
               

SPECIAL TIGARD/LAKE OSWEGO CITY COUNCIL MEETING
MEETING DATE AND TIME: July 12, 2010 - 6:30 p.m.
MEETING LOCATION: City of Tigard - Town Hall - 13125 SW Hall Blvd., Tigard, OR 97223
PUBLIC NOTICE:

Times noted are estimated.

Assistive Listening Devices are available for persons with impaired hearing and should be scheduled for Council
meetings by noon on the Monday prior to the Council meeting. Please call 503-639-4171, ext. 2410 (voice) or
503-684-2772 (TDD - Telecommunications Devices for the Deaf).

Upon request, the City will also endeavor to arrange for the following services:

•        Qualified sign language interpreters for persons with speech or hearing impairments; and

•        Qualified bilingual interpreters.

Since these services must be scheduled with outside service providers, it is important to allow as much lead time as
possible. Please notify the City of your need by 5:00 p.m. on the Thursday preceding the meeting by calling:
503-639-4171, ext. 2410 (voice) or 503-684-2772 (TDD - Telecommunications Devices for the Deaf).

This Special Meeting of the Tigard and Lake Oswego City Councils will be cablecast live on Tualatin Valley
Community TV at 6:30 p.m. on Channel 23.  Replays are scheduled as follows:

Channel 28 - Thursday, July 15 at 9:30 p.m. 
Channel 28 - Wednesday, July 21 at 11:00 p.m.  
Channel 28 - Thursday, July 22 at 9:30 p.m.  

SEE ATTACHED AGENDA



SPECIAL TIGARD/LAKE OSWEGO CITY COUNCIL MEETING
MEETING DATE AND TIME: July 12, 2010 - 6:30 p.m.
MEETING LOCATION: City of Tigard - Town Hall - 13125 SW Hall Blvd., Tigard, OR 97223

               
 

SPECIAL MEETING
 

Call to Order- Mayor Dirksen
6:30 p.m. (estimated)

 

Roll Call
 

Pledge of Allegiance
 

Council Communications & Liaison Reports
 

Call to Council and Staff for Non-Agenda Items
 

1. WATER PROJECT BRIEFING - LAKE OSWEGO/TIGARD PARTNERSHIP
6:30 p.m. (estimated)

 

 

2. PACIFIC HIGHWAY VISION PRESENTATION 
7:35 p.m. (estimated)

 

 

3. LAKE OSWEGO TROLLEY ALTERNATIVE ANALYSIS DEIS BRIEFING
8:05 p.m. (estimated)

 

 

4. PRESENTATION OF FIRST-TIER SUBURBS DEMOGRAPHICS
8:35 p.m. (estimated)

 

 

5. COUNCIL LIAISON REPORTS

 

6. NON AGENDA ITEMS

 

7. ADJOURNMENT
9:00 p.m. (estimated)

 



AIS-22     Item #:  1.     
Special Meeting
Date: 07/12/2010
Length (in minutes): 60 Minutes  

Agenda Title: Water Project Briefing
Prepared By: Kathy Mollusky, Public Works
Item Type: Update, Discussion, Direct Staff

Joint Meeting-Board or Other Juris.
Meeting Type: Council Business Mtg -

Study Sess.

Information
ISSUE 
This is a presentation regarding the water partnership.

STAFF RECOMMENDATION / ACTION REQUEST
Participate in the discussion following the briefing.

KEY FACTS AND INFORMATION SUMMARY
The Lake Oswego/Tigard Partnership has been active on several fronts. 
1) The Project Definition phase of the project is proceeding on track and will be prepared to publish a
project Capital Improvement Plan this fall. Approval of this plan by both City Councils is required by the
Intergovernmental Agreement. Staff will brief the Councils on key elements of this work
2) Project permitting is underway and a status report will be included in this briefing.
3) We are awaiting the ruling by Administrative Law Judge Barber relating to our Water Rights extention
hearing. If that ruling becomes available by the meeting date we will include it in the briefing.
4) Staff will lead a discussion relating to a potential problem with state level permitting and discuss the
option of pursuing a legislative solution.

OTHER ALTERNATIVES
N/A

COUNCIL GOALS, POLICIES, APPROVED MASTER PLANS
Water Master Plan,  
2008 IGA

DATES OF PREVIOUS COUNCIL CONSIDERATION
N/A

Attachments
PowerPoint Slides
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Joint City Councils
Study Session
July 12, 2010
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Presentation Overview

• Introductions

• Partnership cost savings

• General program status report

– Operating budget

– Permitting

– Project definition

• Water treatment alternatives

• Public information update

• Schedule update (through 2010)

• Joint Councils Q & A
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• Lowest cost option for Lake Oswego and Tigard

• Smallest cumulative rate increases over long-term

• Tigard also benefits by system ownership

Partnership Cost Savings

Lake Oswego Supply Options (2006 dollars / 25 years)

Tigard Supply Options (2008 dollars / 50 years)

“Go it Alone” Partner with Tigard Savings

$118 million $83 million $35 million

Portland Willamette
Alone

Tualatin
Basin

Partner
with L.O. Savings

$294 million $269 million $250 million $208 million $42-86 million

=

=
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Program Status-Operating Budget

Summary
Budgeted Estimated Proposed Approved

2009-10 2009-10 2010-11 2010-11

Resources:

Beginning Fund Balances $2,920,000 $2,920,000 $677,000 $677,000

Intergovernmental $2,821,000 $2,821,000 $5,042,000 $5,042,000

Sales & Services $10,000 $10,000 $10,000 $10,000

Investment Income $86,000 $10,000 $18,000 $18,000

Transfers - - $4,072,000 $4,072,000

Total Resources $5,837,000 $5,761,000 $9,819,000 $9,819,000

Requirements:

Personal Services $300,000 $250,000 $459,000 $459,000

Materials & Services $175,000 $153,000 $105,000 $104,000

Transfers to Other Funds $80,000 $78,000 $91,000 $91,000

Capital Outlay $5,082,000 $4,603,000 $8,120,000 $8,120,000

Contingency $200,000 $677,000 $1,045,000 $1,045,000

Total Requirements $5,837,000 $5,761,000 $9,820,000 $9,819,000

Lake Oswego-Tigard Water Supply Partnership



5

Program Status-Budget Cost Estimate Update

• Available to Sponsors in September 2010

• First significant update since 2007 Joint Water Supply study

• Class 3 estimate defined as Project Budget Estimate

• Design is typically 10 to 40 percent complete

• Accuracy typically ranges from -20 to + 30 percent

• Will form the basis for subsequent Class 2 estimate at 30 to 70
percent complete design with -15 to +20 percent accuracy

• Class 2 estimate expected by end of 2011
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• Clackamas River Intake

• Untreated “Raw” Water Pipeline

• Water Treatment Plant

• Treated Water Pipeline

• Waluga Reservoir

• Bonita Pump Station

Project Definition refines scope/cost of six
projects from initial 2007 concepts
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Program Status-Permitting

• Collaborative environmental
process (CEP)

• Cultural resources

• Land use

• Water rights
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New River Intake Pump Station in
Gladstone next to existing
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Raw Water Pipeline alignment
options
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Existing Water Treatment Plant
in West Linn
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Finished Water Pipeline alignment
from West Linn to Tigard
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Finished Water Pipeline alignment from
West Linn to George Rogers Park
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Finished Water Pipeline alignment from
George Rogers Park to Iron Mountain Blvd
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Finished Water Pipeline alignment along
Iron Mountain Boulevard
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Finished Water Pipeline to Tigard
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New Waluga Reservoir



1717

Bonita Pump Station
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Water Treatment Alternatives

1. Why is treatment necessary?

2. Selecting a treatment alternative to
address key water quality parameters

3. Treatment alternatives overview

4. What are the recommendations?
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Why is treatment necessary?

Water must be treated to:

• Protect public health

– Regulatory driven parameters

• Provide aesthetically pleasing product

– Seasonal taste and odor
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Key Water Quality Parameters

• Particulates (turbidity)

• Taste and odor (T&O)

• Microorganisms

• Organics (molecules containing carbon &
hydrogen)

• Regulated disinfection by-products (DBPs)



2121

Wide Range of Alternatives Available-
Higher Performance = Higher Cost
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Multiple Benefits of Adding Ozone

• Provides an additional disinfection barrier

• Consistently improves taste and odor

• Delivers higher quality water than current regulations

• Reduces Chlorine use

• Is capable of destroying/reducing emerging contaminants

• Proven technology in U.S. and abroad

• Increases flexibility to handle source water quality changes

• Costs less than 20 ¢ per day per customer
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BCE Workshop No. 3 - Recommendations
(June 10, 2010)

• Assessed costs, risks, and benefits of
alternatives

• Expert Panel – consensus recommendation

• Citizen Sounding Board – concurrence

Conventional Treatment with Ozone

• Timing of Ozone a decision for Sponsors
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Public Information Update

• Treatment decision communications

 Information

 Consultation and feedback

 Citizen Sounding Board

 Partnership Open House 6/24

• Next six months

 Engaging facility neighbors

 Robinwood neighbors

 Waluga reservoir neighbors

 Inform/educate policy makers and
citizens about anticipated rates
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Public Information Update
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Schedule Update

June July August September October November December

Description of activity

Joint Council's Study Session 12-Jul-2010

CEP Kickoff Meeting 13-Jul-2010

Water Rights Decision TBD

Updated Project Cost Estimate 17-Sep-2010

Oversight Committee Meeting 8-Sep-2010

Study Session #2 - Lake Oswego City Council 14-Sep-2010

Study Session #2 - Tigard City Council 21-Sep-2010

Draft SFCIP Available for Review 22-Oct-2010

Lake Oswego Water COSA Update/Adoption 21-Dec-2010

Tigard Water COSA Adoption 9-Nov-2010

Final Draft SFCIP Complete 19-Nov-2010

Lake Oswego Adopt SFCIP 7-Dec-2010

Tigard Adopt SFCIP 21-Dec-2010

LAKE OSWEGO-TIGARD WATER PARTNERSHIP
MILESTONES THROUGH CALENDAR YEAR END
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Joint Council’s Q & A

We Want to Hear from You!



AIS-14     Item #:  2.     
Special Meeting
Date: 07/12/2010
Length (in minutes): 30 Minutes  

Agenda Title: Pacific Highway Vision Presentation
Prepared By: Sean Farrelly, Community

Development
Item Type: Joint Meeting-Board or Other Juris. Meeting Type: Council Business Meeting -

Main

Information
ISSUE 
Presentation of Pacific Highway Vision document to the joint meeting

STAFF RECOMMENDATION / ACTION REQUEST
N/A

KEY FACTS AND INFORMATION SUMMARY
In January 2009, the City of Tigard engaged the University of Oregon Portland Urban Architecture
Laboratory (PUARL) to produce a document visualizing how the Tigard Pacific Highway corridor could
be transformed by High Capacity Transit (HCT). The project was worked on by students, professors,
research assistants and city staff over a period of four semesters.

The Pacific Highway Corridor Urban Design Vision is intended as a tool to be used in future planning
work for the 4.5 mile length corridor. The project is not a “plan” but rather an illustrative tool to use in
making future land use planning and transportation decisions. It is intended to be an informed starting
point for guiding the future of the Pacific Highway corridor. 

The accompanying executive summary consists of two chapters: I) Findings and Recommendations and
II) Future Form of the Corridor.

I. Findings and Recommendations 

The study’s findings and recommendations about the corridor are organized into the following categories: 

national and regional trends1.
transportation2.
land use3.
economics and market4.
urban design and5.
environment6.

Findings: In general, the Pacific Highway corridor is traffic congested and unable to function well as
either a high capacity transportation corridor or commercial marketplace. Competition from more
convenient and accessible commercial formats (such as Washington Square and Bridgeport Village),
changing demographics and markets, and the need for alternative transportation will be the major factors
in shaping the corridor’s future urban form.



Recommendations: The recommendations of the study include the following:

Transportation

The need for a high-capacity, uncongested mobility corridor cannot be reconciled with the
highway’s commercial businesses’ desire for unrestricted access. This requires developing short,
medium, and long-range transportation and land use solutions, including high-capacity transit to
ensure the corridor’s future transportation and economic viability.

Land Use

A much wider range and higher density of mutually supportive land uses are needed, including
medium and high density housing, employment, commercial, professional services, institutional,
and civic uses. Economics and Market 
Further study is necessary regarding regional market trends including, but not limited to, retail,
entertainment and residential preferences, as well as employment and economic trends at the state
and national levels.

Urban Design and Environment

Businesses and property owners, the City of Tigard, and ODOT should cooperate on a sustained
effort to increase the appearance and overall aesthetics of the corridor on both public and private
properties.

II. Future Form of the Corridor

The study divided the corridor into three sections: 1) Tigard Triangle (I-5 to Hwy 217), 2)
Viaduct/Central (Hwy 217 to Watkins Avenue), and 3) South Tigard (Watkins Avenue to Durham
Road/King City). In these three areas, a total of 12 potential station areas are identified. Future urban
form was envisioned in the short term (5-10 years), medium term (10-20 years), and long term (20-50
years). Within each of these areas, the study makes specific urban design proposals based on the above
categories. These are illustrated in the executive summary. 

Images from the project, as well as the physical model will be used at public engagement forums, such as
for the Tigard High Capacity Transit Land Use Plan.

OTHER ALTERNATIVES
N/A

COUNCIL GOALS, POLICIES, APPROVED MASTER PLANS
Goal 1: Implement Comprehensive Plan
a. Complete the Transportation System Plan (TSP) and begin area plans (Tigard Triangle, 99W Corridor,
etc.)
c. Continue to promote and plan for 99W light rail

DATES OF PREVIOUS COUNCIL CONSIDERATION
N/A

Fiscal Impact



Fiscal Information:
N/A

Attachments
Pacific Hwy Vision 
PowerPoint Slides



Pacific Highway to a Sustainable Future
Tigard 99W Corridor
Urban Design Vision
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Preface

The Pacific Highway 99W Corridor 
Study was started as a cooperative 
effort between the City of Tigard and the 
Portland Urban Architecture Research 
Laboratory (PUARL) of the University 
of Oregon - Portland, when Tigard’s 
Community Development Department 
required a land use/urban design vision 
for the portion of Pacific Highway that 
falls within the boundary of the City of 
Tigard.

The Tigard Pacific Hwy 99W Urban 
Corridor is a challenging subject for 
urban planning research. Urban corridors 
as a whole have not been studied 
extensively.  Only recently have corridors 
been recognized as an important 
phenomenon in which to focus research 
on how to redevelop as a valuable urban 
element. Consequently, the bibliography 
on urban corridor precedence is rather 
limited.

The Portland Metro Growth Concept 
of 1995 recognizes urban corridors 
(together with urban centers) as key 
planning elements to be studied and 
developed. With more than 400 miles 
within the Metropolitan area, corridors 
have become a major factor in the 
development of the Metro Region as a 
whole.

This study concentrates on the main 
urban corridor that is geographically 
defined by Pacific Hwy and adjacent land 
areas approximately ½ mile on each side 
of the roadway. Pacific Hwy runs through 
the middle of the City of Tigard and has 
developed as a barrier between the two 
halves.

The PUARL was charged by the City of 
Tigard to look at the Pacific Hwy corridor 
not only to improve transportation, but 
to look at options and possibilities that 
would improve the corridor as a whole, 
in parts, and integrate the highway with 

its adjacent neighborhoods, districts and 
commercial areas.  The overall goal was 
to create a pleasant and comfortable 
urban environment along the corridor.

A main concern was how to understand 
the corridor in its totality. There is 
no unified urban character along the 
corridor, only very distinct pieces 
and segments. However, it was 
acknowledged that Pacific Highway must 
be considered a potential future asset, as 
something that needs to contribute to the 
life of Tigard, and not diminish or destroy 
its livability.

It is also important to understand 
that this study is an exploration of 
possible options and alternatives for 
the development of the Tigard Pacific 
Highway Corridor. This study is not a 
precise planning proposal, but a study 
of possible futures and development 
potential. It is a study that looks at 
options, constraints, and opportunities, 
and is therefore an appropriate topic for 
a university and research lab to explore, 
rather than develop definite solutions. 
This research study therefore lays the 
foundation for more detailed and precise 
planning studies and proposals such as 
detailed studies for high capacity transit 
in Tigard.

        ~Professor Dr. Hajo Neis, 
          PUARL Director
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Pacific Highway Corridor: Simulation of possible development over 30-50 years.
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Findings & RecommendationsI Project Process & Summary

Context: State Context: Northwest Oregon Context: Regional Context: Pacific Highway 99W Tigard and Portland 

The state Hwy OR 99W corridor 
connects Portland, Tigard, and 
Sherwood.  It is designated a High 
Capacity Transit corridor in Metro’s 
Regional Transportation Plan (RTP). 
It runs from the northern boundary of 
Portland through Tigard to the southern 
edge of the Portland Metropolitan Area 
Urban Growth Boundary.  The portion 
of the Hwy 99W corridor considered 
for this project includes 4.5 miles 
running southwest from the Highway’s 
intersection with Interstate 5, crossing 
over Hwy 217, to its intersection with 
Durham Road.  This portion of the 
corridor is called Pacific Highway.

Pacific Hwy, Interstate 5, and Hwy 217 
are designated by Metro, in the RTP, as 
Regional Mobility Corridors.  All three of 
these road facilities are designated by 
the Oregon Department of Transportation 
(ODOT) as Freight Routes in the 
Oregon Highway Plan (OHP).  Pacific 
Highway is significant to ODOT and has 
been designated a “mobility corridor” 
connecting communities from Portland 
to Eugene, Oregon.  Any future land 
use and transportation planning for 
Pacific Highway must recognize and 
be consistent with statewide interests.  
Herein lies a basic paradox that must 
be resolved by future policy decisions 

and infrastructure investment.  The 
statewide interest is to maintain traffic 
flow (capacity) within the Interstate 5 
/ Pacific Hwy Corridor necessary for 
efficient intrastate travel.  The local and 
regional interest is for the corridor and 
adjacent lands to redevelop and infill 
as a more dense, livable, urban form. If 
future redevelopment had to rely only 
on the automobile for access, it would 
be counter to the interests of the state in 
maintaining the capacity of the highway.

Current land uses along Tigard’s 
portion of Hwy 99W are primarily low 
density commercial development and 
associated parking lots.  The commercial 
strip on both sides of the roadway is 
backed by single-family and multi-
family residential areas.  The highway 
borders and provides access to Tigard’s 
Downtown, and runs through a large and 
underdeveloped mixed use employment 
area known as the “Tigard Triangle.”  
Land use along the corridor generally  
has very low densities.  Building floor 
area ratios (FAR) range between 0.1/1  
and 0.2/1.  A defining characteristic of 
the land use along the highway is that 
the built environment is dominated by 
impermeable surfaces – asphalt and 
concrete. However, remnants of the 
natural environment remain in the form 
of fragmented green spaces, wetlands, 

and disconnected portions of stream 
corridors.

The boundary of the study area includes 
the highway, adjacent commercially 
zoned land, and the Tigard Triangle.  The 
Tigard Triangle was first conceived in 
the late 1980’s as an office employment 
and commercial area with the opportunity 
for a substantial amount of medium and 
high density housing.  Most development 
since then has been large format retail 
and low density office development.  The 
maximum FAR, set by the City’s zoning 
code for the Triangle is 0.4/1.
 
The future of Tigard’s Downtown 
Urban Renewal District was envisioned 
under a previous research project, 
the “Tigard Downtown Urban Design 
Vision.”  However, a small portion of the 
Downtown, within the “Viaduct” element 
of the study, is included in this work. 
Overall, the Pacific Hwy Future Vision 
study area is approximately 2000 acres, 
encompassing one-quarter to one-half 
mile on each side of the highway.

The Tigard Comprehensive Plan is 
specific regarding the future of the Pacific  
Hwy Corridor, specifically integrating 
transportation, land use planning, and 
promoting a vibrant and economically 
prosperous corridor.

1. Project Overview
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Project Process & Summary

A major objective of the City of Tigard 
is to work with its citizens to create an 
economically strong and highly livable 
community – “A place to call home.”  
Among the key actions necessary to 
achieve this objective is for the City to 
represent its citizens at the regional, 
state, and metropolitan venues to 
address community concerns caused by 
circumstances beyond Tigard’s control.  
Traffic congestion on highways and 
arterial streets, economic issues, and 
growth management are representative 
of these.

From the growth management 
perspective, Tigard is now a landlocked 
City, bordered by other cities and 
unincorporated urban development.  
County urbanized land to the south 
and west prevent the annexation of 
undeveloped lands to accommodate 
future population and job growth. The 
City no longer can grow or expand at its 
edges.  

Tigard is one of the most traffic affected 
medium-sized cities in the state. Three 
of Oregon’s most traveled highways, 
Pacific Hwy 99W, Interstate 5 and Hwy 
217, traverse the City.  The tens of 
thousands of vehicles that travel these 
facilities each day significantly impact the 
community.  Pacific Highway is symbolic 
of this issue.  Resolving the highway’s 
traffic congestion and safety issues has 
been a decades-long goal for Tigard.  
However, traffic management measures 
and capacity improvements, implemented 
over the past many years, have not kept 
up with traffic growth. 

Economically, some of the hundreds 
of businesses along Pacific Highway  
are under stress due to impacts of 
traffic congestion, aging buildings, and 

competition from new forms of retailing. 
A congested and inefficient transportation 
system also affects Tigard’s local 
economy.  From the larger perspective, 
Tigard’s economic well being is heavily 
dependent on the ability of a substantial 
part of its workforce to travel to jobs 
outside the City, and for workers to 
commute to work in the City’s industrial 
and commercial sectors. As with many 
suburban communities, Tigard’s economy 
is dependent on the transportation 
system’s ability to move people and 
products in, out, and through Tigard.

These circumstances have required 
Tigard, along with its regional partners, 
to seek new approaches to address the 
congestion, land use, and economic 
development issues within the Interstate 
5, Barbur / Pacific Hwy Corridor 
(Southwest Metro Corridor).  Following 
a two year study and evaluation policy, 
decisions were made at the regional 
level in December 2009 that identifies 
the Southwest Metro Corridor as the next 
priority for investment in High Capacity 
Transit. (HCT)*  This allows Tigard, in 
concert with others, to envision realistic 
transportation and land use alternatives 
along Pacific Highway.

The result of Pacific Hwy being 
designated as the next HCT corridor will, 
assuming funding becomes available 
from the federal government, start a 
multi-year required planning process as 
the basis for future construction of HCT 
facilities.

It will be a lengthy and complex 
effort to plan for and make decisions 
that will result in construction of 
HCT infrastructure in this corridor.  
Involvement in an effort of this duration, 
complexity, and scale is beyond what 

Tigard has yet experienced.  A HCT 
investment of hundreds of millions of 
dollars will have potential land use and 
development consequences that require 
knowledge and understanding as the 
basis for sound decision-making. 

Therefore, Tigard has commissioned 
the Pacific Hwy Future Vision as a 
prelude to the extensive evaluation and 
planning efforts that will occur in coming 
years. It is neither a land use plan nor 
development guide.  Rather, it has been 
prepared as a tool to better understand 
the corridor’s characteristics, and to 
visualize its urban development potential.  
Tigard’s understanding, and an informed 
discussion, of these issues are important 
for the success of future planning efforts.

The Pacific Highway Future Vision does 
not assume an alignment for future High 
Capacity Transit along Pacific Hwy. The 
designation of the Southwest Metro 
Corridor for HCT means that a ½ mile 
wide area, and perhaps more, on each 
side of the highway will be evaluated for 
an alignment of an actual route. With this 
in mind, the Pacific Hwy Future Vision 
is intended to support future decision-
making.   

This project is intended to be a point of 
departure; a tool to use in developing the 
concepts, policies and actions necessary 
for a prosperous and sustainable future 
for Tigard and other communities in the 
region that have grown up along Pacific 
Highway.   

*High Capacity Transit as defined by Metro: “High 
capacity transit includes any form of public transit that 
has an exclusive right of way, a non-exclusive right of 
way or a possible combination of both. High capacity 
transit vehicles make fewer stops, travel at higher 
speeds, have more frequent service, and carry more 
people than local service transit such as typical bus 
lines.”

2. Introduction

Typical existing conditions along Pacific Highway, congestion, visual clutter, strip 
development, and unsafe pedestrian facilities

Metro map illustrating Southwest Metro Corridor HCT study area.
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The physical character of Tigard’s Pacific 
Highway Corridor has many of the same 
characteristics as strip commercial 
development present in many American 
cities.  The corridor, as most others, 
is an environment dominated by the 
automobile.  On the other hand, Pacific 
Highway occupies a unique landscape 
of varied topography ranging from flat 
floodplains to steep hillsides. Throughout 
the corridor, there are remnants of a 
natural landscape consisting of small 
vegetated stream corridors, wetlands, 
floodplains, and tree groves.

Pacific Hwy and its natural and built 
environment are also unique from 
a governance and socioeconomic 
perspective.  Metro, a regional 
government, is responsible for region-
wide growth management, transportation 
planning and funding; plus other services, 
such as solid waste management, 
regional parks, and green spaces.  
This is important because Metro and 
Oregon’s growth management goals 
have constrained low density commercial 
sprawl to within the Portland Metropolitan 
Urban Growth Boundary. (Fig. 1) In 
this situation, it is easier to redevelop 
the commercial strip when its extent 
has been limited by an urban growth 
boundary.  

People are the most essential part of 
any urban environment and their needs 
must be given the highest priority in 
the planning of an alternative future 
for Pacific Hwy. Redevelopment of the 
corridor must meet human economic, 
social, and aesthetic needs.

Development along Pacific Hwy presents 
a physical form that is similar to auto 
dominated commercial strips across 
the country.  However, beyond the front 

parking lots, there exists a layering of 
buildings and businesses that present 
a human environment more complex 
than what is readily apparent.  Pacific 
Highway is also a place where many 
smaller businesses can exist and not pay 
the significantly higher rents demanded 
by more modern retail formats.  Many of 
these businesses are unique and include 
offerings such as leisure and sporting 
good specialties; ethnic food stores and 
restaurants; single proprietor professional 
services, etc.

When Pacific Hwy is experienced on 
foot, the remnants of nature are even 
more obvious, to the extent that it 
seems possible to recover some of 
the natural character of place and “re-
green” the strip. It seems even more 
possible to redevelop the large amount of 
underutilized space to create high quality, 
human scaled environments that are 
highly aesthetic and economically vital 
places.

The following findings and 
recommendations address both broad, 
national trend issues relevant to the 
strip commercial land use pattern and 
the unique characteristics of the Pacific 
Highway Corridor.  

Figure 1. The edge of the Portland Metro Urban Growth Boundary in a partial view of the Metro 2040 Plan.

Introduction Continued

Findings
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1.) New trends in nationwide 
retailing have destabilized 
many commercial retail strips 
as shopping and entertainment 
destinations.  Within the suburban 
environment, the build out of interstates 
and other grade-separated highways 
has created more accessible sites at 
highly visible interchange locations.  New 
formats, such as life-style centers and 
main street shopping environments, 
either built from the ground up, or 
substantially made-over, have combined 
shopping with entertainment and 
other uses to create attractive, high 
amenity environments.  The recently 
constructed Bridgeport Village (Fig. 3) at 
Tigard’s southeastern boundary, at the 
interchanges of I-5 and Boones Ferry 
Road, and the refurbished Washington 
Square (Fig. 2) shopping center at the 
interchanges of Hwy 217, Hall, and 
Greenberg are prime examples relevant 
to Tigard.  Downtown Portland’s “Pearl 
District” is a nearby urban example.

2.) The economic decline of 
the auto-oriented commercial 
strip nationwide is also related 
to its failure as a high capacity 
transportation corridor. For 
example, the Oregon Department of 
Transportation (ODOT) emphasizes the 
importance of its facilities, such as Pacific 
Highway, as serving the mobility needs of 
freight and long distance travel. However, 
from the strip commercial business 
perspective, the primary purpose of 
Pacific Highway is to deliver customers 
and employees to the door. These two 
objectives are at cross purposes to 
one-another.  The result is that Pacific 
Highway does neither very well.  This 
condition foreshadows the potential 
decline of both the transportation and 
business viability of the highway. (Fig. 6)

3.) Congestion is becoming the 
hallmark of Pacific Highway. 
The Highway’s four and half miles 
through Tigard provides access to 
hundreds of commercial businesses 
requiring frequent curb-cuts and left 
turns across traffic.  When Interstate 5 is 
congested, Pacific Highway frequently 
serves as an alternate route.  The result 
is decreased speeds, pedestrian-vehicle 
conflicts, and accidents. (Fig. 5) 
 
4.) Current conditions within the 
Pacific Highway Corridor have 
taken a half-century to develop 
and will take a significant period 
of time to correct. Individual 
businesses and property owners can do 
little to change these conditions.  They 
are fundamentally integrated into the land 
use and transportation structure. A more 
economically viable urban environment 
will require changing this structure over 
the long term in association with the 
development of high capacity transit.
(Fig. 7-9)

5.) Portland Metro population 
and employment will increase 
significantly within the next 
20 to 50 years, thus requiring 
a significant amount of new 
residential and non-residential 
building space.  Metro population and 
employment forecasts indicate that, by 
2030, there is a 90 percent chance that 
the Region will have between 2.9 and 3.2 
million people and 1.25 and 1.7 million 
jobs. By 2060, there is a 90 percent 
probability that the population will be 
between 3.61 and 4.38 million, and jobs 
will range from 1.65 to 2.42 million.  For 
comparison, the 2000 Census estimated 
that the Portland Metropolitan Region 
had 1.93 million people. 

Figures 2. Washington Square Mall                 3. Bridgeport Village                                            4. Typical strip development on Pacific Highway

Figure 5. Current congested traffic conditions along Pacific Highway Figure 6. Existing vacant strip development at Hall and Pacific High-
way

Figures 7. Historic corridor conditions 8. Current corridor conditions 9. Future conditions similar to Interstate Avenue

Findings

3. Findings: National and Regional Trends and Conditions
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6.) It is forecasted that 
nationwide, and within the 
Portland Metro region, changing 
demographics and the need 
for transportation alternatives 
to the automobile will affect 
preferences for new types 
of housing, employment, and 
leisure environments. 
This will create opportunities for 
redevelopment of places such as Pacific 
Highway, the Tigard Triangle, and Tigard 
Downtown as denser more urban places, 
especially if high capacity transit service 
is available.  Key to the transition of these 
places will be the availability of urban 
amenities. (Fig. 10 and 11)

7.) Significant for urban 
areas, including the Portland 
Metropolitan Region, is that 
the preference/market for new 
housing is forecasted to be 
different than the predominant 
suburban single-family homes 
constructed during the previous 
40 years.  The reasons are that 
the American population is aging and 
households are becoming more diverse, 
with smaller household sizes and fewer 
children per household.  This may create 
opportunities for new housing markets 
within the Pacific Highway Corridor. 
(Fig. 12-16)

8.) Nationwide, population 
and job growth, combined 
with functional obsolescence 
of millions of square feet of 
housing and non-residential 
space, will create a demand 
for significant amounts of new 
or refurbished residential, 
employment, and commercial 
space.  The Portland Metropolitan 
region is expected to follow national 

trends and increase its residential 
and non-residential building stock 
generally in-line with national trends. 
These predictions are important for 
the Pacific Highway Corridor because 
of the potential of future high capacity 
transit to promote more intense urban 
development.  The 2000 acre study area 
is well-positioned in the marketplace to 
accommodate a significant portion of 
future regional growth.   

Figure 11. After: Pacific Highway in the Triangle area fifty years 
from now, with light-rail and mixed-use commercial and residential 
buildings line the highway.  Protected bike lanes create a safe and 
inviting way to use alternative transportation.

Figure 10.  Before: The existing conditions in the Triangle show 
the auto dominated corridor, with a lack of pedestrian amenities.

12. Transit-oriented mixed use residential. 14. Medium density single family attached. 

13. Medium density residential. 15. High density mixed-use residential.

16. High density residential.

Figures 12-16. Envisioned Corridor Housing:
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1. TRANSPORTATION

a.) Pacific Highway is dominated 
by the automobile.  
The configuration of land uses along 
Pacific Highway is the result of 
development responding to design 
requirements imposed by the automobile.  
Businesses have been arranged 
to account for speed of cars, and 
convenience of access and parking, 
rather than the aggregation of land uses.  
The typical commercial strip, like Pacific 
Highway, was not developed to function 
as a destination, but to rely on capturing 
a small percentage of large volumes 
of traffic. Conversely, the traditional 
downtown relied on aggregating land 
uses so that customers could make one 
stop serve many purposes.  

b.) Pacific Highway is in danger 
of becoming an edge between 
the west and east parts of 
Tigard. (Fig. 17-18)
When commercial corridors are of a 
certain size, typically six to seven travel 
lanes, and allow speeds in excess of 40 
miles per hour, they become barriers, or 
edges, between parts of a community.  
This type of road creates districts that 
have much less interaction between one 
another than would otherwise occur.  

In many ways, the large scale and 
geographic extent of Pacific Hwy also 
forms a formidable barrier.  However, 
there still exists the opportunity to ensure 
that the corridor becomes a “seam” 
that knits the east and west parts of the 
community together.  This is especially 
possible as the prospect of high capacity 
transit (HCT) unfolds, and the viability 
of other transportation modes such as 
commuter rail, bus, walking, and biking 
improves. 

c.) The auto oriented strip 
commercial development 
pattern is not conducive to other 
transportation modes:   
Along Pacific Highway, and other auto 
dominated corridors, automobile access 
to businesses, and ease of parking, is of 
primary importance.  The result is that the 
focus on accommodating automobiles 
has almost eliminated the pedestrian, 
bicyclist, and transit user from the 
environment.  

2. LAND USE 

a.) The auto dominated strip 
corridor on Pacific Highway 
represents a highly fragmented 
land use pattern: 
Strip commercial businesses are often 
developed to stand alone.  This does 
not create synergy with surrounding 
businesses and other land uses. An 
example is that these businesses are 
most often oriented away, and even 
walled or fenced off, from surrounding 
residential land uses.  These conditions 
require each business to have its 
own access and parking, producing a 
highly fragmented, low density, land-
use pattern.  Getting around in this 
environment requires vehicle travel.   
The exception is the occasional strip 
mall that offers compatible goods and 
services, i.e. hardware and consumer 
goods, groceries, cleaners, coffee shops, 
restaurants, etc. (Fig. 19)  Still, the 
duration of stay in these locations are 
typically much more limited than a full 
service, high amenity life-style center, 
shopping mall, or an intact downtown.  

There is a characteristic absence of land 
use diversity within the Pacific Highway  
and other commercial corridors like it.  

Almost all land uses fall within the broad 
“general commercial” category of the 
standard zoning code lexicon consisting 
almost exclusively of retail, eating and 
drinking establishments, entertainment, 
auto repair, motels (transient lodging),  
and personal services.  Within the 
commercial strip there is traditionally very 
little permanent housing, public parks, 
open space, civic, institutional, or public 
education land uses.

3. ECONOMICS AND MARKET

a.) In its current form, some 
of today’s strip commercial 
development on Pacific Highway 
may not be economically viable 
in the long run:  
Many business properties along Pacific 
Highway and other auto oriented 
corridors are showing their age.  Many 
buildings have obviously transitioned 
through several different uses over the 
years.  Also, numerous vacancies are 
apparent.  Competition from other types 
of retail formats, the business cycle 
(recessions), and problems of traffic 
congestion all contribute to the sense 
that some parts of the Pacific Highway 
Corridor are not thriving as business 
locations.

Some real estate economists have noted 
nationwide trends, such as changing 
incomes, demographics, and consumer 
expectations are likely out of step with 
much of the commercial strip’s offerings. 
As above, these and other conditions 
may affect the long term economic 
viability of the traditional auto-oriented 
commercial strip. 

The recession of 2007-2010 has also 
changed consumer spending habits.  

4. Findings: Local Conditions and Circumstances

Figure 17. Pacific Highway’s multiple lanes of traffic and limited pedestrian crossings create 
“edge” conditions.

Figure 18. Interstate Avenue in its current form with light rail, is a well developed seam.

Figure 19. Tigard Marketplace shopping center has many stores that offer compatible goods 
and services.
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Figure 20. Physical barriers between the 
Pacific Highway commercial land uses and 
adjacent residential neighborhoods are 
common within the corridor.

Findings

Further study in the depth and duration 
of changes in consumer spending may 
be necessary.  These changes are likely 
to figure into business and development 
strategies for years to come. 

b.) There are many scales of 
economic activity occurring on 
the strip ranging from the small 
single proprietor, to state and 
national corporations.  
The local, regional, and national 
economies are all represented. The 
business models of each are different 
enough to warrant special individual 
consideration in future planning and 
redevelopment efforts.  

4. URBAN DESIGN AND       
    ENVIRONMENT

a.) The land use and 
transportation development 
pattern of Pacific Hwy has not 
created a distinct sense of place 
or identity different from other 
commercial strips.  
Because of the predominant business 
model of strip commercial development, 
there exists no landscape or architectural 
continuity to define the strip as a 
significant “place” for the passerby.  A 
small sense of place may exist for the 
community resident in terms of a favorite 
restaurant, dry cleaner, or grocery store, 
but for the most part, the Pacific Highway 
strip cannot be distinguished from other 
strip commercial environments by the 
tens of thousands of drivers who travel it 
each day.

b.) Strip commercial 
development on Pacific Highway 
are often disconnected from 
adjacent neighborhoods.  (Fig. 20)
A defining characteristic of the auto-
dominated commercial strip is that stand-
alone businesses have intentionally 
turned away from surrounding land 
uses including other commercial 
developments.  Disconnected parking 
lots, dead end driveways, walls, and 
fences have been constructed to 
prevent access to adjoining commercial 
properties and residential neighborhoods.  
There is a certain exclusivity associated 
with this land use form.  Those who 
do not arrive via automobiles are 
inconvenienced and even excluded.  
The purposeful isolation of individual 
businesses often results is an inefficient 
and disconnected street system which 
requires travel by car on the main 
highway, even for very short distances.  
This condition causes congestion, further 
impedes access, and degrades the 
capacity of Pacific Highway. 

c.) “Greyfield” is an apt 
descriptor of strip commercial 
development:   
The urban form most characteristic of 
the urban strip is best described by the 
term “greyfield.”  This term was coined 
by the Congress for New Urbanism.   
“Greyfields” are suburban lands that 
are not contaminated “brownfields”, 
or undeveloped “greenfields”, on the 
metropolitan fringe.  

Greyfields are defined as underutilized/
underdeveloped spaces of strip 
commercial development and low 
performing shopping malls surrounded 
by large expanses of parking.  In many 
places, the Pacific Highway corridor 
represents such a place.  The corridor 

has an average Floor Area Ratio (FAR) 
between only 0.1 and 0.2.  In other 
words, within the approximately 2000 
acres,  represented by about a half-
mile on both sides of the Highway, only 
between 10 and 20 percent is occupied 
by buildings. 

d.) A characteristic of the 
Pacific Highway Corridor is the 
dominance of concrete and 
asphalt (hardscape), and the 
overall lack of amenities and 
aesthetics.  (Fig. 21)
The impression of the Pacific Highway 
corridor is that it is dominated by 
hardscape.  This, and other urban design 
characteristics, creates an environment 
that lacks human scale amenities such 
as convenient and safe pedestrian 
ways, transit stops, public spaces 
to comfortably sit and rest pleasant 
views overall attractive and pleasant 
landscape treatments, etc.  In most, but 
not all, business locations there are few 
amenities that would attract a shopper 
or client to extend their stay beyond the 
initial purpose of their trip.  

The majority of the impermeable surfaces 
(streets, parking lots, and roof tops) 
within the Pacific Highway Corridor 
were built prior to current water quality 
standards.  The Corridor probably 
contributes significantly to water quality 
problems in the Fanno Creek and 
Tualatin River drainage basins.  

Figure 21. Large parking lot for a big box 
format retail business in the Tigard Triangle. 

Figure 22. Diagram of “auto-serving surfaces” (roads, parking lots, and 
driveways) along the corridor. 
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e.) Despite sharing many of the 
prescribed characteristics of 
the auto-dominated commercial 
strip, Pacific Highway has some 
unique landscape character, and 
natural remnants:  
The Pacific Highway Corridor occupies a 
unique northwest landscape comprised 
of significant viewpoints, green remnants 
of natural drainage ways, and a varied 
topography all along the highway.  In 

Figure 23. Remnants of natural area in the Triangle.

Figure 25. Single story strip commercial 
malls are prevalent along Pacific Highway; a 
unique feature of the Corridor is that, in many 
places, the rear of commercial land uses are 
bordered by mature vegetation on residential 
properties.

Figure 26. Remnants of green are present all along the Pacific Highway corridor.

Findings

Figure 24. 2010 tree plantings along Canterbury Lane. 

some places the highway abuts steep 
slopes, and in other areas it is relatively 
flat.  

As with the Tigard Downtown, there 
exists the opportunity to extend the 
“green” of the drainage basin remnants 
into a future built environment through 
deliberate landscape plantings and public 
and private open spaces. (Figs. 23-26)
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5. Recommendations

Overall Vision

“The Vision for the Pacific 
Highway Corridor is a 

prosperous and high amenity 
urban environment made up 
of a wide range of mutually 

supportive residential, 
commercial, employment and 
civic land uses.  Served by an 
efficient and safe multi-modal 

transportation system that 
provides easy and safe access 

to all parts of the Portland 
Metropolitan Region.

The Pacific Highway Corridor 
is envisioned as a destination 
where people choose to live, 
work, and visit because of its 

transportation advantages and 
central location in the Portland 

Metropolitan region, and its high 
level of livability and employment 

opportunities.  The Corridor 
will be a place where residents 
and workers can easily access 
required goods, services, and 
leisure opportunities without 
reliance on an automobile.”
Ultimately, when it is fully 

developed, the Pacific Highway 
Corridor will serve as a national 
model of the transformation of 
an auto dominated commercial 
corridor into a healthy, vibrant, 
and economically sustainable 

urban environment that 
accommodates thousands of 

jobs and households.”

1. TRANSPORTATION

a. Recognize that ODOT’s need for a 
high capacity, uncongested, mobility 
corridor cannot be reconciled with the 
highway’s commercial businesses’ 
desire for unrestricted access to 
Pacific Highway.  This requires 
developing short, medium, and long 
range transportation and land use 
solutions, including high capacity 
transit, to ensure the Corridor’s future 
transportation and economic vitality. 
(Figs. 27-28)  

b. Adopt land use regulations and 
design standards that require multi-
modal transportation connectivity 
between land uses when new 
development occurs. Concurrently, 
develop a long term program to 
connect neighborhoods to existing 
development through appropriate 
connections.  (Fig. 29)

c. Develop and implement local 
street connectivity plans between 
the various districts along Pacific 
Highway to reduce congestion 
and promote the economic and 
transportation synergy of land uses.

 (Fig. 30-31) 

d. Implement the recommendations of 
the Tigard 99W Improvement and 
Management Plan as a short, and 
mid-term solution to improve the 
appearance, safety, capacity, and 
usability for transit and other modes. 

Figure 29. Site plan of an envisioned development at Canterbury Square with increased 
pedestrian and auto connections to existing single-family residential neighborhoods.

Figure 27. High Capacity Transit: Bus Rapid 
Transit in Eugene

Figure 28. High Capacity Transit: Light Rail 
Transit

Figure 30. Current block and street layout around Fred Meyer 
highlights how streets are disconnected creating large blocks.
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Figure 31. Envisioned block and street layout, with new streets 
creating a smaller block structure, approx. 400’ x 400’.  In this 
scenario Fred Meyer has redeveloped with a smaller footprint and 
structured parking.
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2. LAND USE

a. A positive future for the Corridor 
depends on providing the opportunity 
for a much wider range of land uses 
than currently allowed.  Therefore, 
Tigard should amend its Tigard 
Comprehensive Plan and Zoning 
Maps to allow a variety of land uses 
including medium and high density 
housing, employment, commercial, 
professional services, institutional 
and civic uses. 

b. Associated with the planning for high 
capacity transit, Tigard should adopt 
land use and urban design standards 
that allow future development to 
create a variety of high amenity, 
pedestrian oriented developments, 
especially associated with the design 
and designation of high capacity 
transit station communities. 

      (Fig.33) 

c. Future transportation and land use 
planning should be focused on 
creating a unique sense of place, 
or identity, for the Pacific Highway 
Corridor.  This would include distinct 
entry points, neighborhood and 
employment districts, activity nodes 
at key locations, defined station 
community districts, interconnected 
green networks, etc.  Also, even 
though there are a few churches, 
private child care and a school 
along the corridor, there are no civic 
buildings or larger institutions.  Future 
land use plans and redevelopment 
efforts should ensure that a wide 
range of civic and institutional uses 
can locate in the corridor. 

      (Fig. 32-34)Figure 33. An envisioned medium density station community at Durham Road and Pacific Highway would be an identifiable ‘gateway’  at the 
south end of Tigard along Pacific Highway.

Figure 32. A mixed-use, high density community along Pacific Highway with employment, commercial, residential, and professional uses.

Figure 34. Phased development over 50 
years at the intersection of I-5 and Pacific 
Highway.  The gateway is demarcated by 
tall office towers that create a sense of 
entrance into the City of Tigard and the 
Triangle area.

10-20 years

20-30 years

30-50 years

Recommendations
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Figure. 37. An envisioned employment campus in the Triangle with a floor area ratio of 4/1, which allows for significant open space.

d. The future land use pattern of 
Pacific Highway must respond to 
a variety of transportation modes 
beyond the automobile.  The 
automobile will remain an important 
part of the transportation system, 
but other modes such as rail, 
bus transit, walking, and biking 
must also be considered.  This 
will require a land use pattern of 
mixed-use development types that 
are functionally and economically  
interdependent. (Figs. 35-36)

e. Prohibit future land intensive low 
employment density uses, such 
as storage facilities and used car 
lots, within the Pacific Highway 
Corridor.  These uses do not have the 
employment, housing, or customer 
intensity necessary to support high 
capacity transit or a mixed-use 
economy. 

f. The City’s future land use regulations 
should require increased floor area 
ratios throughout the Pacific Highway 
corridor.  However, the presence of 
high capacity transit is necessary 
to foster market conditions to make 
significantly higher FARs feasible.  
Therefore, the City’s land use 
regulations, should initially establish 
FARs that are consistent with market 
conditions and require site plans to 
demonstrate how much higher FARs 
can be accommodated in the long 
run.  (Figs. 38-39)  

Figures 35. Multi-modal conditions on Interstate Avenue vs. 36. auto-dominated conditions at Canterbury Square area.

Recommendations

Figure 38. Existing conditions at I-5/Pacific 
Highway interchange with 0.1/1 FAR

Figure 39. Fifty years in the future the I-5/
Pacific Highway interchange with a FAR of 
4/1 has allowed for large scale office towers, 
which create a gateway into the City of 
Tigard
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have significant effect, beginning 
with strategic tree planting and other 
landscape improvements within street 
right-of-ways, freeway interchanges, 
and public easements. (Figs. 43-44)

b. Develop and implement strategies 
to improve the design quality of 
new and existing development such 
as assistance with clean-up, tree 
planting and landscaping; store front 
improvements; building and nuisance 
code enforcement, and land use 
design standards. 

c. Develop and implement strategies 
to extend the “green” character of 
stream corridors, drainage basins, 
and upland vegetation remnants 
throughout the Pacific Hwy strip as 
redevelopment occurs.  Particularly 
effective would be enhancing the 
urban forest canopy in the corridor.  
Methods could include natural 
resource easements, surface water 
quality facilities, development 
standards, development of parks and 
other civic spaces, etc. (Figs. 40-42) 

d. Ensure that redevelopment of the 
Pacific Highway corridor improves 
the interaction of the east and west 
parts of Tigard and provides a better 
connection to all parts of the City. 

e. Develop specific station area plans 
scaled and designed as appropriate 
for the Triangle, Central/ Viaduct and 
South Tigard segments of the Pacific 
Highway Corridor. 

f. In cooperation with ODOT and 
Washington County Clean Water 
Services (CWS), develop and 
implement a strategy to improve 
water quality along Pacific Highway. 

41. Green restoration & growth at 30 years

42. Green restoration & growth at 50 years

Figure 44. Treatment to enhance pedestrian connections.

Figures 40-42. Connection, expansion, and repair of green remnants over a fifty year time frame in the Walnut St. area 3. ECONOMICS AND MARKET

a. Further study is necessary regarding 
the depth and duration of changes 
in consumer spending, residential 
preferences, employment and 
economic trends at the regional 
and local level.  This is important 
because the economic impacts of 
the recession are likely to figure into 
business and development strategies 
for years to come. 

4. URBAN DESIGN AND   
    ENVIRONMENT

a. Corridor businesses and property 
owners, the City of Tigard, and ODOT 
should cooperate on a sustained 
effort to increase the appearance 
and overall aesthetics of the Pacific 
Highway Corridor on both public and 
private properties.  This effort can 

Figure 43. Existing conditions on Pacific Highway near Beef Bend Road.

40. Green restoration & growth at 10 years



Schematic of potential develop of Pacific Highway.  I-5 to Hwy 217.

10-20 Years 20-30 Years 30-50+ Years

Current Floor Area Ratio of 0.1-0.25/1 Transformation with a Floor Area Ratio of 3-4/1



Pacific Highway Corridor
Triangle Section
Central/Viaduct Section
South Tigard Section

50 year build out of I-5 Pacific Highway interchange as a major station center with high 
intensity development, including signature towers.

50 year build out of Walnut Street station area with medium density 
housing and open space.

Future Form of the 
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Future Form of the CorridorII Pacific Highway Corridor

1. Tigard Corridor Sections

I-5
Hwy 217

Downtown

Gaarde St.

McDonald St.

Durham Rd.

Hall Blvd

TRIANGLE

CENTRAL/
VIADUCT

SOUTH
TIGARD

Watkins Ave.

Figure 45. Study area and the three sections of Tigard.

The Pacific Highway Corridor can be 
divided into three sub-areas, each 
with its own distinct urban design and 
transportation context.  The very large 
size of the study area and its complexity 
required identifying sections that have 
defining design character and themes as 
described below:

The Tigard Triangle section 
from the Pacific Highway 99W 
interchange with I-5 to the 
interchange with OR Hwy 217:  
This part of the study area is the most 
traffic congested portion of the corridor 
because it provides direct access to 
two major freeways via two separate 
interchanges separated by approximately 
one mile.  Between the two interchanges 
more intense commercial development 
has occurred than elsewhere along the 
corridor.  This part of the study area 
includes much of the “Tigard Triangle” 
mixed use employment area bordered 
by Pacific Highway, Interstate 5 and 
State Hwy 217.  Tigard had high hopes 
for this 470 acre district twenty years 
ago when it was first designated for 
office, commercial and medium density 
residential land uses.  At the time, it 
seemed to be ideally located with access 
from an interstate freeway and two major 
state highways.h  However, primarily 
because of limitations imposed by traffic 
congestion, competition from the Portland 
Central City and nearby established 
office parks, like Kruse Way, the Tigard 
Triangle has not lived up to expectations. 

It is expected that development of high 
capacity transit will help resolve the 
transportation limits to Tigard Triangle 
redevelopment.  However, in order to 
compete in the very competitive regional 
office market, future urban form of the 
Tigard Triangle must include a synergistic 

mix of residential, employment and 
commercial land uses at intensities 
capable of supporting the establishment 
of major high capacity transit stations.  

The Central/Viaduct Area of 
Pacific Highway 99W between 
Hwy 217/Pacific Hwy overpass to 
the Watkins Ave. intersection:
The Central section consists of low to 
moderate intensity retail, office, light 
industrial, government, and residential 
uses.  Like all of Pacific Highway, 
traffic congestion is a significant issue 
particularly during the morning and late 
afternoon commutes.

This portion of Pacific Highway provides 
access to the Tigard Downtown via Hall 
Boulevard and Main Street.  The highway 
is separated from the Downtown by an 
overpass built in the 1940’s.  From an 
urban design perspective construction 
of the overpass stymied development 
of the Tigard Downtown in two key 
ways.  First, it created a barrier between 
the downtown and adjacent northern 
residential neighborhoods and from the 
rest of the City. Secondly, it assured 
that the future (pre-shopping mall) 
commercial development would be 
focused along Pacific Hwy.  As noted 
previously, commercial development 
along Pacific Highway is now affected 
by competition from newer forms of 
retailing.  The downtown’s isolation was 
further compounded by the construction 
of OR Hwy 217 which isolated it from the 
Tigard Triangle and other parts of Tigard. 
Because of natural and human-made 
barriers, redevelopment of the downtown 
must be supported by multi-modal 
transportation connections to the rest of 
the community and to the region.  
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Pacific Highway Corridor

Future economic viability of this portion 
of the corridor, including the Downtown, 
will require creating a transit supportive 
urban area of synergistic land uses.  
Redevelopment of the Tigard Downtown 
into a high amenity, vibrant urban 
village will likely spur the change.  
The Downtown is a designated urban 
renewal district and has been zoned to 
accommodate a wide range of mixed 
uses including commercial, employment 
and high and medium residential 
development.  

The South Tigard Portion 
between the Pacific Hwy/ 
Watkins Ave. Intersection 
to Pacific Hwy/Durham Road 
Intersection (South City Limits):  
This portion of the corridor is less 
developed than the previous two.  A 
significant portion of the General 
Commercial Zoning adjacent to the 
Highway in this area is quite narrow; only 
one or two lots deep in some places.  It 
has a lower density, more residential 
character than other parts of the corridor 
but is interspersed with major shopping 
centers stand alone commercial 
buildings, and smaller strip malls.  A 
substantial amount of undeveloped 
vegetated land remains along the 
Highway here, adding to the residential 
character of South Tigard.

Redevelopment in this part of the 
Corridor will likely consist of medium and 
higher density residential communities 
with supporting commercial and 
professional services.  However, 
there are some opportunities for more 
intense urban redevelopment on larger 
underdeveloped parcels.  

* * *
Figure 46. Twelve opportunity sites for High Capacity Transit station communities

Opportunity Sites
Correspondingly, the above three districts 
were divided into the following twelve 
smaller nodes to visualize future transit 
oriented development concepts.  These 
“pulse points” of activity were identified 
based on the potential of intersections 
or large areas of undervalued land.  
Even though it is unlikely that all 12 
will become station communities, it is 
valuable from a visioning perspective to 
explore their potential.

Site 1: Pacific Hwy & I-5
Site 2: Pacific Hwy & 69th Ave.
Site 3: Pacific Hwy & 72nd Ave.
Site 4: Pacific Hwy & Dartmouth
Site 5: Pacific Hwy & Hwy 217
Site 6: Pacific Hwy & Hall Blvd.
Site 7: Downtown/Viaduct 
Site 8: Pacific Hwy & Walnut
Site 9: Pacific Hwy & Watkins 
Ave.
Site 10: Pacific Hwy & McDonald/  
Gaarde
Site 11: Pacific Hwy & 
Canterbury Square
Site 12: Pacific Hwy & Durham

1. Interstate 5

2. SW 69th Avenue

3. SW 72nd Avenue

4. SW Dartmouth Street

5. Highway 217

6. Hall Boulevard

8. Walnut Street

9. Watkins Avenue

10. McDonald/Gaarde 
Street

11. Canterbury 
Square

12. Durham
Road/

King City

7. Downtown/Viaduct

South Tigard

Central/
Viaduct

Triangle

N



19

Future Form of the CorridorII

69th Ave

Pacific Highway

New Street

New Street

Pine St.

71st Ave

2. Redevelopment of Tigard Triangle

69th Ave

Pacific Highway

Pine St.

71st Ave

Figure 48. Existing conditions at 69th Avenue showing street layout 
and current buildings with a very low floor area ratio.

Figure 49. Phase one (5-10 years) future campus scale employment 
use at 69th Avenue station area showing new local streets providing 
connections in association with new transit oriented development.

Tigard Triangle

1.) Introduction:
The existing employment area is 
bounded by Pacific Highway, Interstate 
5 and State Highway 217. This area 
known as the Tigard Triangle represents 
a significant economic opportunity both 
for Tigard and the region as a whole. 
However, redevelopment of the area’s 
470 acres is severely constrained by the 
lack of transportation capacity.  Even 
though the Triangle has significant 
transportation advantages, being at the 
intersection of three of the most heavily 
traveled road segments in the state, 
it also has significant challenges. As 
previously emphasized, the future of the 
area depends on solving these problems. 

The redevelopment of the Tigard Triangle 
into an economically vibrant and livable 
urban center will not take place all at 
once. It will occur in stages as public 
investment in High Capacity Transit 
(HCT) is matched by private investment. 

The following scenario presents images 
of portions of the Tigard Triangle 

redeveloped over time encompassing 5 
to 10 years; 10 to 25 years; and 25 to 50 
years.  No specific uses are assumed.  
The buildings are shown in concept 
only and are intended to illustrate the 
development of a wide range of mutually 
supportive land uses such as office park, 
condominium tower; medical campus, 
etc.

2.) Land Use
A mixed-use, highly synergistic, land-
use pattern is envisioned for the Tigard 
Triangle.  This is a marked contrast to 
many of the current single purpose, 
stand-alone land uses.  Therefore, the 
future visualization of the Triangle shows 
a mix of mid-rise buildings; most of which 
are capable of being adapted, over time, 
to a wide range of uses.  Also important 
to take into account for the future of the 
Tigard Triangle is the need for accessible 
open space and connections to the 
natural environment.  Public spaces, 
such as parks, plazas, or market streets, 

New Street

New Parking

New Construction

Existing 

Existing from 
previous phase

Figure 52. Potential Pacific Hwy street section accommodating high capacity transit, four lanes of vehicle traffic, bike lanes, sidewalks and 
planted center median.

Figure 47
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Tigard Triangle

Figure 53. Campus employment area borders and incorporates the Red Rock Creek green space.

which allow people to gather and interact, 
are essential for the social health of the 
community.

Any discussion of future land use in the 
Tigard Triangle must include parking.  
Even with High Capacity Transit and 
other viable alternative transportation 
modes, automobiles will remain a primary 
transportation mode.  The intensity of 
the land uses envisioned will require the 
accommodation of parking, though it is 
likely there will be less reliance on single 
occupant vehicle travel.

In the short term (5 to 10 years), 
while High Capacity Transit is being 
planned, engineered, and constructed, 
development will mainly continue to rely 
on surface parking lots.  However, as 
high-capacity transit service becomes 
imminent, the market feasibility of 
structured parking will become more 
favorable.  In the midterm (10 to 25 
years), larger and more significant 
parking structures will be developed, 
especially in areas within proximity 
to high-capacity transit stations. It is 
expected that within the 25 to 50 year 
time frame, the Tigard Triangle will be 
mostly built out, with parking primarily 
on-street, or in structures. It may be that 
presence of free off-street parking in very 
large surface lots will be the exception, 
instead of the rule.

Trends indicate employers will seek 
areas served by a variety of reliable 
transportation services that employees 
can use to travel to work.  The ability to 
move people to jobs in a dependable 
and timely manner will become as, if 
not more, important to moving goods.  
Therefore, it is reasonable to envision 
Tigard as the location for high intensity 
campus type employment uses, such as 

research, software development, and 
the manufacture of high value added 
products.

3.) Enhance and Incorporate the  
     Green:  
The Tigard Triangle presents an 
opportunity to build an open space/
natural resource system around Red 
Rock Creek, and its associated wetlands, 
and streamside vegetation. (Fig. 53)  
There also remains significant upland 
vegetation in the areas of the Triangle 
that have not been developed.  One 
of the defining characteristics of high 
quality and high density mixed-use areas 
is the presence of open-space and 
natural areas.  Future redevelopment of 
the Triangle should capitalize on these 
assets to ensure its desirability as a place 
to live, shop, and do business.

A major opportunity for future 
redevelopment of the area is to mitigate 
the water quality impacts of the large 
expanse of parking lots, roads and 
streets that were constructed prior to 
current water quality standards.  This 
will include construction of green street 
infrastructure, natural water quality 
treatment areas, expansion of the tree 
canopy in parking lots, and enhancement 
of natural waterways and wetlands.

69th Ave

Pacific Highway

Pine St.

71st Ave

Figure 50. Phase two (10-25 years) of campus employment area at 
69th Avenue.

Figure 51. Phase three (25-50 years) of fully built out campus employ-
ment area at 69th Avenue with mixed-use residential buildings.

69th Ave

Pacific Highway

Pine St.

71st Ave
New Construction

Existing 

Existing from 
previous phase
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Figure 57. Proposed pedestrian Street - with scaled 
down buildings

Figure 58. Proposed Rock Creek Park Boulevard with development scaled 
down to open space

 Figure 56. Potential street section at Pacific Highway in the Triangle sub-district

safely access the area is by automobile. 
Therefore, it is envisioned that a future 
transportation system will allow greater 
connectivity to surrounding lands, 
such as Downtown Tigard and other 
employment areas.

I-5 Interchange

72nd Ave

Dartmouth St.

Hwy 217

I-5

Figure 55. Potential Triangle build out with HCT in the 25-50 year time frame.

Tigard Triangle

Figure 54. The Triangle study area includes 
three potential HCT station areas.

economically sustainable residential and 
commercial environments.

The street connections between the 
Tigard Triangle, Interstate 5, and Pacific 
Highway must be carefully designed to 
ensure efficient and safe transportation 
connections for all modes. The quality 
of intersections is very important 
because these are ideal locations for 
more intense development.  An effort to 
implement effective access management 
solutions should be associated with 
the development of Triangle street 
connectivity.  Safe and effective access is 
not only important for Pacific Highway’s 
traffic capacity, but to ensure the 
economic viability of businesses as well.  

Even though bordering freeways and 
arterial streets may seem advantageous 
to the Tigard Triangle’s economic viability, 
they also present a downside. These 
major transportation routes isolate the 
Triangle from the rest of Tigard and 
surrounding communities. Now the only 
mode by which one can comfortably and 

4.) Transportation
The livability and economic future of the 
Tigard Triangle depends on implementing 
short, medium and long-range 
transportation and land-use solutions to 
congestion and capacity problem.  These 
include a range of major roadway, transit, 
walking, and bicycling improvements.  
Even with High Capacity Transit, future 
development of the Triangle will be 
hindered without a well designed and 
connected local multi-modal street 
system. Currently the area’s street 
system is undersized, disconnected, and 
not conducive to bicycle and pedestrian 
travel.

However, this report’s urban design 
recommendation is that the local street 
system not be over designed with 
excess lane capacity. Efficient access is 
important but building streets that would 
attract cut-through traffic from major 
arterials and freeways would be contrary 
to the objective of creating livable and 
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Figure 59. Scale of future development should transition from high intensity multi-story build-
ings along Pacific Hwy to 3-4 story pedestrian scale residential development.
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Figure 60. Triangle planned street improvements from the Tigard Transportation System Plan (draft 2010)

Figure 61. Office towers possibly up to 25 stories at the I-5 interchange mark the entrance into the Tigard Triangle.  Building heights will step down to residential areas.

Tigard Triangle
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Future Form of the CorridorII Tigard Triangle

Figure 63. High amenity three story pedestrian scaled environment.

5.) Urban Design and    
     Environment: 
Creating livable, economically vibrant, 
and desirable places is essential for 
the future success of the Triangle. 
This project envisions a transformation 
of the current disconnected style of 
development, into a desirable, human-
scale community with the requisite 
economic, social, cultural, social, and 
environmental qualities.  Accomplishing 
this would transform the Pacific Hwy 
Corridor into a great place to shop, work, 
do business, be entertained and even 
“call home.”

Hwy 217

I-5

Figure 62 Envisioned community center building along Pacific Highway.

Pacific Highway Figure 65. Pacific Highway in 50 years with Tigard Triangle interface with Pacific Hwy fully 
developed  Figure 64.
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Tigard Triangle

Pacific Hwy Existing Conditions Pacific Hwy Simulated 50+ Year Urbanization 

Fifty year transformation of nodes in Triangle

Dartmouth Road and Pacific Hwy.                                       10-.25 FAR

72nd Ave and Pacific Hwy.                                                  10-.25 FAR

69th Ave and Pacific Hwy.                                                   10-.25 FAR

I-5 Interchange and Pacific Hwy.                                         10-.25 FAR

Future 3-4 FAR

Future 2-3 FAR

Future 3-4 FAR

Future 6-8 FARFigure 66. Aerial of existing conditions in the Tigard Triangle
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Future Form of the CorridorII Central Tigard/Viaduct

1.) Introduction 
The Central Tigard/Viaduct portion of the 
study focused on the area between the 
Highway 217/Pacific Hwy interchange, 
south to Watkins Avenue.  The area 
includes the 193 acre Tigard Downtown 
Urban Renewal District.  An important 
urban design principle emphasized by 
this portion of the study, is that the future 
of Downtown Tigard is directly associated 
with the ability to fulfill the transportation 
and mobility functions of Pacific Hwy (OR 
99W), while providing for the quality and 
economic health of  abutting land uses.  
In essence, the goals of Town Centers 
and Transportation Corridors must 
become aligned.

This center/corridor mutual support is key 
to reverse the fate suffered by Downtown 
Tigard when the Pacific Highway Viaduct 
was constructed in 1940. The grade 
separated viaduct, and the widening 
of Pacific Hwy, isolated the downtown 
from surrounding neighborhoods.  
This separation was compounded by 
construction of Oregon Highway 217 
to freeway standards.  The result was 
decades of intense auto-oriented, strip 

commercial development.  Therefore, 
future redevelopment of the Downtown 
and the Pacific Highway must consider 
ways to reconnect Downtown Tigard to 
the rest of the community. 

As with the Tigard Triangle, the 
development of High Capacity Transit, 
combined with other improvements 
to the transportation system, will be 
essential to achieve this objective.  The 
Central/Viaduct area will have bona fide 
transportation advantages:  a hub for 
commuter rail, bus, and potentially High 
Capacity Transit, augmented by major 
state highways.  

The following are images of the 
Central/Viaduct area redeveloped over 
time, encompassing 5 to 10 years; 10 to 
25 years and 25 to 50 years. No specific 
land uses are assumed.  Rather, the 
buildings are shown in concept only, and 
are intended to illustrate the development 
of a wide range of synergistic land uses.

2.) Enhance and Incorporate the  
     Green
A tenet of Tigard’s Downtown Improvment 
Plan is to “extend the green” of Fanno 
Creek throughout the Downtown area 
through street tree plantings, green street 
features, and public spaces.  Like Red 
Rock Creek in the Tigard Triangle, Fanno 
Creek, with its wetlands and floodplain, 
is an important open space / natural 
resource amenity.  Tigard is fortunate in 
that most of the Fanno Creek floodplain 
in the Downtown area is publicly owned, 
and plans have been prepared to restore 
it into a publicly accessible natural area 
park. (Fig 68.)

The concept of “extending the green” 
must go beyond Downtown’s urban 
renewal boundaries to other areas within 
the Central/Viaduct study area. Not only 
would there be obvious environmental 
and recreational benefits, but a strong 
landscape and visual connection would 
link Downtown to adjacent land uses.

As with the rest of the Pacific Hwy 
Corridor, redevelopment of the area 

59

Chapter 5 - Master Plan

Figure 5.7 –Fanno Creek Park Master Plan

Figure 67. New plaza in downtown in the 5-10 year time frame. (Fanno Creek Park & Plaza 
Master Plan)

Figure 68. Restoration plans for the Fanno Creek drainage basin along the southwest edge of 
downtown. (Fanno Creek Park & Plaza Master Plan)

3. Redevelopment of Central/Viaduct Area
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Figure 70. Drainage basin restoration with green connections to Fanno Creek to frame future 
urban development with green borders.

99W

W
alnut St.

Central Tigard/Viaduct

presents an opportunity to mitigate the 
water quality impacts of the existing 
expanse of parking lots and roads 
through construction of green street 
infrastructure (Fig. 69), natural water 
quality treatment areas, enhancement 
of natural waterways and wetlands, 
tree planting, and other landscape 
enhancements.

3.) Transportation 
The Central/Viaduct study area, like the 
rest of the Pacific Hwy Corridor, has 
significant transportation challenges 
and opportunities.  It is reasonable 
to envision that Downtown Tigard will 
become a focus for transit services for 

Figure 71. Future replacement of the Pacific Hwy viaduct would create redevelopment 
opportunities to extend westward along newly extended streets

the Southwest Portland metropolitan 
region.  Currently, Downtown Tigard has 
a station for TriMet’s Westside Express 
Service (WES) commuter rail, connecting 
it to Wilsonville, Tualatin, and Beaverton 
(where a transfer can be made to MAX 
light rail.)  TriMet also has a bus transit 
center facility within the Downtown.    
When the Southwest Corridor High 
Capacity Transit project is completed, 
Downtown Tigard will be well situated to 
be a sub-regional hub for bus, commuter 
rail, and possibly light rail service.

Due to its high volume of traffic, its width, 
and the grade separated viaduct, Pacific 
Hwy poses a barrier to easy access 

to downtown and the rest of Tigard.  
However, the viaduct is more than 60 
years old.  It is reasonable to assume 
that the structure will require replacement 
in the next 25 to 50 years.  This would 
present an opportunity to build a new 
structure (Fig. 71) that would allow 
multiple direct, east to west connections 
to adjacent neighborhoods, allowing 
potential redevelopment to extend 
westward along the newly extended 
streets.

Fanno Creek is an important open 
space and natural resource amenity, but 
it is also a significant barrier between 
Downtown and the rest of Tigard.  
Tigard’s Transportation System Plans 
(TSP) have long identified a street 
connection from Walnut Street to Ash 
Avenue via a bridge spanning Fanno 
Creek.  This proposal has been very 
controversial and strongly opposed by 
residential neighborhoods that could 
experience additional traffic.  However, 
additional connections to the surrounding 
community are crucial for the Central/
Viaduct area to prosper.  

It is important to have a long term 
perspective when considering concepts 
like a Walnut Street to Ash Avenue street 
connection.  Even though it has been 
identified within the Tigard TSP for at 
least 20 years, no funding has been 
committed to advance it beyond the 
concept stage.  A project of this scope 
would require regional level funding and 
it will likely be decades before land use 
values and development intensities would 
be at the level to justify the investment.  

Like elsewhere in the Corridor, the 
Central/Viaduct section has an 
underdeveloped local street network, 
with insufficient pedestrian and bicycle 

Figure 69. Conceptual design of a “Green Street” in downtown, helping mitigate storm water 
flow, and creating a rich pedestrian environment.
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facilities.  As the area redevelops, a 
vibrant and safe pedestrian-oriented 
environment is essential for economic 
success. Eventually, not only will 
pedestrians and bicyclists enjoy safe and 
pleasant access to Downtown, they will 
have similar access to the rest of the City 
as well.

In this instance, the walking and 
biking travel modes present a more 
immediate opportunity for downtown 
connectivity than might be possible with 
the automobile.  A primary reason is that 
the Fanno Creek Trail is identified by 
the Tigard and Regional Transportation 
System Plans as a regional facility, 
extending far beyond Tigard city limits. 

The Portland and Western Railroad is 
another major transportation feature 
in the area.  In the late 19th and early 
20th century, railroad stations with 
local street connections were the 
economic centers of rural communities.  
However, suburbanization, based 
on easy auto access to urban jobs, 
undercut the economic importance of 
rail transportation and contributed to 
the decline of many small community 
downtowns.  For Tigard, the result was 
rapid commercial development of Pacific 
Highway.  The Portland and Western 
rail line poses both an opportunity and 
an obstacle.  The railroad provides for 
commuter rail service as well as freight 
transit, but also divides the Central/
Viaduct area, further limiting connectivity. 
Future redevelopment of the area will 
require greater vehicular and pedestrian 
connections, both on a reconstructed 
Pacific Highway, and in the Downtown.

The ascendency of strip commercial 
development on Pacific Highway, from 

the mid 1950’s onward, stunted the 
development of the Tigard Downtown. 
A traditional local street grid, necessary 
for continuous street to commercial 
development, did not develop.  From a 
transportation perspective, Downtown 
Tigard must develop a multi-modal 
circulation system to be successful.

Figure 72. Planned Downtown improvements from the Tigard Transportation System Plan 
(Draft 2010)

Figure 74. Proposed Downtown street connectivity and circulation plan.  Improved physical 
connections will help the downtown area develop economically.

Central Tigard/Viaduct

Figure 73. Envisioned Walnut street HCT station.
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Viaduct

Walnut St.

Figure 76. Three potential HCT nodes in the 
Central/Viaduct Section.

Hall Blvd.

4.) Land Use
This section of the Pacific Highway 
Corridor developed earlier than other 
areas of the corridor.  A cluster of 
commercial services sprung up around 
the railroad station off Main Street in the 
early 1900’s. Consequently, the area is 
more parcelized than elsewhere in the 
corridor.  These smaller parcels can 
present a challenge to develop large 
scale projects, as lot consolidation is 
often difficult.  In this kind of situation, 
generational change, and/or government 
incentives through urban renewal, 
is necessary.  With the exception of 
the major intersections  such as Hall 
Boulevard and Pacific Hwy, it is probable 
that future development in this part of the 
corridor will be smaller in scale than in 
the Tigard Triangle area. 

Figure 75. 50 year vision for downtown development.
Figure 77. In the 20-50 year time frame, the Hall Boulevard/Pacific Hwy intersection can 
be developed into a dense, mixed-use commercial area that capitalizes on its highly visible 
location.

The Downtown Tigard area will likely 
not emerge as a major retail destination 
within the 50 year time horizon of this 
study.  Other retail areas, such as 
Washington Square and Bridgeport 
Village have superior locations and 
accessibility.  Future redevelopment will 
likely be lead by residential development 
attracted to the transportation 
advantages of High Capacity Transit.  
Employment uses in search of close by 
or highly mobile workers and commercial 
development focused on providing 
non-durable goods, entertainment and 
services will follow.  Within Downtown 
Tigard it is reasonable to envision that 
future small and midsized business 
employment, professional services, 
restaurants, pubs, and entertainment and 
cultural venues could make the area a 
destination for the wider community.  

The area will remain the civic center of 
Tigard, where city government offices 
are located.  As the current government 
facilities age and space needs grow, 
government services will be housed in 
new, space efficient, multi-story buildings.  
Land-intensive public works facilities will 
be relocated elsewhere in the community 
to make room for general government 
services needed to serve a much larger 
population.

Another important opportunity for 
the Central/Viaduct section is the 
development potential of the broad swath 
of employment lands to the east.  Many 
of these properties are occupied by 
low density employment uses such as 
warehousing, building supply, and auto-
oriented uses that may redevelop into 
more land intensive knowledge based 
enterprises once reliable High Capacity 
Transit is provided.

Central Tigard/Viaduct
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Pacific Highway

Downtown

gradually become more feasible as land 
values rise.  These will be well designed 
buildings that will incorporate multiple 
uses (retail, offices, etc.) in addition to 
parking.  An important factor that will 
affect the design and scale of future 
parking areas is that automobiles that run 
on alternative fuel sources will likely grow 
in popularity, and may be considerably 
smaller than today’s vehicles.

5.) Urban Design and    
     Environment
As in other parts of the Pacific Highway 
Corridor, the existing auto-dominant 
transportation system has been a major 
determinant of the current urban form of 
the area.  Over time, a concerted effort 
to mitigate these impacts and move 
towards multi-modal mobility is essential.  
This effort will begin as the Portland 
Metro region invests in development of 
Southwest Metro Corridor High Capacity 
Transit (HCT).  As HCT is constructed 
within the Corridor, Tigard, the state, and 
the region should also work to address 
the connectivity issues of its current 
street system.

Three potential development nodes have 
been identified in this area.  They are:

The Pacific Hwy/Main and Pacific •	
Hwy/Hall Blvd intersections.  The 
older shopping centers at the Pacific 
Hwy intersections at Hall and Main 
would be attractive locations for 
major transit stops because of the 
direct connection to the envisioned 
Downtown urban village.  
The Viaduct itself.  The ultimate need •	
for the replacement of the viaduct 
could create the opportunity for 
another HCT station. Reconstruction 
of the viaduct would remove a barrier 
that has been in place for more than 
three-quarters of a century and also 
provide the potential to create a 
highly functional and aesthetically 
pleasing architectural landmark.  
Walnut St. intersection.  Another •	
station node will provide the 
needed transit connection to nearby 
residential neighborhoods and mixed 
use commercial development that will 
develop adjacent to Pacific Highway 
south of the viaduct.  

A more complete street system that 
provides high levels of connectivity to 
all parts of the Central/Viaduct area is 
needed.  Where possible, the existing 
local commercial streets should be 
connected to develop a semblance of 
an urban street system.  In addition, 
efforts should be undertaken to develop 
pedestrian and bike connections both on 
and off the street system.  The Downtown 
Tigard Circulation Plan, currently 
underway, will address these needs.

Architecture in the Downtown will be of 
smaller scale than the more commercial, 
employment-oriented Tigard Triangle.  
Most new buildings will be between three 
and four stories, with two to three story 
buildings along the Downtown’s historic 
Main Street.  There will be notable 
exceptions – much taller buildings, up to 
8-10 stories, located in close proximity 
to the HCT station areas.  Development 
of a high density station area community 
is reasonable to assume due to the 
convergence of bus, commuter rail, and 
future light rail in Downtown.

The future Central/Viaduct area will 
be a green and lush urban district, 
redeveloped to take full advantage of the 
proximity of the Fanno Creek floodplain 
and riparian zones.  A deliberate 
effort will be made to incorporate tree 
planting, storm water treatment and 
other landscaped features throughout 
the area to develop a unique “brand,” 
and distinguish it from other suburban 
downtowns.

Automobile access and parking will 
continue to be very important.  As with 
other areas of the Pacific Highway 
Corridor, parking in the short- and 
mid-term will be provided in surface 
lots.  However, parking structures will 

Central Tigard/Viaduct

Figure 78. Fifty 
years from now 

the Walnut Street 
area could be 
built out as a 
high density 

mixed use transit 
oriented node. 

Pacific Highway
Figure 79. Envisioned well designed transportation environment around Walnut Street.

 v
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Central Tigard/Viaduct

2-3 FAR

Pacific Hwy Existing Conditions Pacific Hwy Simulated 50+ Year Urbanization 

Downtown Tigard Development east of viaduct                  .10-.25 FAR

South of Viaduct-Pacific Hwy and Walnut St.                     .10-.25 FAR

Fifty year transformation of nodes in Central/Viaduct

Hall Blvd/Pacific Highway                  .10-.25 FAR

Hwy 217

3-4 FAR

3-4 FARFigure 80. Aerial of existing conditions in the Central/Viaduct area.
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1.) Introduction
The South Tigard portion of the Pacific 
Highway Corridor, from Watkins Avenue 
to Durham Road, is a different urban 
landscape than the other two study 
areas. Residential areas are in much 
closer proximity to the highway.  The 
area also has steeper topography that 
has mostly constrained commercial 
development to a narrow band along 
the highway.  The exception to this 
topographical constraint is two major 
supermarket anchored shopping centers 
at the far southern end of the study area 
that utilize considerable land.  These 
supermarkets were once located in the 
Central/Viaduct section, but moved here 
to much larger sites.  

The South portion of Tigard is also 
constrained by the community of King 
City at its southern border.  King City 
was incorporated in 1966 as a retirement 
community and is primarily residential 
with residents having a median age of 
76.  The unique characteristics of this 
community need to be considered when 
planning for future station areas.  Future 
South Tigard Station areas will provide 

access to high capacity transit for the 
projected future residents of several 
thousand housing units that will ultimately 
be built in Metro designated urban 
reserves and concept plan areas. 
(Fig. 83)

2.) Transportation
As with the previous two study areas, 
Pacific Highway and a local street pattern 
developed to accommodate inward 
oriented housing sub-divisions. Which 
has dictated the urban form of this area. 
Poor connectivity in the street system 
often necessitates a short distance 
trip to be made on Pacific Highway.  
These short trips degrade the through-
capacity of the Highway, contributing to 
congestion.  Within the study area there 
is also inadequate street connections 
east to west; from Interstate 5 to Pacific 
Highway.  At present, two collector/
arterial streets provide these connections, 
McDonald / Gaarde and Durham Road.  
It is projected that in the near future, 
traffic growth will overwhelm the capacity 
of both streets.  This presents a dilemma 
to Tigard. Without viable alternatives, the 

future options are to have over capacity, 
congested roads, or to invest millions of 
dollars to create much larger multi-lane 
facilities that have significant livability 
impacts on adjacent neighborhoods and 
are counterproductive to reducing daily 
vehicle miles traveled and green house 
gas emissions.
 
South Tigard seems to be even more 
auto dependent than other parts of 
Pacific Highway because of the following 
factors:
1) Steep topography prevented 
development of a connected local 
street system and appropriately spaced 
intersections on Pacific Highway; 
2) Subdivisions and medium density 
housing developed in the 1980’s 
through 2000, for the most part, were 
not designed to provide connectivity to 
surrounding street systems; 
3) Walking and biking are not viable 
transportation modes due to the lack 
of appropriate facilities and street 
connectivity; and
4) South Tigard is currently underserved 
by bus transit.

Central Tigard/Viaduct

Figure 82. Three potential nodes in the South Tigard area.  The circles indicate a 1/4 mile 
radius, about a 5 minute walk to a transit station.

Figure 81. Protected sidewalks and a planted median transform Pacific Highway into an urban 
boulevard just near the McDonald/Gaard Street intersection.

Durham Road/King City Node

Canterbury Node

Watkins Ave Node

Walnut Street

4. Redevelopment of South Tigard
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Figure 85. Well marked bicycle lanes and 
wide sidewalks create a safe and inviting 
environment for these forms of transportation.

South Tigard

Figure 86. A new development can connect 
to surrounding neighborhoods with vehicular 
access.

3.) Economics and Market 
Three potential station areas, Watkins 
Avenue, the Canterbury Square area, 
and Durham Road/King City have 
been identified in the South Tigard 
area. (Fig. 80)  Each has its own 
unique characteristics.  For example, 
the intensity and average age of 
development decreases moving south 
along the highway.  The area has Tigard’s 
two largest supermarkets.  These two 
centers are the primary non-durable (food 
and personal service oriented) markets 
in the south Tigard area.  It is likely that 
they will remain so for the foreseeable 
future because: 
1) Population and market area 
economics are stable with significant 
growth potential over the next few 
decades; 
2) Corporate investment in the two 
shopping centers has been substantial 
and the shopping centers have many 
years of retail life left; 
3) There is adequate room for expansion 
provided market conditions allow 
structured parking and future high-
capacity transit brings with it substantial 

numbers of new customers; and  
4) The Portland Metropolitan Urban 
Growth Boundary prevents future 
urban commercial development along 
Pacific Highway until one reaches 
Sherwood approximately 5 miles away.  
Sherwood is a separate market area 
and is adequately supplied with grocery 
anchored shopping centers.

Another factor will contribute to South 
Tigard’s economic vitality over the long-
term. In the next 15 to 30 years there will 
likely be substantial urban development 
on lands that were recently brought into 
the Portland Metropolitan Urban Growth 
Boundary and designated for urban 
reserves. (Fig. 83)  The City of Tigard 
expects these lands to be urbanized 
within its City limits.  Once the market 
provides the impetus for new residential 
development, 4,000 – 6,000 new homes 
are forecasted to be built on these lands.  
There will be substantial costs for the 
full range of infrastructure, including 
roads that will be needed to support this 
development.  However, it is expected 
that nearby high-capacity transit, 
supported by bus and commuter rail links 
will assist in meeting this need.

Future transit will lead to the eventual 
redevelopment of small shopping 
centers in the South Tigard area, to more 
intense and economically viable uses.  
For example, population growth in the 
southwest Portland metropolitan region 
will require easily accessible professional 
services, such as healthcare.  
Furthermore, a growing population will 
require additional public schools.  In 
the next several years, as travel costs 
increase, more emphasis will be placed 
on providing schools, health care, social 
services etc., in closer proximity to the 
population to be served.  It may be that Figure 84. Envisioned medium density residential development

Figure 83. Designated Urban Reserves, Rural Reserves, and Undesignated land in the vicinity 
of Tigard (2/18/2010).

Improvements to all transportation modes 
will be required to foster redevelopment 
in the South Tigard area.  It is expected 
that future high capacity transit will 
be accompanied by higher density 
residential development, leveraging the 
need for more commercial development 
that provides goods and services.  
Associated with a growing population 
there will be demand for improved transit 
service as well as enhanced walking and 
biking facilities.  Improvements to Pacific 
Highway itself will also be important, 
especially traffic management measures; 
intersection capacity improvements; safe 
pedestrian and bicycle infrastructure; and 
aesthetics such as tree planting, surface 
water management facilities, and other 
forms of landscaping.  

Development of compact urban nodes 
along Pacific Highway will provide 
opportunities to improve street and 
pedestrian connectivity throughout 
the area.  Greater use of alternative 
transportation modes, made possible by 
improved street connectivity, may reduce 
the need to build ever larger streets to 
accommodate automobile traffic.
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MAIN 
CORRIDOR 

BEYOND

Retail, Ofiice, and High Density 
Mixed-Use

Retail And Medium Density 
Mixed-Use

Backage Road

Detached homes with accessory 
dwelling units can significantly 
help to achieve a target density, 
balancing higher densities along 
Hwy 99W.  Without significantly 
altering the large stock of 
detached single family structures 
on hand, the target density 
achieved would be supportive of 
HCT.

Figure 88. Envisioned compact urban development

South Tigard

some existing shopping and big-box retail 
will transition to these types of uses.

4.) Land Use
Future urban land uses in the South 
Tigard portion of the corridor will be 
concentrated within the three identified 
nodes.  Development within these areas 
of the corridor will be mostly medium 
density residential (20-30 units per 
acre), with nodes of higher intensity 
mixed-use located around station areas.  
The mixed-use areas will provide for 
shopping, entertainment, and personal 
services needs. Also South Tigard will 
continue to be the center of non-durable 
goods shopping for the large expanse of 
residential development in the area.  

Employment land uses, such as 
professional services, technology, 
finance, etc., will be promoted within 
the corridor, especially within the station 

areas. Six- to eight- story buildings will 
be allowed.  It is also expected that some 
public and institutional uses, such as 
medical centers, care facilities,  municipal 
buildings, and schools,  will locate in this 
area and other parts of the corridor.  

As existing medium density multifamily 
development in the corridor ages, it 
can be redeveloped into higher density 
developments of up to 30 units an acre. 
In the station areas, even higher density 
residential (up to 50 units an acre, with 
structured parking) will ultimately be 
feasible.  

Future land-use must also include public 
parks and open spaces.  Currently the 
South Tigard area has retained more of a 
sense of natural features than other parts 
of the corridor.  This character needs to 
be enhanced. Future livability will depend 
on providing residents and workers 

Figure 89. A fully built out development at Canterbury Square.  The larger buildings line 
Pacific Highway, with building height stepping down as it gets closer to the single family home 
neighborhoods.  

Figure 90. Mixed-use residential building with 
landscaping, creating a quality pedestrian 
realm.

Figure 87. Green space in an envisioned mixed-use development 
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South Tigard

Pacific Highway

King City

Durham Rd

Bull Mt.

Watkins Ave.

Figure 91. Envisioned medium density station community as Durham Rd. and Pacific Highway 
creates an identifiable ‘gateway’ at the south end of Tigard.

Figure 92. Envisioned 50 year development in South Tigard.  Increased scale of development is balanced with natural systems with more 
intense development scaling down to single family residential areas.

access to parks, open spaces, trails, and 
similar amenities.

5.) Urban Form
The envisioned development pattern in 
South Tigard is a broad range of high and 
medium density residential, employment, 
commercial, personal services, 
entertainment, and institutional land uses.  
Outside of the station areas, buildings 
will be of lower scale, likely up to three 
or four stories.  Accessible open spaces 
and parks will be provided for future 
residents and workers.  A guiding design 
principle will be for local and regional trail 
systems, parks, and public open spaces 
be within reasonable walking distances 
for all residents. The aesthetics of Pacific 
Highway will be improved significantly 
and will be similar to a well landscaped 
boulevard.

The station areas will provide direct 
access to high-capacity transit and 
connecting bus service for residents and 
workers, both from within the corridor, 
and also from the broader Tigard area, 
King City and beyond. Station areas 
will be designed to accommodate 
the influx of these transit users and 
their automobiles.  Therefore, parking 
structures will eventually be needed and 
must be designed to be compatible with 
the mixed-use residential/employment 
architecture of station areas, particularly 
if the terminus of the HCT line is in this 
area.



Figure 93. Fifty year simulation of a fully built out Tigard Triangle.
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Figure 94. Small streets, active ground floor uses and street trees, create an inviting pedestrian environment.
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A          Appendix

Land Use Planning

Policies

2.1.5. The City shall promote intense 
urban level development in Metro-
designated Centers and Corridors, and 
employment and industrial areas.

2.1.6. The City shall promote the  
development and maintenance of a range 
of land use types which are of sufficient 
economic value to fund needed services 
and advance the community’s social and 
fiscal stability.

2.1.7. The City’s regulatory land use 
maps and development code shall 
implement the Comprehensive Plan by 
providing for needed urban land uses
including:
A. Residential;
B. Commercial and office employment  
     including business parks;
C. Mixed use;
D. Industrial;
E. Overlay districts where natural   
     resource protections or special
     planning and regulatory tools are   
     warranted; and
F. Public services.

Environmental Quality

Policies

6.1.3. The City shall promote land use 
patterns which reduce dependency on 
the automobile, are compatible with 
existing neighborhoods, and increase 
opportunities for walking, biking, and/or 
public transit.

Economic Development

Policies

9.1.5. The City shall promote well-
designed and efficient development 
and redevelopment of vacant and 
underutilized industrial and commercial 
lands.

9.1.6. The City shall promote actions 
that result in greater, more efficient, 
utilization of its Metro-designated 
Employment and
Industrial Areas.

9.1.10. The City shall strongly support, 
as essential to the region’s economic 
future, the development of efficient 
regional multi-modal transportation 
systems throughout the Portland 
Metropolitan area.

9.3.1. The City shall focus a significant 
portion of future employment growth
and high-density housing development 
in its Metro-designated Town Center 
(Downtown); Regional Center 
(Washington Square); High Capacity 
Transit Corridor (Hwy 99W); and the 
Tigard Triangle.

9.3.2. The City shall adopt land use 
regulations and standards to ensure 
a well designed and attractive urban 
environment that supports/protects public
and private sector investments.

Recommended Action Measures

9.1.xii. Increase opportunities for higher 
density housing and employment
development in the Downtown Urban 
Renewal District, Washington Square 
Regional Center, Tigard Triangle, and 
designated Corridors to enable more 

intense housing and employment uses to 
be located in close proximity to transit
and other urban uses.

9.3.v. Investigate ways to improve the 
appearance and function of Hwy 99W 
and other transportation corridors.

9.3.vi. Develop high quality work force 
housing to increase the opportunity for 
employees who work in Tigard to also live 
in the community.

Housing
	
Policies

10.1.5. The City shall provide for high 
and medium density housing in the 
areas such as town centers (Downtown), 
regional centers (Washington Square), 
and along transit corridors where 
employment opportunities, commercial 
services, transit, and other public 
services necessary to support higher 
population densities are either present or 
planned for in the future.

10.2.2. The City shall seek to provide 
multi-modal transportation access from 
residential neighborhoods to transit 
stops, commercial services, employment, 
and other activity centers.

10.2.5. The City shall encourage 
housing that supports sustainable 
development
patterns by promoting the efficient use of 
land, conservation of natural resources, 
easy access to public transit and other 
efficient modes of transportation, easy 
access to services and parks, resource 
efficient design and construction, and the 
use of renewable energy resources.

Recommended Action Measures

10.1.iv. Allow opportunities for 
accessory dwelling units in regional 
centers, town centers, and corridors per 
Metro requirements.

10.1.v. Increase opportunities for higher 
density mixed use development in the 
Downtown Urban Renewal District, 
Washington Square Regional Center, 
Tigard Triangle, and designated Corridors 
to enable residential uses to be located in 
close proximity to retail, employment, and 
public facilities, such as transit and parks.

10.1.vi. Provide incentives to 
encourage the development of a range 
of housing choices at transit-supportive 
densities near existing and planned 
transit routes, and/or in proximity to major 
activity centers such as employment, 
commercial areas, schools, and 
recreation areas.

10.1.xii. Increase Tigard’s diversity 
of housing types through financial 
incentives and regulatory tools such 
as density transfer and planned 
development standards; transit, and 
vertical oriented housing tax credits; 
voluntary inclusionary zoning, etc.

Transportation

Policies

12.1.1. Plan, design, and construct 
transportation facilities in a manner which
enhances the livability of Tigard by:
A. Proper location and design of                     
     transportation facilities. 
B. Encouraging pedestrian accessibility
     by providing safe, secure and        
     desirable pedestrian routes.

Tigard Comprehensive Plan - Supporting Policies and Action Measures

Comprehensive Plan
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Comprehensive Plan

C. Addressing issues of excessive 
speeding and through traffic on 
local residential streets through a 
neighborhood traffic program.  The 
program should address corrective 
measures for existing problems and 
assure that development incorporates 
traffic calming.

12.1.2. Provide a balanced 
transportation system, incorporating all 
modes of transportation (including motor 
vehicle, bicycle, pedestrian, transit and 
other modes) by:
A. The development of and 

implementation of public street 
standards that recognize the multi-
purpose nature of the street right-
of-way for utility, pedestrian, bicycle, 
transit, truck and auto use.

B. Coordination with TriMet, and/or any 
other transit providers serving Tigard, 
to improve transit service to Tigard. 
Fixed route transit will primarily use 
arterial and collector streets in Tigard. 
Development adjacent to transit 
routes will provide direct pedestrian 
accessibility.

C. Construction of bicycle lanes on all 
arterials and collectors within Tigard 
consistent with the bicycle master 
plan, with the exception of collectors 
within the downtown urban renewal 
district. All schools, parks, public 
facilities, and retail areas shall strive 
to have direct access to a bikeway.

D. Construction of sidewalks on all 
streets within Tigard. All schools, 
parks, public facilities, and retail areas 
shall strive to have direct access to a 
sidewalk.

E. Development of bicycle and pedestrian 
plans which link to recreational trails.

F. Design local streets to encourage 
a reduction in trip length by 
providing connectivity and limiting 

out-of-direction travel and provide 
connectivity to activity centers and 
destinations with a priority for bicycle 
and pedestrian connections.

G. Tigard will participate in vehicle 
trip reduction strategies developed 
regionally targeted to achieve non-
single occupant vehicle levels 
outlined in table 1.3 of the regional 
transportation plan.

H. Tigard will support the development of 
a commuter rail system as part of the 
regional transit network.

12.1.5. Develop transportation facilities 
which are accessible to all members 
of the community and minimize out of 
direction travel by:
A. The design and construction of 

transportation facilities to meet the
requirements of the Americans with 
Disabilities Act.

B. The development of neighborhood 
and local connections to provide 
adequate circulation in and out of the 
neighborhoods.

C. Work with Washington county and 
ODOT to develop an efficient arterial 
grid system that provides access 
within the City, and serves through 
City traffic.

12.1.7. Implement the transportation 
system plan (tsp) in a coordinated 
manner by coordinating and cooperating 
with adjacent agencies (including 
Washington county, Beaverton, Tualatin, 
Lake Oswego, city of Portland, TriMet, 
Metro and ODOT) when necessary to 
develop transportation projects which 
benefit the region as a whole in addition 
to the City of Tigard.

12.3.1. The City shall coordinate with 
TriMet to provide for a public transit
system within the planning area which:

A. Meets the needs of both the current 
and projected, for the Tigard 
community; 

B. Addresses the special needs of a 
transit dependent population;

C. Reduces pollution and traffic; and
D. Reduces energy consumption.

12.3.2. The City shall encourage the  
expansion and use of public transit by:
A. Locating land intensive uses in close 

proximity to transit ways;
B. Incorporating provisions into the 

community development code which 
require development proposals to 
provide transit facilities; and

C. Supporting efforts by TriMet and other 
groups to provide for the needs of the 
transportation disadvantaged.

Recommended Action Measures

12.3.i. The City shall request TriMet to 
extend service to areas within the city 
that do not currently have service.

12.3.iii. The City shall propose land 
use densities, within the comprehensive 
plan, along transit oriented corridors that 
support public transportation service.

12.3.iv. The City shall work with 
TriMet and other transit providers to 
encourage transit service for the transit 
dependent population e.g., the poor and 
handicapped.

12.3.v. The City shall encourage its 
citizens to use mass transit systems, 
where possible, to make greater 
effectiveness of the transit system while 
reducing automobile usage.

Energy Conservation

Policies

13.1.1. The City shall promote the 
reduction of energy consumption 
associated with vehicle miles traveled 
through:
A. Land use patterns that reduce 

dependency on the automobile;
B. Public transit that is reliable, 

connected, and efficient; and
C. Bicycle and pedestrian infrastructure 

that is safe and well connected.
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B             Appendix
Building Typologies

There are various different types of 
buildings that serve the many functions 
that we need to get through our daily 
lives.  Currently most of the buildings that 
line Pacific Hwy fall under the category of 
commercial buildings and are generally 
low-rise.  In order to form a corridor that 
offers a variety of functions to create a 
community that allows one to live, work, 
and play there needs to be a rich variety 
of building types that serve these basic 
needs.  

We have developed a list of building 
types that create such a variety of 
building forms and contribute to fulfill 
needs and functions of the current and 
future residents of Tigard.

Residential/Housing
There are many different types of housing 
available today that offer different 
densities and ways to live.  It is important 
for future development in the Corridor to 
incorporate many different housing types 
that serve different demographic groups.

Single Family Detached •	
Housing

  This type of housing varies in size 
from one-bedroom to multiple-
bedroom homes.  The house sits 
detached from surrounding structures 
and on its own piece of land.  
Compact single family detached 
homes follow the same structure 
except that it occupies smaller lots.

Apartments/Condominiums•	
  Are self-contained housing units that 

occupy part of a building structure.  
They come in many differently sizes 
for both units and building size.  
This building type is a good way to 
achieve higher density.

Live-Work Housing•	  
  This type of housing needs to have 

zoning with it that allows for personal 
business to be run out of the dwelling 
unit.  They are designed to have 
flexible space that could be used as 
an office, workshop, or a living room.  

Row Housing•	   
  This housing type offers residents 

private entrances and often their own 
yard.  The houses usually address 
the street and accommodate cars.  
Houses are side by side making it a 
good way to achieve medium density.

 
Mixed-use residential•	

  This building type features an active 
ground level with housing above.  It 
also allows for greater units per acre 
and supports high capacity transit.

Commercial
This building type encompasses a wide 
variety of sizes.   The corridor is already 
abundant with this building type.  It 
can range from a small single function 
building to a large multi-story office 
building, including office complexes or 
office parks.

Civic Buildings•	
  These buildings are either owned 

by the public or serve the public 
directly such as City Hall, Community 
Centers, and Public Libraries.

Cultural•	
  Cultural buildings can be privately 

owned, or owned by the city.  
Examples include, museums, 
performing arts theaters, and art 
galleries.

Educational•	
  Educational building types are most 

easily described as schools of all 
levels from pre-school to college.  
They can also be a cross between 
institutional and cultural building 
types.  OMSI (Oregon Museum of 
Science and Industry) is a great 
example of a building that fits in many 
building categories

Institutional•	
  These are buildings that are often 

larger and may comprise of many 
buildings on a campus.  Examples 
are higher education/colleges, and 
hospitals.

Corridor Retail•	
 The prevalent form of development 

in the Pacific Hwy corridor.  
Existing corridor retail is generally 
organized in a strip format, oriented 
to the automobile.  Future retail 
development in the corridor will be 
organized around pedestrian and 
transit access.

Mixed-use Commercial•	
 This building type usually has 

a ground floor that is activated 
by retail, small commercial, and 
public activities.  The upper floors 
are occupied by office or other 
commercial activities.

High Rise Commercial•	
 Buildings greater than ten stories 

become possible when land values 
are sufficiently high enough to make 
the more expensive construction 
costs feasible.

Building Typologies
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Triangle
Central / Viaduct

South Tigard

Live / Work 

Cultural

 & Apartments

Row Housing

Single Family

Detached

Civic

Institutional

Educational

Mixed Use 

Residential

Mixed Use

Commercial

Condominiums

High Rise 

Commercial

Corridor Retail

Building Typology Chart

Typology Chart
The building typology chart groups 
residential building types in blue and 
commercial types in black.  The various 
images show different forms of each type 
of building.  They are arranged vertically 
by their appropriate location along the 
corridor.  



41

C                 Appendix

on the back side of the corridor. The 
recommendation can be taken straight 
from the Pattern language book “… A 
loop is defined as any stretch of road 
which makes it impossible for cars that 
don’t have destinations on it to use it as a 
short cut…”2

 
The Backage Road is a version of 
the looped local road, but serves more 
than just housing. This pattern was 
formulated as a way to connect housing 
with the commercial zone along the 
highway.  Presently, the commercial zone 
is disconnected from housing through 
fences, closed streets and larger means 
such as single use zoning. The backage 
road thus is intended to function as a 
looped connector between commercial 
and housing uses.
 
The Green Urban Trail pattern 
tries to connect the existing urban green 
that runs through the city of Tigard with 
a continuous trail for pedestrians and 
bicyclists. This pattern was developed as 
a continuous trail behind buildings in the 
Triangle area, along Red Rock Creek, 
and then continues south through the 
corridor.
 
Main Gateways is a major pattern in 
the history of building and understanding 
cities: “Any part of a town –large or 
small – which is to be identified by 
its inhabitants as a precinct of some 
kind, will be reinforced, helped in its 
distinctness, marked and made more 
vivid, if the paths which enter it are 
marked by gateways, where they cross 
the boundary.”3

 

There are many entrances to Tigard, for 
example, the Triangle at the intersections 
of Pacific Highway with I-5 and Hwy 217.  
Also, at the south end of Pacific Highway 
at Durham Road.

In any planning and urban design 
research or plan, one key question 
always focuses on the elements that 
repeat or can be generalized.  These 
prototypes of building, design and 
environmental elements are also known 
as urban morphologies and building 
typologies. These building features or 
elements can also be understood as 
the atoms of the environment of a given 
urban structure that we are focusing and 
working on, such as a civic center in a 
downtown that mostly consists of a city 
hall, a performing arts center, a museum, 
and possibly an opera house, as well as 
a public plaza that goes with it.
 
In our case we are dealing with elements 
that contribute to form a healthy 
environment for an urban corridor.  In 
which the corridor wants to become a 
more sustainable, and livable urban 
structure.
 
Some of the elements that were studied 
to achieve the above mentioned goals  
can be named and describe here as 
recommendations for the Tigard Pacific 
Highway Corridor.  They include but are 
not limited to the following:

The Urban Boulevard•	
The Park Boulevard•	
Pedestrian Realm•	
Looped Local Roads•	
Backage Road•	
The Green Urban Trail•	
Main Gateways•	

The Urban Boulevard is well 
known from the Paris Boulevards that 
Baron Haussmann established in the 
19th century. These Boulevards create 
an ideal combination of pedestrian life 
and street transportation.  Market Street 
in Downtown San Francisco may best 
demonstrate this kind of boulevard 
relevant for urban life where people, cars, 
street cars, and buses can coexist.  The 
urban boulevard may only be achievable 
and desirable in certain parts of the 
corridor development.  For example, in 
the Triangle aspects of the boulevard 
may be carried through other parts of the 
corridor.
 
The Park Boulevard, is a kind of 
boulevard that is dominated by green 
features while accommodating shopping 
centers, housing and public buildings. 
The area of Pacific Highway south of 
downtown is a prime candidate for this 
kind of boulevard or mixed boulevard.
 
Pedestrian Realm  creates a livable 
urban corridor that requires a pedestrian 
area or zone where people feel safe and 
comfortable.  This includes a continuous 
pedestrian zone with pockets, paths 
and small parks off the main boulevard. 
This concept has been developed in the 
Triangle.
 
Looped Local Roads is a pattern 
that deals with the larger corridor beyond 
the roadway of Pacific Hwy. The corridor 
includes a half mile area on either side of 
the highway. This pattern acknowledges 
that “nobody wants fast through traffic 
going by their homes.”1 With looped 
local roads existing housing is organized 

Patterns

Figure 95. Phased development in three 
stages at the intersection of I-5 and Pacific 
Highway.  The gateway is demarcated by tall 
office towers that create a sense of entrance 
into the City of Tigard and the Triangle area.

Urban Patterns

1. Alexander, C., Ishikawa, S., & Silverstein, M. (1977). A pattern language:  Towns, buildings, construction. New York: Oxford University Press. Pg 261
2. Alexander, C., Ishikawa, S., & Silverstein, M. (1977). A pattern language: Towns, buildings, construction. New York: Oxford University Press.
3. Alexander, C., Ishikawa, S., & Silverstein, M. (1977). A pattern language: Towns, buildings, construction. New York: Oxford University Press.
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Introduction

• The Pacific Highway Corridor Urban Design Vision
is intended to be an informed starting point for
future planning work to improve the corridor.

• It communicates a vision of potential
redevelopment brought about by High Capacity
Transit to local and regional decision-makers, and
stakeholders.

• The project is not a “plan” but rather an
illustrative tool to use in making future decisions.



Introduction

• The City engaged the
University of Oregon
Portland Urban Architecture
Research Laboratory
to demonstrate how the
livability of the corridor could
be improved with HCT

• Study Area:
4.5 mile corridor
approx. 2000 acres

• No specific alignment of
HCT assumed



Regional Context



High Capacity Transit



Corridor Findings

• In general, the Pacific
Highway corridor is
traffic congested and
unable to function well
as either a high capacity
transportation corridor
or commercial
marketplace.



Corridor Findings



Corridor Findings

The corridor’s future urban form will be shaped by:

• Competition from more convenient and accessible
commercial formats

• Changing demographics and markets

• The need for alternative transportation



Recommendations



Corridor Recommendations
• Transportation:

The need for an uncongested, mobility corridor cannot be reconciled with
the highway’s commercial businesses’ desire for unrestricted access. This
requires developing short, medium, and long range transportation and land
use solutions, including HCT, to ensure future transportation and economic
viability.

• Land Use:

A much wider range and higher density of mutually supportive land uses are
needed.

• Economics and Market:

Further study of regional commercial market trends and residential
preferences, as well as employment and economic trends at the state and
national levels, is needed.

• Urban Design and Environment:

Stakeholders should cooperate on a sustained effort to increase the overall
aesthetics of the corridor on both public and private properties.



Three Corridor
Sections



Twelve
Opportunity
Sites



Future Form of Corridor

5-10 years 10-20 years 20-50 years



Tigard Triangle Findings

•Has the greatest potential for
transformation by HCT

•Currently limited to an Floor
Area Ratio of 0.4 due to
potential traffic impacts on
road facilities.

•HCT in conjunction with
other measures would likely
resolve these traffic issues.



Tigard Triangle
Redevelopment

Current Conditions 0.1- 0.25 FAR

Future 6-8 FAR

•Establishing a synergistic
mix of residential,
employment and
commercial land uses

I-5 Interchange



Tigard Triangle
Redevelopment

•Develop backage roads and
street hierarchy

•Step down building height

•Utilize natural feature of
Red Rock Creek



Tigard Triangle Redevelopment



Central/Viaduct Findings

• Construction of viaduct
and advent of strip
commercial development
stymied development of
Downtown.

•Downtown is isolated from
surrounding community.



Central/Viaduct
Redevelopment

HCT would create
the conditions to
allow the envisioned
urban village in the
Downtown to
flourish.



Central/Viaduct
Redevelopment

• Future replacement of
viaduct creates
opportunities
for greater connections
across Downtown.

•Well developed street
environment

•Enhance the green of Fanno
Creek



South Tigard Findings

• Significant amount of natural
features along Pacific Highway

• Newer development, lower
intensity, more residential

• Poor street connectivity and
limited travel options to
the automobile



South Tigard
Redevelopment
•Three nodes identified for
compact urban development

• Medium intensity
residential, commercial, and
employment development,
with higher scale buildings
at HCT station areas.



South Tigard
Redevelopment
•Compact housing communities
at nodes.

•Multi-modal transportation and
enhanced natural features in the
corridor.



South Tigard Redevelopment



Next Steps

• The Vision will be used as a tool in the Tigard
HCT Land Use Plan.

• Alternatives Analysis

• Draft and Final Environmental Impact
Statements



Thank you.

Questions, impressions and comments?



AIS-33     Item #:  3.     
Special Meeting
Date: 07/12/2010
Length (in minutes): 30 Minutes  

Agenda Title: Lake Oswego Trolley Alternative Analysis DEIS Briefing (Lake Oswego
Presentation)

Prepared By: Cathy Wheatley, Administration
Item Type: Update, Discussion, Direct Staff Meeting Type: Council Business Meeting -

Main

Information
ISSUE 
Lake Oswego Trolley Alternatives Analysis, DEIS Briefing

STAFF RECOMMENDATION / ACTION REQUEST
N/A

KEY FACTS AND INFORMATION SUMMARY
Presentation to be made by Lake Oswego officials.

OTHER ALTERNATIVES
N/A

COUNCIL GOALS, POLICIES, APPROVED MASTER PLANS
N/A

DATES OF PREVIOUS COUNCIL CONSIDERATION
N/A



AIS-34     Item #:  4.     
Special Meeting
Date: 07/12/2010
Length (in minutes): 20 Minutes  

Agenda Title: Presentation of First-Tier Suburbs Demographics
Prepared By: Cathy Wheatley, Administration
Item Type: Joint Meeting-Board or Other Juris. Meeting Type: Council Business Meeting -

Main

Information
ISSUE 
First-Tier Suburbs Demographics Briefing

STAFF RECOMMENDATION / ACTION REQUEST
Recieve briefing and discuss.

KEY FACTS AND INFORMATION SUMMARY
Portland State University compiled a report comparing first-tier suburbs demographic data.  The data
shows a number of similarities between the communities of Lake Oswego and Tigard, particularly
commuting patterns and lower poverty rates.
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First-Tier Suburb Demographics

July 12, 2010
Joint Meeting of  Tigard and Lake Oswego 

City Councils 



First-Tier Suburbs – Portland Metro Region

source: U.S. Census and Portland State University

Beaverton Gresham Lake Oswego Milwaukie Portland Tigard

Popluation 18 and under 25.70% 29.50% 23.60% 19.80% 22.40% 25.40%

Popluation 65 and over 9.60% 10.10% 13.40% 11.70% 10.40% 10.60%

Mean Travel Time to Work 23.9 minutes 26.3 minutes 20.8 minutes 23.8 minutes 24.1 minutes 21.9 minutes

Driving Alone to Work 71.70% 74.60% 77.90% 71.20% 61.50% 77.30%

Carpooling to Work 10.00% 12.70% 6.10% 10.30% 9.50% 9.40%

Public Transportation to Work 8.70% 6.70% 3.60% 9.50% 12.20% 4.00%

Walking to Work 4.00% 2.20% 2.10% 3.10% 4.90% 1.90%

Some Other Means to Work 1.40% 1.00% 1.70% 1.00% 5.60% 2.30%

Work at Home 4.20% 2.80% 8.60% 5.00% 6.30% 5.10%

High School Graduate (25 and over) 90.20% 84.10% 98.00% 88.90% 89.20% 91.10%

Bachelor's Degree (25 and over) 40.40% 17.80% 65.90% 20.40% 39.60% 39.30%

Foreign Born Population 23.00% 16.70% 9.50% 8.30% 13.30% 16.80%

Median Household Income $54,945 $48,272 $83,486 $54,807 $48,993 $66,377

Families Living in Poverty 7.80% 11.50% 4.30% 7.10% 10.50% 5.10%

White & Non-Hispanic 67.60% 70.00% 87.90% 88.40% 74.00% 76.40%

Occupying Current Residence < 1 year 20.20% 20.20% 16.90% 13.20% 19.20% 17.50%

Moved from Different County, 2006-2008 9.00% 5.30% 10.00% 5.90% 7.00% 7.20%

Moved from Same County, 2006-2008 9.80% 14.10% 6.50% 6.70% 11.40% 9.50%

July 12, 2010 – Joint Meeting of Tigard/Lake Oswego City Councils



Lake Oswego & Tigard | Commuting to Work

Lake Oswego Tigard

Mean Travel Time to Work 20.8 minutes 21.9 minutes

Driving Alone to Work 77.9% 77.3%

Public Transportation to Work 3.6% 4.0%

Walking to Work 2.1% 1.9%

Some Other Means to Work 1.7% 2.3%

source: U.S. Census and Portland State University

July 12, 2010 – Joint Meeting of Tigard/Lake Oswego City Councils



Lake Oswego & Tigard | Demographic Similarities

Lake Oswego Tigard

Families Living in Poverty 4.3% 5.1%

Occupying Current Residence 
Less Than 1 year

16.9% 17.5%

source: U.S. Census and Portland State University

July 12, 2010 – Joint Meeting of Tigard/Lake Oswego City Councils



Beaverton & Tigard | Demographic Similarities

Beaverton Tigard

Population 18 and Under 25.7% 25.4%

High School Graduate (25 & 
over)

90.2% 91.1%

Median Household Income $54,945 $66,377

Moved from Same County, 
2006-2008

9.8% 9.5%

source: U.S. Census and Portland State University

July 12, 2010 – Joint Meeting of Tigard/Lake Oswego City Councils



Portland & Tigard | Demographic Similarities

Portland Tigard

Population 65 and Older 10.4% 10.6%

Carpooling to Work 9.5% 9.4%

Bachelor’s Degree (25 and over) 39.6% 39.3%

White and Non-Hispanic 74.0% 76.4%

Moved from Different County, 
2006-2008

7.0% 7.2%

source: U.S. Census and Portland State University

July 12, 2010 – Joint Meeting of Tigard/Lake Oswego City Councils
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