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Background 
Study Area 
Everett is the largest city in Snohomish County, Washington. It remains a major employment center for 
Snohomish County but has also become a bedroom community for Seattle in recent decades. “Metro Everett” 
is the Metropolitan Center regionally designated by the city. The 2010 Census showed 6,703 people were 
living in Metro Everett in 3,327 housing units. Between 2010 and 2018, developers constructed approximately 
600 housing units. The Census projects that 50,000 people will move to Everett over the next 15 years. This 
40% increase will bring the metro population of the city up to 110,000 by 2035.  
 
Metro Everett is also the financial, governmental, institutional, and cultural center for Snohomish County. For 
every one person living in Metro Everett, there are nearly two people employed there. This data points to the 
requirement for more development and redevelopment to meet future residential and employment demands.  
 
Within Metro Everett, there are 759 units of rent-restricted housing affordable to low-income households. Of 
those units, only 101 are available to minimum wage earners. Yet, with the large percentage of low-income 
(55%) and severely cost-burdened households (19%) in the city, additional affordable housing is still needed. 
 

      
 Everett Conditional 2035 Population Targets  Income Restricted Units, Metro Everett  
       and Growth Trendline (From Metro Everett Subarea Plan)    (From Metro Everett Subarea Plan) 

 
The study area focuses on the station area located in the southwest portion of Metro Everett. The study area 
covers the Everett Transit Station and the future Everett light rail station. It extends from 26th Street on the 
north to 37th Street on the south, Rucker Avenue (both sides) on the west to Maple Street on the east, 
including 909 potential redevelopment parcels and having a total area of about 220 acres (does not include 
roads and other parcels). 
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                            The Identification of Study Area                              Parcels in the Study Area divided by quartiles (Dark blue are the best  

 for redevelopment followed by the dark purple, then the maroon, then the red) 

 
Existing conditions  
The city is bisected by Interstate 5 (I-5), a major north-south freeway that connects Everett to Seattle and 
Vancouver, British Columbia. Metro Everett travels to Seattle and the south part of the county along the I-5 
corridor. It only takes half an hour driving to Seattle via I-5. But actually, the Everett–Seattle section of I-5 is 
rated as one of the most congested in the United States during commuting hours. Besides, the area has a solid 
foundation of transportation systems of regional and local transit. 
 
Existing buildings in the area vary in quality and condition. Many significant structures are older than 15 years 
old, such as such the Everett Station and Angel of the Winds Arena. The Metro Everett Subarea Plan identified 
seven redevelopment areas with existing low-quality structures and high redevelopment potential. City 
planners identified sites by looking at the assessed value of improvements (e.g., buildings) versus the 
assessed land value. Low building value with high land value signals potential development sites. 
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Target Redevelopment Areas (grey=public/nonprofit; red = high I/V ratio; yellow/green = low I/V ratio) (From Metro Everett Subarea Plan) 
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    On Broadway looking towards McDougall, west of BNSF tracks      Above McDougall looking north towards Pacific Ave. 

 
 

    
          On the corner of 33rd St and Cedar St looking South                        Above the 34th and Cedar Ave looking northwest towards  
                                   Angel of the Winds Arena and Pacific Ave 
 
Everett Station 
Everett Station, constructed in 2002, is a significant asset in the area to represent Everett’s as a transportation 
center. It brings bus service from Everett Transit, Snohomish County's Community Transit, regional Sound 
Transit, Greyhound, and train service from Amtrak and Sound Transit together in one location. Today, the 
station is a multi-modal, multi-use building and functioning as a transportation hub and home to social services 
and educational programs. 
  
Everett Station also functions as a park and ride, with 1,067 short-term parking spaces located in lots around 
the station after Sound Transit expanded it in 2009. In addition to the short-term parking lots, there are 25 
designated Amtrak/Greyhound parking stalls and eight rideshare vehicle stalls located at the station building’s 
front. The large surface lots around the station present potential opportunities for denser development. 

 
Angel of the Winds Arena 
The Angel of the Winds Arena (originally known as the Everett Events Center) is a three-venue, 
state-of-the-art, multi-purpose complex located in the heart of downtown Everett, WA. It opened in October 
2003. The arena has a capacity of 10,000 seats. The arena contains a year-round NHL regulation ice rink plus 
space that can support indoor football, trade shows, concerts, and more. The adjoining conference center can 
host conventions, meetings, weddings, banquets. It is Snohomish County's “premier entertainment and 
convention facility.” 
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The venue served as the host for 2008 Skate America, a three-day ice-skating championship featuring 
world-class skaters. In 2016, the arena served as the host for the 2016 Pacific Rim Gymnastics 
Championships. It also hosted WWE's flagship TV show Monday Night Raw on February 17, 2020. 
 

 
Everett Station       Angel of the Winds Arena 

 
Metro Everett Subarea Plan  
The city committed in 2015 to complete a subarea plan for Metro Everett. The Metro Everett Subarea Plan was 
approved in 2018 and mentioned that the transportation system is a critical component of the Metro Everett 
plan. The city allows for high-rise buildings as tall as 25 stories and with reduced parking requirements to 
encourage denser development in anticipation of a future Link light rail station. 
 
In this plan, they expect the development of 1,000 units of market-rate housing units. The key mechanism for 
promoting development is the enforcement of vacant and blighted properties plus promoting open space and 
placemaking actions to create an inviting environment to live, work, and visit.  
 
And the vision provided by the plan for Metro Everett is for an attractive, clean and safe place – bustling with 
activity on the streets and in public places. There will be a robust array of housing choices available and 
affordable to all household incomes. Buildings significant to Everett’s history have been preserved and 
rehabilitated. New construction contributes to the vibrant character with innovative, high-quality design and 
materials. 
 
In the redevelopment plan, the city put forward three guiding statements: 

1) Embrace the diverse and eclectic neighborhood, home to a wide variety of ages, incomes, and people.  
2) Each new construction project contributes to the vibrant character of Metro Everett’s environment with 

innovative, high-quality design and materials. 
3) Everyone has a wide range of convenient and safe transportation options available to get them to their 

destinations, from light rail and transit to biking and walking.  
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Everett Link Extension 
The construction of the Everett light rail station will be a crucial catalyst for our future development in the 
Everett station area. The station is the last of six stations in the Everett Link Extension Project. The light rail 
station will make the public transportation system in the area more convenient. The projected travel time to 
Seattle downtown will take 60 minutes, and travel to Lynwood will take 33 minutes. 
 

 
Everett Link Extension 

 
The extension project has been approved and now in the planning progress. The specific location of the future 
Everett light rail station will be in the station area within Metro Everett but has not been finalized. There are 
three alternatives now, two from the Sound Transit and one from the city.  
 

1) Option 1 - Sound Transit: The station will be located on the east side of the Burlington Northern Sante 
Fe (BNSF) track on property owned by ST across from Everett Transit Station 

2) Option 2 - Sound Transit: The station will be located on the west side of the BNSF track just south of 
the existing Everett Transit Station 

3) Option 3 - City of Everett: The station will be located on/around McDougal just south of Pacific Ave 
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Potential Light Rail line & station locations (provided by Dan Eernissee) 

 
The two options of ST set the station based on the existing Everett Station and BNSF line and make use of the 
current parking spaces. The city’s option is closer to the downtown/business center and can function better 
suited to support non-trail transit connections. The final light rail station locations will impact the parcels 
selected in the analysis, but the overall financial outcome of different approaches should not vary significantly 
based on station location. 
 
Timeline for transit improvements 
The Everett Light Rail Station was approved by voters in 2016 and is scheduled for completion in 2036. Sound 
Transit expects to start planning and design in 2020. The planning process will continue until 2026 and then 
start the detailed design process until 2029. The construction is expected to start in 2030. 
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Methodology 
Key planning concepts applied 
We focused on urban revitalization for the area around the potential light rail station (and current 
Amtrak/Sounder station). Our goal is to take the existing light/medium industrial spaces and turn them into 
pedestrian-friendly living and entertainment spaces while creating a transportation, entertainment, and social 
hub of East Everett. This area should encourage not just residents north of Seattle, but also Seattle and south 
sound residents to make the trip to Everett for a unique experience. 
 
To do this, we focused on three specific areas 1) The redevelopment of the section of Hill Ave that lays south 
of Pacific Ave into a pedestrian-friendly street area. 2) Connecting the two different sides of the railroad tracks 
3) Linking the station area with the arena via 5th Ave and Wall with pedestrian-friendly work. We designed this 
strategy in conjunction with the understanding that Sound Transit would use their parcel south of Pacific Ave 
and east of the train tracks as a multistory parking garage that will accommodate after-hours parking. For 
inspiration in the area, we used: 
 
1) Third Street Promenade in Santa Monica for extremely walkable pedestrian space 

 
 
2) Hamilton Street in Vancouver for warehouse district to urban corridor example 
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3) Pearl District in Portland for redeveloping a former industrial area into a vibrant mixed-use neighborhood 
within a larger city 

 

 
 
In the Hill Ave area, we are proposing the vacation of Hill Ave between Pacific Ave and 34th street. We also 
advocate the vacation of 34th Ave West of Cedar Ave and local access only on 33rd Ave. With this street 
vacation, we will use funds to create pedestrian-friendly, such as those outlined by the Global Designing Cities 
Initiative. 
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Example of an 18-meter width pedestrian priority street 

  
 
Connecting a neighborhood across a train track presents challenges. Currently, there is a pedestrian bridge at 
approximately 33rd Street, south of Everett rail station. Now, there is a sidewalk on Pacific Ave next to a 
six-lane road. This sidewalk is not conducive to safe pedestrian traffic and neighborhood connection. To 
improve accessibility and walkability, we would like to build a bridge north of the rail station and south of Pacific 
Ave. This bridge would connect the parking structure, Paine and Wall corridor, Hill Ave corridor, and Angel of 
the Winds arena into a cohesive urban design. 
 
Lastly, we would like to invest in the corridor from the rail station to the Angel of the Winds and downtown. 
While this area is only one block, rejuvenating the street will provide a critical and safe link between rail 
customers and the downtown event space. This area has low vehicle traffic but will have high foot traffic on 
event nights. 
 
Other non-investment interventions that we are proposing are:  

1) Require funds raised by school impact fees to be spent in the target area.  
2) Ease the zoning requirement for first-floor retail space to allow for more community-oriented 

development.  
3) Coordinate with local transit authorities to make sure existing transit services serve new construction. 
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Financial modeling methodology and assumptions 
Our approach seeks to measure the net difference in developable unit count between three main scenarios for 
114 different parcels in Everett WA over a twenty-year investment horizon: 

1) No Intervention @ Market Pricing: Shows the forecast performance of our selected parcels if the market 
was left to its own devices. Based on precedent, development starts slowly and ramps up sharply in the 
4-6 years before the light rail station opens in 2036 with most units being market-rate housing. 

2) Intervention @ Market Pricing: Sound Communities invests in the strategic acquisition of land around 
the proposed transit area. All parcels are purchased, held for five years, and then sold at market value 
with the stipulation that 66% of the land be used for affordable & workforce housing. 

3) Intervention @ Below Market Pricing: Same as #2, except affordable units are sold at cost (aka. below 
market value). The cost savings are passed on to affordable developers who use the extra funds to 
acquire more land and thus increase the number of affordable units that can be developed. 

We generate the number of units created in each scenario which drives further analysis into the impacts this 
additional housing has on Everett’s population, economy, tax revenues, and more. These forecasts are derived 
by multiplying relevant census data by the number of new units available under the three scenarios. 

Each scenario, except where noted below, is subject to the same set of assumptions. Thus, while the topline 
projections are useful indicators, the real value of this analysis is to illustrate the net difference between the 
three scenarios. 
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Other variables and unknowns 
Key inputs into the model include: 

● Everett light rail station to open in 2036 
● Without intervention, we forecast a 65% total build-out of the selected parcels in the next 20 years. 

(Approximately 45% of that build-out will occur between 2032 and 2037.) 
● Affordable housing mix between “No Intervention” and “Intervention” scenarios are not equal. 

Assumptions are as follows: 

 

● Market growth in property values is 4% per year 
● $ Land Cost / Unit is $13,450 in 2020 and escalates by 4% per year 
● Construction costs / SF are $350 in 2020 and escalates by 4% per year 
● Average unit size is 640 SF 
● Everett median “renter occupied” household size is 2.38 persons 
● Everett 2019 median household income is $50,900 
● Everett 2019 median income is $30,670 
● Incomes grow by 2.5% per year 
● Median workers per household is 1.66 (aka. Median Household Income / Median Income) 
● Property tax rate is 1.12% 
● Local sales tax rate is 2.5% 
● B&O tax per capita is $188 
● B&O tax credit per job in Everett is $1,000 
● Tax values and economic growth shown in this report represent the PV of future CF discounted to 2020 

using a 5% annual discount rate 
● Property values (for property tax calculations) are based on capitalizing 67% of rental income in each 

year at a cap rate of 5.25% 
● Income levels and rent limits are as follows: 

 

 

While the model is relatively sophisticated, there are limitations worth noting: 
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● Housing units are considered 100% occupied when calculating the impacts of additional units on job 

and population growth 
● Holding costs and revenues associated with land banking are omitted from this analysis 
● Purchase and sale of all parcels occurs every five years and is simultaneous and instantaneous 
● There are no closing costs for land purchase or sale 
● Units become available immediately and every parcel sold is developed to maximum FAR and unit 

count potential 
● Property tax does not account for MFTE and other tax abatements for affordable housing 
● B&O tax calculations assume that 100% of new residents also work in Everett 
● Job creation does not account for construction workers who will construct the buildings 
● Sales tax estimates do not include construction materials that make up the new buildings 

Investment strategies and rationale 
Land acquisition strategy 
With a twenty-year investment horizon and more than 900 parcels to choose from, our team established the 
following principles to guide our overall site selection: 
 

● Seek large parcels zoned UM, ULI, R-3, and BMU with FAR > 5.0 wherever possible. Exceptions 
accepted for strategically located sites 

● Within each 5-year investment cycle, focus on specific neighborhoods and purchase parcels in 
geographic concentrations to “make our own market” and seed demand upon reversion 

● Pursue contiguous sites for assemblage if necessary, but emphasize larger sites where possible 
● Do not purchase sites anticipating a re-zone or up-zone since the city has indicated that it is not likely to 

occur within the trade area 
 

 
The Land Acquisition Plan 
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Within each five-year investment cycle, we seek to acquire parcels just ahead of market demand and in areas 
where the city does (and will) support dense re-development. Our strategy for each cycle is: 
 

● 0 to 5 Years: Acquire 39 distinct parcels accounting for nearly 600,000 SF of land. Based on our 
discussion with the city, density is actively promoted and encouraged within the downtown and so our 
focus will be to acquire sites in the northern portion of the trade area. Because the light rail will still be 
10+ years away, access to freeway transit is a critical factor. 

● 6 to 10 Years: Target sites closer to the proposed station area to the South of the Lowes and East of 
the existing heavy rail line. Acquiring parcels at this stage should seek to create a new residential and 
cultural focal point around transit. In this cycle, we plan to acquire a mere six parcels (albeit large and 
well-positioned ones) valued at $53M in 2025. 

● 11 to 15 Years: Transition to the North and West side of the proposed light rail station while avoiding 
specific parcels that are presently owned by Sound Transit and/or are in locations that are likely to be 
absorbed via eminent domain. In this investment round, we plan to acquire 420,000 SF of land across 
23 parcels.  

● 16 to 20 Years: By this stage, the trade area should be well established and competition for land will be 
high enough to necessitate the acquisition of smaller parcels with lower FAR that are further afield. The 
focus will be directed to the South and West of the station area in neighborhoods that are likely to take 
longer to densify. 

 
In total, our land acquisition strategy calls for the purchase of 114 distinct parcels accounting for nearly 2M SF 
of developable land. The appendix includes a table of selected parcels. 
 
Infrastructure 
We proposed not investing money in infrastructure until year 6 of the project. We don’t believe that there will be 
sufficient density around the future light rail station area to merit investment. The land purchase strategy also 
reflects this approach. 
 
Our infrastructure/non-land investment falls into two categories: 
 

1) Increased walkability: As mentioned previously, we will invest in pedestrian centric roads within the 
development area. Our proposed street redevelopment area is approximately 3000 linear feet of roads 
or 105,000 sq ft of pedestrian-oriented space. At the cost of $275 per sqft, the improvements will cost 
$28,875,000 in 2026. 

2) EIS: Of the 909 parcels in the study area, we estimate that developers would build-out 65% of those 
parcels (591) to full capacity. Of those parcels, we will sponsor EIS for 50% of the parcels (295) at an 
estimated cost of $4,000 per parcel. EIS studies on 295 parcels equate to approximately $1,187,000 in 
2026 and beyond.  

 
Lastly, while the connection across the train tracks is critical to the development area’s success, we chose not 
to devote infrastructure funds to this development type. The current plan from Sound Transit is to build an 
additional bridge south of Pacific Ave; therefore, the team did not invest money in bridge infrastructure. 
Instead, we recommend coordinating with Sound Transit on how to connect the new bridge with the Paine Ave 
and Hill Ave. 
 
In total, our land infrastructure strategy calls for the investment of $30,062,000 in 2026 for 3000 linear feet of 
road improvements and EIS studies for 295 parcels. 
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Results with and without intervention 
Housing units created 
As shown in the table below, the total number and timing of residential unit development vary significantly 
across our three scenarios. With no intervention, we forecast more than 8,000 residential units over twenty 
years, with more than 50% of that development occurring 11 to 15 years in the future when the light rail station 
is expected to come online.  

 

Our two intervention scenarios tell a different story. In our “Intervention Scenario @ Market Pricing”, parcels 
will be bought and resold at market value. Under this condition, we anticipate the development of 
approximately 12,400 total units, representing a net increase of more than 4,300 units from the “No 
Intervention Scenario @ Market Pricing.” We believe this is the result of Sound Communities generating a 
more liquid market for land acquisition and real estate development. Moreover, by stipulating that a higher 
percentage of land be developed for affordable housing, this intervention strategy can create more than 5,300 
affordable units that otherwise would not exist under free-market conditions. 
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In our “Intervention Scenario @ Below Market Pricing” scenario, parcels are purchased at market prices and 
sold for affordable housing development at cost after five years. Since we can safely assume land values 
appreciate over time, this provides a financial benefit to affordable developers to build more units. Under this 
condition, parcels designated for market-rate housing will be sold at market rate pricing, which provides a 
financial return to Sound Communities that they can re-invest in additional land acquisition. In this scenario, we 
forecast more than 13,800 total units will be developed over twenty years, representing a net increase of 
approximately 5,800 units. The net effects of intervention as compared to anticipated free-market behavior are 
shown here: 
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In addition to increases in the raw unit count, it is crucial to consider the mix of affordable vs. market-rate units 
and the timing of when those units are delivered. The visualization below illustrates the persistent imbalance of 
market-rate vs. affordable units under free-market conditions. It also shows how the two intervention scenarios 
result in more affordable housing on both a percentage and an absolute basis.  

 

Significant infrastructure investments, such as light rail, can create a “lumpy” demand curve for developable 
land in the free-market. As you can see below, demand in the “No Intervention Scenario @ Market Pricing” 
scenario is soft in the first ten years, followed by an explosion of activity in the later years. With intervention, 
where parcels are bought and resold in regular increments, we can amortize development activity over a 
longer time horizon. 
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To illustrate the impact of delivering more units in the earlier investment cycles, we want to introduce the metric 
of “Aggregate Affordable Unit Years.” Simply stated, this is the number of years that an affordable housing unit 
has been in service. This metric helps account for the utility units provide over time since a unit developed in 
earlier investment cycles has provided more housing to its occupant than a unit delivered later in the cycle. By 
promoting development in the earlier investment cycles, we can see the immense impact that intervention can 
have on the total number of affordable unit years put into service. As shown in the visualization below, the 
effect can be more than 10x what we would anticipate in the free-market. 
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Community benefits 
Given new and improved transit options, investments in infrastructure, and financial support for affordable 
housing, we anticipate the following community benefits: 
 

1) Establishment of a new pedestrian-oriented regional entertainment destination 
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2) Enhance the walkability of the neighborhood and connect areas presently disconnected by existing 

transit lines 
3) Establish a pedestrian-friendly connection between the proposed light rail station and downtown Everett 
4) Improve the visual appeal of the neighborhood 
5) Ensure that sites requiring environmental remediation are identified and properly cleaned up in advance 

of development (Thus improving resident health) 
6) Support the creation of new schools and other social services to support residents within the trade area 

Population, jobs, and economic growth 
The table below shows the forecast population and job growth across our three scenarios. These figures are 
directly tied to the number of new units developed in each scenario (see above) and are based on median 
household size and median workers per unit from the US Census. 

 

With intervention, we see flatter yet higher overall population and job growth than the No Intervention scenario. 
At the end of the twenty-year investment horizon, the Intervention scenarios result in 50% to 70% higher 
growth. 
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In addition, we sought to capture the total value of economic growth by multiplying the median income of each 
new resident by the number of new residents. In this analysis, we have controlled for differences in income 
across residents living in the affordable, workforce, and market-rate housing. This annual income, captured 
over the twenty-year investment horizon, was then discounted to the present day for direct comparison across 
our three scenarios.  
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One might expect to see higher economic value in the “No Intervention Scenario @ Market Pricing” because of 
the higher percentage of residents who can afford market-rate housing (and this make higher incomes). 
However, that is not what our model predicts. 

Instead, we see higher economic value with the two intervention scenarios, especially under the “Intervention 
Scenario @ Below Market Pricing.” This outcome is the result of two key factors: 

● The larger population achieved because of intervention more than offsets, the lower average income in 
that population, and 

● Larger population growth in the earlier investment cycles means that we can capture economic value 
earlier and for a more extended period 

Tax revenues 
Again, we see the highest tax revenues captured via the two intervention scenarios. When these tax revenues 
are discounted to the present day, we observe that the intervention scenarios generate between 45% to 60% 
more tax revenue than if no intervention were to occur.  

22 



 

 

 

B&O tax, as well as Sales Tax, are factors of the number of residents, and so it is no surprise that both of 
those figures are higher under the intervention scenarios where the population is highest. Property taxes, on 
the other hand, are a bit more complicated to explain. 

In our model, property taxes are based on the value of properties derived from capitalizing rents each year. 
Given this, the “No Intervention Scenario @ Market Pricing” generates higher property taxes than the 
“Intervention Scenario @ Market Pricing” because the number of new units generated by intervention is not 
enough to offset the higher overall rents commanded by conditions in the free market. However, the 
“Intervention Scenario @ Below Market Pricing” generates the highest property tax base because it generates 
enough additional units to make up for the lower average rent per unit. 

Conclusion 
The City of Everett is at a unique time in its history. The new light rail station and Everett train station deliver 
the opportunity to create a future transit/entertainment/living hub southeast of downtown Everett. To do this, 
the team recommends a $50 million fund to buy parcels in Everett over the next 20 years. The team will then 
hold parcels for approximately five years then sell them back to developers to construct new multi-family 
buildings with required allocations of affordable housing. Additionally, the team advocates an additional $25 
million investment in hyperlocal infrastructure improvements to create a pedestrian-friendly corridor from 34th 
and Cedar to Angel of the Winds Arena. 
 
With this analysis, we learned four things:  
 

1) Intervention produced 54 - 72% more units than the non-intervention scenario over a 20-year 
investment horizon. 
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2) The more units developers build earlier in the development cycle, the more tax revenue Everett 

receives. The net present value of cash flows generated by intervention during the analysis period is 
45% - 62% higher ($47 - $65 million) than the non-intervention scenario. 

3) In line with the tax revenue increase, we learned that intervention scenarios increased population by 
54% - 72% (an additional 7,195 to 9,608 residents) over the non-intervention scenario.  

4) Selling land back to developers at cost vs. market-rate prices increased NPV of future tax revenue by 
$17.8 million, yet decreased investment internal rate of return from 4.0% (assumed market 
appreciation) to 1.4%.  

 
Taken together, we found that starting investment earlier through intervention had a significant impact on unit, 
tax, and population growth in the region. Additionally, the above non-intervention growth can still be achieved 
even if the land is offered at market pricing. 
 
In light of these findings, some areas require further research. These areas include: 
 

1) Determine if the proposed structure for smoothing the development curve would be of interest to local 
developers. The premise of this investment strategy is that more development will start earlier, which 
will increase tax revenue. If developers aren’t on board with this approach, the whole plan may be for 
naught. 

2) Study multifamily growth around light rail stations further. In our analysis, we estimated a projected 
buildout curve in the non-intervention scenario then assessed how unit number changed from that initial 
curve. We estimated this growth curve by talking with real estate inventors and developers in the 
Seattle area. In the future, we suggest a more analytical approach that examines build out patterns for 
commuter rail hubs in the Puget Sound area and around the country. 

3) Refine and expand the model to include more inputs and address the limitations mentions in the Other 
variables and unknowns. For example, this model does not take into account debt financing or 
ownership revenues/costs. Any further study should take these factors into account.  

 
The team’s preliminary modeling and research are encouraging that interventions create positive financial 
results, but more study and refinement is required to recommend an overall strategy for the investment fund.  
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● Angel of the Winds Arena. https://www.angelofthewindsarena.com/ 
● “Pedestrian-Priority Spaces.” Global Designing Cities Initiative, 

https://globaldesigningcities.org/publication/global-street-design-guide/streets/pedestrian-priority-space
s/. Accessed 3 Nov. 2020. 

● https://www.soundtransit.org/system-expansion/everett-link-extension  
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https://www.youtube.com/watch?v=baYd3LuRZRQ
https://www.heraldnet.com/news/angel-of-the-winds-arena-will-be-new-covid-19-isolation-site/
https://www.kcet.org/shows/lost-la/how-santa-monicas-third-street-became-a-promenade
http://www.theprovince.com/life/streets/From+Wild+West+sophisticate/7338728/story.html?tab=PHOT
https://go-summit.com/summit-news/portland-pearl-district-once-dark-now-light/
https://interactive.wttw.com/sites/default/files/pearl-district-portland-or.jpg
https://www.jeffsetter.com/review-residence-inn-portland-downtown-pearl-district/
http://photos.rmlsweb.com/webphotos/18100000/10000/4000/18114746-1.jpg
https://snohomishcountywa.gov/DocumentCenter/View/64603/2019-Income-and-Rents---Snohomish-County-5-14-19-PDF?bidId=
https://snohomishcountywa.gov/DocumentCenter/View/64603/2019-Income-and-Rents---Snohomish-County-5-14-19-PDF?bidId=
https://everettwa.gov/2363/Taxes-and-Incentives
https://apps.itd.idaho.gov/apps/bridge/manual/16%20Cost%20Estimating/16.1%20Structure%20Cost%20Per%20Square%20Foot.pdf
https://apps.itd.idaho.gov/apps/bridge/manual/16%20Cost%20Estimating/16.1%20Structure%20Cost%20Per%20Square%20Foot.pdf
https://www.everettwa.gov/DocumentCenter/View/18070/4---FINANCIAL-SUMMARIES
https://www.census.gov/data.html
https://everettwa.gov/DocumentCenter/View/15029/Metro-Everett-Subarea-Plan-12920-PDF?bidId=
https://www.historylink.org/File/8563
https://www.everetttransit.org/150/About-Everett-Station
https://www.soundtransit.org/system-expansion/everett-link-extension
https://www.angelofthewindsarena.com/
https://www.soundtransit.org/system-expansion/everett-link-extension

