUMMARY OF MAJOR ISSUES

The following are some of the major issues that were considered in an urban plan for land uses in Pleasant 
Valley:

Compact andMixed-Use Neighborhoods. Pedestrian communities should have stores, offices, homes, 
and parks placed close to each other. The physical components of an ideal pedestrian neighborhood are:

A five to ten minute walk (% to 'A mile walk) from the center to the edge defines the boundaries of a 
neighborhood. This time and distance is comfortable for the average American. Neighborhood 
residents should be within walking distance of many of their daily needs, such as a convenience store, 
ATM, transit stop, day care and a community police office.
There is a balanced mix of activities with places to live, shop, work, worship, learn and recreate. 
Proximity of daily destinations and transit can reduce the number and length of auto trips. Those that 
can’t drive but can walk (or bike), such as the young and the elderly, are able to be active in their 
neighborhood.

Neighborhood Edges and Centers. Neighborhoods should have edges and centers. The edge of a 
neighborhood marks the transition from one neighborhood to another. The edge might be a natural area 
or a tree-lined arterial street. Schools, bus stops and other uses located at the edge are shared by 
neighborhoods. The neighborhood center is the main gathering place. Neighborhood centers could 
consist of a combination of any of the following:

A public space such as a neighborhood or community park;

Plazas within developments to create a public realm, instead of just a parking lot.

An important intersection with pedestrian improvements.

Civic neighborhood institutions such a meeting hall or a day care center would be located at the 
center.
Shops and especially mixed-use buildings can be located around a plaza.

In centers, public spaces are given priority. Public spaces and public buildings are a source of community 
identity. The structure of streets and blocks, and the resultant location of public spaces and buildings can 
create special places. The importance of the public realm can be enhanced by its location without 
increasing the additional infrastructure costs.

Variety of Housing Options. Communities should have places for people of all ages and incomes to live. 
This can be made possible by locating different dwelling types in the same neighborhoods and even on 
the same street.

Locate dwelling units in relation to public spaces and infrastructure. A variety of housing types can 
include small apartments, row housing, housing over shops, live/work studios, co-housing (clustered 
housing project in which certain common areas such as dining rooms are shared), small lot housing, 
and larger lot housing.
Accessory dwellings (i.e., secondaiy suites or granny flats) can increase affordable housing 
opportunities both for the person renting a unit and the homeowner paying a mortgage.

Pleasant Valley Implementation Plan Report
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Increasing Transportation Options. Every community should provide transportation alternatives, such 
as transit service, bicycle lanes and sidewalks. Transit provides necessary mobility for those who can’t 
drive - because they are too young, too old, disabled, or can’t afford a car. Transit also provides a more 
energy efficient and less polluting alternative to a car trip. The ability for adults and children to safely 
ride a bicycle or walk is also important.

All new development should be designed with transit in mind. Transit (buses or even light rail) may 
be planned but not immediately implemented until well after development occurs. Land use patterns 
should lead transit service planning, rather than retrofitting a developed area to be served by transit.

Public transit is only feasible when dwellings and jobs are concentrated near transit lines. A 
walkable, mixed-use neighborhood within walking distance of a transit stop makes it convenient for 
residents and employees to travel by transit, bike, foot, or car.

Focusing development into pedestrian-oriented patterns that can be served by transit can be part of the 
strategy to preserve open space/natural resource areas.

New development should be bike friendly, so that this method of transportation is safe - especially 
for children.

Provide Buildings that are Pedestrian Friendly. By presenting a friendly face to the street, individual 
buildings can contribute to a safer, more conducive walking environment.

Rear alleys can allow housing and commercial buildings to be closer to the street with parking at the 
rear.
Planting many shade trees along streets is easier when driveways are not present. Trees provide a 
number of benefits including a more interesting urban design, place setting, stormwater management, 
and energy (shading) conservation.

Incorporate the Natural Environment into the Design of the Community. Critical to the “sense of 
place” in Pleasant Valley is the extensive network of streams and wetlands. It is critically important to 
develop the yalley in such a way to minimize impact on these natural features, while at the same time 
using the presence of features to enhance the built environment. This can be accomplished in the 
following ways;

Use the area adjacent to streams and wetlands to create a multi-use trail system that creates a 
pedestrian and bicycle pathway linkage system.
Design neighborhoods to incorporate existing natural features to enhance the aesthetic environment 
while minimizing impacts.
Design the roadway system to minimize impact on natural resources. Provide additional 
neighborhood level connectivity with pedestrian connections, such as bridges.

Plan District Gresham and Portland provide for Plan District approach when there are unique conditions 
within a specific area that require a unique approach rather than a generalized citywide zoning approach. 
The Plan District designation must be based on a study or plan that documents those unique conditions 
and the measures that address the relevant Issues. Proposed polices, procedures, development standards 
and other measure need to be consistent with the study/plan and with the city’s comprehensive plan.

Pleasant Valley Implementation Plan Report
Goals, Policies and Action Measures - Urbanization and Land Use Planning
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For the past two weeks, Metro sponsored a series of open houses throughout the region to 
discuss with property owners and other interested parties the possible inclusion of their 
property within the urban growth boundary for industrial purposes. Staff will brief the 
Council on these open houses and provide an update of periodic review activities.
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600 NORTHEAST GRAND AVENUE 
TEL 503 797 1 542
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Agenda

MEETING:
DATE:
DAY:
TIME:
PLACE:

METRO COUNCIL REGULAR MEETING 
March 18,2004 
Thursday 
2:00 PM
Metro Council Chamber

CALL TO ORDER AND ROLL CALL 

1. INTRODUCTIONS

CITIZEN COMMUNICATIONS 

CONSENT AGENDA

Consideration of Minutes for the March 11, 2004 Metro Council Regular Meeting.

ORDINANCES - FIRST READING

2.

3.

3.1

4.

4.1 Ordinance No. 04-1042, For the Purpose of Amending Metro Code Chapter 
5.02 to Amend Disposal Charges and System Fees.

4.2 Ordinance No. 04-1046, For the Purpose of Amending Ordinance No. 02-969B 
In order to Change a Condition on Addition of Study Area 59 (Sherwood) to the 
Urban Growth Boundary; and Deelaring an Emergency.

5. RESOLUTIONS

5.1 Resolution No. 04-3429, For the Purpose of Approving the FY 2005 Unified Park
Work Program.

5.2 Resolution No. 04-3430, For the Purpose of Certifying that the Portland Monroe
Metropolitan Area is in eompliance with Federal Transportation Planning 
Requirements.

5.3 Resolution No. 04-3431, For the Purpose of Adopting the Policy Direction, Burkholder
Program Objeetives, Procedures and Criteria for the Transportation Priorities
2006-09 Allocation Process and Metropolitan Transportation Improvement 
Program (MTIP).

5.4 Resolution No. 04-3435, For the Purpose of Council Approval of the Trolley Monroe
Trail Master Plan.



6. CHIEF OPERATING OFFICER COMMUNICATION

7. COUNCILOR COMMUNICATION 

ADJOURN

Television schedule for March 18. 2004 Metro Council meeting

Clackamas, Multnomah and Washington counties, Vancouver, 
Wash.
Channel 11 — Community Access Network 
www.vourtvtv.ors — (503) 629-8534
Thursday, March 18 at 2 p.m. (live)

Portland
Channel 30 (CityNet 30) - Portland Community Media 
www.Dcatv.ors — (503) 288-1515
Sunday, March 21 at 8:30 p.m.
Monday, March 22 at 2 p.m.

Gresham
Charmel 30 — MCTV 
www.mctv.ors -(503)491-7636
Monday, March 22 at 2 p.m.

Washington County
Charmel 30 — TVTV 
www.vourtvtv.ors -(503)629-8534
Saturday, March 20 at 7 p.m.
Sunday, March 21 at 7 p.m.
Tuesday, March 23 at 6 a.m.
Wednesday, March 24 at 4 p.m.

Oregon City, Gladstone
Charmel 28 — Willamette Falls Television 
www.wftvaccess.com -(503)650-0275
Call or visit website for program times.

West Linn
Channel 30 - Willamette Falls Television 
www.wftvaccess.com —(503)650-0275
Call or visit website for program times.

PLEASE NOTE: Show times are tentative and in some cases the entire meeting may not be shown due to length. Call or 
check your community access station web site to confirm program times.

Agenda items may not be considered in the exact order. For questions about the agenda, call Clerk of the Council, Chris Billmgton, 
797-1542. Public Hearings are held on all ordinances second read and on resolutions upon request of the public. Documents for the 
record must be submitted to the Clerk of the Council to be considered included in the decision record. Documents can be submitted 
by email, fax or mail or in person to the Clerk of the Council. For assistance per the American Disabilities Act (ADA), dial TDD 
797-1804 or 797-1540 (Council Office).

http://www.vourtvtv.ors
http://www.Dcatv.ors
http://www.mctv.ors
http://www.vourtvtv.ors
http://www.wftvaccess.com
http://www.wftvaccess.com
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EXECUTIVE SUMMARY

PROJECT SUMMARY
The City of Portland, TriMet and Metro are 
collaborating in a regional effort to extend light rail 
service between the Central City and Clackamas 
County. As a part of this effort, light rail service will be 
added to 5th and 6th Avenues from Union Station to 
Portland State University. The agencies have also 
taken this opportunity to revisit the future of the 
Portland Mall and implement a strategy to revitalize 
the signature downtown streets to better meet the 
needs of the community.

Adding capacity to the transit system is essential to 
the economic growth and vitality of Portland. With 
limited highway capacity and high rates of population 
and employment gorwth projected, enhanced transit is 
needed to provide access to and circulation within the 
downtown core area. The existing light rail system on 
Rrst Avenue/Morrison/Yamhill will soon reach its 
capacity. Additional transit capacity is needed to ensure 
that downtown can continue to attract and compete for 
new jobs, shoppers and residents. Light rail service on 
the Portland Mall implements the Downtown Plan’s 
vision for high capacity transit service through the high 
density office corridor. It also supports the region’s 
2040 Framework Plan to preserve natural resources, 
improve air quality and manage a compact urban form.

KEY DECISIONS NEEDED
It is essential that the Final CDR be adopted with 
three key issues resolved so that the project can move 
forward into the next phase of design. These issues 
are the focus of this report, and include:

• Overall Revitalization Strategy
• Light Rail Station Locations
• Light Rail Station Configuration
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WHAT’S THE BIG IDEA?
The Portland Mall Revitalization Project provides a unique opportunity to not only re-engineer and re-
build the award-winning Portland Mall, but also to re-think the role it will play in the future of the 
Central City. Fundamentally, the project proposes to add light rail service on the Mall from Union 
Station to Portland State University. But this is just the start- the project will renew the Mall’s existing 
physical infrastructure and extend streetscape improvements ten additional blocks to the south.
To be successful, however, the project must expand beyond bricks and mortar and light rail tracks to 
embrace transportation, urban design, social and economic objectives that will assure that the Mall is 
even more successful in the next 25 years than it has been over the previous 25.
This report lays out a series of goals, strategies and recommendations for the project based on the 
extensive public policy history behind the Mall and the analysis of the project undertaken over the last 
decade. With this information, the report also proposes a Conceptual Design for the Project that will 
serve as a basis for detailed design and engineering work. Beyond all this, a distillation of the “big 
idea" is needed to provide direction for the project. Accordingly, the following highlights the top 
priorities that the Portland Mall Revitalization Project should emphasize as it moves forward through 
the public review and approval process and implementation;
1. Re-establish the Mali as a multi-modal spine through downtown with a vibrant and Interactive 
streetscape. The Mall should move beyond its'1970s roots and project Itself as a unique place where 
businesses and people want to be. This means looking at a role for 5th and 6th Avenues that 
transcends that of simply a "transit mall* to create a user-friendly. Interactive and engaging public 
space. The “New Mall" will continue to provide the highest quality transit service, offering enhanced ; ■ 
options for regional trips and intra-downtown shuttle service. It will also be a safe and Inviting 
environment for pedestrians and transit users, commuters and visitors. The Mall should also include 
the latest technologies, such as wireless Infrastructure with a continuous “hot spot" along the Mall’s 
entire length to facilitate communication through the latest in smartphones and emerging 
communication devices. ; ■



2. Establish a unique sense of place and arrival by celebrating the various “urban rooms' of the Mall 
and by treating each Mall station as a special civic space. The design will create a unique sense of 
arrival and place at each of the Mall's station platforms such that the place is instantly identifiable to 
anyone arriving via transit or for a visitor using the Mall as a starting point for exploration of the 
Central City. This v/ll involve a careful station area planning process during Final Design and 
implementation of station area improvements as part of the construction of the project.
3. Make a direct link between public infrastructure improvements and new development A definitive tie 
needs to be established between the $160M public investment that is proposed for Mall infrastructure 
and economic development along the entire length of the Mall. This will require the implementation of a 
specific development plan for properties In the immediate vicinity of the Mall. The City, TriMet and the 
Portland Development Commission need to work together with property owners to prepare and 
implement a Development Plan that will incent new development of underutilized properties, renovation 
of existing buildings and improvements to storefronts and ground floor spaces along the Mall to create 
additional transit-supportive development and pedestrian activity.
4. Re-establish the Mall as a premier public space. The quality of the improvements to the Mall need to 
meet the high standards established when the original Mall was constructed in the late seventies. 
Renovation of existing improvements and new construction should improve the Mall’s maintenance 
requirements while retaining a high standard for public space improvements. Furthermore, a 
management ethic based on an enduring commitment to “real time" oversight, maintenance and security 
is needed to ensure the long-term success of the Mall. This can be accomplished by establishing a Mall 
Management entity that is' pro-active and adequately funded to take on these responsibilities. The entity 
will work with property owners, businesses, transit patrons and other stakeholders to foster stewardship 
of the public spaces along the Mall.
5. Design the Portland Mall to be flexible enough to adapt to changing conditions. The new design 
should assure that as social, economic and transportation parameters change, the streets can be' 
adapted with a minimum of upheaval to reestablish an appropriate balance between all uses.

REVITALIZATION STRATEGY
This project is about more than laying new bricks and 
trackways down the streets: it’s about strengthening 
the physical, social, and economic conditions of the 
Mall. A four-pronged approach is proposed by the 
Project Team:

I. Urban Design Vision & Concept
The revitalized Mall will respect the spirit of its original 
design by preserving the essential elements that stitch 
it together. Flowever, selective modifications will be 
considered to enhance the functional quality, ease the 
maintenance burden and reflect the character 
variations of the urban rooms along the length of the 
Mall. A revitalized Mall needs to build upon the existing 
successes, but also respond better to its adjacent 
conditions. Addressing these and ongoing issues 
should also be seen as a unique opportunity to 
generate economic and social vitality. To accomplish 
this, the design of the Mall must
• Create a context-sensitive development strategy 

that creates a catalyst for redevelopment of vacant 
or underutilized properties along the Mall.

• Make users not only aware of their presence on the 
Mall, but also where on the Mall they might be.

• Reenergize the Mall and create a place where 
pedestrians, transit patrons, employees and 
visitors want to be.

Two concepts are put forth in the urban design strategy 
which help guide design decisions. The idea of “urban 
rooms” along the Mall Is key to both understanding the 
current Mall and providing a basis for perceiving how it 
should be seen in the future. When generalized, the 
Mall may be broadly considered to fall into a series of 
"urban rooms,” each with its own defining 
characteristics.
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The analysis of existing conditions, opportunities and 
constraints of each room provides clarity on:

• Where ground-levei activity (the presence of 
storefront windows, retail entrances, etc.) currently 
exists and which blocks are in greatest need of 
activation and vitality.

• Where each light rail station can best reflect the 
character of its room and be successfully 
integrated into the area (a concept referred to as 
“station as place'’), rather than be simply a generic 
station on a block within the Transit Mall.

The second concept, which is related to the urban 
rooms Idea, is referred to as “station as place.” This 
notion promotes the complete integration of the 
station design with the “place” itself. Each urban 
room on the Mall reflects its immediate context and 
potential. Each station within these rooms should thus 
also reflect the general character of the room. Finally, 
the “station as place” concept provides the 
opportunity to arrive and depart from unique and 
special places along the Mall that express Portland’s 
finest urban qualities.

II. Transit Operations & Transportation Strategy. 
Adding light rail service will enhance the Mall’s ability 
to serve efficiently as the backbone for the region’s 
transit system and support future downtown growth. 
However, it also requires a careful rebalancing of the 
users and activities on the streets to ensure efficient 
operation and a quality civic environment. The Project 
Team makes several key recommendations regarding 
transit and transportation operations:

* Study options for Improving downtown bus 
service. A transit concept plan is being developed 
that proposes to reroute some buses to other 
locations off the Mall to create a more balanced 
system downtown. The new light rail alignment will 
take on the Mall shuttle function that some buses 
currently provide and the bus system will be 
adjusted to provide better service to underserved 
areas of downtown.

* Reduce bus noise and air quality Impacts. In the 
short term, TrlMet will explore new methods of 
training bus operators to reduce vehicle 
acceleration and braking noise. TriMet has also 
agreed to pursue the strategy of phasing in hybrid 
buses which operate more quietly and emit less 
exhaust than the existing buses.

^ " 1 ' i

Portland State University’s Urban Center

Preserve and enhance the high quality pedestrian 
environment of the Mall. City policy classifies 5th 
and 6th avenues as Pedestrian-Transit Streets with 
local auto access and clearly indicates that transit 
and pedestrian use are a priority. It is essential to 
allocate an appropriate amount of space for 
pedestrians and transit users to create a safe and 
comfortable environment.
Preserve good downtown bicycle access. Bicycles 
are currently only permitted where autos travel. 
Preserving or enhancing bicycle service will be 
considered while evaluating different station 
platform options.
Maximize flexibility and consider Improving auto 
access along its length. Currently, there are four 
blocks in the Central Mall (5th and 6th Avenues at 
Taylor/Yamhill and Washington/Stark) with 
sidewalk extensions that prevent autos from 
traveling through the block. Autos are also 
prevented from crossing Burnside on both 5th and 
6th Avenues. There are conflicting opinions in the 
community regarding the benefits or 
disadvantages of this limited auto access. Some 
believe that improving auto access would enhance 
activity, strengthen retail and provide better clarity 
for drivers navigating through downtown. Others 
argue that limiting auto access (and allocating 
more space to sidewalks) is essential to enhancing 
the pedestrian environment and reinforcing the 
transit emphasis of the Mall. There are trade-offs 
to evaluate with either auto configuration.
However, a design solution that provides the 
flexibility to adapt to either configuration would 
best serve the Mall today and into the future. As 
described later in this report, options exist that 
could provide off-peak and all-hours auto access 
along the length of the Mall.
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III. Development Strategy
To be successful, this project needs to affect a 
significant change in development patterns along the 
Mall. This project aims to create a direct iink between 
the planning and design of the Maii and the 
implementation of specific, complementary 
development strategies. The objectives of the Mall 
development strategy are to:

• Create shared commitment to the Mail among 
private owners and pubiic agencies

• Incent in-fili deveiopment opportunities that 
leverage new public and private investments in the 
Mail

• Enhance the relationship between ground floor 
uses within buildings and public space aiong the 
Mali to create a better business environment

• Utilize the “station as place” concept to focus and 
catalyze development along the Mall and its 
adjacent areas.

• Provide a safe and accessible retail environment 
along the Mall to enhance downtown’s 
competitiveness with regional shopping areas.

In order to achieve these objectives the Project Team 
recommends that PDC prepare a specific strategy 
that (a) identifies both public and private sources to 
fund development efforts, including the possiblity of 
forming a Business Improvement District (BID); (b) 
creates a program of incentives to encourage 
modifications to ground floor uses and storefronts 
along the Mall; and (c) establishes a plan for incenting 
the transit-oriented development of key parcels along 
the Mall that are currently undeveloped or 
underdeveloped.

IV. Mall Management Strategy
A coordinated management of the Mall is essential to 
this revitalization effort. Chief among the benefits of 
this approach would be the dedicated and visible 
stewardship to sustain the vitality of the space.

The following are the key objectives for the 
establishment of a formalized process of Mall 
Management:

• Create shared commitment to the Mall among 
private and public owners

• Consolidate and leverage existing and future 
public and private maintenance commitments

• Coordinate maintenance, crime prevention and 
public space programming

• Improve responsiveness to ongoing and capital 
maintenance issues

• Provide for common management and 
programming of Mall activities (e.g., vending, 
seasonal decorations, and street media)

The Project Team recommends that a Mall 
Management entity be created to take responsibility 
for the maintenance and operations of the streets and 
to assist with development efforts. The entity would 
establish and implement an activation strategy that 
could include programming activity, adding street 
media, managing maintenance and security, and other 
efforts.

REVITALIZED MALL DESIGN
One configuration for the South Mall and two 
configuration options for both the Central Mall and the 
North Mall are put forth by the Project Team for public 
review. Final decisions on these options are needed 
before the project moves into Preliminary Engineering 
in the spring/summer of 2004.

NORTH MALL CONFIGURATION 
(Burnside to Union Station)

Station Platform Options. Two station platform options 
are proposed for the North Mall.

Option A - Left Side Platform: The light rail alignment 
and the station platforms are on the left side of the 
street Buses, autos and bicycles share the right lane, 
and buses can use the light rail lane for passing.
Autos and bicycles are not permitted to cross 
Burnside.

Option B - Right Side Platform: The light rail trackway 
and stations are on the right side of the street Buses 
travel on the trackway, but use a separate lane on the 
block between Davis and Everett for stops. Autos and 
bicycles travel in the left lane, and turning movements 
will remain consistent with existing patterns. 
Preliminary traffic analyses indicate that autos and 
bicycles would be able to cross Burnside on both 5th 
and 6th avenues without increasing traffic volumes on 
the Mall.

Station Locations: Stations in the North Mall would be 
the same for either Option A or B, and are proposed at 
Union Station (NW Glisan/NW Hoyt Streets) and NW 
Couch/Davis.
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CENTRAL MALL CONFIGURATION 
(SW Madison to Burnside)

Station Platform Options. Two station platform options 
for the Central Mall are proposed for further 
consideration:

Leftside Platform. Light rail operates In the center 
lane and utilizes the existing extended sidewalks at 
Yamhill/Taylor and Washington/Stark as station 
platforms. Buses travel on the right side and use the 
light rail lane for passing. Autos and bicycles operate 
In the left lane and are prevented from travelling 
through station blocks (although through auto access 
during off-peak hours may be an option). This is the 
lowest cost option that has the least construction 
impacts and introduces the least change to the 
existing configuration of the Mall.

Right Side Platform. Buses and light rail operate in the 
two right lanes and autos utilize the left lane. Light rail 
travels in the center lane until approaching station 
blocks when it transitions over to a right side platform. 
Buses travel in the center lane through non-station 
blocks and pull into the right lane at their designated 
bus stops, much like they do today. If combined with 
the Right Side Platform in the North Mall, autos may 
be able to travel the entire length of the Mall without 
being diverted off as they are today.

Station Locations. The station locations originally 
proposed for the Central Mall were largely driven by a 
desire to utilize the existing extended sidewalks for the 
light rail stations (i.e., the Left Side Platform) and by 
the necessity to place Left Side Platforms only at 
blocks that work with the pattern of one-way streets 
downtown. The Left Side Platform at these locations 
minimizes costs and introduces the least change to 
the existing configuration of the Mall.

However, the Right Side Platform provides the 
opportunity to reconsider station locations in the 
Central Mall to better support the concept of “station 
as place.” Stations at Pioneer Square/Courthouse (SW 
Yamhill/Morrison) and at the US Bank Plaza (SW Oak/ 
Pine) are proposed for the Right Side Platform option.

Pioneer Courthouse Square

Station Packages. In light of the station platform and 
location choices, two station “package” options are 
put forth for the Central Mall.

Option A - Base Case Package.

Station Location/Platform Recommendation:
6th Ave @ Jefferson/Madison Right Side Platform 
5th Ave @ Jefferson/Madison Right Side Platform

6th Ave @ Taylor/Yamhill 
5th Ave @ Taylor/Yamhill

6th Ave @ Washington/Stark 
5th Ave @ Washington/Stark

Left Side Platform 
Left Side Platform

Left Side Platform 
Left Side Platform

Option B - Right Side Package.

Station Location/Platform Recommendation:
6th Ave @ Jefferson/Madison Right Side
5th Ave @ Jefferson/Madison Right Side

6th Ave @ Yamhill/Morrison Right Side
5th Ave @ Yamhill/Morrison Right Side

6th Ave @ Oak/Pine Right Side
5th Ave @ Oak/Pine Right Side
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SOUTH MALL CONFIGURATION 
(SW Jackson to Madison)

Station Configuration. Throughout the South Mali, the 
light rail alignment and station platforms will be on the 
right side.

On 6th Avenue buses and light rail will operate in the 
two right lanes. There are two auto lanes on the left 
side until Clay Street to accommodate traffic coming 
off of 1-405. At SW Clay Street one lane forces a left 
turn and one continues north.

Also on 5th Avenue buses and light rail will operate in 
the two right lanes. One auto lane travels southbound 
until College Street, after which autos have the left 
lane and share two middle lanes with a low volume of 
buses. Streetcar shares the auto lane with autos for 
two blocks between SW Market and Montgomery.

Station Locations. Stations in the South Mall are 
proposed at SW Montgomery/Mill and Jackson/College. 
Consideration is being given to move the 6th Avenue 
station at SW Montgomery/Mill Streets to SW 
Harrison/Montgomery to reduce access impacts and 
Streetcar conflicts.

BUDGET & FINANCIAL STRATEGY
The total estimated cost of the Portland Mall segment 
from Union Station to PSU is currently estimated at 
approximately $160 million in Year 2007 dollars. For 
purposes of determining potential sources of local 
funding for the downtown segment a match ratio of 
60% Federal/40% Local has been assumed. 
Therefore, the local funding requirement for the full 
Downtown segment is approximately $64 million.

The following summarizes the proposed funding 
sources for the Portland Mall portion of the Project

• TriMet and Metro Contributions
• Urban Renewal Funds
• Bonding of Downtown On-Street Parking Revenues
• Public Utility Contributions
• Property Owner Participation through a Local 

Improvement District (LID)
• Portland State University

Beyond the initial construction funding for the Project 
there is also a desire to identify potential resources to 
fund ongoing management operation, maintenance 
and security of the Mall. It is recommended that the 
capital funding strategy include consideration of a 
revenue stream that can carryforward beyond 
construction of the Project Specifically, consideration 
should be given to tapping the parking meter system 
revenue enhancements to fund a combination of 
initial capital costs and a maintenance and operations 
program.

PROJECTSCHEDULE
It is expected that City Council will approve the 
conceptual design in late April 2004. Preliminary 
Engineering will commence shortly thereafter, and the 
Final Design will be completed in February 2006. 
Construction will begin spring 2006 and the light rail 
alignment will open in early 2009.
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INTRODUCTION

PROJECT DESCRIPTION
The City of Portland, TriMet and Metro are 
participating in a regional effort to extend light rail 
service between the Central City and Clackamas 
County. In connection with this effort, all three 
agencies have undertaken the Portland Mall . 
Revitalization Project. This project will add light rail 
service on 5th and 6th Avenues - from Union Station 
(west end of Steel Bridge) to Portland State 
University (S.W. Jackson Street) - and revitalize 
these signature downtown streets to better meet the 
needs of the community. (Fig. 1)

High rates of population and employment growth 
continue to increase demand for transit to and from 
downtown. Growth projections indicate that demand 
for transit service will exceed capacity provided by 
the existing downtown light rail alignment by 2020. 
The expanded light rail system is needed to support 
future growth, to achieve regional and local land use 
objectives and to continue to encourage the use of 
alternative modes of transportation.

CONTEXT 

The Original Mall
The 1972 Downtown Plan provided goals and 
guidelines that would be used to rebuild and enrich 
the urban core through coordinated land use and 
transportation policies. It identified a series of key 
projects to begin reshaping the downtown; the 
Transit Mall was one of the projects to be 
immediately undertaken.

In 1978 the Transit Mall opened to serve as the 
central spine of a regional transit system that would 
make mass transit an attractive and compelling 
alternative to the automobile. The Mall was 
constructed on SW 5th and 6th Avenues between
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Figure 1; Recommended Light Rail alignment and

SW Madison and W. Burnside to travel through the 
high density office corridor and retail-commercial 
core of the Central City. It was to be the symbol of 
optimal access to a regenerated urban core.

The Mall immediately received international 
attention as a model for transit and downtown 
redevelopment. It was recognized for both its 
exceptional design quality, and its strategic and 
operational innovation. Over the next decade, the 
significance of these attributes was confirmed. For 
years the Mall has been celebrated as a prototype 
for redeveloping an urban center using transit as a 
major catalyst

North Mail Expansion
In 1994 the Mall was extended seven blocks north 
into the Old Town/Chinatown District linking the 
original Mall with Portland's intermodal 
transportation center at Union Station. The design 
of the original Mall was replicated as closely as 
possible, although the narrower right-of-way north of 
Burnside precluded the same generous allocation 
of space to transit and pedestrian functions.

Expanding Light Rail
Light rail (MAX) was first introduced to Portland in 
1986 on a 15-mile-long track between Gresham 
and downtown. As part of the region’s overall 
transportation strategy, MAX was extended 18 miles 
west from downtown to Beaverston/Hillsboro in 
1998. The MAX system was expanded to the Airport 
in September 2001 and the 5.8 mile Interstate MAX 
segment opens May 2004.

Future development growth with expanding 
population and employment will continue to 
increase demand for transit to and from downtown 
overtime. Growth projections indicate that demand

station locations on the downtown Transit Mall.



for transit service wili exceed capacity provided by the existing 
downtown iight raii aiignment by 2020. An additional aiignment in 
downtown is needed to support future growth, and to provide an 
alternative to auto use.

On April 17,2003 Metro Council adopted a two-phase South Corridor 
pian to extend iight rail to Clackamas County. The first phase includes a 
light rail extension from Gateway Transit Center along 1-205 to a new 
Clackamas Transit Center and from Union Station to Portland State 
University along the Transit Mall. The second phase will extend light rail 
from Portland State University to Milwaukie. (Fig. 2)

The aiignment for expanding light raii in Downtown Portiand has been 
the subject of much discussion and anaiysis since pianning began for 
the Banfieid Light Raii Project in 1979. Alignments were expiored on 
SW Second, Third, Fourth, Broadway, Tenth and Eleventh Avenues. 
These options were deemed iess favorabie for numerous reasons, 
inciudingthe City’s Street Ciassification designation of some routes as 
traffic streets, conflicts with garage entrances and bridgeheads, and 
inferior access to the high-density land uses along the Portland Mall.

The City of Portiand convened the Downtown Raii Advisory Committee 
in 1993 to provide recommendations to the City on future iight rail 
alignments within downtown Portland. Numerous surface and subway 
alignments within downtown were reexamined and a surface iight rail 
alignment on 5th and 6th Avenues was reconfirmed as the preferred 
surface alignment This Mali alignment is consistent with many years of 
pianning and deveiopment poiicies endorsed by the City of Portland, 
Metro and TriMet inciudingthe adopted Downtown Plan (1972) and 
the Central City Pian (1988). The aiignment was approved in 1998 by 
the Portland City Council, TriMet Board and Metro Council as part of 
the South/North Light Rail Project Locally Preferred Alternative (LPA) 
decision and again in Aprii 2003 as part of the South Corridor Light 
Rail Project LPA decision.

Other Transit Concepts Considered
Other transit mode options have been considered, inciuding a subway 
system and bus-transit shuttle system, which would place bus 
terminals at both ends of the Mall and use light rail or streetcar to 
connect the transfer points.
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Rgure 2: South Corridor Project Two-phase Light Rail extension project to Clackamas County.
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Subways have been studied several times in the last 15 
years (Portland Downtown Light Rail Tunnel Evaluation 
Study. Prepared for PDOT by ZGF, May 1992). Each time, 
the results have pointed to on-street light rail as the most 
appropriate transit mode to serve downtown. The rationale 
for on-street light rail over other grade-separated options 
has included the additional cost (approximately $1.3 -1.5 
billion) to provide equivalent transit coverage, desire to 
enhance pedestrian and street-level vitality, and the 
availability of sufficient above-ground rail capacity on 
surface streets. Furthermore, the subway and the shuttle 
options are highly unlikely to be awarded funding from the 
Federal Transit Authority (FTA) based on their user benefit 
calculations.

On December 4, 2003 the Portland City Council formally 
designated a surface alignment on the Mall as the 
“Locally Preferred Alternative" for expanded light rail 
service through Downtown Portland.

View looking south down 6th Avenue 
from the North Mall.
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PUBLIC PROCESS 

Summary
The Portland Mall Revitalization Project will be a highly 
visible public works project and the fifth major 
transportation project in the city’s Central Business 
District in the last 25 years. To ensure consistent 
information and to facilitate dependable lines of 
communication with the general public and specific 
downtown communities, the Project Team has 
developed an extensive community relations program.

The goal of the program is to ensure that the project 
serves community needs and mitigates, as much as 
possible, negative effects of construction on the 
businesses and neighborhoods along the Downtown 
route. The purpose of this process is to provide 
information and an opportunity for the public to 
comment on the proposed project's scope, design, 
schedule and impacts.

Community relations activities have been designed to:
• Establish regular communications with Downtown 

businesses, organizations and communities to 
solicit good advice and encourage engagement 
and ownership in the project.

• Build public awareness and support for the project 
as essential to enriching the region’s economy and 
livability.

• Work directly with residents, businesses, and 
property owners along the proposed route to 
inform them about project impacts and timelines.

• Provide downtown property owners a convenient 
forum to participate in design alternatives specific 
to their properties.

• Influence project design and planning so that 
impacts to properties, communities and 
transportation system users are minimized during 
construction, to the extent possible.

TriMet, Metro and the City of Portland Public Information 
departments worked together in developing the project 
media communications plan and in fielding media 
inquiries.

Project Oversight
Two oversight committees were established to provide 
guidance on the project:

Mayor’s Steering Committee
In January 2003 Portland Mayor Very Katz established a 
Steering Committee of business, transit and government 
leaders to provide policy guidance and to oversee the 
Project on behalf of the entire community. The Steering 
Committee also acted as the official hearings body for 
public testimony on the Draft Conceptual Design Report. 
(The Portland Planning Commission is going to serve as 
a hearings body for this final report.)

Community Advisory Committee (CAC)
The Community Advisory Committee is comprised of 
multiple stakeholders who affect design decisions and 
serve as a sounding board for the interests of the 
downtown community. The committee, organized in 
spring 2003, met regularly with project managers to 
assist in developing alternatives outlined in the 
Conceptual Design Report and in reviewing and 
facilitating the public involvement process.

Draft Conceptual Design Report
The Draft Conceptual Design Report (Draft CDR) issued 
by TriMet in June 2003 put forth initial options for 
adding light rail service and revitalizing the Mall. It 
provided the information needed to allow the public, the 
Citizen Advisory Committee and the Steering Committee 
to make informed recommendations on key issues 
involving urban design, light rail station alignment 
options, streetscape improvements, transit/traffic 
operations, construction impacts, mall management and 
project financing.



The Draft CDR was used as the basis for public review 
of the proposed downtown light rail alignment and the 
design choices for essential project elements. It also 
provides the background and foundation for this Final 
CDR. The community feedback and analytical work 
that followed the Draft CDR helped define the vision 
and recommendations that are outlined in this report.

Amended Supplemental Draft Environmental Impact 
Statement (ASDEIS)
To satisfy Federal requirements, an Amended 
Supplemental Draft Environmental Impact Statement 
(ASDEIS) was Issued by Metro and the Federal Transit 
Administration in October 2003, which discusses the 
environmental, transportation, social, economic and 
other impacts of the Portland Mall alignment The key 
decision points addressed in the ASDEIS are the 
transit mode, alignment and terminus options.

Public Outreach
During spring 2003, members of the Community 
Affairs team created an outreach plan for the Project 
They identified a list of key property owners and 
stakeholders for one-on-one discussions about 
alignment alternatives and impacts. Staff completed a 
first round of contacts and presentations to downtown 
business, resident and user associations from April to 
September 2003 (see Appendix A).

During late summer and fall 2003, a range of venues 
were employed to Introduce the project and solicit 
input on the Draft Conceptual Design Report’s 
alternatives from key business and neighborhood 
associations, property owners and stakeholders:

• Four public open houses were held in July and 
again in October in the Mall's north, central and 
south districts to focus on questions specific to 
each area of the alignment Meetings were 
publicized in The Oregonian, through mailings to

over 3,500 businesses and residents on 5th &
6th, on TriMet and Metro’s websites and on the 
Rider Alerts on TriMet buses, and notification was 
sent to all neighborhood and business 
associations in Portland.

• Newspaper articles in The Oregonian and local 
television news coverage highlighted the project 
plans and included information on the public input 
process.

• Presentations were made to over 50 downtown 
organizations. Project staff met with many of these 
organizations multiple times. (See Appendix A for 
complete list.)

• Outreach staff canvassed every retail and 
business property on the Mall to discuss the 
project, covering all properties within the area 
bound by 4th Avenue, Broadway, Union Station and 
1-405.

• The complete content of the draft Conceptual 
Design Report and animated "fly-through’’ visual 
simulations of the three main design concepts 
were posted and publicized on TriMet’s website at 
www.trimet.org.

Project staff solicited comments from the public at all 
community meetings and briefings held to date on 
the project. During the official public review process 
a total of 143 comments from 122 people were 
received and documented in the Portland Mall 
alignment’s ASDEIS {South Corridor Project Public 
Comment Report. Metro, November 2003). The 
majority of comments received pertained to the 
Locally Preferred Alternative (LPA) decision focusing 
on mode, alignment and terminus. Over 70% of the 
people who commented favored light rail on the Mall 
from Union Station to Portland State University.
Those who did not support the LPA testified in favor 
of a subway.

Many people expressed an interest in the urban 
design aspects of the project. In general people want 
to maintain the tree canopy on 5th and 6th and feel 
that it adds to the overall character of the street. 
People enjoy the pedestrian emphasis on the Mall 
and do not want to see auto access negatively impact 
the pedestrian environment. People care deeply 
about the Mall and its image and want to participate 
in the next phase of the project to determine the 
design of elements such as the shelters, trees and 
street design.

Final Recommendations
In November 2003, the official public review period for 
the ASDEIS concluded. In December, the Community 
Advisory Committee (CAC) made its recommendations 
to the Mayor’s Steering Committee based on public 
comment. The Mayor’s Steering Committee hosted 
hearings to take public testimony on the draft design 
report and the ASDEIS, and made its final 
recommendation to the Portland City Council. Both

Commonwealth Building-SW 6th Avenue at 
Washington/Stark
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committees reaffirmed the Locally Preferred 
Alternative (LPA) of light rail as the mode, 5th and 6th 
Avenues as the alignment and Union Station and PSU 
as the terminus based on public review. The Portland 
City Council and the TriMet Board of Directors 
approved the LPA in December 2003, and the Metro 
Council adopted the Portland Mall Light Rail Locally 
Preferred Alternative in January 2004. (Fig. 1).

This Final Conceptual Design Report will receive 
further public review in late winter. Final approval of 
the Conceptual Design Report by the City of Portland, 
TriMet and Metro is expected in spring 2004.

PURPOSE OF THIS REPORT
The Draft Conceptual Design Report (Draft CDR) 
issued in June 2003 provides the background and 
foundation for this Final Report (Final CDR). The 
community feedback and analytical work that followed 
the Draft CDR helped define the vision and 
recommendations that are outlined herein.

Since the Draft CDR was published there has been a 
significant amount of work accomplished on many 
fronts, including:

Community outreach
Land use analysis, including further research and 
analysis of existing conditions and opportunities
Urban design analysis
Case studies of significant streets in other cities 
Transit and transportation operations analysis
Analysis of development opportunities along the 
Mall
Mall management strategy development

This report incorporates the key findings from these 
analyses and takes a comprehensive approach to 
establishing a project vision and revitalization strategy. 
It provides a set of recommendations on the 
conceptual design elements, as well as an overall 
development and mall management strategy. The 
strategies and recommendations put forth in this 
report will guide the project into the next phase of 
design referred to as Preliminary Engineering.

Key Decisions Needed
It is essential that the Final CDR be adopted with 
three key issues resolved so that the project can movei 
forward into the next phase of design. These issues 
are the focus of this report, and include:

• Overall Revitalization Strategy :
• Light Rail Station Locations
• Light Rail Station Configuration

There are a number of issues that are not covered in 
detail in this report and will be resolved during the 
next phase of the project, such as:

Bus operations plan, including specific bus stop 
locations, signalization and routing
Auto turning movements and mitigation of impacts 
Street furnishings 
Shelters 
Lighting 
Art
Utility relocations 
Street trees 
Security efforts

Approved Decisions
This report does not elaborate on transit mode, 
alignment and terminus options, which are Issues that 
are thoroughly addressed in the Amended 
Supplemental Draft Environmental Impact Statement • 
and resolved as part of the LPA process.

Additional Related Reports
A series of white papers produced by the Project Team 
under separate cover provide greater detail on the 
research and analytical work completed to date. This 
work informed the recommendations outlined in this 
report.

• Great Pedestrian & Transit Streets (Zimmer Gunsul 
Frasca: March 2004)

• Portiand Transit Maii: Urban Design Anaiysis & 
Vision (Bureau of Planning: March 2004)

• Transit Maii Deveiopment White Paper (Portland 
Development Commission: March 2004)

Other past reports that studied the Transit Mall, and 
also helped inform the Project include:

• Portland’s Transit Maii (Association for Portland 
Progress: July 2000)

• Downtown Portland Retail Strategy (Portland 
Business Alliance & Portland Development 
Commission: 2002)
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OVERVIEW
The introduction of additionai iight rail service into 
the existing downtown circulation system and 
particularly to the Transit Mall offers the 
opportunity to re-evaluate existing Mall functions 
and assess the contribution of the Mall to 
downtown’s vibrancy.

EXISTING CONDITIONS

The Portland Transit Mall has long been 
considered nationally as a highly successful urban 
transit street A large part of that success can be 
attributed to the quality of design and materials, 
as well as the functional innovation. Concentrating 
transit services on a single pair of avenues (5th 
and 6th Avenue) has:

• Made transit a more attractive option by 
improving service efficiency and providing 
clarity to users about how the system operates

• Reflected an ongoing city and regional 
commitment to use transit to reinforce 
Downtown Portland’s central role in the region

• Successfully maintained high transit 
accessibility to the highest concentration of 
employment, cultural, residential and 
recreational uses, thereby meeting mandated 
livability goals for both Portland and the region

• Provided traffic relief and improved 
development opportunities to other non-transit 
downtown streets.

MALL REVITALIZATION PLAN & RECOMMENDATIONS

Today, the Mall is generally active during weekdays with office employees, transit riders and shoppers walking through the 
streets, buying lunches, running errands and waiting for buses. There are pockets where storefronts are attractive and 
businesses add vitality to the streetscape.

However, after 25 years of service, time has taken its toll and these signature streets have lost some of their grace and 
appeal. Despite wide acknowledgment of the Mall’s successes, there are areas that continue to impact the civic quality of 
the Mall. These include the:

• Deterioration and aging of various Mall components (e.g., bricks, granite pavers, shelters). Major maintenance of the 
Mall has been deferred for the past decade while its future has been debated. As a result, Portland’s two most durable 
and carefully designed streets have been allowed to deteriorate.

• Minimal night and weekend activity, at times creating an uncomfortable and intimidating pedestrian environment
• Pockets of social problems which are believed to impede the success of the Mall and diminish the pedestrians’ sense 

of safety, especially at night
• Limited use of the public realm along the Mall due to bus noise and pollution impacts.
• Intermittent patterns of retail development over the length of the Mall, with some vacancies.
• Lackluster public and private commitments toward adequate Mall stewardship and management This results in 

numerous unattractive storefronts and a less dynamic pedestrian environment Some property owners perceive the 
Mall as a poor front door for their businesses, and several have even closed entrances that front 5th and 6th Avenues,

The fountain, cafe and florist on SW 6th Avenue at 
Washington/Stark activate the streetscape.

Meier & Frarik is a prime opportunity for storefront 
improvements.
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CREATING A GREAT STREET
In the effort to begin shaping the future of the Mall, a 
study of “great" pedestrian and transit streets was 
undertaken. Six streets were analyzed: via del Corso in 
Rome, Fifth Avenue in New York City, Market Street in 
San Francisco, Nicollet Mall in Minneapolis, and 16th 
Street Mall in Denver (Great Pedestrian & Transit 
Streets. Zimmer Gunsul Frasca: March 2004). 
Sometimes great, sometimes good, but always 
noteworthy, these streets were examined to 
understand their secrets for success and the 
deficiencies that undermined their promise. It was 
determined that during their periods of greatest 
success, they possess four qualities without 
equivocation. Conversely, failure was always 
associated with a diminishment of one or more of 
those characteristics. The four qualities are as follows:

1. Accommodate all activities present with balance 
(vehicle modes, pedestrians and adjacent functions 
all operate without greatly compromising each other).

2. Encourage or require all activities to behave 
properly (e.g., buses are quiet and unobtrusive).

3. Inspire stewardship to collectively sustain the 
success of the street

4. Establish and maintain a physical quality of the 
street at a standard that complements and inspires all 
who use it

Each of these streets demonstrate a level of flexibility 
that has allowed it to adapt to changing conditions 
over time. With this flexibility the streets can be 
adjusted to better accommodate all users when the 
dynamics of the street change, and thereby to 
ameliorate any adverse conditions.

The lessons learned form this analysis provide a 
framework for the revitalization of the Mall.

ri:r\ ipia j

“Gold Man” entertains in front of Pioneer Place

PROJECT GOALS & OBJECTIVES
To date, the Portland Transit Mall has functioned as a 
bus-intensive movement corridor. The introduction of 
light rail to the Mall changes the nature of this civic 
experience in a fundamental way, and provides an 
opportunity to reevaluate the desired character and 
functional quality for the Mall’s future.

The Portland Mall Revitalization Project aims to 
revitalize the Mall with active, multi-purpose streets 
that provide excellent transit service (including new 
light rail service), healthy commercial, cultural and 
institutional uses, and a safe and acdve pedestrian 
environment. It will create a place that instills a sense 
of pride and ownership in all its users and restores the 
character of 5th and 6th Avenues as signature streets.

The project will successfully integrate the different 
users - transit, pedestrians, autos and cyclists - and 
ensure that the Mall continues to serve effectively as 
the backbone for the region’s transit system and 
support future downtown growth.

The vision is to design streets that accommodate each 
user in a manner that creates a healthy and dynamic 
streetscape. Achieving this vision requires a careful 
evaluation of trade-offs associated with different 
design solutions and a strong understanding of the 
needs of each user. It is important to keep in mind 
that functionally and symbolically, 5th and 6th 
Avenues are to give priority to transit and pedestrians, 
as designated in the City’s existing planning policy.
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KEY PROJECT OBJECTIVES
If designed and managed effectively, the reinvented
Mall will build on the successes and ameliorate the
adverse conditions that exist today.
To achieve this end, four key project objectives have
been defined asfoliows:
• Improve transit service to support future downtown 

growth
• Enliven and renovate the Mall to create great 

public spaces and a safe pedestrian environment
• Support and promote further investments in 

downtown business, residential, cultural and 
institutional uses

• Design and construct the Mall on schedule, within 
budget and with minimal impacts

PROJECT APPROACH
This project promotes the philosophy that transit is not 
just about mobility and access; it is also a tool for 
accomplishing urban design and development 
objectives. A comprehensive approach to revitalize the 
Mall is needed to achieve multiple objectives and 
realize the full potential of these signature streets.

There are four components to the revitalization 
strategy:

TRANSIT MALL 
REVITALIZATION

I. Development IV. Management

I. Urban Design II. Transit/Traffio 
Operations

This multi-pronged approach Is essential to strengthen 
the physical, social, and economic conditions of the 
Mall.

The following outlines the key considerations in
developing the revitalization plan and conceptual
design recommendations:

• Pedestrian comfort and safety. What design 
solutions will promote pedestrian comfort and 
safety? How can pedestrian safety be enhanced at 
night? How can bus noise and air quality impacts 
be mitigated?

• Transit safely and operations. How can the Mall be 
designed to maximize transit efficiency and safety 
while ensuring that pedestrians, autos and cyclists 
are well accommodated?

• Urban Vitality. How can the light rail extension best 
integrate with and enhance the existing urban 
fabric? What public and private improvements can 
create more opportunities for spontaneous activity 
and interaction? Where are the best opportunities 
for redevelopment along the Mall?

• Visual interest What improvements to the 
streetscape and building frontages will better 
attract and engage pedestrians?

• Stewardship. How can property and business 
owners become Invested in the Mall and work 
collectively to ensure the long-term viability of 5th 
and 6th Avenues?

• Long-Term Maintenance. What can be done to 
consistently ensure the maintenance of both 
public and private areas of the Mall Is addressed 
efficiently and effectively over the long term? What 
design decision will help ensure that maintenance 
costs are kept to a minimum without sacrificing 
design quality?
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I. URBAN DESIGN VISION & 

CONCEPT
The Portland Transit Mall is one of the central city’s 
fundamental organizing and functional elements. It is 
also an intrinsic component of the regional transit 
system. Changes to it must enhance and energize its 
role so as to respect its past, improve the present and 
enhance all aspects of future civic quality.

The idea of “urban rooms” along the Mall is key to 
both understanding the current Mall and providing a 
basis for perceiving how it should be seen in the 
future. The experience on the Mall should in part be 
defined by the architectural character, density and 
types of activity that vary along the length of it.

The idea of “station as place” within each urban room 
should not only exemplify each urban room’s 
character, but also be seen as an opportunity to arrive 
and depart from unique and special places along the 
Mall. Integrating place with station exemplifies 
Portland’s desire to integrate use and function in ways 
that enhance its quality of life.

The Mall is visually defined by a distinctive design that 
sets it apart from other downtown streets. The 
resulting clarity and continuity contribute greatly to the 
Mall’s functional and aesthetic qualities.

i)

The monolithic nature of the Transit Mall has served 
the city well as a unifying downtown element. The 
introduction of light rail on the Mall and the Mall’s 
expansion offer a unique opportunity to make design 
modifications that respond to the changing dynamic of 
the streets and lessons learned from 25 years of 
operation.

A revitalized Mall will respect the spirit of its original 
design by preserving the essential elements that 
stitch it together. However, selective modifications will 
be considered to enhance the functional quality, ease 
the maintenance burden and reflect the character 
variations of the urban rooms along the length of the 
Mall. A revitalized Mall needs to build upon the 
existing successes, but also respond better to its 
adjacent conditions. Addressing these and ongoing 
issues should also be seen as a unique opportunity to 
generate economic and social vitality.

To accomplish this, the design of the Mall must:

• Create a context-sensitive development strategy 
that creates a catalyst for redevelopment of vacant 
or underutilized properties along the Mall.

• Make users not only aware of their presence on 
the Mall, but also where on the Mall they might be.

• Reenergize the Mall and create a place that 
pedestrians, transit patrons, employees and 
visitors want to be.

Urban Rooms
In light of the above issues, the concept of “urban 
rooms” is used both as a means to better understand 
existing conditions and also to make any subsequent 
vision more context sensitive. The Transit Mall may be 
broadly considered to fall into seven large urban 
rooms, each with its own predominant characteristics, 
opportunities and constraints. These rooms are 
distributed within three larger sections known as the 
North, Central and South Mall areas (fig. 3).

A trip down the Mall takes you through 
a series of “urban rooms” that have 
their own distinct personalities.
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These urban rooms, or segments, are defined by their adjacent land uses, 
architectural character and levels of activity. Identifying these defining 
features is a first step towards creating a more distinct personality for the 
various urban rooms and creating interest and variety for the people that use 
the public spaces. It will also help identify ways to soften the monoiithic 
character of the Mall’s design.

The City’s Bureau of Planning performed an extensive analysis of existing 
conditions of each urban room within the larger context of the Central City. 
Findings provided clarity on:

• Where ground-level activity (the presence of storefront windows, retail 
entrances, etc.) currently exists and which blocks are in greatest need of 
activation and vitality.

• Where each light rail station can best reflect the character of its room and be 
successfully integrated into the area (a concept referred to as “station as 
Place"), rather than be simply a generic station on a block within the Transit 
Mall.

Station Area Concept & Design Strategy
The concept of "station as place” requires a complete integration of the 
station design at each location with the place (station iocation) itself. To be 
successful, the station must respond effectively to existing conditions as well 
as future needs/ooportunities of the immediate surroundings. There are 
essentially two conditions and approaches to implement this concept:

• The light rail station location is in a prominent and recognizable destination 
that is already a “place” or destination with character. In this situation the 
design of the station needs to be integrated to become part of that context, 
and, where appropriate, enhance or celebrate the “place."

• The station location is on a block that does not have a well-defined sense 
of destination or “place". In this instance there is a unique opportunity for 
the station to either help define a destination or reinforce one. This could 
be accomplished through coordinated development strategies with private 
development or integrated design within the public realm.

_____ ji i>.old)townil^^~1F
QCtEofTttChrnatow^

"/Core

ngureS: Mall Segments and Urban Rooms Graphic
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For example, a station at City Hall could be designed 
to give transit riders the impression of truly arriving at 
City Hail rather than at a station that happens to be in 
front of it (fig. 4). Successful execution of this concept 
couid involve extending the use of surrounding 
buiiding materials and the blending of pavement and 
vehicie movement areas. Such an integrated design 
approach might aiso inciude unique iandscaping, 
lighting, and enhancements to the street’s edge 
conditions.

Each urban room on the Mail is defined by its 
immediate surrounding context and potential. Each 
station within these rooms should be reflective of the 
general character of the room and integrated into the 
existing surroundings.

Realizing the vision of each station being an 
integrated part of “the place” in which it resides works 
best when each station is strategicaily placed in a 
iocation that either aiready is a destination or readily 
lends itself to becoming a desired place of arrival and 
departure.

To be properly pursued, this concept suggests moving 
two station pairs from their “base case" locations in 
the Central Mall to locations that better support this 
concept The stations originally proposed at SW 
Taylor/Yamhill could be moved one block north to SW 
Yamhill/Morrison, and the stations atSW Washington/ 
Stark could be moved two blocks north to SW Oak/ 
Pine. This idea is discussed further on pages 41-42.

This concept of “station as place” is presented in 
greater detail in a separate document Portland 
Transit Mall: Urban Design Analysis & Vision (City of 
Portland, Bureau of Planning: March 2004).

Extend station area designs 
to emphasize connections 
to the Retail Core

Improve views of City Hall 
with new streetscape 
elements and landscaping

Redevelop edge to offer more 
space for outdoor seating, etc.

Cl.1l,i...I.i J1

Consider development of 
buffers for historic structures 
that could Include additional 
landscaping, public art, etc. ♦ /-

, City Hall “r

Redevelop edge to offer more 
space for vendor carts, etc.

Develop station area to offer 
a flexible “civic" space

Maintain vehicle access to 
City Hall's porte cochere

Improve transparency of 
building edge with display 
windows, lighting, 
additional texture, etc.

Extend station area 
design to emphasize 
connections to PSD

Figure 4: City Hall Station - Illustrative Diagram
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II. TRANSIT OPERATIONS & 

TRANSPORTATION STRATEGY
KEY CONSIDERATIONS

The existing iight raii alignment is limited in its ability to 
accommodate future downtown growth. Therefore, a 
second LRT alignment is needed, with the Mall as the 
preferred location. This new demand on the Transit Mall 
requires a careful rebalancing of the users and activities 
on the streets to ensure efficient operations and a 
quality civic environment

The key objectives behind the transit and transportation 
strategy are to;

• Add light rail service and enhance the Mall's ability 
to serve efficiently as the backbone for the region’s 
transit system and support future downtown growth.

• Maximize transit efficiency and safety while ensuring 
that pedestrians, autos and cyclists are well 
accommodated.

• Create a safe and comfortable environment for 
transit users and pedestrians.

• Minimize access impacts on properties along the Mall.

Light Rail at Pioneer Courthouse Square.

RECOMMENDATIONS

Study options to Improve downtown bus service. A 
transit concept plan is being developed that proposes 
to reroute some buses to other locations off the Mall 
to create a more balanced system downtown. The 
new light rail alignment will take on the Mall shuttle 
service that some buses currently provide and the bus 
system will be adjusted to focus on broader 
distribution. Although rerouting buses may take some 
people out of direction or force a transfer, it will also 
provide better service to underserved areas of 
downtown. See pages 46-49 for additional 
information onthe Transit Concept Plan.

Preserve and enhance the high quality pedestrian 
environment of the Mall. City policy classifies 5th and 
6th avenues as Pedestrian-Transit Streets and clearly 
indicates that transit and pedestrian use are a priority. 
The recreated Mall will continue to serve its important 
function as a north-south pedestrian spine through 
downtown. Therefore, it is essential to allocate an 
appropriate amount of space for pedestrians and 
transit users to create a safe and comfortable 
environment

Preserve good downtown bicycle access. City policy 
classifies all downtown streets where autos circulate 
as Bicycle Access Routes, Including 5th and 6th 
Avenues. Bicycles are currently not allowed on the 
Mall in the bus-only lanes in the North and Central 
Mall; they are only permitted where autos travel. The 
Project Team recommends evaluating opportunities to 
enhance bicycle access along the length of the Mall.

Reduce bus alr-quallty and noise Impacts. The noise 
and exhaust from bus acceleration and braking is a 
detriment to pedestrian activity and outdoor public 
gathering spaces. It also adversely impacts retail and 
office activity. Reducing the number of buses on the 
Mall will help mitigate this issue. Furthermore, in the 
shortterm the Project Team recommends exploring 
new methods of training and bus operations to identify 
ways for bus operators to reduce vehicle acceleration 
and braking noise. TriMet has also agreed to pursue 
the strategy of phasing in hybrid buses which operate 
more quietly and emit less exhaust than the existing 
buses.

Design the Mall to maximize flexibility and consider 
Improving auto access along Its /engt/i. Currently, 
there are four blocks in the Central Mall (5th and 6th 
Avenues at Taylor/Yamhill and Washington/Stark) with 
sidewalk extensions that prevent autos from traveling 
through the block. Autos are also prevented from 
crossing Burnside on both 5th and 6th avenues. There 
are conflicting opinions in the community regarding 
the benefit or disadvantage of this limited auto 
access. Some believe that improving access will 
enhance activity, strengthen retail and provide better 
clarity for drivers navigating through downtown. Others 
argue that limiting auto access (and allocating more 
space to sidewalks) is essential to enhancing the 
pedestrian environment and reinforcing the transit 
emphasis of the Mall. There are trade-offs to evaluate 
with either auto configuration. However, the Project 
Team recommends pursuing a design solution that 
provides the flexibility to adapt to either configuration 
to best serve the Mall today and into the future. As 
described later in this report, options exist that could 
provide off-peak and all-hours auto access along the 
length of the Mall.
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III. DEVELOPMENT STRATEGY
KEY CONSIDERATIONS

A significant shortcoming in the downtown 
development process has been the disconnect 
between the planning/design of the Portland Mall and 
development efforts. Rather than taking a 
comprehensive approach and making a direct link 
between the two, public policy decisions have often 
taken separate tracks. This has resulted in a delay 
between the decision to invest in a major public 
improvement project and the preparation and 
implementation of specific, complementary 
development strategies.

To be successful, the Portland Mall Revitalization 
Project needs to result in a significant change in 
development patterns along the Mall. This project 
aims to create a direct link between the planning and 
design of the Mall and the implementation of specific, 
complementary development strategies.

The objectives of the Mall development strategy are 
to:

• Create shared commitment to the Mall among 
private owners and public agencies (the 
“stewards"):

• Incent in-fill development opportunities that 
leverage new public and private investments in the 
Mall.

• Enhance the relationship between ground floor 
uses and public space along the Mall to create a 
better business environment and enliven the 
pedestrian experience.

• Provide a safe and accessible retail environment 
along the Mall to enhance downtown's 
competitiveness with regional shopping areas.
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RECOMMENDATIONS

Prepare and Implement a specific development 
strategy. The Portland Development Commission 
(PDC) has created the framework for a development 
strategy in a document entitled "Transit Mall 
Development White Paper" (March 2004). As a next 
step, the Project Team recommends that the PDC 
prepare a more specific strategy that: (a) identifies 
both public and private sources to fund these 
development efforts, including the possibility of 
forming a Business Improvement District (BID); (b) 
creates a program of incentives to encourage 
modifications to ground floor uses and storefronts 
along the Mall; and (c) establishes a plan for incenting 
the transit-oriented development of key parcels along 
the Mall that are currently undeveloped or 
underdeveloped.

Enhance Existing Ground Floor Spaces. Cosmetic 
improvements to certain building frontages will add 
visual interest and help reinvigorate the streetscape. 
Businesses will attract more customers and help build 
a positive image for the Mall both day and night.

I:

Food vendors on 5th Avenue at Stark/Oak

Ground floor uses along the Mall need to be modified 
in a manner that will create a stronger relationship 
between the building and the streetscape. This will 
involve changes to both the adjacent public and 
private spaces.

Storefront improvements could include any of the 
following:

• New signage. Projecting signage is a highly cost- 
effective measure to add visual interest to the 
streetscape. Consider including signage as part of 
the art effort to create a signature feature for the 
Mall.

• Lighting. Enhancing exterior building and display 
area lighting will help create an active nighttime 
environment where people feel comfortable to 
stroll and wait for transit

• New awnings. Some of the canvas awnings on 
buildings along the Mali have an unappealing and 
ominous effect. Replacing them with new 
materials will brighten the streetscape and create 
a more inviting environment

• Enhanced window dispiays. A number of 
storefronts are not used to their fullest potential. 
Increasing transparency and improving window 
displays will help promote businesses and 
strengthen the quality of the street.

• New entrances. Several businesses have turned 
their backs on 5th and 6th Avenues, choosing to 
use entrances on side streets. Businesses should 
be encouraged to invite customers from the Mall to 
help create more points of interaction and break 
down the scale of inactive facades.

• Retaii activity extending to the sidewaik. 
Businesses should take ownership of the streets 
and be encouraged to extend their retail activity 
onto the sidewaiks to help activate the Mall.



Sixth Avenue (east side) at Alder/Washington. Example of 
a streetscape that could benefit from cosmetic 
improvements.

I

Sixth Avenue (west side) at Alder/Washington. Example 
of a visually interesting streetscape.

Promote a strategic retail lmprovemer)t effort. 
Storefront improvement efforts should be concentrated 
in or adjacent to the Retail Core to attract people from 
the Morrison/Yamhill retail loop onto 5th and 6th 
Avenues. Currently there are pockets along the Mall 
where edge conditions are healthy, active and well- 
designed. Building on the strength of these pockets will 
help extend the energy and activity up and down the 
Mall. Quality retail will expand incrementally out from 
the existing core.

/ncent redevelopment and new development. There 
are a number of undeveloped or underdeveloped 
properties that could be improved to enhance the 
vitality of the Mall. Figures 5 and 6 identify key 
redevelopment opportunity sites for new mixed-use 
development, renovation, and adaptation to retail. 
Prime opportunities for renovation include the vacant 
58,000 SF building atSW 5th & Washington (formerly 
Caplans’s Sports) and the vacant 12-story office 
building at 300 SW Oak.

Public-private partnerships can accelerate the 
redevelopment of underutilized sites and buildings to 
create higher density mix-use projects that intensify 
activity on the Mall.

Development strategies will need to be targeted to the 
following types of opportunity sites:

• Undeveloped properties. Develop existing surface 
parking lots for higher and better uses such as 
office buildings, retail or housing.

• Underdeveloped buildings. Improve or redevelop 
properties that are currently vacant or that are not 
developed to their highest economic potential.

New developments should be designed with the 
following:

• Significant amount of transparency to display 
internal activity

• Flexible ground floor designs that can 
accommodate different users and adapt to future 
market conditions,

• Opportunity to attract users that provide weekend 
and evening activity. Creating a critical mass of 
similar commercial uses is essential to 
implementing a merchandising mix plan. Co-
locating similar retail that creates a synergy of 
activity is critical to retail’s success (e.g. clustering 
restaurants, art galleries, teen apparel).

Use the ‘station as place’ concept to catalyze 
development. Redevelopment efforts should focus on 
station areas to promote the concept of “station as 
place." In particular, there are important development 
opportunities around the light rail stations at US Bank 
plaza (if Option B is chosen). Old Town and Union 
Station (see Figs 5 and 6), The redevelopment of 
these sites is essential to achieve the level of activity 
and character desired for these areas. There are also 
plans for numerous development projects around the 
PSU stations. Stations must be designed with 
consideration of these opportunity sites to help 
catalyze development efforts.

Develop a merchandising mix plan. PDC is to develop 
a merchandising mix plan that captures the character 
of each urban room. The Plan should identify 
underutilized street level space along the length of the 
Mall and develop strategies to target appropriate 
businesses for reactivation.
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IV. MALL MANAGEMENT 

STRATEGY
THE CASE FOR MALL MANAGEMENT
One of the key lessons learned from the case studies 
of model transit and pedestrian streets is that 
management is fundamental to the long-term success 
and viability of a great street (see Great Pedestrian & 
Transit Streets, November 2003). Portland itself has a 
mix of successful and failed urban spaces. In most 
cases success can be traced to management The 
model we hold most dearly is Portland’s “living room,” 
Pioneer Courthouse Square.

Refurbishing the Mall and adding light rail service, in 
and of itself, is unlikely to be enough to improve 
business conditions on the Mall. Undertaking a 
coordinated approach to efficiently manage the Mall is
an essential component of this revitalization strategy.
Chief among the benefits of this approach would be the 
dedicated and visible stewardship to sustain the vitality 
of the space. The Mall would be newly viewed as a 
space that has “eyes and ears” and has vested 
interests actively involved to guarantee its successful 
future.

Objectives:
The following are the key objectives for the
establishment of a formalized process of Mall
Management:

• Create shared commitment to the Mall among 
private owners and public agencies

• Consolidate and leverage existing and future 
public and private maintenance commitments

• Coordinate maintenance, crime prevention and 
public space programming

• Improve responsiveness to on-going and capital 
maintenance issues

• Provide for common management and 
programming of Mall activities (e.g., vending, 
seasonal decorations, and street media)

RECOMMENDATIONS
Establish a Mall Management entity. The Project 
Team recommends that the City, TriMet and the 
business community create a single umbrella 
organization to oversee management and operation of 
the Mall. The organization could consist of a new 
nonprofit corporation with a board of directors made 
up of representatives of property owners, tenants, 
users and agencies that operate on the mall. Pioneer 
Courthouse Square, Inc. is a local example of a 
nonprofit that could serve as a model for the Mall. The 
management entity would be responsible for the 
following:

• Maintenance. The new entity would serve as a 
central management entity for all mall 
maintenance. This could be accomplished through 
contracts with the City, TriMet and the Downtown 
Clean & Safe program to perform current 
maintenance duties, in addition, certain 
maintenance tasks could be contracted to private 
firms. The key change from the current situation is 
that a Mall Maintenance Plan would be reviewed 
and approved by the Board of Directors each year. 
This wili put those with a clear stake in the Mall In 
charge of determining maintenance priorities and 
should result in a more responsive maintenance 
program.

• Operations. The management entity wouid be 
responsible for programming activity on the Mali 
and enhancing security on the Mall (see below).

• Development The entity would assist PDC with the 
implementation of a storefront improvement 
program and the Portland Mall Development Plan, 
as needed.
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Art Quake Festival takes over downtown 
and the Transit Mall (1977-1996).

Establish and Implement an activation strategy. The 
activation strategy should be designed to respond to 
the diverse characteristics of each urban room. For 
instance, a concept that is appropriate for the 
University District may not be well suited for the Retail 
Core. A strong understanding of the users, owners and 
physical characteristics throughout the Mall is 
essential to a successful activation effort

Some general concepts for activation are as follows;

• Program activity on the Mall. Consider installing 
permanent or temporary art displays, hosting 
public events and celebrations, and installing 
semi-permanent facilities for food vendors in 
appropriate locations.

• Add street media. Thousands of people will be 
arriving at stations and bus stops along the Mali 
each day - we need to capture their attention and 
market downtown events. Banners and other 
advertising efforts need to be of high quality, 
tasteful, fun and artistic. There is also the 
opportunity to Incorporate electronic way-finding 
devices that will provide instantaneous information 
on shops, restaurants and other businesses along 
the Mali either in a stand-alone electronic kiosk or 
via wi-fi or Bluetooth signals to phones or PDAs.

• Incorporate the latest in wireless technologies with 
a continuous“hotspot" along the Mall’s entire 
length to facilitate communication through 
smartphones and emerging communication 
devices.

• Implement consistent and comprehensive 
caretaking of the street for cleanliness, 
maintenance and security enforcement to 
maximize the attractiveness of the street and 
minimize illicit activities.

• Implement a tree lighting program to enhance the 
street at night

• Manage tree trimming efforts.
• Develop plan for increased security, especially in 

the evenings.

COMPREHENSIVE VISION 
FOR THE MALL
When the four components of the revitalization 
strategy - urban design, transit/traffic 
operations, development and Mall management
- are layered on top of one another, the 
complete vision of the Mall’s future begins to 
take shape. Physical improvements to the public 
and private realms along the length of the Mall, 
combined with a long-term management effort 
that ensures ongoing activation and 
maintenance of the streetscape, will ensure the 
viability of these signature streets.

Figures 5 and 6 illustrate the revitalization 
strategy with different station locations. Rgure 5 
keeps the stations as proposed in the Draft CDR
- the two Central Mall station pairs are located 
at SW Taylor/Yamhill and SW Washington/Stark. 
Figure 6 moves those station pairs to SW 
Yamhill/Morrison and SW Oak/PIne.

Both maps illustrate the development 
opportunities along the length of the Mall (same 
in both graphics), including projects that are 
under construction or already planned (purple), 
development projects that are in planning 
stages by either the public or private sectors 
(blue), prime opportunity sites that are not 
currently planned (light blue), and storefronts 
that could be improved to help activate the 
streetscape.

The maps also put the Mall in context with other 
public improvement projects in the downtown, 
including the Burnside/Couch couplet, Ankeny 
“Street of Fountains' development, and the Old 
Town/Chinatown Streetscape project
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Figure 5: Transit Mall Revitalization Map - Option A. Central Mall stations at SW Taylor/Yamhill and SW Washington/Stark.
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Figure 6: Transit Mail Revitalization Map - Option B. Central Mall stations at SW Yamhill/ 
Morrison and SW Oak/Pine. Revitalization opportunities are the same as Map I.
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REVITALIZED MALL DESIGN

PHYSICAL DESIGN OF 
EXISTING MALL
Today, 5th and 6th Avenues are configured 
differently In the North, Central and South Mall 
segments.

The North Mall has a 60-foot right of way with 16- 
to 20-foot wide sidewalks and two vehicle travel 
lanes. Autos and buses operate In a shared left 
lane and buses have exclusive use of the right 
lane. Vehicles are only permitted to take left turns 
off of the Mall. (Fig. 7)

The Central Mall has an 80-foot right of way and 
typically has 18-foot and 26-foot wide sidewalks 
with three vehicle lanes. Buses have exclusive use 
of two lanes and autos have a dedicated left lane. 
Between SW Washington/Stark and Taylor/Yamhill 
the left-side (18-foot) sidewalks extend to 30-feet 
and autos are diverted off of the Mall for one 
block. (Figs. 8 & 9)

The South Mali (currently not actually part of the 
Mall) has an 80-foot right of way. It typically has 
three vehicle travel lanes, parking on both sides of 
the street and 15-foot sidewalks. Vehicles are 
typically permitted to make left and right turns off 
of 5th and 6th Avenues. (Fig. 10)

Figure 7: Existing street section in the North Mall. 
View of 5th Avenue looking south.

Figure 9: Existing street section of extended sidewalk in the 
Central Mall. View of 5th Avenue looking south.

Figure 8: Existing street section of typical block in the 
Central Mall. View of 5th Avenue looking sourth.

Figure 10: Existing street section in the South Mall. View of 
5th Avenue looking south.
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NEW NORTH MALL CONFIGURATION
As bus and light rail planning has progressed, a new alternative for the configuration of 
the North Mall recently emerged. As a result, this report puts forth two alignment options 
for consideration.

STATION PLATFORM OPTIONS 

Option A - Left Side Alignment
The design that was presented in the Draft CDR is illustrated in Figures 11,13 and 15. 
Since the North Mall has a 60-foot right-of-way and bus boardings can only occur on the 
right side of the street this initially appeared to be the only viable alignment option. The 
light rail alignment and the station platforms are on the left side of the street Buses, 
autos and bikes share the right lane, and buses can use the light rail lane for passing. 
Autos are permitted to take right turns off of the Mall, which is currently prohibited, but 
can no longer take left turns (although an analysis is underway to determine whether left 
turns might be possible at Davis or Flanders). Sidewalks remain the same as exist today 
at 16 to 20 feet in width in non-station blocks and increase slightly at station platforms.

Light rail stations are located at NW Glisan/Hoyt (Union Station) and NW Couch/Davis. 

Option B - Right Side Alignment
Option B is illustrated in Rgures 12,14 and 16. In this option the light rail stations remain 
at the same locations as Option A, but the trackway and stations are on the right side of the 
street. Buses travel on the trackway, but may need a separate lane on the block between 
Davis and Everett for stops.

The block between Davis and Everett would be the only block on 5th and 6th Avenues In 
the North Mall with bus stops. Other stops would be located between 5th and 6th 
Avenues on NW Everett

Autos travel in the left lane, and turning movements remain consistent with existing 
patterns. No right turns would be allowed across the transit track way. Preliminary traffic 
studies indicate that autos would be able to cross Burnside on both 5th and 6th Avenues 
and continue traveling down the Mall.

Sidewalks are maintained at existing widths at non-station blocks (16’/20’), with the 
possible exception of the bus stop block between Davis and Everett. A preliminary 
proposal reduces the sidewalk on both sides of this block to approximately 13’ to provide 
the 11’ bus. 12’ LRT, and 11’ auto lanes. Further design analysis Is needed to Identify 
other solutions and preserve the pedestrian quality of the streetscape.

Rgure 11: Option A - Left Side Platforms. Section of North 
Mall Station Block. View of 5th Avenue looking south.

Rgure 12: Option B - Right Side Platforms. Section of North 
Mall Station Block. View of 5th Avenue looking south.
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Figure 13: Option A - Left Side Platforms. Three Block Plan of North Mall Station. (X’ = sidewalk width)
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Figure 14: Option B - Right Side Platforms. Three Block Plan of North Mall Station. (X* = sidewalk width)
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Figure 15: Option A - Left Side Platforms. North Mall station block plan.
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Rgure 16: Option B- Right Side Platforms. North Mall station block plan.

Design Evolution
A new bus service plan that works with either Option A or 
B is taking shape (see pages 46-49). As a part of this 
strategy more efficient transit service is proposed for the 
North Mall. Weekday bus ridership on the North Mall is 
just one-fifth that of the Central Mall, and only an eighth 
as much during rush hour. With the new iight raii taking on 
the shuttle service currently provided by buses, and with 
the proposed enhancements to cross-Mali service, bus 
demand will be further reduced in the North Mall. 
Moreover, many buses currently run through the North 
Mall - without making any stops- to reach the North 
Terminal layover facility. Significant efficiencies can be 
gained by having some of these buses turn around at 
Burnside instead of traveiing through the North Mali.

This proposed reduction in bus travel provides the 
opportunity to reconsider the light rail alignment in the 
North Mall. With bus stops located only on one block on 
both 5th and 6th Avenues (between NW Davis and 
Everett), iight rail can be accommodated on the right side.

north mall revitalized mall design | page 35



North Mall
Existing

Conditions
Leftside
Platform

Right Side 
Platform

Sidewalk Widths;
Non-Station Blocks 
(left/right side sidewalks) 16 ft/20 ft 16 ft/20 ft 16 ft/20 ft

Station Blocks 
(lefl/right side sidewalks) N/A 17.5 f1/20 ft 16 ft/21.5 ft

Bus Stop Blocks (NW Davis/Everett) . 16 ft/20 ft 13 ft/13 ft1

Light Rail Travel Headways (minutes) N/A 5 5

Light Raii Travei Time Between
Union Station and PSU (minutes) N/A 10.2 10.3

Bus Travel Time
S'” Ave - Glisan to Madison (minutes) 9.9 8.2 8.9

6,h Ave - Madison to Glisan (minutes) 8.6 8.1 8.2

Auto Capacity (per hour)2 300 300 4503

1 Further analysis is needed to indentify other design/operations solutions that preserve the 
pedestrian quality of the streetscape.
2 Automobile capacities provided are for an average condition over the entire Mall and could be higher 
or lower in different parts of the transit Mall depending upon localized factors such as pedestrian 
volumes and turn volumes. Note that peak hour auto volumes on SW Morrison and Yamhill average 
approximately 270 autos/hour.
3Assumes Right Side Platforms in the North and Central Mall and through auto access is permitted 
between PSU and Union Station. Traffic analyses indicate that auto capacity is not impacted by access 
across Burnside.

Rgure 17: North Mall Station Platform Options - Comparison Chart

Platform Comparison
Figure X provides a comparison of the Existing Conditions, 
Leftside and Right Side platform options in the North Mall. 
Sidewalk widths are similar in both the Left and Right Side 
options, with the possible exception of the bus stop block 
(NW Davis/Everett) with the Right Side option. A preliminary 
proposal reduces the sidewalk on both sides of this block to 
approximately 13’ to provide the 11’ bus, 12’ LRT, and 11’ 
auto lanes; this is below the 15-foot standard for downtown. 
Further design analysis is needed to Identify other solutions 
and preserve the pedestrian quality of the streetscape.

Both options perform comparably on light rail and bus travel 
efficiency, and both offer some time savings on bus travel 
over what Is provided today. This efficiency is largely 
produced by increasing bus stop spacing with the Mall 
renovation.

In addition to the regional MAX lines that will run on the Mall, 
a shuttle system will be added so that light rail will travel 
with 5 minute headways; a train will always be visibly 
approaching when people look down the street.

Auto capacity (averaged for the full length of the Mall) is 
higher with the Right Side option at 450 autos per hour 
versus the 300 per hour under existing conditions and with 
the Left Side option.

A final distinction is that the Right Side Platforms puts all 
transit loading on one side of the street, thereby facilitating 
transfers and enhancing system clarity.
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NEW CENTRAL MALL 
CONFIGURATION
The new configuration of the Central Mall will be 
determined by which station platform design and 
location is selected. The high levels of bus volumes 
and transit ridership in this section of the Mall add 
operational constraints that are not an issue in the 
North and South Malls where transit volumes are 
significantly lower.

STATION PLATFORM OPTIONS
The Draft Conceptual Design Report put forth three 
station platform options for the Central Mall (fig. 18):

Leftside Platform. Light rail operates in the center 
lane and utilizes the existing sidewalk extensions as 
station platforms. Buses travel on the right side and 
use the light rail lane for passing. Autos operate In the 
left lane and are prevented from travelling through 
station blocks (although through auto access during 
off-peak hours may be an option). This is the lowest 
cost option that has the least construction Impacts 
and introduces the least change to the existing 
configuration of the Mall.

Island Platform. Buses travel in the right lane, light rail 
in the center lane and autos In the left lane. At station 
blocks an island platform Is located between the light 
rail and auto lanes. Autos are able to pass through 
station blocks. This option adds approximately $10 
million in construction costs over the Leftside Platform 
option.

Right Side Platform. Buses and light rail operate In the 
two right lanes and autos utilize the left lane. Light rail 
travels in the center lane until approaching station 
blocks when it transitions over to a right side platform. 
Buses travel in the center lane through non-station

Left Side Platform Island Platform Right Side Platform

Ought Rail 
Station

II Light Rail 
I Alignment

^ Bus Lane

fO Auto Travel 
ml Options

Rgure 18: Central Mall Platform Options.

blocks and pull Into the right lane at their designated 
bus stops, much like they do today.

The auto lane continues through the station blocks. 
This option adds approximately $4-5 million in 
construction costs over the Left Side Platform option.

Since the report was issued, extensive analyses have 
been performed from both operations and urban 
design perspectives, and spirited public discussions 
have taken place to evaluate these station options.

Key considerations used in evaluating the options include:

Pedestrian and passenger comfort and safety 
Bus and light rail operations 
Transit capacity 
Auto accessibility 
Urban design quality 
Cost
Design Flexibility
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Figure 19: Left Side Platform - Section

22*-6’i TO 2G--6' 23--6" TO 27'-6'

Figure 21: Right Side Piatform - Section
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Rgure 20: Leftside Platform - Typical Station Block Plan 
in the Central Mall

Figure 22: Right Side Platform - Typical Station Block Plan 
in the Central Mall
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Rgure 23: Left Side Platform - Typical Three Block Plan 
(X' = sidewalk width)
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Rgure 24: Right Side Platform - Typical Three Block Plan 
{X’= sidewalk width)

Through this process numerous variations on these 
platform options evolved. At one point the Right Side 
Platform option appeared to have insurmountable 
operational issues, until further design and operations 
analyses revealed a solution.

Based on the results of the analyses, which were 
reinforced by much of the public response, and the 
advantages of the Right Side Platform option, the Project 
Team recommends that the Island Platform not be 
carried forward for consideration. Although the Island 
Platform functions well from a transit and auto 
operations standpoint, the Project Team views it 
disfavorably on a number of Important issues.

• Significantly impacts sidewalk width; at station 
blocks sidewalks are reduced to 15’-0" on both 
sides of the street. This offers less “discretionary 
space” for public art, retail uses or programmed 
space and reduces the pedestrian emphasis of the 
existing Mall.

• Creates a less safe and comfortable environment 
for transit riders. Illegal/unsafe street crossings are 
likely and transit riders are Isolated on a platform in 
the middle of a busy street. This concern is 
magnified at the the Yamhill stations where bus, 
auto and pedestrian activity is very high.

• Significantly alters the "seamless" design character 
of the Mall by disconnecting the east and west 
sides of the street. Chains and bollards required to 
prevent mid-block crossings would emphasize this 
division.

• Has significant capital cost impacts; this is the most 
expensive of the options considered.

Note that since the Draft CDR was Issued several 
design variations were introduced to the Island 
Platform that mitigated some of these issues. However, 
the Project Team continued to view it less favorably 
than the Left and Right Side options.
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Therefore, the two platform configurations currently being considered 
are: '. . , j
' • . ‘ ■ ‘ • 4

sSiiLeft Side Platform ...... , I
,* '■ ■ -I

«. Right Side Platform . , |

Platform Comparison
Figure 25 provides a comparison between Existing Conditions and the 
Left Side and Right Side Platform options. Sidewalk widths with the Left 
Side Platform remain the same as exist today. Sidewalk widths would 
be reduced with the Right Side option, but at 23-26 feet remain 
generously wider than the 15-foot standard for downtown.

Both options perform comparably on light rail and bus travel efficiency, 
and both offer some time savings on bus travel over what is provided 
today. This efficiency is largely produced by increasing bus stop spacing 
from 2 blocks today to 4 or 5 blocks with the Mali renovation.

in addition to the regional MAX lines that will run on the Mall, a shuttle 
system will be added so that light rail will travel with 5 minute 
headways; a train will always be visibly approaching when people look 
down the street

A notable difference between the two options is in the bus capacity. 
Actual PM peak hour bus volumes today are approximately 110 (6th 
Avenue) and 145 (5th Avenue) buses per hour, and bus volumes on the 
Mall will be reduced if the proposed transit concept moves forward and 
some buses are rerouted to other areas of downtown. Reducing bus 
volumes would have the benefit of improving the pedestrian 
environment along the Mall which is currently compromised by the 
obtrusive noise and fumes produced by the high volumes. Regardless, 
the existing level of bus service in downtown will be preserved.

Auto capacity (averaged for the full length of the Mall) is higher with the 
Right Side option at 450 autos per hour versus the 300 per hour under 
existing conditions and with the Leftside option.

A final distinction is that the Right Side Platforms puts all transit loading 
on one side of the street, thereby facilitating transfers and enhancing 
system clarity.
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Central Mall
Existing

Conditions
Leftside
Platform

Right Side 
Platform

Sidewalk Widths:
Non-Station Blocks 
(left/right side sidewalks) 18 ft/26 ft 18 ft/26 ft 18 ft/26 ft

Station Blocks or Existing
Extended Sidewalk Blocks 
(left/right side sidewalks) 30 ft/26 ft 30 ft/26 ft 18 ft/23-26 ft

Light Rail Travel Headways (minutes) N/A 5 5

Light Rail Travel Time Between
Union Station and PSU (minutes) N/A 10.2 10.3

Number of Bus Stops Between Stations N/A 5 6

Bus Capacity at Peak Hour1 175 126 -144 106-127

Bus Travel Time
5th Ave - Glisan to Madison (minutes) 9.9 8.2 8.9

6th Ave - Madison to Glisan (minutes) 8.6 8.1 8.2

Auto Capacity (per hour)2 300 300 4503

1Actual peak-hour bus volumes today are approximately 110 (6th Avenue) and 145 (5th Avenue) 
buses/hour in the Central Mall.
2 Automobile capacities provided are for an average condition over the entire Mall and could be higher 
or lower in different parts of the transit Mall depending upon localized factors such as pedestrian 
volumes and turn volumes. Note that peak hour auto volumes on SW Morrison and Yamhill average 
approximately 270 autos/hour.
3 Assumes Right Side Platforms in the North and Central Mall and through auto access is permitted 
between PSU and Union Station. Traffic analyses indicate that auto capacity is not impacted by access 
across Burnside.

Rgure 25: Central Mall Station Platform Options - Comparison Chart



CENTRAL MALL STATION LOCATIONS
Along most of the downtown light rail alignment 
stations have been proposed in locations that strongly 
support the concept off "station as place.” A light rail 
station in the immediate vicinity of Union Station will 
help create a strong transportation hub and potentially 
spur the redevelopment of key properties in the area.
A station at City Hall can celebrate the symbolic and 
architectural significance of this public space. Stations 
at PSU’s Urban Center will create synergies with the 
new urban landmark and the Streetcar, and support 
the considerable development planned by PSU, PDC 
and others in this area.

The station locations originally proposed for the 
Central Mall were largely driven by a desire to utilize 
the existing extended sidewalks for the light rail 
stations (i.e., the Left Side Platform) and by the 
necessity to place Left Side Platforms only at blocks 
that work with the pattern of one-way streets 
downtown. The Left Side Platform at these locations 
minimize costs and introduce the least change to the 
existing configuration of the Mall.

However, the Right Side Platform provides the 
opportunity to reconsider station locations in the 
Central Mall to better support the urban design 
concept of “station as place." There are two

I
ngure 26: Conceptual perspective of the Right Side station 
integrated with Pioneer Courthouse Square.

significant sites in the heart of downtown that could 
be strategically integrated with light rail. Shifting 
stations to these locations will give the light rail 
project an enhanced presence and have a more 
positive impact on redevelopment opportunities 
downtown.

The two station locations include:

Pioneer Courthouse Square, Portland’s “Living 
Room,” is the city’s most celebrated civic space. 
Combined with Pioneer Courthouse and Pioneer Place 
to the east, it is the heart of downtown. It is also a 
transportation hub, flanked by light rail on the north 
and south and by the Transit Mall on the east It is an 
area full of history, architectural significance and 
urban vitality.

The Left Side Platform option places stations at the 
existing sidewalk extensions one block to the south of 
the Square and the Courthouse. Although the station 
could be visually and physically connected to the 
Square and the light rail stations on Yamhill, it is at 
the edge of this urban focal point. The Right Side 
Platform would move the stations into the core of this 
area, with platforms on the east and west side of the 
Courthouse. While both station locations present an 
exciting opportunity to further enhance this dynamic 
area, a station between SW Morrison and Yamhill 
could be more effectively integrated Into this 
important place in the heart of downtown.
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Figure 27: Conceptual rendering of the of the US Bancorp 
Plaza renovation planned by Unico.

US Bancorp Plaza at SW Oak Street provides a different 
kind of opportunity. Given that plans are underway for a 
significant renovation of the Plaza and that various 
properties in this area are prime for redevelopment (fig. 
27), this could become a more significant civic space.
Here, light rail could play a defining role in revitalizing this 
underdeveloped and dispirited part of town. By moving the 
platforms from SW Stark/Washington to SW Oak/Pine, the 
station could be integrated with the redesign of the Plaza, 
help catalyze redevelopment and serve as a gateway to the 
downtown.

RECOMMENDED STATION “PACKAGE” OPTIONS
Based on the Project Team’s analysis and the response 
from public outreach, two station “packages” are 
proposed for further consideration.

Option A - Base Case Package is the lowest cost option 
that has the least construction impacts and introduces 
the least change to the existing configuration of the 
Mall. The existing extended sidewalks at Yamhill/Taylor 
and Washington/Stark are utilized as station platforms 
(Left Side platform) and the Right Side platforms are 
used at Madison.

Station Location/Platform Recommendation:

6th Ave @ Jefferson/Madison Right Side
5th Ave @ Jefferson/Madison Right Side

6th Ave @ Taylor/Yamhill Leftside
5th Ave @ Taylor/Yamhill Leftside

6th Ave @ Washington/Stark Left Side
5th Ave @ Washington/Stark Left Side

Option B - Right Side Package shifts stations to 
locations with stronger “place-making” potential and 
Right Side platforms are used throughout.

Station Location/Platform Recommendation:

6th Ave @ Jefferson/Madison Right Side
5th Ave @ Jefferson/Madison Right Side

6th Ave @ Yamhill/Morrison Right Side
5th Ave @ Yamhill/Morrison Right Side

6th Ave @ Oak/Pine Right Side
5th Ave @ Oak/Pine Right Side

Note that in both package options the Right Side 
Platform Is proposed for the City Hall stations 
(Jefferson/Madison Streets). On 5th Avenue a Left 
Side platform is not desired because of traffic impacts 
that would result from forcing autos to take a left turn 
down SW Madison Street along with the high volume 
of buses that make that turn. It would also restrict 
auto access to City Hall’s porte cochere and through 
the block, which is permitted today. Therefore, only the 
Right Side option Is put forth. On 6th Avenue both 
platform options could work. However, the Right Side 
platform has numerous advantages:

• Provides extra sidewalk space to protect the 
heritage elm tree in front of the Ambassador 
Condominiums.

• Fulfills the unique loading requirements for the 
Ambassador Condominiums and University Club.

• Continues to provide through auto access from the 
1-405 Freeway’s 6th Avenue exit into the downtown 
core.
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NEW SOUTH MALL CONFIGURATION
The proposed configuration of the South Mail is iliustrated in Rgures 28-29. Throughout the South Mall, 
the light raii alignment and station piatforms wiii be on the right side.

On 6th Avenue buses and light rail will operate in the two right lanes. There are two auto lanes on the 
left side until Clay Street to accommodate traffic coming off of 1-405. At SW Clay Street one lane forces 
a left turn and one continues north.

Also on 5th Avenue buses and light rail will operate in the two right lanes. One auto lane travels 
southbound until College Street, after which autos have the left lane and share two middle lanes with a 
low volume of buses. Streetcar shares the left auto lane for two blocks between SW Market and 
Montgomery. At Montgomery autos in the left lane must turn left and through traffic will use the center 
lane. Bicycles will have access through the South Mall just as autos do, but safe streetcar track 
crossings will need to be considered during Preliminary Engineering.

On-street parking is significantly reduced along 5th and 6th Avenues because there is not enough width 
to maintain parking for the entire length and autos will not be allowed to cross the light rail tracks. 
Sidewalk widths will generally remain the same as exist today (15’ - 0”) on non-station blocks, and 
range from 15' - 30' for station platforms. Vehicles will continue to be able to take left turns off the Mall, 
but right turns will be prohibited (with the exception of SW Mill and SW Jackson Streets for local traffic 
only). Rgure 30 summarizes a comparison between existing conditions and the proposed configuration.

Rgure 28: Section of South Mall Station Block - 5th Avenue 
looking south. PSU’s Urban Center to the right

PSU Urban Center St Mary's Academy

Rgure 29: Plan of South Mall Station - 5th Avenue from SW Harrison to Market Street (X' = sidewalk width)
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South Mall
Existing

Conditions
Right Side 
Platform

Sidewalk Widths:
Non-Station Blocks 
(left/right side sidewalks) 15 ft/15 ft 15 ft/15 ft

Station Blocks 
(left/right side sidewaiks) N/A 15 f1/15-30 ft

Light Rail Travel Headways (minutes) N/A 5

Light Rail Travel Time Between
Union Station and PSU (minutes) N/A 10.2 - 10.3

Bus Travel Time
5th Ave - Glisan to Madison (minutes) 9.9 8.2 - 8.9

6th Ave - Madison to Glisan (minutes) 8.6

C
M001

00

Auto Capacity (per hour)1 300 300-4502

1 Automobile capacities provided are for an average condition over the entire Mall 
and could be higher or lower In different parts of the transit Mail depending upon 
iocalized factors such as pedestrian volumes and turn volumes. Note that peak hour 
auto volumes on SW Morrison and Yamhiii average approximateiy 270 autos/hour.
2 Auto capacity is approximately 300 autos/hour If Option A - Left Side Piatforms 
and 450 autos/hour with Option B - Right Side Platforms in both the Central and
North Mall.

Rgure 30: South Mall Comparison Chart - Existing and Proposed Configurations

Figure 30 provides a comparison between existing conditions with 
the proposed configuration. Sidewalk widths at non-station blocks 
remain the same as exist today (15 ft) and increase where light rail 
station platforms are introduced.

The new configuration provides numerous transit enhancements. 
There will be some time savings on bus travel over what is provided 
today. And in addition to the regional MAX lines that will run on the 
Mall, a shuttle system will be added so that light rail will travel with 
5 minute headways; a train will always be visibly approaching when 
people look down the street. Furthermore, Right Side Platforms will 
put all transit loading on one side of the street, thereby facilitating 
transfers and enhancing system clarity.
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PRELIMINARY ENGINEERING RECOMMENDATIONS

In addition to the Revitaiization Strategy put forth in 
the previous section of this report, the Project Team 
proposes the foilowing recommendations as the 
project moves into Preliminary Engineering. Many of 
the issues outlined beiow offer basic concepts that 
need to be further expiored in the next phase of 
design work.

LIGHT RAIL OPERATIONS
LIGHT RAIL ALIGNMENTAERMINATION
Recommendation: Light raii alignment to travei aiong 
5th and 6th Avenues from Union Station (west end of 
Steei Bridge) to Portiand State University (S.W. 
Jackson Street).

Ratlonale/Dlscusslon: As discussed in the 
Introduction, the aiignmentfor light rail In Downtown 
Portland has been the subject of much discussion 
and analysis since planning for the Banfield Light Rail 
Project began in 1979. North-south alignments were 
explored on most downtown avenues, and all were 
deemed less favorable than 5th and 6th Avenues,

The City of Portland convened the Downtown Rail 
Advisory Committee In 1993 to provide 
recommendations to the City on future light rail 
alignments within downtown Portland. Numerous 
surface and subway alignments within downtown 
were reexamined and a surface light rail alignment 
on 5th and 6th Avenues was reconfirmed as the 
preferred surface alignment. This Mall alignment is 
consistent with many years of planning and 
development policies endorsed by the City of 
Portland, Metro and TriMet, including the adopted 
Downtown Plan (1972) and the Central City Plan 
(1988).

Options for terminating the south end of the 
alignment short of Jackson Street have been 
considered, primarily because it would provide a

project cost savings of approximately $50 million. 
However, finding an operable terminus on another 
street in the South Mall proved to be problematic due 
to grade issues and traffic impacts.

Extending the alignment to SW Jackson Street has 
numerous operating advantages. It provides superior 
access to the South Mall and the 24,000 students at 
Portland State University; can accommodate a 
second track; provides a layover location for trains to 
allow for schedule recovery and special event 
service; and incorporates a turnaround that would be 
off-street with limited impact on traffic. Furthermore, 
it would generate additional ridership which could 
help In competing for federal funds for this project.

LIGHT RAIL STATION LOCATIONS
Recommendation: Light rail stations to be located at 

Union Station (NW Glisan/NW Hoyt Streets)

NW Couch/Davis Streets 
SW Washington/Stark Streets or SW Oak/Pine 
SW Taylor/Yamhill Streets or Yamhill/Morrison 
SW Jefferson/Madison Streets 
SW Montgomery/Mill Streets*

SW Jackson/College Streets

Ratlonale/Dlscusslon: The station spacing provides 
easy access to transit throughout downtown with 
approximately 800 to 1,000 feet between stations. It 
also allows for good transit accessibility while 
balancing the need to reduce travel time. The option 
of shifting the two pairs of Central Mall stations to 
Pioneer Courthouse (SW Yamhill/Morrison) and US 
Bank Plaza (SW Oak/Pine) is compelling from an 
urban design standpoint as it better supports the 
concept of “station as place"; It would Integrate light 
rail with two prominent civic spaces in Downtown

(see page 41 for additional discussion of Central Mall 
station locations).

*Consideration is being given to moving the 6th 
Avenue station at SW Montgomery/Mill Streets to SW 
Harrison/Montgomery to reduce access impacts and 
Streetcar conflicts.

LIGHT RAIL/STREETCAR INTERFACE
Recommendation: Design the light rail alignment and 
rebuild two blocks of streetcar to allow an additional 
auto lane on 5th Avenue from SW Market to 
Montgomery.

Ratlonale/Dlscusslon: The streetcar will continue to 
serve a station on SW 5,h Avenue at Montgomery. For 
several years the streetcar will be operating two-way 
on the tracks on Montgomery - potentially beyond the 
opening of light rail on the Mall. The streetcar may 
need to wait up to several minutes on 5th Avenue 
before it can turn onto Montgomery. Adding a second 
auto lane on 5th Avenue between SW Mill and 
Montgomery will prevent subsequent delays to autos 
and buses.

ill

Portland Streetcar at PSU’s Urban Center Plaza
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BUS OPERATIONS
TRANSIT CONCEPT PLAN
Recommendation: Incorporate conceptual bus service elements of the 
Transit Concept Plan to Inform engineering and public discussion.

Ratlonale/Dlscusslon: The role for bus service on the Mall shifts as a 
result of placing light rail on 5® and e”1 Avenues. Light rail brings 
substantiai passenger capacity and a strong, coherent shuttle function to 
the Mall that can replace and enhance the shuttle function of buses. The 
capital investment in light rail will allow TrlMet to provide more efficient 
bus service, enabling service to be provided to locations off the Mall, 
consistent with “grid” service envisioned in the Central City Transportation 
Management Plan. Some of the primary elements, such as the cross-town 
service on Jefferson/Columbia will require passenger facilities and have 
parking impacts, while traffic streets of Market/Clay would no longer 
require bus facilities. Transit and auto circulation will be studied during 
Preliminary Engineering to evaluate impacts.

The Transit Concept Plan is proposed for either Option A (Left Side 
Platforms) or Option B (Right Side Platforms). Primary elements include: 
adding a light rail circulator the length of Avenues; rerouting some 
bus lines to transit streets of SW Columbia/Jefferson and Morrison/ 
Yamhill (limited) and removing some or all buses from traffic streets of 
Market/Clay and Salmon/Washington: using the new SW Harrison 
Connector to provide access to South Waterfront: turning buses at 
Burnside instead of laying over at North Terminal; and rerouting some bus 
service to SW lOth/llth Avenues and Naito Parkway. Fewer buses will 
provide service on the Mall; however, overall transit service to downtown 
will improve.

MALL BUS STOP LOCATIONS 

South of Burnside:
Recommendation: Relocate bus stops to respond to light rail station 
placement

If Option A (Left Side Platform) is selected: Locate two to four bus stops 
on the three to four blocks between light rail platforms. Bus stop spacing 
shifts from existing two-block spacing to a two to four-block spacing.
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Rgure 31: Diagram of existing transit system
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ngure 32: Diagram of proposed transit concept plan

Transit Lines 
OIT*M*lI Routing

Dus Stop Improvement

Rail
Mall Loop Service 
MAX and Streetcar

If Option B (Right Side Platform) is selected: Locate four to six bus stops on 
the two to five blocks between light rail platforms. Bus stop spacing shifts 
from the current two-block spacing to two to four-block spacing.

Ratlonale/Dlscusslon: The addition of light rail to the Mall would require 
changes to current bus stop locations. Bus stop locations would adjust to 
accommodate the LRT platforms plus safe bus maneuvering. The average 
walk time and distance to reach a chosen bus stop may increase by one-two 
blocks for current bus riders.

North of Burnside:
Recommendation: Relocate bus stops to respond to light rail station 
placement. Location is the same for Option A or B.

Ratlonale/Dlscusslon: Light rail would provide the primary function of shuttle 
service between Old Town, Union Station and central downtown. Bus service 
can move to a central location of bus stops between Davis/Everett on 5th/6m. 
High quality bus stops between 5t,'/6,'' on Everett would provide service to 
the mall without requiring buses to stop on the Mall.

CROSS-MALL BUS STOPS
Recommendation: Develop high quality bus stops and pedestrian 
environnients on cross-mall streets near SW 5th and 6th.

Ratlonale/Dlscusslon: Placing stops on the cross-Mali streets will help to 
reduce bus/train/auto conflicts on the Mall, provide access in areas near the 
Mall for bus passengers and speed up transit and traffic flow. A loss of 
parking on cross-mall streets would be required to accommodate these 
stops.

BUS LAYOVER
Recommendation: Evaluate concept to reconfigure bus iayover facilities to 
accommodate bus circulation changes.

North Terminal & Burnside Ratlonale/Dlscusslon: Currently, layovers for 
approximately 12 -15 Mall buses are accommodated at the North Terminal 
and several on-street bus zones in the North Mall area. Many buses currently 
run through the North Mall without making any stops to reach the layover 
facility. Reducing the number of buses traveling to the North Terminal and
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LOOKING AT BUS SERVICE OPPORTUNITIES
The Portland Mall Revitalization Project presents an opportunity to improve not just MAX 
service but also bus service in downtown—and ultimately for the ent’rc system. As efforts isi 
get underway to refine,how MAX service will look on the Mall, options and Ideas for , 
downtown bus service are being Identified and studied. '

TRANSIT SERVICE IMPROVEMENTS
•, Currently 40. bus lines travel some portion of the,Mall, where most bus service through 

cowntown is concentrated. Most of these buses operate frequently during rush hour, 
but little service provided in off peak hours.

.• - A new MAX line would bring high-capacity service to the length of the Mall throughout , 
rush hour, middays ana evenings.

• ' Rather than simply focusing more service on the Mall, a key consideration Is howto
best distribute bus service to more of downtown.

As a new bus service concept is developed. woTI be looking to create as many benefits as'pi 
possible, including; • ■ ; . • ' • ■ / .
• Broadening distribution of downtown transit service to give customers more choices that :■

get you closer to your destination. y:
• Shortening the time custorrers spend on the bus or MAX going through downtown. iis]
• Providing bettor service on the Mall during off-peak hours. s !
• Creating a system that is well coordinated, particularly for transfers. pij
• Finding efficiencies and savings that can be redirected to where more service is needed.
•, Decreasing air pollution and noise on the Mall and using cleaner; quieter buses.

BUS SERVICE IDEAS
At this in.tial stage, a variety of options and ideas are beine considered:

I Downtown Shuttle
I • Many bus riders on the Mall make short trips within downtown's Fare'ess Square 
I during lunch or at other times.
, • Tne Interstate MAX Yellow Line and the proposed 1-205 line would travel on the MoT 
I between Union Station and Portland State University.
I • . Downtown-only trains that just circulate on the Mall could be added, making light rail 
I the foundation of service within downtown.

Focus Frequent Service lines on Mall
• Currently, 48 percent of bus riders travel on TriMet's 15 Frequent Service 

lines, providing 15-minute or better service, everyday. Frequent Service lines 
are expected to carry 65 percent of bus ridership by 2009 as more lines are 
upgraded to Frequent Service.

• Focusing Frequent Service lines on the Mall would maintain the Mall as a 
transfer and connection point for a majority of customers.

More service throughout downtown
• Currc.ntly, cross-mall lines (those that run on east-west streets rather than on 

the Mali; are iimited to a few lines such as the 15-Belmont/NW 23rd Ave, 20- 
. Burnside and 6-MLK Jr Blvd. Many others travel some portion of the Mall, 
turning onto cross streets at some point. Examples include lines 40-Tacoma, 
38-Boones Ferry' and 45-Garden Home.

» Taking some of these lines off the Mall and focusing them on key cross 
streets would distribute more se--vice throughout downtown wh ie still 
provid.ng transfer connections to MAX and buses on the Mall.

• Targeting transit service on streets such as on Columbia/Jefferson, Everett/ 
Giisan, lOth/llth and Naito Parkway would take buses off key auto traffic 
streets such as Market/Clay and Saimon/Washington.

More efficient North Mall service
• Weekday ride,■■ship on the North Mall (Burnside to Gllsa.n) isjust one-fifth that 

: of the Central Mall,’and only an eighth as much during rush hour.
• Turning buses around at Burnside rather than going all the way up the North 

Mall would save time and produce efficiencies that could allow service to be 
expanded on some routes.

• Light rail would continue to offer frequent service to the North Mall.

Stop spacing
• Light rail stations would be spaced every three to .five blocks, with four to six 

' bus stops between them, depending on the final platform design chosen.-.
• Bus stoo spacing could bo increased from every two blocks to every four, 

making service through downtown faster for both bus and MAX customers.

page 48 | preliminary engineering recommendations



shifting some to cross-Mali routes will affect how 
buses circulate and layover. There may be an 
opportunity to modify current layover facilities. 
Weekday ridership productivity on the North Mall is 
about a fifth of the productivity on the Central Mall 
and only an eighth during the rush hour. In order to 
reduce the number of lightly used buses traveling on 
the North Mall to loop at North Terminal, it would be 
necessary to loop buses at W Burnside instead. There 
would be a need for buses to have a place to pause in 
order to recover their schedule time for a few minutes. 
This function Is different from North Terminal in that 
the time that a bus waits would be much shorter. The 
intent is to give time to make up for schedule recovery, 
not to give the drivers a break. Though this may be 
possible, it would likely require a second or 
replacement layover facility closer to Burnside. This 
issue is still under evaluation.

Jefferson/Columbia Ratlonale/Dlscusslon: The routes 
that would use Jefferson/Columbia from the south 
would loop from Jefferson to Columbia. These routes 
would require on-street locations for schedule 
recovery.

PEDESTRIAN ACCESS
Recommendation: Preserve and enhance the high 
quality pedestrian environment of the Mall.

Ratlonale/Dlscusslon: City policy classifies 5th and 
6th Avenues as Pedestrian-Transit Streets and clearly 
Indicates that transit and pedestrian use are a priority. 
The recreated Mall will continue to serve its important 
function as a north-south pedestrian spine through 
downtown. Therefore, it is essential to allocate an 
appropriate amount of space for pedestrians and 
transit users to create a safe and comfortable 
environment

BICYCLE ACCESS
Recommendation: Preserve bicycle circulation on all 
streets where auto circulation is allowed.

Ratlonale/Dlscusslon: Bicycle circulation along the 
Mall will be affected by platform configuration, 
consistent with auto circulation. Currently, bicycles are 
allowed on the Mall only where autos are allowed. If 
additional auto access is provided, then bicycles 
would be able to take advantage of this access as 
well. The Right Side Platform option in both the North 
and Central Mall could provide through bicycle access 
between PSU and Union Station. Still to be considered 
are bicycle safety issues on the blocks on 5th Avenue 
in the South Mall that have streetcar tracks, and the 
opportunity to allow bicycle access across Burnside 
even if auto access is not permitted.

AUTO TRAFFIC OPERATIONS
THROUGH AUTO ACCESS
Recommendation: Consider station platform options 
In the Central Mall that provide through auto access.

Ratlonale/Dlscusslon: Currently, there are four blocks 
in the Central Mall (5th and 6th Avenues at Taylor/ 
Yamhill and Washington/Stark) with sidewalk 
extensions that prevent autos from traveling through 
the block. Autos are also prevented from crossing 
Burnside on both 5th and 6th avenues. There are 
conflicting opinions in the community regarding the 
benefit or disadvantage of this limited auto access. 
Some believe that improving auto access would 
enhance activity, strengthen retail and provide better 
clarity for drivers navigating through downtown. Others 
argue that limiting auto access (and expanding the 
sidewalks) is essential to enhancing the pedestrian 
environment and reinforcing the transit emphasis of 
the Mall. A design solution that provides the flexibility 
to adapt to either configuration would best serve the 
Mall today and Into the future.

Options that could provide off-peak auto access 
through the Central Mall (Option A) or all-hour auto 
access from Union Station to PSU (Option B) are being 
considered. Figures 33 and 34 illustrate the auto 
access and circulation of each option.
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Figure 33: Auto Access Diagram - Option A: Left Side Platforms at SW Taylor/Yamhill, 
Washington/Stark, Couch/Davis and Union Station. Right Side Platforms at SW 
Jackson/College, Montgomery/Mill and Jefferson/Madison.

Figure 33 indicates that the opportunity for off-peak 
auto access at SW Taylor/Yamhill and SW 
Washington/Stark is being evaluated. The loading/ 
prisoner transfer access at the Multnomah County 
Courthouse on 5th Avenue between Main and Salmon 
needs to be resolved to allow through auto access (a 
turnout or relocation may be necessary). Right turns 
from Burnside onto 5th Avenue may also be permitted 
pending further analysis.
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Figure 34 illustrates auto access and circulation for 
Option B, which utilizes Right Side platforms throughout 
the Mall.* In this case continuous auto access is 
possible from Union Station to PSU (pending final traffic 
studies), although the issue at the Multnomah County 
Courthouse remains. Autos would also be able to turn 
right onto 5th Avenue from Burnside, and turn left from 
6th Avenue onto Burnside.

* Note that it is possible to Integrate Right Side 
Platforms in the Central Mall with Left Side Platforms In 
the North Mall, and vice-versa.

ngure 34; Auto Access Diagram - Option B: Right Side Platforms at all stations. 
Central Mall stations shift to SW Yamhill/Morrison and Oak/Pine.
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AUTO TURNING MOVEMENTS
Recommendation: RestrIcVIlmit auto turning 
movements that require crossing over two transit 
ianes to make the turn.

Rationale/Discussion: Auto turns across transit 
require dedicated turning ianes, which in most cases 
Impacts either sidewalk widths (North and Central 
Mall) or any remaining on-street parking (South Mall). 
These movements are not being considered for the 
Central Mall, but analyses are in progress to 
determine whether some turns could be added to the 
North and South Mall without degrading operations 
and the quality of the pedestrian environment.

Auto turning movements are depicted in Figures 33 
and 34).

PARKING
Recommendation: On the South Mall all on-street 
parking will be removed from both sides of 6th 
Avenue and on the west side of 5th Avenue. Some 
parking will be available on the east side of 5th 
Avenue in the South Mall. Additional off-peak parking 
will be considered on 6th Avenue in the South Mall. 
There will continue to be no on-street parking 
available in the rest of the Mall.

Rationaie/Discussion: The South Mall is seen as a 
traffic portal to Downtown and will continue to carry a 
relatively high volume of auto traffic. In order to 
preserve this capacity, the South Mall will typically 
maintain 15-foot wide sidewalks while 
accommodating two lanes of auto traffic. This leaves 
insufficient width to provide the necessary traffic and 
transit lanes while still maintaining on-street parking 
except on portions of 5th Avenue.
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PICK-UP AND DELIVERY ACCESS
Recommendation: Consider pull outs where the loss of 
parking presents a hardship for pick-up and delivery 
access or where substantial benefit of revitalization is 
likely and tied directly to redevelopment.

Rationaie/Discussion: The Central Mall has existed for 
more than 25 years without pick-up and delivery access 
on the Mall (with the exception of the pull-out on 6th 
Avenue to serve the Hilton). However, other portions of 
5th and 6th to the south currently have parking and at 
least one does not have an alternate location for pick up 
and delivery on a side street. In addition, at least the 
Multnomah County Courthouse may require a pull out 
simply to allow auto access past that block.

Vehicle pullouts require a width of approximately 8’ - 0" 
and a length of 50' - 0" (for two vehicles) which directly 
impacts sidewalks. A draft policy has been created to 
establish a methodology for determining where vehicle 
pullouts could be considered and where they would not 
be permitted. (Appendix B)

'■ -i;;'

Vehicle pullout on SW Morrison

STREETSCAPE IMPROVEMENTS
The Project Team has not advanced design work on 
streetscape improvements since the Draft CDR was 
issued. This work will be developed during 
Preliminary Engineering. However, a summary of 
issues and guidelines are provided below.

PAVING MATERIALS
The intersections in the Central Mall, built in 1978, 
consist of brick crosswalks, granite stopbars and 
accent circles and asphalt over concrete inside the 
circle and in the remainder of the Intersection. This 
design serves to extend the pedestrian zone into and 
across the street to the next block. The circle design 
is one of the Mall's iconic elements, common to each 
of the Intersections. Because of the construction of 
light rail trackway through the intersections, there is 
an opportunity to consider a change in design of 
some or all of the intersections.

A change in the materials and or design may be 
desirable for maintenance purposes as well. Over the 
years, the existing rigid brick and granite system has 
proven difficult to maintain. The heavy bus traffic 
takes a toll on any surface, but it is particularly harsh 
on rigid and flexible materials that are joined 
together. The City's experience has been that the 
current intersections have a life of 7 to 10 years 
before substantial repairs are required.

Note that a major change in design or materials will 
lengthen the construction schedule and increase 
construction costs.



BUS SHELTERS
Like other Mall features, the bus shelters are 
showing their age. Up close, they look “beat up” and 
they are increasingly expensive to maintain, in part 
because the components, such as the curved panels, 
must be custom made. Some businesses complain 
that the shelters are too bulky, obscuring the view of 
the street from ground floor businesses and 
conversely the view of the businesses from across 
the street. In some locations, the shelters provide 
the wrong kind of protection by obscuring views, 
making the location feel less safe.

The project team has not yet developed alternative 
designs. Instead, the team focused on creating a set 
of criteria to guide the design process and decision-
making on the issue. The criteria are based upon the 
Project Goals and Objectives, the studies of the Mall 
conducted by the Portland Business Alliance and the 
Urban Design Principles described In preceding 
sections of this report

Shelters for waiting bus transit patrons will be 
provided at all blocks in the Central and North Mall 
except at designated light rail station blocks. The 
South Mall may have bus shelters every other block 
depending on final route and stop designations. Two 
options exist for bus shelter design: one, refurbish 
the existing Central Mall shelters to comply with the 
following criteria, or; two, provide new bus shelters in 
a design that is derivative of the new light rail 
shelters for the Mall.

Bus shelter at Pioneer Courthouse

General design criteria are as follows:

• Represent the highest quality design and 
materials in TrIMet’s system, hence a visual icon 
for 5th and 6th Avenues

• Complement the formal design of the Mall
• Fit within designated sidewalk zones comfortably 

as part of a family of furnishings
• Design and place shelter canopies to encourage 

transit patrons to use the shelter and not 
storefront/awning areas

• Provide maximum transparency to storefronts by 
minimizing the bulk of structural and roof 
elements

STREET FURNITURE
Currently, street furniture in the Mall is periodically 
refurbished. Dptions for replacing or refurbishing the 
street furniture as part of this project will be 
evaluated during Preliminary Engineering.

STREETLIGHTS
Street lighting options will be evaluated during 
Preliminary Engineering.

STREETTREES
Public comments received to date indicate that in 
general people want to maintain the tree canopy on 
5th and 6th Avenues. There is a sense that the trees 
help define the overall character of the streets.

However, there are also concerns regarding the lack 
of light penetrating to the street, the health of the 
trees and their impacts on potential station locations. 
Possible solutions include pruning or removing some 
trees In the Central Mall to provide more light at the 
sidewalk level or removing trees if they are diseased 
or to accommodate new LRT platforms.

The trees on 5th and 6th Avenues contribute to the 
quality and appearance of the Mall as well as 
performing an important urban ecological function. 
However, there has been some criticism that the 
trees are too dense in places and create a dark and 
uninviting environment on some blocks. The London 
Plane trees that are dominant in the Central Mall 
were a controversial choice 25 years ago when the 
Mall opened.

As part of this project a professional arborist was 
retained to evaluate the general condition of the 
trees and to provide options for providing additional
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day and night light at the sidewalk level. The report 
was completed early In spring 2003 (see Appendix C).

As a follow-up to this analysis, a tour was arranged 
with the arborist, as well as a few of the City Foresters 
and various members of the Project Team to 
collaboratively discuss issues related to the Mall 
trees. Construction documents illustrating vault 
conditions were used to gain a better understanding 
of potential below-grade issues.

Once station platforms have been selected and the 
Project enters Preliminary Engineering, the Project 
Team will develop recommendations about the trees 
and the appropriate solution for each specific block.

„ ;-:-TTrrrrr

Aerial view of trees lining the Mall

UTILITY RELOCATIONS
ANTICIPATED SCOPE OF WORK
The scope of required private and public utilities 
relocations is critical to project cost, schedule and 
community impacts during construction. The number 
and complexity of the utility relocations drive the overall 
project schedule because they must be completed in 
advance of the follow-on improvements. In addition, the 
age of the utility systems and unforeseen underground 
conditions make cost for this work, as well as the time 
to perform it, difficult to predict.

Also, the scope of utility relocations will differ depending 
upon which station platforms are utilized and what 
criteria for relocation are mandated by the respective 
utility bureaus and private entities. The base case (Steel 
Bridge to Jackson Street) Involves reconstruction of 58 
Intersections. In general, there are utilities that must be 
relocated in each of these intersections and in the 
blocks in between.

Because of the significant cost, schedule and 
community impact consequences that would otherwise 
arise, a policy direction is recommended that utility 
relocations be kept to an absolute minimum without 
compromising the integrity of the systems.

Even so, based upon preliminary analysis, a base case 
scope of work might include:

• Modification of water lines that cross under light rail 
tracks in 30 intersections

• Relocation of water mains under or near the proposed 
light rail alignment (dependent upon final alignment)

• Relocation of building water services in 93 locations
• Relocation of fire hydrants in 48 locations
• Relocation or lining of sewer piping that remains 

under light rail tracks

• Reconstruction of 37 sewer manholes in 26 
intersections

• Reconstruction of 45 electrical utility vault tops in 17 
intersections

• Relocation of gas lines and telephone wiring in five 
blocks

• Relocation of 6 phone utility vaults in 5 intersections 

Key Conclusions
Sewer Impacts: The Bureau of Environmental Services 
(BES) remains concerned regarding potential conflicts 
between sewers and utilities, the effect of light rail on its 
access and maintenance obligations, storm water 
management, no net loss of street trees and increased 
BES operations costs. During Preliminary Engineering, it 
will be necessary to resolve scope of work and Project 
costs related to these and other items.

Water Impacts: The Bureau of Water Works (BWW) 
remains concerned regarding direct and indirect impacts 
to its system. Including stray electrical currents from light 
rail, access, maintenance, and increased BWW 
operations costs. During Preliminary Engineering, it will 
be necessary to resolve scope of work and Project costs 
related to these and other items.

Recommendations
The following Is recommended for the next phase of 
analysis and Preliminary Engineering for the Project:

• Establish policy that utility relocations shall be kept 
to an absolute minimum without compromising the 
integrity of the systems

• Work with utility bureaus to establish criteria and 
scopes of work that fit the overall objectives of the 
Project including: (a) completion within budget; (b) 
shortest construction schedule: and (c) minimal 
impacts to downtown businesses and traffic flow

• Confirm the scope of private utility relocations under 
the City franchise agreements
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BUDGET & FINANCIAL STRATEGY

PROJECT COSTS & FUNDING SOURCES
Project costs
An updated Conceptual Design Cost Estimate for the Portiand Mali 
Revitaiization Project has been prepared by TriMet based on the Conceptual 
Design outiined in this report and recent experience with construction of the 
Interstate MAX and Portland Streetcar projects. This estimate wiil be further 
refined during the Preiiminary Engineering phase in conjunction with a detaiied 
civil survey of the Downtown alignment and resoiution of outstanding design 
and engineering issues as outlined later in this report.

The Portland Mall Revitalization project is proposed as part of the South 
Corridor Project, which includes expansion of light rail along the 1-205 Corridor 
and future expansion to downtown Miiwaukie. The 1-205 and the Portiand Mail 
project would be built at the same time at a total cost of approximately $495M 
In Year 2007 dollars.

The total estimated cost of the Portland Mall segment from Union Station to 
PSU is currently estimated at between $149M and $160M In Year 2007 
dollars. The lower figure assumes the left side stations in the Central Mall and 
no new sidewalks In the South Mall. The higher estimate assumes the right 
side stations in the Central Mall and new brick sidewalks and street trees In the 
South Mall. A summary of the conceptual cost estimate is outlined in Figure 
35. A detailed breakdown of the estimate and the key assumptions behind the 
estimate are outlined In Appendix B.

Proposed Funding Sources
Funding sources for the entire South Corridor Project and for the Downtown 
Portland segment are shown In Figures 36 and 37 respectively. For purposes of 
determining potential sources of local funding for the downtown segment, a 
match ratio of 60% Federal/40% Local has been assumed. Therefore, the local 
funding requirement for the Downtown segment at a total cost of $160M is 
approximately $64M. A detailed description of the proposed local resources is 
outlined below.

Figure 35: CONCEPTUAL DESIGN COST ESTIMATE SUMMARY

ITEM DESCRIPTION COST ($M)

Bus Shelters and Light Rail Platforms $22.0

Sidewalk Elements 11.8

Roadway Elements 23.6

Light Rail Elements 35.1

North Entry-Steel Bridge to Irving Street 12.1

South Entry - Jackson Street Terminus 1.6

Utilities 16.3

Real Property Acquisitions 9.1

Impacts/Mitigations 5.3

TOTAL IN 2004$* $136.9

TOTAL IN MID-YEAR 2007 $* $149.0

Additional Costs of South Mall Brick Sidewalks 5.6

Additional Cost of Option B - Right Side Stations 5.4

TOTAL COST IN 2007$ WITH OPTION B
AND SOUTH MALL BRICK SIDEWALKS $160.0

* Assumes Left Side Platforms In the Central Mall and no new sidewalks 
In the South Mall.
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Figure 36: PROPOSED FUNDING FOR THE
SOUTH CORRIDOR PROJECT

(Includes Portland Mall Segment)

SOURCE Cost ($M)

Federal Transit Administration $297.0

MTIP/Metro 39.4

TriMet 20.0

City of Portland 60.0

Clackamas County 35.0

STIP/ODOT 20.0

Other 23.6

TOTAL $495.0

ngure 37: PROPOSED FUNDING FOR
PORTLAND MALL REVITALIZATION PROJECT

SOURCE Cost ($M)
Federal Transit Administration $96.0

TriMet • 5.0

Metro 5.0
City of Portland

Urban Renewal Funds 10.0
Bonding of New On-Street Parking Meter Revenues 15.0
Public Utility Contributions (towards facility reloc.) 5.0
Local Improvement District 15.0
Portland State University 5.0
Subtotal 50.0

Other Local Funds 4.0

TOTAL $160.0
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The following summarizes the proposed funding
sources for the Portland Mall portion of the Project.

• TrIMet and Metro Contributions. TriMet and Metro 
have a long-term interest in completion of the full 
Downtown alignment and have already allocated 
$20M and $39.4M respectively to the South 
Corridor Project, some of which is shown in Figure 
37 as allocated to the Mall project. Contingent on 
development of a final strategy (including 
property owner and PSU participation) for 
completion of the full alignment, these agencies 
may be able to increase regional participation to 
the overall South Corridor Project. These funds 
may be in the form of local working capital or 
formula Federal funds dedicated to the region.

•• Urban Renewal Funds. The Downtown alignment is 
within or adjacent to several existing urban 
renewal districts including the River District 
Downtown Waterfront and South Park Blocks. 
Through reprogramming of existing projects, it 
appears that $10 million could be made available 
forthe Project (an additional $10 million in 
Portland urban renewal funds from Eastside urban 
renewal districts is proposed to contribute to the 
1205 portion of the South Corridor Project).

• Bonding of Downtown Parking Meter Revenues. 
The policy for collection of revenues from parking 
meters in the Downtown area has not changed in 
many years despite changes to downtown 
shopping and general usage patterns. A 
preliminary analysis of opportunities for enhanced 
revenues indicates that approximately $15M could 
be raised through the bonding of a program of 
enhanced parking revenues In the Downtown area. 
PDOT will involve the community and downtown 
businesses to evaluate the various parking options 
to evaluate which option or options would best 
manage downtown parking concerns and yield the

revenue needed to support the Portland Mall 
Revitalization Project for capital financing and 
ongoing management and maintenance.

The following revenue enhancement options could be 
considered:

1. Extended Meter Hours. Meter operation currently 
ceases at 6:00 PM while many retail 
establishments are open until at least 8:00 PM. 
Extending meter hours until 8:00 PM would create 
additional turnover while not disadvantaging the 
entertainment sector. It should be noted that this 
is already done in the Lloyd District.

2. Metering on Sundays. Several decades ago, few 
retail stores were open In the Downtown on 
Sundays. Today, with the exception of a few major 
holidays, many Downtown businesses operate on 
a daily basis. Because the meter system Is only in 
operation six days a week, retail and office uses 
do not fully benefit from the parking turnover 
metering is designed to create.

3. Long-Term Meter Rates. The long-term meter rate 
is currently 60 cents/hour and has not been 
increased since FY1997-98. Consideration 
should be given to increasing the rate to $1.00/ 
hour.

4. Short-Term Meter Rates. The short-term meter 
rate is $1.00/hour and has not been increased 
since 1997-98. Consideration should be given to 
increasing the rate to $1.10/hour.

5. Metering of Truck Loading Zones. Truck loading 
zones have become increasingly busy and, to 
some degree, abused over the past several years. 
This has resulted in an Increasing number of 
trucks "double parking” and causing congestion 
and driver frustration In the downtown. Metering 
the loading zones would Increase the turnover 
rate and create better utilization.

City Utility Relocation Costs. Current project 
estimates include approximately $17.8M for the 
relocation, reconstruction and upgrading of 
municipally owned sewer and water facilities. It is 
estimated that this work will result in increased 
value by extending the useful life of these facilities, 
which approximately equates to the local funding 
requirements for the project of $5-7 million based 
on a 60/40 (federal/local) split.

Property Owner Participation through a Local 
Improvement District (LID). Most recent major 
infrastructure investments have included some level 
of participation from the benefiting property owners. 
This was the case with recent transportation 
improvements in the Lloyd District, construction of 
the current downtown MAX lines and Portland 
Streetcar. In considering the amount of direct 
property owner participation in the project it is 
important to be cognizant of the cost and value of 
other improvements property owners can and 
should be encouraged to make with respect to 
building frontages. Sensitivity to the existing 
business climate is also warranted. However, the 
formation of a Local Improvement District is at least 
two years away and assessments to property 
owners are not levied until completion of the 
Project. Payment programs for assessments, at tax- 
exempt interest rates, are available for periods up to 
20 years.
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• Portland State University. As PSU continues to 
acquire additional property and expand its 
educational and research facilities, providing 
transportation choices to both students and 
faculty plays an ever more important role in 
lessening requirements for structured parking. 
Helping the region invest in the cost of expanded 
transit service to PSU is a reasonable trade-off for 
not having to build additional parking capacity in 
the future.

On-Going Operation and Maintenance Funding
Beyond the initial construction funding for the Project, 
there Is also a desire to identify potential resources to 
fund on-going management, operation, maintenance 
and security of the Mall (see Mall Management 
section, page 26). To a degree, the present physical 
and social condition of the Mall is reflective of the 
limited resources available for these functions in the 
current environment Therefore, this analysis looks 
beyond the local funding required for construction and 
provides start-up funds for the establishment of an 
enhanced management maintenance and security 
program for the Mall.

To address the funding of an on-going maintenance 
and operation program for the Mall, it is 
recommended that the capital funding strategy 
include consideration of a revenue stream that can 
carryforward beyond construction of the Project 
Specifically, consideration should be given to tapping 
the parking meter system revenue enhancements 
outlined above to fund a combination of initial capital 
costs and a maintenance and operations program.1 
This is an important step toward the total revitalization 
of the retail and office corridor adjacent to and 
surrounding the Mall.

Under this approach, new resources from parking 
meter revenue enhancements would be combined 
with existing maintenance funding from TriMet, the 
City and the Downtown Clean & Safe program to 
provide an enhanced level of management, 
maintenance and security on the Mall.

As with any new infrastructure, heavy maintenance 
requirements would be expected after the first 7-10 
years of operation. Unspent maintenance funds in the 
early years should be reserved to bolster out year 
requirements. At the end the ten-year debt term for 
the bonds supported by the enhanced parking meter 
revenue, the debt service funds would be dedicated 
exclusively to maintenance of the Mall to insure long-
term, high quality maintenance!. Usual and customary 
increases In future hourly parking rates should be 
made to accommodate Inflationary pressure on 
maintenance activities.

(Footnote)
1 Through some combination of the revenue 
enhancements outlined above, it seems reasonable 
that between $2.5 and $2.7 million per year In 
additional revenue can be generated. In order to 
partially address the need for management, oversight 
and security of the Transit Mall, it is recommended 
that at least $500,000 per year be set aside for this 
purpose from the Increased revenue stream.
Additional funding for these operations should be 
negotiated within the confines of existing agency 
budgets and existing outlays for these types of 
services. The residual revenue, ranging from $2.0 to 
$2.2 million per year, should be bonded fora period of 
ten years to created additional local funding capacity 
for the project. Bond proceeds under this scenario are 
conservatively estimated at 6% per annum to be in the 
range of approximately $14.7 to $16.2 million.
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PROJECT SCHEDULE
Figure 38 summarizes the scheduie for the Portiand Mail 
Revitalization Project. When this report Is distributed on March 
1,2004, there will be a public review of the recommendations 
and the options put forth for consideration. Following the 
public review process, City Council will adopt the Final CDR 
and thereby approve the conceptual design of the project

it is essential that the Final CDR be adopted with two key 
issues resolved so that the project can move forward into the 
next phase of design; the light rail station configurations and 
the station locations need to be defined. Furthermore, a 
commitment to the comprehensive revitalization strategy 
outlined herein will be essential to continue developing the 
concepts and realizing the vision of this project.

Once the Conceptual Design is approved in April, the project 
will move into Preliminary Engineering. The Federal Transit 
Administration's approval of the project for Final Design is 
planned for March 2005. The Full Funding Grant Agreement is 
planned for in the first quarter of 2006. Construction of the 
project will begin spring 2006 and the new light rail service will 
commence in the first quarter of 2009.

PROJECT SCHEDULE

SUMMARY PROJECT SCHEDULE

Release Draft Final Conceptual Design Report (F-CDR) 
for Public Review March 1, 2004

Public Review March/April 2004

City Council Approval of Conceptual Design Late April 2004

Preliminary Engineering Spring/Summer 2004

Complete Final Environmental Impact Statement (FEIS) October 2004

Federal Transit Administration (FTA) Approval of FEIS December 2004

FTA Approval to Begin Final Design March 2005

Full Funding Grant Agreement Executed by FTA First Quarter, 2006

Complete Final Design February 2006

Construction 2006-2009

Project Opening Early 2009

Figure 38: Summary Project Schedule
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PROJECT TEAM INVOLVEMENT

PROJECT TEAMS
Project Managers
Richard Brandman 
Abe Farkas 
Neil McFarlane 
Douglas Obletz 
Brant Williams 
JoeZehnder

Community Affairs
Ann Becklund, Team Leader
Kay Dannen
Kim Knox
Tom Markgraf
Wendy Smith Novick
Coral Ten Fingers
Dave Unsworth
JCVannatta
Gina Whitehill-Baziuk

Transit & Traffic Operations
Alan Lehto, Team Leader 
Bob Banks 
John Cullerton 
John Griffiths 
Thomas Heilig 
Doug McCollum 
Tony Mendoza 
Young Park 
Randy Parker 
Leah Robbins 
Lewis Wardrip 
Ken Zatarain

Metro
Portland Development Commission 
TriMet
Shiels Obletz Johnsen, Inc.
Portland Office of Transportation 
Portland Planning Bureau

TriMet
Shiels Obletz Johnsen, Inc.
Shiels Obletz Johnsen, Inc.
Markgraf & Associates
Consultant
TriMet
Metro
TriMet
Metro

TriMet
TriMet
Metro
TriMet
TriMet
Portland Office of Transportation
TriMet
TriMet
Metro
TriMet
Portland Office of Transportation 
TriMet

Environmental Impact Study
Ross Roberts, Team Leader
Sharon Kelly
John Cullerton
Randy Parker
Dave Unsworth
Alan Lehto

Design Developmenl/Englneerlng
Don Irwin, Team Leader 
Greg Baldwin 
Lew Bowers 
Teresa Boyle 
Katherine Brendle 
Graham Clark 
Simon Cooper 
Elizabeth Davidson 
Bob Dethlefs 
Jillian Detweiler 
Francesca Gambetti 
Bob Hastings 
Gary Hopkins 
Steve Iwata 
Ken Kirse 
Kim Knox 
Bill Korsak 
Christine Leon 
Brian McCarter 
Wendy Smith Novick 
Douglas Obletz 
Ross Plambeck 
Mark Raggett 
Leah Robbins 
Dave Unsworth 
JCVannatta

Metro
Metro
Metro
Metro
Metro
TriMet

TriMet
Zimmer Gunsul Frasca 
Portland Development Commission 
Portland Office of Transportation 
TriMet
Portland Planning Bureau
TriMet
TriMet
TriMet
TriMet
Shiels Obletz Johnsen 
TriMet
Portland Office of Transportation 
Portland Office of Transportation 
TriMet
Shiels Obletz Johnsen, Inc.
Shiels Obletz Johnsen, Inc.
Portland Office of Transportation
Zimmer Gunsul Frasca
WSN Consulting
Shiels Obletz Johnsen
Portland Development Commission
Portland Planning Bureau
TriMet
Metro
TriMet
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Finance
Vic Rhodes, Team Leader
Lew Bowers
Nancy McClain
Neil McFarlane
Mark Murray
Ken Rust
Roger Shiels
Brant Williams

Urban Design
Francesca GambettI, Team Leader
Greg Baldwin
Lew Bowers
Katherine Brendle
Graham Clark
Simon Cooper
Jlllian Detweiler
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Bob Hastings
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Steve Iwata
Arun Jain
Kim Knox
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Portland Development Commission 
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Portland Development Commission
TriMet
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TriMet
TriMet
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TriMet
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Zimmer Gunsul Frasca 
Zimmer Gunsul Frasca 
WSN Consulting
Portland Development Commission 
Portland Planning Bureau 
Metro
Karen Whitman Projects
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Proposed MAX Stations

PORTLAND MALL
REVITALIZATION

The Portland Mall is poised for renovations that 
will revitalize 5th and 6th avenues and bring MAX 
service through the heart of downtown from 
Union Station to Portland State University.

The Big Idea
The Portland Mall Revitalization Project provides a 
unique opportunity to not only renovate the 
award-winning Portland Mall, but also to re-think 
the role it will play in the future of the Central City.

Re-establish the Mall as a multi-modal spine 
through downtown with a vibrant and interactive 
streetscape

• Create a user-friendly, interactive & engaging space

• Provide the highest quality transit service
• Make it safe & inviting
• Include the latest technologies

Establish a unique sense of place and arrival by 
celebrating the various "urban rooms" of the Mall and 
by treating each Mall station as a special civic space

• Each station should be instantly identifiable
• Careful station area planning & improvement

Make a direct link between public infrastructure 
improvements and new development

• Implement a development plan for properties in the 
immediate vicinity of the Mall

Re-establish the Mall as a premier public space
• Improvements made to the Mall must meet the high 

standards used when it was first built
• A Mall management entity should be created to 

provide real time oversight, maintenance & security to 
ensure the Mall's success

Design the Portland Mall to be flexible enough to adapt 
to changing conditions

• The new design should assure that as social, economic 
& transportation parameters change, the streets can be 
adapted
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Options for the Mall
Two different street and station design options 
are under consideration, and can be viewed in a 
visual simulation at trimet.org. Highlights include:

Platform similarities
• Buses and light rail operate in the left and center 

lanes
• Both options perform comparably on LRT and bus 

efficiency
• Both options increase bus spacing

Left side platform option
• Light rail operates in center lane
• Buses operate like today - use LRT 

(center) lane for passing and 
transitions to right lane to access 
bus stops

• Keeps sidewalks as today, with 
stations located at left-hand 
sidewalk extensions in the Central 
Mall

• Stations in the South Mali on the 
right side

• Non-transit traffice operates in left 
lane, with no through traffic at 
station blocks

• Introduces least amount of change 
to exisiting Mall configuration

• Lowest cost option
• Fewest construction impacts

Right side platform option
• Light rail operates like buses, operates 

in the center lanes and transitions to 
right side to access station platform

• Buses travel in center lanes for passing 
and transitions to right side to access 
bus stops

• Continuous non-transit lane possible in 
left lane

• Requires slight modifications to existing 
sidewalks for right side station 
platforms and modifications to sidewalk 
extensions if continuous non-transit 
lane is provided

• Additional $A-5 million in construction 
costs over left side option

■lushtRaa (n*wo
Usubcm jy Travel 

Hoptions

y BmUne IIUgtxRaH
1 |AlgnmefK

Process timeline
A

Final Conceptual Design Report
1 released

March 1,2004

1 Public review and comment March 2004

1 Planning Commission
1 Hearing

March 30,2004

1 Mayor's Steering Committee 
\ Approves Final Design Report

Late Spring 2004

1 Preliminary engineering
1 and design

Feb - Sept 2004

1 Full Funding Grant Agreement November 2005

1 1 Construction begins Fall 2006

Service on the new Portland Mall 
begins

2009

The South CoTTidor Plan
The Portiand Mall Revitalization project will 
be folded into the South Corridor Plan:
• Phase 1 would also build light rail along 

1-205 between Clackamas Town Center 
and Gateway.

' 1-205 MAX trains would travel on the 
Blue Line tracks from Gateway to 
downtown Portland, then on the new Mall 
tracks through downtown.

• Building MAX and improving the Mall at 
the same time leverages resources and 
limits construction impacts.

• Phase 2 would bring light rail from 
downtown to Milwaukie.

To learn more
Share your comments about the Portland 
Mall Revitalization project:

Visit trimet.org for more details 
including video simulations of design 
options

• Call TriMet Community Relations at 
503-962-2150

• Email TriMetLightRail@trimet.org

mailto:TriMetLightRail@trimet.org
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ATTACHMENT A 

(Version 2)
NEW AREA PLANNING 
(as of February 17,2004)

Project Study Area/Ord # / 
Design Type(s)

Lead
Agency

Status
(plan deadline)

Staff1 Metro Role

Springwater
Community Plan

SA6p,12/969B/
RSIA, Inner 
Neighborhood

Gresham Plaiming process has begun (3/05) RV, KE Serve on Land Use and Transportation work 
teams

Pleasant Valley 
Concept Plan

1998 expansion / Town 
Center, Corridor, Inner 
Neighborhood

Gresham 
and Portland

Concept plan and implementation planning 
completed; adoption scheduled for summer 
(N/A)

RV, KE For concept plan, partnered and co-managed 
project with two cities and two counties; served 
on project Steering Committee and technical 
committees. For implementation plan, served on 
technical committees

Damascus/Boring 
Concept Plan

SA 13-19/969B/TC, 
Irmer Neighborhood, 
Employment, RSIA, 
Industrial, Corridor

Clack Co Core values phase almost complete; 
inventory phase of concept plan begiiming 
(3/07)

RV, KE, 
DRC

Partner with Clackamas County to manage 
project; serve on 4 technical teams and Advisory 
Committee.

Park Place
Master Plan

S A 24p,25p, & 26p /
969B / Corridor, Inner 
Neighborhood

Oregon City Developer portion of area to work with
neighborhood residents in developing plan 
for all three sites (3/07)

TO Provide technical advice as needed; review and 
comment on work produced by city and 
consultant

Beavercreek
Road

SA 26p / 969B / 
Industrial

Oregon City Area residents hired consultant to develop a 
concept plan

Not
assigned

Provide technical advice as needed; review and 
comment on work produced by city and 
consultant

South End Road SA 32p/969B/Inner
Neighborhood

Oregon City City has no plans for this area yet Not
assigned

Provide technical advice as needed; review and 
comment on work produced by city and 
consultant

Study Area 37 SA 37/969B/Inner
Neighborhood

West Liim City does not intend to plan for this area Not
assigned

Provide technical advice as needed; review and 
comment on work produced by city and 
consultant

1 Staff abbreviations: RV = Ray Valone; KE = Kim Ellis; TO = Tim O’Brien; DRC = Data Resource Center



Villebois Village 1999 expansion / Inner 
Neighborhood

Wilsonville Concept plan and comp, plan amendments 
& zoning complete; change of master plan 
for east area; south portion cleared for 
development, pending final agreements

RV Provided technical advice; reviewed and 
commented on concept plan and subsequent 
comprehensive plan amendments

East Wilsonville 
(Frog Pond Area)

SA 45/969B/Inner 
Neighborhood

Wilsonville No action, some early talks on part of 
residents and homebuilders (3/07)

Not
assigned

Not yet been defined, though at least technical 
advice and review and comment

Tonquin Site SA 47p,49p / 969B / 
RSIA

Tualatin These two sites will be planned together and 
known as ‘SW Tualatin’. The city received 
a TGM grant for $270,000 and will be 
starting the planning within next couple of 
months (3/07)

Not
assigned

Not yet been defined, though at least technical 
advice and review and comment. This project will 
likely be closely coordinated with the I-5/99W 
Corridor Study

Tigard Sand and 
Gravel Site

SA 47p,48 / 990A / 
RSIA

Tualatin

Brookman Road 
Area

SA 54p, 55p/969B / 
Inner Neighborhood

Sherwood No plans for concept plaiming at this time Not
assigned

Not yet been defined, though at least technical 
advice and review and comment

Study Area 59 SA 59p / 969B / 
Corridor, Inner 
Neighborhood

Sherwood City to work with school district to site 
facilities; concept planning and annexation 
complete within 3 years

RV Not yet been defined, though at least technical 
advice and review and comment

Cipole Road SA 61-1 / 969B / 
Industrial

Sherwood No plans for concept planning at this time Not
assigned

Not yet been defined, though at least technical 
advice and review and comment

99W Area SA0/986A/ 
Employment, Industrial

Sherwood No plans for concept planning at this time. 
City TSP needs to be completed first.

Not
assigned

Not yet been defined, though at least technical 
advice and review and comment

NW Tualatin SA 61, north portion / 
969B / Industrial, 
Corridor

Tualatin The city received a TGM grant for $30,000 
and will be starting the planning with next 
couple of months (3/05)

Not
assigned

Not yet been defined, though at least technical 
advice and review and comment

Bull Mountain 
Area

SA 63/969B/Outer 
Neighborhood

Tigard or 
Wash. Co

City has put planning work on hold until 
after Bull Mtn Annexation Plan adopted and 
voted on by citizens in Nov (3/05)

Not
assigned

Not yet been defined, though at least technical 
advice and review and comment

Bull Mountain 
Area

SA64/969B/
Corridor, Iimer 
Neighborhood

Tigard or 
Wash. Co

City has put planning work on hold until 
after Bull Mtn Annexation Plan adopted and 
voted on by citizens in Nov (3/05)

Not
assigned

Not yet been defined, though at least technical 
advice and review and comment

Cooper Mountain SA 67/969B/Outer 
Neighborhood

Wash. Co or 
Beaverton 
or Hillsboro

Wash. Co and Beaverton not pursuing 
planning at this time

Not
assigned

Not yet been defined, though at least technical 
advice and review and comment



Study Area 69 SA 69/969B/Inner 
Neighborhood

Wash. Co or 
Beaverton 
or Hillsboro

Wash. Co. and Hillsboro not pursuing 
planning at this time

Not
assigned

Not yet been defined, though at least technical 
advice and review and comment

Witch Hazel
Community Plan 
Witch Hazel 
(cont)

1999 expansion + SA
71 (969B) / IN.

Hillsboro Concept plan complete; City adopted
comprehensive plan amendment in Februaiy 
2004; zoning will be adopted upon 
annexation (3/05)

RV Served on technical advisory committee; 
reviewed an commented on concept plan and 
subsequent comprehensive plan amendments

Study Area 77 SA 77p / 969B /
Employment

Cornelius Concept plan complete; City adopted
comprehensive plan and zoning 
amendments, and annexed the area in
January 2004 (3/05)

TO Reviewed and commented on plan and 
amendments

Shute Road Site Shute & Evergreen /
983B/RSIA

Hillsboro Concept plan complete; City adopted
comprehensive plan and zoning in late
2003; annexation to Metro is pending (3/05)

RV Served as technical support on project advisory 
committee; reviewed and commented on concept 
plan and subsequent comprehensive plan and 
zoning amendments

Forest Grove
Swap

N/A/985A/Outer
Neighborhood

Forest
Grove

Work plan being developed (3/05) Not
assigned

Not yet been defined, though at least technical 
advice and review and comment

Bethany SA 84, 85, 86,87p/
987A / Corridor, Inner 
Neighborhood

Beaverton
or Wash. Co

City pursuing signatures for annexation of
area before committing to planning; city 
also budgeting money in next cycle for 
planning; county willing to do planning if 
two parties cannot come to agreement over 
annexation strategy (3/05)

Not
assigned

Not yet been defined, though at least technical 
advice and review and comment

Bonny Slope SA 93p / 969B / Inner 
Neighborhood

Multnomah
County

County analyzing options to implement
Title 11; some land owners looking into 
privately-lead plan and self-funding

Not
assigned

Not yet been defined, though at least technical 
advice and review and comment

Area 94 SA 89p, 94/969B/
Outer Neighborhood

Portland City has not budgeted a concept plan
process for FY 04/05, and has not yet 
determined when it will complete the plan. 
There is an appeal pending for this area 
(3/09)

Not
assigned

Not yet been defined, though at least technical 
advice and review and comment
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Milestones

1998

Governance Concept
Plan

Draft
Implementation

Documents

City Adoption 
(LegblaUve 

Process)

2000 - 2002 2003 2004
December 
Metro’s UGB 
Decision 
Portland/ 
Gresham IGA 
signed

July 2000 
Federal grant 
received
Summer 2002 
Jurisdictions 
accept Concept 
Plan

June June
Stale TGM grant Planning
woric completed Commission
December July/August
Implementation city Council
Report completed Decision

Planning for New Areas

Metro -Title 11 Requirements:
• Annexations
a Housing types & mix
• Commercial & Industrial needs
• Transportation needs
• Natural resource protection
• Public facilities and services
• Parks
• School needs

“As the area Ls planned for urbanization, the primary 
goal is to create a place rather than a carpet of 
sulidivisioas.”

Pleasant Valley Concept Plan
Who was involved

jY] Gresham, Portland, Happy Valley,
1—1 Clackamas snd Multnomah 

Counties, and Metro
11 I 24 member Steering Committee (15 
—1 Meetings)
11 I Community residents 
—1 • Five Forums (Chanette)

• Mailings
|l I Consultant team led by Otak, Inc.
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Concept Plan Implementation Strategies

V«M»y
Concept Pl«n

[i~[ Governance 
ri~| Land use
m CuRural and natural history 
[l~| Transportation 
|i~| Natural resources 
[FI Green development 
[F] Parks and open spaces 
11 I Schools 
11 I Infrastructure

Infrastructure

$171.2 Million

Wastewater
7%

Water
9%

Concept to Implementation

B Summer/Fall 2002 - Gresham & 
Portland City Councils, Metro 
Council and Clackamas & 
Multnomah Commissions accept 
Concept Plan Map and report

[F| Summer 2002 - Metro leads
— Foster/Powell corridor study
[F| October2002-Gresham and 

Portland begin Implementation 
Planning - TGM grant

Implementing the Concept Plan

Gresham and Portland create Implementation 
Plan of comprehensive plan amendments:

fi] Based on Concept Plan per 
resolutions

[F| Local legislative review and 
adoption Process

[i] Includes annexation pian 
[i] Inciudes Metro review



Pleasant Valley Implementation Plan
Who is involved

[l~| Gresham and Portland

in Metro, Happy Valley, Counties & * 
— Others (TAC)

n 12 member Advisory Group (from 
Steering Committee)
• Six meetings

n Community residents
• Three forums
• Mailings

E Consultant Team Otak

Implementation

Pf«a*antVaR«y 
lmpl*fn»ntatlon Plan 
Raport

Section 1 - Goals, Policies and 
Action Measures

Section 2 - 
Section 3 - 
Section 4 -

Section 5- 
Section 6- 
Section 7-

LandUse 
Natural Resources
Transportation Street 
Network

- Public Faciiities Plan 
-Annexation
- Intergovernmental 

Agreement

Implementation

Goal
Complete community with a unique sense of identity and 

cohesiveness
A wide range of transportation, living, working, recreation, 

and civic and other opportunities

Policy
Master pianned as a complete community

Action Measure
Establish a Plan District... provide a means to 

create unique zoning and regulations that address 
opportunities and chalienges identified in the pian

Implementation
Pleasant Valley Plan District

• Walkable Neighborhoods - Diversity of
Housing and transportation choices

• Neighborhood Parks N-';
• New Schools
• Town Center as Heart of Community
• Neighborhood Centers
• Empioyment Districts • New water & wastewater
• Open Spaces and Regional Trails system

• Water Quality and Habitat Protection, 
Restoration and Enhancement

• Stormwater management that 
utilizes green streets and

Opportunities green infrastructure

W Plan District Development Code Plan District Plan Map Legend
ovmLArsuMMgTMm

HB3tDn®IYMSIDENTlAl.IV

r Jl '1 NEJCKBOJUKXOCENTER-1
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Implementation Natural Resources
Natural Resources Significance Criteria

“*BO Brisaa

State Goal 5 addresses protection of natural resources • • Water quality

1. Inventory — locate and evaluate natural resources in plan • Qiannel dynamics and moiphology
area and deteimine significance • Water quantity-stream flow, sources and

2. Evaluate conflicting uses and conduct an Economic, Social, » iuri/'wv'UTTvit^
Environment, and Energy analysis to facilitate resource • Fish and aquatic habitatprotection decisions

3. Develop a program to achieve protection decisions • Riparian and upland wildlife habitat
• Upland sensitive species

Natural Resources 
Significance Criteria

' rr

fNew
ESRA Map

t

Pwly hr H ■iMbw  Pulp « f^nfnWiwy

Summary of 
Development Capacity

Unit Capacity

Total DweUings/HHs at BuDdout 5,066

New Dwellings per Net Acre 10.06

Total Population at BuQdout 12,217

Average Household Size 2.41

Total Jobs 4,969

Current population is 285 households and 835 perrons, 424 taxiots (2000
/*Ancnc>

Master Plan Criteria
• Minimum SIzs
• Nelghboftiood Design
• Housing Variety
• DensilyTransitlon
• Neighborhood Transition 
Design Areas

• Circulation Network
• Parks, Open Spaces and 
Natural Areas
• Stormwater and Green 
Practices
• Water and Wastewater



Implementation
Public Facilities Plan (PFP)

GOALS
m Develop an integrated comprehensive approach to 
— service delivery

[Y] Identify sen/ice providers with capacity to serve the 
'—concept plan area

in Meet the Statewide Goal and rule requirements for PFPs

n Where needed, identify strategies for impiementing the 
PFP

Sanitary 
Sewer System,

Stormwater 
System ■■ .

Parks and O] 
Space Systen

Water
System
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Implementation
Annexation

• Analysis Subareas & Service Boundaries
• Evaluate build-out to determine most logical phasing 

sequence
• Utilize prior capital Improvements & cost assumptions 

to the extent appropriate
• Current impact fee and tax rate structure
• Assume Build-out to determine most logical phasing 

sequence

Analysis Subqreas

Forecasted Development 
Ji by Subarea at Build-out

Annexation
Area Name

TKmrm

j Bulldable
IGA Area ’ Aon Total Total AV
Name (private) Dviellinga Jobs (mllllona)

nzHzisBEt;"
Esstffr

1,093^2,8021^'$263
64 3,480 m $485

651 ; 203 $160til ■ j-gnTL- ...................

Ml £ ysmams:::im
Eriijcazfi 33: —riE

' ^ * '* liZI"
~WT—n—T?
5,040:4,906*1'^ $865

Annexation Considerations

• Cost Effectiveness of Public Facilities
• Logical Staging of Facilities (funding?)
• Market Timing
• Property Owner/Developer Interest
• Land Use Flelationships
• City Objectives



Implementation
Intergovernmental Agreement

Gresham and Portland (Current 12/98)
• Agree to Joint Planning Process
• Preliminary Map Urban Services
• Preliminary Pleasant Valley Goals 

Gresham and Portland (Revised)
• Adopt Plan by end of September 2004
• Refined Map Urban Services
• Concept Plan Goals
• Future cooperation

Public Hearings

Gresham Hearings
Planning Commission Work Session 

March 8.2004 
Council Meeting on IGA 

March 16.2004
Planning Commission Hearing #1 

May 10.2004
Planning Commission Hearing #2 

May 24.2004
Planning Commission Hearing #3 

June 14,2004
CouncUHearing#! July20.2004 
Council Hearing #2 August 3.2004 
CouncU Enactment September 7.2004

Portland Hearings
Planning Commission Briefing 
March 9.2004 

CouncU Meeting on IGA 
March 17.2004

Planning Commission Work Session 
June 8.2004

Planning Commission Decision 
July 13.2004

CouncU Hearing In August

* Public Open House 
on April 29,2004

Questions?

More Information Contact:
Jonathan Harker, Gresham Planner, 503-618-2502 
jonathan.harker@ci.gresham.or.us
Jay Sugnet, Portland Planner, 503-823-5869 
jsugnet@ci.poitland.or.us
Visit Our Web Site
www.cl.gresham.or.us/DleasantYa1lev/

mailto:jonathan.harker@ci.gresham.or.us
mailto:jsugnet@ci.poitland.or.us
http://www.cl.gresham.or.us/DleasantYa1lev/
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DRAFT
BEFORE THE METRO COUNCIL

FOR THE PURPOSE OF AMENDING THE 
METRO URBAN GROWTH BOUNDARY, 
THE REGIONAL FRAMEWORK PLAN 
AND THE METRO CODE TO INCREASE 
THE CAPACITY OF THE BOUNDARY TO 
ACCOMMODATE GROWTH IN 
INDUSTRIAL EMPLOYMENT

ORDINANCE NO. 04-1040

WHEREAS, by Ordinance No. 02-969B (FOR THE PURPOSE OF AMENDING THE 
URBAN GROWTH BOUNDARY, THE REGIONAL FRAMEWORK PLAN AND THE 
METRO CODE IN ORDER TO INCREASE THE CAPACITY OF THE BOUNDARY TO 
ACCOMMODATE POPULATION GROWTH TO THE YEAR 2022), the Council amended 
Title 4 (Industrial and Other Employment Areas) of the Urban Growth Management Functional 
Plan to increase the capacity of industrial land to accommodate industrial jobs; and

WHEREAS, by Ordinance No. 02-969B, the Coimcil added capacity to the UGB but did 
not add sufficient capacity to accommodate the lull need for land for industrial use; and

WHEREAS, the Metro Council submitted Ordinance No. 969B, in combination with 
other ordinances that increased the capacity of the UGB, to the Land Conservation and 
Development Commission (LCDC) as part of Metro’s periodic review of the capacity of its 
UGB; and

WHEREAS, on July 7,2003, LCDC issued its “Partial Approval and Remand Order 03- 
WKTASK-001524” that approved most of the Council’s decisions, but returned the matter to the 
Council for completion or revision of three tasks: (1) provide complete data on the number, 
density and mix of housing types and determine the need for housing types over the next 20 
years; (2) add capacity to the UGB for the unmet portion of the need for land for industrial use; 
and (3) either remove tax lots 1300, 1400 and 1500 in Study Area 62 from the UGB or justify 
their inclusion; and

WHEREAS, the Coimcil completed its analysis of the number, density and mix of 
housing types and the need for housing over the planning period 2002-2022 and incorporated its 
conclusions in a revision to its Housing Needs Analysis; and

WHEREAS, the Coimcil increased the capacity of the UGB both by adding land to the 
UGB and by revising the Regional Framework Plan and Title 4 of the UGMFP to meet the 
previously unmet portion of the need for land for industrial use; and

WHEREAS, the Council decided to remove tax lots 1300, 1400 and 1500 in Study Area 
62 from the UGB; and



WHEREAS, the Council consulted its Metropolitan Policy Advisory Committee and the 
24 cities and three counties of the metropolitan region and considered comments and suggestions 
prior to making this decision; and

WHEREAS, prior to making this decision, the Council sent individual mailed notification 
to more than 100,000 households in the region and held public hearings on Title 4 and the 
efficient use of industrial land on December 4 and 11,2003, public workshops at six locations 
around the region in March, 2004, on possible amendments to the UGB, and public hearings on 
the entire matter on April_, May _ and June_and 24,2004; now, therefore

THE  METRO  COUN CIL HEREB Y ORD AINS AS  FOLLOWS:

1. Policy 1.12 of the Regional Framework Plan is hereby amended, as indicated in 
Exhibit A, attached and incorporated into this ordinance, to guide the choice of farmland for 
addition to the UGB when no higher priority land is available or suitable.

2. Title 4 (Industrial and Other Employment Areas) of the Urban Growth Management 
Functional Plan is hereby amended, as indicated in Exhibit B, attached and incorporated into this 
ordinance, to improve implementation of Title 4 by cities and counties of the region.

3. The Employment and Industrial Areas Map is hereby amended, as shown on Exhibit C, 
attached and incorporated into this ordinance, to depict the boundaries of Regionally Significant 
Industrial Areas pursuant to Policy 1.4.1 of the Regional Framework Plan in order to ensure 
more efficient use of the areas for industries reliant upon the movement of freight and to protect 
the function and capacity of fireight routes and connectors in the region.

4. The Revised Housing Needs Analysis, January 24,2003, is hereby further revised, as
indicated in Exhibit D, Revised Housing Needs Analysis, June__, 2004, attached and
incorporated into this ordinance, to comply with the first item in LCDC’s “Partial Approval and 
Remand Order 03-WKTASK-001524.”

5. The Metro UGB is hereby amended to include all or portions of the Study Areas
shown on Exhibit E and more precisely identified in the Alternatives Analysis Report, Item_in
Appendix A, subject to the conditions set forth in Exhibit F, and to exclude tax lots 1300, 1400 
and 1500 in Study Area 62 from the UGB, also shown on Exhibit E and more precisely identified 
in the , Item b in Appendix A. Exhibits E and F are attached and incorporated into this
ordinance to comply with the second and third items in LCDC’s “Partial Approval and Remand 
Order 03-WKTASK-001524.”

4. The Appendix, attached and incorporated into this ordinance, is hereby adopted in 
support of the amendments to the UGB, the Regional Framework Plan and the Metro Code in 
sections 1 through 3 of this ordinance. The following documents comprise the Appendix:

a. 2002-2022 Urban Growth Report: An Employment Land Need Analysis, Jime 24, 
2004 Supplement
Industrial Land Alternative Analysis Study, February, 2004
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c.

d.

e.

f.

g-

h.

i. 

h.

j-

k.

m.

n.

o.

P-

q-

26-29 Report*

“Summary of Workshops on Expansion of UGB for Industrial Land”, 
memorandum from ?? to ??, April_, 2004*

“An Assessment of Potential Regionally Significant Industrial Areas”, 
memorandum from Mary Weber to Dick Benner, October 21,2003

“Recommended Factors for Identifying RSIAs”, memorandum from Mary' Weber 
to MTAC, June 30,2003

“Slopes...”, memorandum from Lydia Neill to ??,____ , 2003*

“Agricultural Land”, memorandum from Jim Johnson, Oregon Department of 
Agriculture, to___ , March_,2004*

“Aggregation”, memorandum from Lydia Neill to ??,__ , 2003 *

“Reduction of Lands,” memorandum from Lydia Neill to ??,__ , 2003* [Lydia,
we can attach the map showing the reduction to Appendix h.

“Industrial Land Suitability Factors,” memorandum from Lydia Neill to ??, 
2003*

Agriculture at the Edge: A Symposium, October 31,2003, Summary by Kimi 
Iboshi Sloop, December, 2003

“Industrial Land Aggregation Methodology, Test and Results”, memorandum 
from Lydia Neill to ??, September 23,2003*

“Industrial Areas Requested by Local Jurisdictions”, memorandum from Lydia 
Neill to ??, July 29,2003*

“Industrial Land Locational and Siting Criteria”, memorandum from Lydia Neill 
to ??, July 9,2003*

“Summary of Industrial Interviews”, by Lydia Neill,___, 2003*

“A Review of Information Pertaining to Regional Industrial Lands”, 
memorandum fi-om Dick Benner to David Bragdon, January 26,2004

r. Map of Freight Network and Freight Facilities, Metro, November, 2003


