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Executive Summary

Located in northern Prince George’s County, the Greenbelt Road corridor 
connects the municipalities of Greenbelt, College Park, and Berwyn Heights. 
It was primarily developed during the mid 20th century as a classic suburban 
commercial strip, and today consists of a mix of drive-through retail, industrial 
uses, an enclosed shopping mall, and several mature residential neighborhoods, 
with both rental and for-sale housing. It is a stable, middle-class community, 
whose residents embrace its diversity and affordability.

The area is close to several major employers such as NASA Goddard, is two miles 
from the University of Maryland, whose students, faculty, and staff frequent the 
shopping along Greenbelt Road, and major parks like Greenbelt Park and Lake 
Artemesia. The corridor’s proximity to the Beltway and the Greenbelt Metro and 
MARC stations have historically made it a popular location for both residential and 
commercial development over the past few decades. 

However, the Greenbelt Road corridor is at a crossroads. Like many suburban 
commercial areas, it has lost some business to newer, outlying shopping centers, 
and grapples with some disinvestment and traffic congestion. Many community 
members express a desire for a greater variety of retail, but there is no singular 
vision for how the area can attract that. The corridor is beginning to see some 
significant new residential development at Greenbelt Station, including a large 
mixed-use community rising near the Greenbelt Metro station, which will bring 
new, potentially higher-income residents. As the area is subject to regional 
housing pressures, stakeholders expressed concerns about rising housing costs 
and the potential for gentrification.

Additionally, the area faces some transportation challenges as it transitions 
from a primarily auto-oriented corridor to one with a more multimodal focus. 
Stakeholders noted that many residents do not drive to the variety of walking, 
bicycling, and transit options in the area, but Greenbelt Road itself remains a 
unsafe and unwelcoming place to travel without a car. Sidewalks are missing, 
curb cuts and closely spaced driveways are common, and heavy, fast-
moving traffic makes the road a barrier between the commercial center and 
surrounding residential areas. 
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The Panel assembled a set of recommendations aimed at holistically 
addressing the Greenbelt Road corridor’s challenges as they relate to its 
economy, land use, and transportation. Its goal is to help this community 
develop a more sustainable economy, land uses that promote a stronger 
sense of place, and a multimodal transportation network that enables 
everyone to get around safely and comfortably. These recommendations will 
not be easy to carry out, and will require a strong vision from the community 
and many vocal champions for change. Nonetheless, these recommendations 
provide the three municipalities an opportunity to take control of their 
collective future.
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The Panel went on a site 
visit to Beltway Plaza. 

Image Source: ULI 
Washington.

What Panelists Heard

Over two days, the Panel met with stakeholders from the Town of Berwyn 
Heights, the City of College Park, and the City of Greenbelt, and went on a site 
visit of the Greenbelt Road corridor. On the second day, the Panel presented 
their preliminary recommendations to the sponsors in a public meeting.

Stakeholders were quick to share the study area’s strengths, including its 
diversity, having lots of community services at close reach, and proximity to 
the Metro, highways, major employers such as NASA Goddard, UMD, nearby 
healthcare providers such as Children’s Hospital and Kaiser Permanente, and 
parks including Greenbelt Park and Lake Artemesia. They noted that many 
residents chose not to own cars due to the variety of bus routes serving the 
area. Representatives from the Town of Berwyn Heights were proud that their 
median income was higher than surrounding areas, a sign of its economic 
strength, and wanted investment that reflected that.

At the same time, there were conflicts present in the way stakeholders 
described the goals for the area in the future. The area is home to beloved 
restaurants, but residents mourn the loss of Sir Walter Raleigh, and note there 
are few places to go out for a sit-down meal. Stakeholders noted that the area 
could potentially serve as a residential community for University of Maryland 
faculty and staff, but local elementary schools are at or over capacity. Tourism 
was repeatedly mentioned as a potential economic engine, though opportuni-
ties to leverage that remain untapped. 

Greenbelt Mayor Pro Tem 
Judith Davis describes 

her goals for the 
Greenbelt Road corridor 

to the panel. Image 
Source: ULI Washington.
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Stakeholders expressed several desires for the area, including attracting more 
tech companies, leveraging the nearby arts scene along Route 1, and being 
a “local hub” for residents. A common thread among the stakeholders, and 
among residents, was “why can’t we have a X” store or restaurant. There 
was a feeling among some representatives that Prince George’s County had 
ignored the area to instead focus on developing National Harbor and Largo. 
However, stakeholders expressed enthusiasm for creative solutions that would 
help reposition the area.

Beltway Plaza, an enclosed shopping mall built in 1964, is a large parcel 
potentially nearing redevelopment. But there is a mismatch between offerings 
and desires of part of the community, and a mixed vision for what the future 
of the Mall will look like. In the mid-2000s, developer Quantum Companies 
introduced plans to redevelop the mall as an open-air town center with a mix 
of shops and housing, but city officials were reluctant to allow new rental hous-
ing in the area due to the presence of the massive Franklin Park (formerly 
Springhill Lake) apartment complex behind the mall.

The Panel heard four common themes from stakeholders that could become 
guiding principles for future development:

• Emphasizing pedestrian and bicycle improvements, such as making 
Greenbelt Road a safer, more comfortable place to walk and bike and 
improving connections to surrounding residential areas, nearby parks 
such as Greenbelt Park and Lake Artemesia, and the area’s extensive trail 
network. 

• Introducing different kinds of retail that could allow residents to do 
more shopping in their community, as well as providing more opportuni-
ties for residents to dine out or be entertained without leaving.

• Creating quality open space where the community can gather informally 
or for programmed events such as farmers’ markets, festivals, and con-
certs, as opposed to area parks which are intended for recreation or pre-
serving land in a natural state.

• Residents to age in place by providing a wider mix of housing options, 
including apartments that seniors can downsize into from larger sin-
gle-family homes.

Another challenge for stakeholders is to figure out the wants and needs of 
the collective community. The three cities of Berwyn Heights, College Park, 
and Greenbelt have a range of age, ethnic, and socioeconomic diversity, and 
likewise, the Greenbelt Road corridor serves a variety of different needs: a 
regional shopping destination, a gateway to the area from the highway, and 
a large residential community as well. Any development that occurs here will 
be responsible for simultaneously meeting the needs of many different popu-
lations, but there is also a risk of political gridlock as different constituencies 
struggle to find common ground.

7

Greenbelt Mayor Emmett 
Jordan, stakeholders, and 
Panel members discuss 
the corridor’s opportunities 
in small groups. Image 
Source: ULI Washington.

A vacant restaurant at 
Beltway Plaza. Image 
Source: ULI Washington.
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The Greenbelt Road corridor has a variety of opportunities that can be lev-
eraged to attract new investment. A variety of local institutions draw people 
to the area, creating opportunities to convert them into customers, residents, 
tourists, or other users. 

MAGNETS
The University of Maryland is a public research university located two miles 
south of the Greenbelt Road corridor with over 38,000 enrolled undergraduate 
and graduate students and over 9,000 faculty and staff. Many students, faculty, 
and staff live in the surrounding neighborhoods, and Greenbelt Road has been a 
popular shopping destination for university affiliates due to its proximity to cam-
pus. Until recently, Beltway Plaza had its own University of Maryland shuttle 
route, but it was discontinued when the university began charging private prop-
erty owners for shuttle service and the mall ownership decided not to participate. 

The United States District Court for the District of Maryland, Greenbelt 
Division is the federal court with jurisdiction over the state of Maryland, and 
is located one mile north of the Greenbelt Road corridor. As a major judiciary 
institution, it employs a large number of people and attracts a high number of 
visitors to the area for long periods of time, making them a potential user base 
for development along Greenbelt Road.

NASA Goddard Space Flight Center is a space research laboratory located 
three miles east of the study area along Greenbelt Road, and employs 10,000 
people. While there are several shopping centers closer to Goddard, Beltway 
Plaza and other retail in the study area form the largest concentration of shop-
ping and dining opportunities, and are a likely destination for Goddard employees 
looking to eat or run errands during or after the work day. Additionally, Goddard 
workers may choose to live in the area rather than commuting from elsewhere.

Capital Office Park is a 40-acre office park northeast of the study area that 
contains over 800,000 square feet of office space, and was purchased by 
Morning Calm Management in 2017, which is spending $7 million to renovate 
the buildings and add new amenities. While the park has struggled with high 
vacancies due to a broader market shift away from single-use office parks, the 
improvements are attracting some new tenants, which may bring new office 
workers to support retail businesses along Greenbelt Road.

Opportunities
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Greenbelt Park is a 1200-acre park managed by the National Park Service 
located less than one mile from the study area. It offers a variety of recreational 
opportunities, including nine miles of walking and bicycling trails, three picnic 
areas, and 174 campground sites for overnight camping, making it the only 
campsite inside the Capitol Beltway. Stakeholders from the three cities repeat-
edly mentioned Greenbelt Park as an opportunity to attract tourists to the area.

Old Town Greenbelt, located one mile east of the study area, is an 800-acre 
planned community historic district developed by the United States federal 
government in the 1930s as part of president Franklin Delano Roosevelt’s New 
Deal. Greenbelt was designed as a model community, with over 400 modern-
ist-style buildings containing apartments and townhomes in a large crescent 
shape surrounding a town center with neighborhood-serving retail and a net-
work of parks and plazas. Greenbelt was added to the U.S. Register of Historic 
Places in 1980. Today, Old Town Greenbelt is both a large residential commu-
nity that patronizes retail in the Greenbelt Road corridor, and a potential tourist 
attraction for visitors across the region.

The College Park Airport and Aviation Museum, located two miles south of 
the study area, is the world’s longest continuously operating airport, containing 
both temporary and long-term parking for 100 planes and a pilot lounge, allow-
ing it to receive small flights. It is also a museum about the history of flight, 
making it a regional tourist attraction. 

UNTAPPED ASSETS
While the area has a number of high-profile destinations, there are also several 
untapped assets that could bring more people and investment to the community, 
while encouraging existing residents and businesses to take advantage of them. 

The area has a large number of underutilized recreational facilities, including 
the nearby Trolley Trail and Paint Branch Trail, and green spaces like Lake 
Artemesia and Greenbelt Park. There are also vacant commercial proper-
ties along the corridor that present opportunities to reposition the area’s retail 
and restaurant offerings. At both ends of the study corridor, there are potential 
“anchor sites,” like the triangle formed by Route 1, Route 193, and Greenbelt 
Road, that are partially vacant or underused and are opportunities to create 
gateways to the area.

REGIONAL CONNECTIONS
The study area became a shopping and commercial destination because of its 
connection to the regional transportation network, and these links can be lev-
eraged to draw more investment to the area in the coming years. 

Those regional connections include an exit on the Baltimore-Washington 
Parkway, a limited-access highway between Baltimore and Washington, 
DC; proximity to two exits on Interstate 95/495 (Capital Beltway), which con-
nects Greenbelt to major activity centers in Montgomery and Prince George’s 
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counties as well as to national destinations; and Route 1 (Baltimore Avenue), 
which connects the study area to nearby towns within Prince George’s County.

Additionally, the study area has a wealth of transit connections. The Greenbelt 
Metro station, within walking distance of the study area, provides frequent, 
rapid rail service to downtown DC and other regional destinations. Adjacent to 
the Metro is the Greenbelt MARC station, which has several trains each week-
day to Washington, DC and Baltimore. Several Metrobus and Prince George’s 
County The Bus routes serve Greenbelt Road, providing access to other com-
munities in northern Prince George’s County and eastern Montgomery County.

INFLUENCING FORCES AND POLICIES
The study corridor’s present and future is continuously shaped by forces well 
beyond the immediate area. Understanding them will allow local stakeholders 
to harness these circumstances to draw the kind of investment they seek.

Regional housing demand will have an impact on the study area as buyers 
and renters priced out of Washington, DC and Montgomery County seek out 
housing options in Prince George’s County. The Greenbelt Road corridor is a 
rare opportunity to live next to a Metro station inside the Capital Beltway, and 
at a much lower cost than in other parts of the region and, increasingly, in clos-
er-in parts of Prince George’s County. The Greenbelt Station development illus-
trates the demand for walkable, transit-oriented communities, which potential 
development on Greenbelt Road could further satisfy.

A consistent, cohesive vision for multimodal transportation can help 
shape the form of future development on Greenbelt Road. It will be import-
ant for local stakeholders to understand what kinds of investment contribute 
to a walkable, transit-oriented community (a mix of housing and shops; high-
er-density housing types such as apartments and townhomes; buildings ori-
ented towards streets and sidewalks, parking placed in the rear of buildings 
or in structured garages), and what does not (drive-through restaurants, gas 
stations, lower-density housing types such as single-family homes, parking lots 
in the front of buildings). Being able to articulate what kinds of investment sup-
port the vision, and a willingness to reject development that does not meet the 
vision, will be crucial.

The Prince George’s County zoning rewrite has been in progress for several 
years and is set to be approved soon. It will encourage more pedestrian- and 
transit-friendly development in the county by streamlining the zoning code and 
reducing barriers that may make this kind of development difficult to finance 
or build, such as restrictions on mixing residential and commercial uses, high 
parking requirements, and large setbacks. 

THE PLAYERS
There are also several actors that play a role in the ongoing conversation 
about the future of Greenbelt Road. The Four Cities Coalition is a partnership 

New homes at Greenbelt 
Station. Image Source: 

ULI Washington.
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between the municipalities of Berwyn Heights, College Park, Greenbelt, and 
New Carrollton to work together on local issues and share resources, includ-
ing funding a street sweeper. This coalition means there is already a positive 
working relationship between the three municipalities along Greenbelt Road.

Several public entities also play a large role in the study area. The Maryland 
Department of Transportation State Highway Administration owns and is 
responsible for maintaining Greenbelt Road. Additionally, the Washington 
Metropolitan Area Transit Authority operates several local Metrobus routes and 
the Greenbelt Metro station. WMATA also owns the parking lots around the 
Greenbelt station, and has an agreement in place with Renard Development 
to redevelop the parking lot as the “North Core,” a mix of offices, shops, and 
residential. While the cities of College Park and Greenbelt are both on record 
as supporting the project, the federal government’s decision not to relocate the 
FBI headquarters from downtown DC to Greenbelt might delay any significant 
development on this site.

The University of Maryland is located two miles west of the study area, and 
owns a former Washington Post printing press on Greenbelt Road where its 
facilities and maintenance divisions currently operate. While it has no plans to 
redevelop that site, the university’s students, faculty, and staff do represent a 
large constituency for housing and services in the study area.

There is also one large landowner in the Greenbelt Road area who is active in 
the conversation about future development and may have the means to make 
a significant investment in the near term. Quantum Companies, which has 
owned Beltway Plaza Mall since its construction in 1964, has been working to 
revitalize the property, which is 98% leased. The mall ownership describes its 
clientele as residents living in the immediate area and a small subset of tour-
ists staying nearby, and wishes to attract more students, faculty, and staff from 
the University of Maryland.

In the near-term, the owner has invested $5 million to renovate the 8-screen 
movie theatre, and is focusing on attracting “experience retail,” such as food 
and beverage. Quantum is in talks with restaurants to open in two “food clus-
ters” within the mall. In the long-term, Quantum seeks to develop a mix of 
housing, street-fronting retail, and open space around the enclosed mall. In 
2004, they introduced plans to build 1400 apartments around the mall, but 
faced resistance from the City of Greenbelt, which was wary about adding 
more rental housing to the area.

The plan ultimately stalled due to changes in Prince George’s County govern-
ment and the Great Recession. Quantum is currently working on a new pro-
posal that would include some of the same uses, while preserving the parking 
lots and pad sites along Greenbelt Road, which generate one-third of the prop-
erty’s value. All retail leases since 2000 have included gradation clauses in the 
event of redevelopment.

Quantum Companies 
has invested $5 million 
to renovate the interior of 
Beltway Plaza Mall. Image 
Source: ULI Washington.
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The Greenbelt Road corridor already has a wide variety of mobility options, 
something which local leaders are very proud of. At the same time, there are 
opportunities to build on the transportation network and create new connections 
to area destinations, as well as new recreational opportunities.

BUS SERVICE

The corridor is served by six bus routes operated by WMATA (Metrobus), Prince 
George’s County (The Bus), and the RTA of Central Maryland. While the C2 
exclusively serves Greenbelt Road west of Cherrywood Lane, the other five 
routes serve portions of Greenbelt Road east of Cherrywood Lane, with multi-
ple routes serving certain stops. Two stops on the Beltway Plaza property have 
the highest use, with over 50 boardings per day, followed by stops at Greenbelt 
Road and 62nd Avenue (eastbound), Greenbelt Road and 58th Avenue (west-
bound), and Greenbelt Road and Rhode Island Avenue (westbound), all of 
which have between 20 and 49 boardings per day. This pattern indicates that 
many riders are using the bus to access Beltway Plaza or to travel to and from 
the Greenbelt Metro station.

While ridership along the corridor is high, many stops lack shelters and suf-
ficient sidewalk or waiting space, making it uncomfortable or even unsafe for 
riders to wait. Most stops are located near an intersection, but crosswalks and 
pedestrian signals are not always present. Sidewalks near stops are discontin-
uous, especially on the south side of Greenbelt Road leading to the Town of 

Mobility Possibilities

Route Destinations Operator Rush Hour 
Headways

C2 Greenbelt Metro/Wheaton Metro WMATA 25 minutes

R12 Greenbelt Metro/Deanwood Metro WMATA 30 minutes

G14 Greenbelt Metro/New Carrollton Metro (via Good 
Luck Road) WMATA 30 minutes

15X Greenbelt Metro/New Carrollton Metro (via Godard) The Bus 30 minutes

16 Greenbelt Metro/New Carrollton Metro (via Berwyn  
Heights) The Bus 30 minutes

302 College Park Metro/Laurel RTA 30 minutes
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Berwyn Heights. Going forward, it will be crucial to ensure that walking to and 
waiting for buses along the corridor is both easy and comfortable, which will 
encourage ridership and also strengthen the pedestrian environment. WMATA 
guidelines dictate that shelters be provided at stops with 50 or more boardings 
per day, but the transit agency will not pay for them.

There are also several opportunities to improve bus speed and reliability in 
the corridor. Greenbelt Road between Route 1 and Cherrywood Lane (where 
the C2 bus currently runs) is a designated WMATA bus priority corridor. That 
would make it eligible for improvements such as queue jumps (which allow 
buses to pull ahead of other traffic at the stoplight), transit signal priority 
(where buses are given additional green time at a stoplight, allowing them to 
clear the intersection), and dedicated bus lanes. This designation could be via-
ble from Cherrywood Lane to Kenilworth Avenue based on the level of service 
of any routes serving that area.

It is also worth investigating how bus service is structured along Greenbelt 
Road. Each of the six routes serving the area have very high headways, forc-
ing riders to wait 30 minutes or longer they’ve missed the bus. Several routes 
do not run on evenings or weekends. Reorganizing service in the area could 
allow for lower headways or more direct service to local destinations. The 
Panel has four recommendations for potential service changes:

• The Bus 15X: This is a limited-stop service between the Greenbelt Metro, 
the new Greenbelt Station development, and the New Carrollton Metro. 
The Panel recommended improving peak frequencies to 30 minutes and 
extending evening service to 10:00pm, enabling riders to use if they work 
later to do activities after work.

• The Bus 16: This is a local service between the Greenbelt and New 
Carrollton Metro stations via the Town of Berwyn Heights and Greenbelt 
Road between Cherrywood Lane and Kenilworth Avenue. The Panel rec-
ommended improving mid-day frequency to 45 minutes in the near-term, 
and in the long-term, to 30 minutes mid-day and 20 minutes during rush 
hour. They also recommended extending evening service to 10:00pm, and 
adding Saturday service every 45 minutes.

• Metrobus G14 and R12: These are local services between the Greenbelt 
Metro and the Deanwood and New Carrollton stations, respectively. 
Currently, both routes enter the Beltway Plaza parking lot and stop there, 
which is not within WMATA service design guidelines. The Panel recom-
mended considering moving these stops to Greenbelt Road, which would 
reduce rider delays.

• University of Maryland Shuttle Route 143: This is a shuttle for University 
of Maryland students, faculty, and staff that runs between the campus in 
College Park and Old Town Greenbelt via Greenbelt Road. The UM-Shuttle 
previously served Beltway Plaza Mall, but ended it due to a new policy 
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that required private property owners to pay for shuttle service. Potential 
improvements to this route could include extending it to Giant (with the sup-
port of Beltway Plaza ownership) and the Greenbelt Station development.

BICYCLE FACILITIES

There are limited on-street bicycle facilities in the Greenbelt Road corridor. There 
are curbside bike lanes on portions of Greenbelt Road: westbound from the 
Capital Beltway to 62nd Avenue and at the entrance to Greenbelt Station, and 
eastbound from 63rd Avenue to Kenilworth Avenue. These lanes require bicy-
cling next to a busy, fast, six-lane state highway, and there are many conflicts 
with turning motor vehicles, especially at the interchange with Kenilworth Avenue. 
Cherrywood Lane has on-street bike lanes north of Breezewood Drive, ending at 
Beltway Plaza. As a result, there is no safe on-street bicycling route to Beltway 
Plaza, Greenbelt Park, or to the Greenbelt Metro station from areas to the south.

However, there are extensive off-street and signed trails in the area, such as 
the Rhode Island Avenue Trolley Trail, trails along Indian Creek and the Paint 
Branch, and around Lake Artemesia. These trails offer access to open space, 
recreation opportunities, as well as the University of Maryland and Old Town 
College Park, but are not well connected to the Greenbelt Road corridor or the 
Greenbelt Metro station.

The Panel recommended creating a bicycling network in the study area by 
connecting the existing trail network with a mix of on-street and off-street facil-
ities along Greenbelt Road itself. From the west, a new bike lane or side path 
would begin at the Paint Branch Trail, cross Route 1 to Greenbelt Road, and 
follow the Greenbelt Road right-of-way along the north side, connecting to the 
Trolley Trail. At University Boulevard, the bike facility could go in a number 
of directions, following the street itself for connections to Greenbelt Station 
and descending down to Branchville Road and Ballew Avenue to connect with 
the existing Indian Creek path. This is an opportunity acquire or repurpose 
some of the industrial sites along these two streets for open space, knitting 
together existing parks. East of Indian Creek, the path would continue along 
the north side of Greenbelt Road to provide access to the existing Cherrywood 
Lane bike lanes and Beltway Plaza, while avoiding the curb cuts on the south 
side. At 63rd Avenue the path would head south, then east at Seminole Street, 
crossing over Kenilworth Avenue at a new trail bridge, providing a connection 
to Greenbelt Park and back north to Greenbelt Road.

Future improvements to the Greenbelt Road area could include additional bike 
facilities and crossings, though this will require public education so people 
traveling on foot, bike, or in vehicles can know what to expect. Also beneficial 
would be adding wayfinding and entrance signage to direct bicyclists to off-
street trails and to the Greenbelt Metro station.

The introduction of bikesharing, in conjunction with more bike connections, 
could encourage more bicycling in the area. There are two bikesharing systems 

Bicycle facilities along 
Greenbelt Road are 

limited, despite proximity 
to an extensive trail 

network. Image Source: 
ULI Washington.
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in operation in the surrounding area. mBike is a system jointly operated by 
the City of College Park and the University of Maryland, and is designed for 
local trips. While there are no stations in the Greenbelt Road corridor, the clos-
est one is located two blocks south of the corridor at Rhode Island Avenue and 
Berwyn Road. Bikeshare is a regional system jointly operated by the District 
of Columbia, Montgomery and Prince George’s counties in Maryland, and the 
City of Alexandria, Arlington County, and Fairfax County in Virginia. The near-
est station to the study area is located two miles away in Riverdale Park, but 
Prince George’s County’s expansion plans include stations in College Park and 
Greenbelt, in conjunction with new bike facilities and wayfinding.

WAYFINDING

Despite the wide array of transportation options in the area and large num-
ber of extant destinations, these amenities are  not always apparent to visi-
tors, especially tourists. A coherent, unified wayfinding system is a strong tool 
for developing a local brand and identity, but could also raise awareness of 
the area’s assets to visitors. Wayfinding should be geared to different kinds of 
travel modes: signs directing motorists from the Beltway, Kenilworth Avenue, 
and Route 1 to shopping and attractions; signs directing bicyclists to desig-
nated bike routes, recreation facilities, and commuting destinations; and signs 
directing transit users between the Metro and MARC station and the commer-
cial district along Greenbelt Road.

ROAD IMPROVEMENTS

Today, Greenbelt Road is a major arterial and state highway connecting the 
three cities of Berwyn Heights, College Park, and Greenbelt to the Capital 
Beltway, the University of Maryland, Goddard Space Center, and other 

The panel’s proposed 
drawing of expanding 
bike facilities and open 
space. Image Source: ULI 
Washington.
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communities in Montgomery and Prince George’s counties. It has a 120-
foot right of way within the study area, including a 96-foot carriageway (curb 
to curb). At intersections, there are dedicated left-turn lanes, and at the main 
Beltway Plaza entrance at Cunningham Drive, slip lanes for turning right. 
There are limited to no buffers between the sidewalk and the street, a signif-
icant number of curb cuts, and substantial gaps in the sidewalk, including in 
front of Beltway Plaza between 62nd Avenue and Cunningham Drive.

Traffic volumes in the corridor are high, but have declined in recent years. The 
Maryland State Highway Administration is currently studying improvements to 
Greenbelt Road, but is waiting for this TAP to finish before releasing any rec-
ommendations of its own.

The Panel investigated several potential changes to make Greenbelt Road 
a more functional road for all users. Redistributing the road space within the 
existing curb to curb area could create room for different travel modes, includ-
ing buffered bike lanes that would reduce conflicts between bicyclists and 
drivers. Eliminating the slip lanes at Cunningham Drive would calm traffic and 
make it safer to cross the street in front of Beltway Plaza. On both sides of 
Greenbelt Road, the Panel recommended incorporating a planting strip and 
sidewalk, as well as a median with a pedestrian refuge. These both make it 
safer and more enjoyable to walk, while creating a stronger sense of place via 
trees and landscaping. Consolidating curb cuts on the south side of Greenbelt 
Road reduces the number of interruptions in the sidewalk as well as conflicts 
between drivers and people on foot or bike.

Another alternative would be creating a dedicated trail facility down the cen-
ter of Greenbelt Road, in a newly constructed median. This reduces conflicts 
with driveways or curb cuts for people traveling on foot or bike, and creates an 
iconic linear open space that could serve both recreation and commuting pur-
poses. However, it would require a more intensive road reconstruction project, 
including moving the curbs and assorted utility lines beneath the road.

Greenbelt Road can be 
an unwelcoming place 
to walk or bike. Image 

Source: ULI Washington.

Traffic volumes on 
Greenbelt Road have 

declined over the past 10 
years. Traffic data from 

Maryland State Highway 
Administration at https://

www.roads.maryland.gov/
index.aspx?PageId=792. 

Image Source: ULI 
Washington.

Cross-section of 
curbside bike lanes on 

Greenbelt Road. Image 
Source: ULI Washington.

Cross-section of median 
bike lanes on Greenbelt 

Road. Image Source: 
ULI Washington.
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Additionally, introducing dedicated bus lanes could speed up transit service in the 
corridor, making it an attractive option for more travelers and potentially taking cars 
off the road. There are two potential ways to include bus lanes on Greenbelt Road. 
Curbside bus lanes would allow buses to use existing stops, reducing impacts 
on current traffic patterns, but would introduce more conflicts with driveways and 
between buses and right-turning vehicles. Median bus lanes would allow buses 
to travel through the corridor with no delays due to other traffic, but requires up to 
50 feet of right-of-way, which could only be created by repurposing existing traffic 
lanes or widening the road into adjacent private properties.

Plan detail of 
curbside bike lanes 
at an intersection on 
Greenbelt Road. Image 
Source: ULI Washington.

Plan detail of 
median bike lanes 
at an intersection on 
Greenbelt Road. Image 
Source: ULI Washington.

One precedent for the reconstruction of Greenbelt Road is Queens Chapel 
Road, located three miles away and nearing completion. The $18 million proj-
ect included streetscape improvements such as sidewalks and street lights, 
bike lanes, and stormwater management measures, as well as a wide grass 
median. While this road is a Maryland state highway, the state shared the 
costs with Prince George’s County and the municipalities of Hyattsville and 
Mount Rainier, which the road passes through.

Case Study: Queens Chapel Road 
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Land use is a key part of repositioning the Greenbelt Road corridor as a mul-
timodal community and a real destination for the surrounding area. Over time, 
the Panel envisions that the auto-oriented retail and office uses along the cor-
ridor will eventually give way to a finer-grained mix of housing and retail creat-
ing a “Main Street” environment, something which is also supported by Prince 
George’s County’s zoning. Greenbelt Station, with a mix of rental and for-sale 
housing and low- to mid-rise buildings, appears to be of a scale that the stake-
holder communities are comfortable with, and may be an effective precedent for 
future development in the area.

However, with a one-mile long corridor it can be difficult to create a cohesive 
sense of place by developing all of it at the same intensity or scale. Thus, the 
Panel proposes focusing on two key locations that are each well-positioned for 
future redevelopment, and substantial enough to have a critical mass of new 
residents, commercial activity, or both.

BELTWAY PLAZA

Beltway Plaza is a 1960s-era enclosed shopping mall located on the north side 
of Greenbelt Road between Cherrywood Lane and 62nd Avenue. Quantum 
Companies also own several adjacent retail parcels, including on the northwest 

Land Use Enhancements

The panel proposes 
focusing future 

development at two notes 
along Greenbelt Road, 
one centered on Route 
1, another centered on 
the Beltway Plaza site 
between Cherrywood 

Lane and 62nd Avenue. 
Image Source: ULI 

Washington.
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corner of Greenbelt Road and Cherrywood Lane, and the former Staples on 
the southwest corner of Greenbelt Road and 62nd Avenue. During the 2000s, 
Quantum proposed redeveloping the mall as a mixed-use development, retaining 
a portion of the mall building while building apartments with ground floor shops 
around it, and introducing a street grid that would break down the large super-
block and create additional connections for foot and bike traffic, as well as local 
motor vehicle traffic. A open space at the center would provide a venue for local 
gatherings, like festivals and performances. Retail pad sites along Greenbelt 
Road itself, such as drive-through restaurants and banks, would remain, as they 
currently provide one-third of the mall’s revenue.

This proposal was met with some skepticism from the City of Greenbelt due to its 
size and the presence of rental housing. However, Quantum plans to reintroduce 
a proposal similar to its previous concept, and city officials appear more open to 
the idea of mixed-use development and additional housing. While these plans 
are not yet public or available for review, the Panel developed a concept of what 
a redeveloped mall could look like.

Three anchors, Giant, Target, and the AMC movie theatre have long-term leases 
and are unlikely to leave, but can be kept in place while the rest of the site is 
redeveloped. The Panel’s concept, unlike the Quantum proposal from the 2000s, 
would actually remove much of the mall structure and replace it with a large open 
space, surrounded by mid-rise apartments with retail on the ground floor. A net-
work of local streets would create a north-south connection through the mall site. 
As previously proposed, pad sites along Greenbelt Road would stay, except at 
the intersection of Cunningham Drive, where panelists proposed replacing two 
pad buildings with street-facing retail that will draw people in, be designed for 
access on foot, and serve as a visual landmark for the new development. Along 
the north side of the site, mid-rise housing with an emphasis on senior housing 
would create a transition to the Franklin Park apartments.

In the near term, a potential catalyst site could be the former Staples at 
Greenbelt Road and 62nd Avenue, which is currently vacant. This site is owned 
by Quantum Companies, and is slated to become a sit-down restaurant.

Drive-through restaurants 
are a significant part of 
Beltway Plaza’s revenue. 
Image Source: ULI 
Washington.

The former Staples site 
could be a potential catalyst 
site. Image Source: ULI 
Washington.

How the Beltway Plaza 
site could be redeveloped 
as a town center. Image 
Source: ULI Washington.
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THE TRIANGLE

Another future catalyst for the area is the “Triangle,” located between Route 
1, Greenbelt Road, and University Boulevard at the western end of the study 
corridor. This site is located within the City of College Park, but was fre-
quently described as a “gateway” to the City of Greenbelt and Town of Berwyn 
Heights. Today, it consists mainly of vacant lots, some detached single-family 
homes, and auto-oriented retail facing Route 1. Chick-Fil-A is applying to build 
a drive-through restaurant at the corner of Route 1 and Greenbelt Road, which 
College Park opposes as it violates their goals for more pedestrian-oriented 
development in the corridor.

The “Triangle” may not be a viable site for short-term investment, as it is far 
from the locus of College Park’s redevelopment further south along Route 1, 
and could potentially pull attention away from the redevelopment of Beltway 
Plaza and adjacent retail properties along Greenbelt Road. In the long term, 
it could be the site of a pivotal or iconic development, potentially with some 
office or university-affiliated uses along Route 1 and a mix of medium-density 
housing and retail further east, that helps to knit the two corridors together.

The Beltway Plaza 
redevelopment could be 
used to leverage future 

pedestrian-oriented, street 
fronting redevelopment 

on the south side of 
Greenbelt Road, creating 

a Main Street. Image 
Source: ULI Washington.
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RETAIL DEMAND

While Beltway Plaza is a large retail center that offers a wide variety of shopping 
and dining options, there remains significant leakage as residents and visitors 
leave the area to buy things they cannot access here. A gap analysis indicates 
that the area may be undersupplied in hard goods, such as home furnishings, 
lawn and garden equipment, as well as soft goods like clothing, specialty food, 
and drinking establishments. Meanwhile, the area may be oversupplied in gro-
cery stores, gas stations, liquor stores, shoe stores, and health and personal care 
stores. This suggested that the retail mix at Beltway Plaza and on Greenbelt Road 
itself could be shifted to include a greater number of sit-down eating and drinking 
establishments, and more stores that sell specialty items and hard goods. This 
aligns with feedback the Panel received from community stakeholders who often 
have to travel far from the study area to access those things.

RESIDENTIAL DEMAND

Residential demand in the study area appears to be strong. New construction 
is occurring, both at the Greenbelt Station development, where 900 townho-
mes and 300 apartments are being built, and on a smaller scale in surround-
ing older neighborhoods. While the area experienced a decline in home prices 
due to the Great Recession, sale prices at Greenbelt Station indicate that 
the area has regained its value and it may increase in the future. Two-over-
two condominium townhomes at Greenbelt Station currently sell for around 
$350,000, while full townhomes start in the $350,000s and can sell for as 
much as $600,000. One-bedroom apartments in Verde Gate, a rental building 
at Greenbelt Station, rent for around $1,500 per month, while two-bedrooms 
rent for $2,000/month, comparable to new construction rental buildings around 
the Prince George’s Plaza Metro station, two stops closer in.

Other residential projects in the area are starting to move forward as well. In 
College Park, a developer has purchased a 17-acre tract just west of the rail-
road tracks and intends to submit plans for a residential community, which 
zoning does not currently allow. Along Route 1, over 3600 beds of student 
housing have been built over the past 15 years due to a Prince George’s 
County zoning change in response to the large amount of students living in 
surrounding neighborhoods.

Market + Social Realities

Construction is underway 
on 900 townhomes 
and 300 apartments at 
Greenbelt Station. Image 
Source: ULI Washington.
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Implementation Strategies
SOCIAL REALITIES

Opportunity360 is a tool from Enterprise Community Partners for understand-
ing how people in a given community have access to social and economic 
opportunities. The Panel used this system to generate a report analyzing 
how many opportunities residents in the Greenbelt Road corridor can access 
based on several metrics, and compared them to the state, region, and the 
nation on a scale of 1 to 100. The area examined was Census Tract 8067.14, 
which covers both a portion of the Franklin Park apartment complex and the 
new Greenbelt Station development, reflecting the diversity of the area.1 

Overall, residents in the Greenbelt Road corridor have above average access 
to opportunity compared to the state, region, and nation, but it manifests in dif-
ferent ways. 

• The area scored low for housing stability, noting the low rate of home-
ownership in the corridor. 18% of households lived in crowded or over-
crowded units, while 30% were low-income households who were severely 
cost-burdened by rent or mortgages.

• Residents are less educated than the regional average. 68% have a high 
school diploma, compared to 90% regionally, and 21% have a bachelor’s 
degree or higher, compared to 49% regionally.

• Residents are healthy, with comparable outcomes to the region as a 
whole. Diabetes rates are lower than the Prince George’s County average, 
while 75% of adults have access to a health care provider.

• Residents have less economic security compared with the larger region.. 
The median household income, $59,135, is over $30,000 less than the 
regional average, and the 18% poverty rate is more than twice as high 
than the region. However, the area’s 6% unemployment rate is the same 
as the region. These statistics have not really changed since 2000, reflect-
ing the area’s stability, but may change as Greenbelt Station and other 
residential developments introduce new demographics to the area.

• Residents here are more likely to not have a car, use public transit, or have 
longer commutes than the region. 16% of households have no access to 
a car, while 22% of commuters travel to work by public transit. One-fifth of 

1 https://www.policymap.com/report_widget?pid=213439&type=op&area=predefined&sid=2010)



23C R E AT I N G  A  F U T U R E  F O R  G R E E N B E LT  R O A D / M D -19 3

workers who commute travel more than an hour, which is indicative of the 
study area’s location on the eastern side of the DC area, while most of the 
jobs are located on the west side.

While these indicators may sound negative, they do not present a full picture 
of the community or its potential. Stakeholders noted that they valued the 
area’s diversity and its stability, suggesting that residents are able to stay here 
a long time and put down roots. That stability will be a powerful tool for creat-
ing a stronger sense of community and a stronger sense of place here. Both 
of these things can be leveraged to attract the kind of investment that both 
improves the local economy while increasing access to economic opportuni-
ties, making the area more equitable for everyone.

ECONOMIC DEVELOPMENT

The first step to implementing the recommendations outlined in this document 
is to enhance stakeholders’ ability to change. The City of Greenbelt, which 
includes much of the study area, is in a good financial position to lead public 
investment, being able to issue $70 million in debt. Additionally, the municipal-
ities of Berwyn Heights, College Park, and Greenbelt have strong civic identi-
ties and some agreement on what they would d like to do, but they lack a uni-
fied voice to advocate for the area. These three municipalities, along with the 
City of New Carrollton, formed the Four Cities Coalition to work together and 
share resources. Likewise, a Four Cities Economic Development Organization 
(EDO) could be a powerful tool for collaboration and proactively implementing 
their shared economic development goals. 

An EDO is a tool for creating more focus for the community’s vision, and the 
capacity for carrying it out. An EDO would be able to create a brand for the 
four municipalities that can be used to promote the area to companies, encour-
age tourism, and attract new residents. It could hire staff to cover these issues 
and supplement the municipalities’ existing work, while allowing the four com-
munities to set and implement their top priorities. The EDO would also be able 
to develop a proactive marketing and outreach strategy, increasing awareness 
of economic opportunities in the area, promoting a shared vision, and allow-
ing the four cities to guide their own future. Significantly, the EDO is a tool for 
building relationships between the four cities and entities who wish to invest in 
the community, as well as coordinating with county and state officials.

The Panel assembled a list of potential partners an EDO could work with to 
craft an execute a vision for economic development in the area:

• University of Maryland
• Maryland State Highway Administration
• WMATA
• NASA
• Maryland-National Capital Park and Planning Commission
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• US Department of Interior (The National Park Service, which runs 
Greenbelt Park)

• Catalyst site property owners, such as Quantum Companies, which owns 
Beltway Plaza and several adjacent properties

• Area residents
• Capitol Office Park
• Greenbelt Homes, Inc., the cooperative for Old Town Greenbelt
• Local financial institutions
There are a number of programs that local stakeholders can use to promote 
economic development and leverage existing resources to attract new invest-
ment. The following are a few examples:

Tax Increment Financing (TIF) allows municipalities to collect property tax 
revenue from increases in the assessed values of properties in a given area. 
This allows it to leverage public investments (for example, streetscaping along 
Greenbelt Road) to generate private investment which, in turn, creates more 
public revenue, thus creating a virtuous cycle. 

A rehabilitation tax incentive would allow property owners to get a tax cut 
or rebate in exchange for making physical improvements to their properties, 
jumpstarting development that may not occur otherwise. This is a strategy that 
the Four Cities explored for economic development in 2014.

Municipal bonding allows municipalities to borrow money for public improve-
ments which, in turn, could promote private investment in the area, or the munic-
ipalities could make investments in the public realm directly from their general 
fund. Grants are another opportunity to receive money for economic develop-
ment or public investments, as well as implementation partner programs with 
Prince George’s County, the State of Maryland, and the federal government.

LAND USE STRATEGIES

The Greenbelt Road corridor has experienced substantial residential growth 
in recent years, even as the retail sector has remained largely the same. As 
pressure from the regional housing market continues to make an impact on the 
area, it will be important to create a cohesive land use vision that enables the 
area to attract new investment while retaining the features stakeholders value, 
particularly its diverse population and relatively affordable housing costs. The 
key to any land use strategy in the study corridor is to use development to help 
other goals while balancing it with market and financial realities. There are sev-
eral strategies that stakeholders can use to guide future development in the 
area, including:

Protection for naturally occurring/market rate affordable housing. The 
Greenbelt Road corridor is home to Franklin Park (formerly Springhill Lake), a 
rental complex with over 3,000 apartments, which are a major source of mar-
ket-rate affordable housing, and a key part of retaining the area’s workforce. 
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However, this may change if the landlord chooses to increase rents or rede-
velop the property, as has been proposed in the past. Currently, Prince George’s 
County has no programs to ensure that any affordable housing remains here. 
As this would require changes in county law, the City of Greenbelt, as well as 
the other two municipalities which may have some naturally occurring affordable 
housing, should consider advocating for legislation at the county level.

Inclusionary Zoning (IZ) is a policy where a percentage of new housing is set 
aside for low- to moderate-income households, and is currently not required 
in Prince George’s County. As a result, large residential developments like 
Greenbelt Station, with 1200 new homes, will have no dedicated affordable 
housing if market-rate prices increase. As the proposed redevelopment of 
Beltway Plaza, Franklin Park, or other sites in the corridor could include new 
housing, IZ will be a crucial opportunity to expand the supply of affordable 
housing in the area. This would require a change in county law, and the Panel 
recommended that local municipalities advocate for these changes as well.

Open space property acquisition or land swaps. Currently, there are sev-
eral large parks and open spaces near the study area, but they are often 
discontinuous and difficult to reach from much of the corridor. As properties 
come up for sale, there may be opportunities to acquire them to expand and 
connect the park system, particularly along Indian Creek. Much of the land 
around the South Core and North Core of the Greenbelt Station site sits within 
the Indian Creek watershed and cannot be built on. Additionally, the Prince 
George’s Scrap site and adjacent industrial properties along Branchville Road 
and Ballew Avenue form a barrier between residential areas and Indian Creek 
Park and Lake Artemesia. These sites also sit within the watershed and can-
not be redeveloped as other uses, making them good candidates for open 
space acquisition. Where alternative sites are available for these uses, a land 
swap may be a good option for converting this land to open space at a lower 
cost than directly acquiring these properties.

Rezoning or overlay districts. As Prince George’s County’s zoning rewrite 
moves forward, there may be opportunities to use newly-created mixed-use 
zones to encourage compact, walkable development in the corridor. However, 
that may not be enough of an incentive for the specific kinds of development 
stakeholders expressed interest in, particularly near a Metro station. Prince 
George’s County has four types of overlay zones, which add design guidelines 
to zoning requirements, three of which may be relevant to this area:

• Transit District Overlay Zones encourage compact development near Metro 
stations that enable people to use transit by placing different uses nearby.

• Development District Overlay Zones can be used in a variety of locations, 
including commercial corridors and near transit, and are intended to ensure that 
individual development projects meet the goals established in a master plan.

The Branchville Road 
corridor (behind the fence) 
could be a connection 
between Greenbelt 
Road (foreground), 
the new Greenbelt 
Station development 
(background), and nearby 
open space. Image 
Source: ULI Washington.
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• Revitalization Overlay Zones allow the county to give local municipal-
ities more control over development, such as approving exceptions to 
the county’s parking, landscaping, and sign standards, as well as build-
ing setbacks and lot coverage. This may be an especially effective tool 
for Greenbelt Road, where many of the commercial parcels are small and 
unusually shaped, and the three municipalities can use the overlay to craft 
a unique sense of place. 

Zoning can be a powerful tool for creating value in the Greenbelt Road corri-
dor, shaping the kind of development that occurs here and developing a stron-
ger marketplace for housing, retail, and other uses.

Transfer of Development Rights (TDRs). TDRs are a program used in many 
communities around the country to reduce suburban sprawl while encouraging 
investment in closer-in, established areas. TDRs allow landowners in in one 
area to sell their development rights to property owners elsewhere, thus pre-
serving their land. In turn, landowners in areas where development is encour-
aged may be allowed to build at higher densities than they could otherwise. 
Prince George’s County first introduced TDRs in 2014, and they could be a 
good tool for encouraging development in the study corridor.

TOD Parking Strategies. Traditionally, zoning requires that each property 
provide its own parking lot, whose size is based on whatever use or uses are 
occurring there. Transit-oriented developments, like University Town Center in 
Hyattsville or Riverdale Park Station in Riverdale Park, allow different uses to 
share parking across the broader neighborhood, based on the assumption that 
site users who drive there and park once to do a variety of activities, rather 
than driving from one thing to another. Not only does this free up land for open 
space or buildings, but it reduces development costs, which could be a bar-
rier in this community. Shared parking could be a powerful tool for incentiv-
izing compact, walkable development within the Greenbelt Road corridor, by 
allowing multiple property owners to pool their parking resources, especially 
for uses that may be active at different times of day. 

TRANSPORTATION FUNDING PROGRAMS

Many of the transportation proposals outlined in this study will be a greater cost 
than the three municipalities can provide. However, there are a variety of funding 
programs available that can cover project design, planning, and execution.

Transportation Land Use Connections (TLC) is a technical assistance pro-
gram of the Metropolitan Washington Council of Governments (MWCOG) that 
provides assistance to local jurisdictions. Started in 2007, the TLC program 
could provide technical assistance relevant to the Greenbelt Road corridor, 
such as transit-oriented development planning, bicycle and pedestrian safety 
and access studies, streetscape improvement plans, trail planning and design, 
and transit demand and feasibility analysis. Both the City of College Park and 
the City of Greenbelt have participated in TLC before for projects in the vicinity 
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of the study area, including a green streets implementation plan in College 
Park and a bus stop accessibility study in Greenbelt.

The Transportation Alternatives Program (TAP) is a federal aid funding pro-
gram for community projects that encourage transportation options other than 
driving, such as walking, bicycling, and transit. Each project requires a local 
sponsor, whether it is a municipality or a non-governmental agency or organi-
zation, that is responsible for at least 20% of the project costs and the project’s 
management. TAP projects near the study area include efforts to improve the 
trail system along Indian Creek south of Greenbelt Road.

The Transportation Infrastructure Finance & Innovation Act (TIFIA) is a 
loan program administered by the federal government for large surface trans-
portation projects, such as road or highway construction. To be eligible, pro-
posed projects must have a capital cost of at least $50 million dollars, of which 
the loan can only cover 33%. This may be a better solution for larger, more 
capital-intense projects along the study corridor, such as the potential recon-
struction of Greenbelt Road.

The Railroad Rehabilitation & Improvement Financing (RRIF) program pro-
vides direct loans for the financing of railroad infrastructure, such as building 
or rehabilitating tracks or bridges. Established in 2002, this program has not 
been used in the Washington metropolitan area, but may be useful for projects 
related to the Green Line/MARC tracks next to the Greenbelt Road corridor.

The Maryland Bikeways Program provides grant support for bicycle infra-
structure, such as trails, on-street bike facilities, and improving connections to 
transit and commercial districts. In order to be eligible for funding, proposed 
projects must be within three miles of a rail transit station or bus hub, con-
nect missing trail links, or enhance bicycle access in low- to moderate-income 
communities. Local municipalities, transit agencies, or federal public lands 
agencies can all apply for this program. This grant funding could be a great 
opportunity to support bicycle projects such as bike lanes on Greenbelt Road 
and Cherrywood Lane, connecting residential and commercial areas to Indian 
Creek, or improving bike access to Greenbelt Park, which is maintained by the 
National Park Services.

The Consolidated Transportation Program (CTP) is the state of Maryland’s 
capital budget for transportation projects, including roads, transit, and biking 
and walking facilities. It is a main source of funding for transportation, and is 
developed with input from Prince George’s County, which creates a priority list 
of projects to be included in the budget each year. As this may be the largest 
and most reliable source of funding for transportation projects, as well as the 
most flexible, getting in the capital budget is a crucial way to fund improve-
ments in the Greenbelt Road corridor, and will require the municipalities advo-
cate for their preferred projects at the county and state level.
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This report lays out the present and future potential of the Greenbelt Road corri-
dor. Over two days, the Panel met with local stakeholders, visited the study area, 
and developed recommendations which were presented in a public meeting. 

While community stakeholders have a strong sense of pride for their commu-
nity, their vision is not always clear, which makes it a challenge to attract new 
investment, to make public improvements, or even to define what this place is. 
Stakeholders agreed that they wanted to see a better bicycle and pedestrian 
environment, different kinds of retail, quality open space, and the ability to age 
in place, but there is no proactive voice calling for the changes needed to make 
this happen. There is an opportunity to craft a comprehensive vision for the area 
and find champions for it, enabling this place to reach its full potential.

Like many suburban commercial corridors, Greenbelt Road must decide on 
an answer to this question: are you bringing people through you, or to you? Is 
this community a place where people stop on their way to somewhere else, 
or a destination for local residents and the region as a whole? The risk that 
Greenbelt Road faces is that other communities around it will continue to grow 
and flourish, while this community will get their traffic but none of the benefits.

A proactive, rather than reactive, approach will help this community attract and 
secure the kind of investment that will help it become a destination rather than 
a pass through. One way to do this is to leverage the corridor’s proximity to 
the Greenbelt Metro and an extensive transit and bicycling network, but it is 
important to focus on why future transportation investments are being made, 
and how they uphold the community’s broader goals for economic develop-
ment. Finally, this community is already home to several “pearls” that already 
attract residents, shoppers, and visitors, from Beltway Plaza to Greenbelt Park 
to the Metro, and connecting them into a unified place is crucial to making it a 
destination.

Ultimately, it is up to the stakeholders and the three municipalities along 
Greenbelt Road to influence their future. They have the power to shape this 
place and make it even better if the will is there.

Conclusion
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