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 Section 1.0: Introduction 

The following is a final report giving the current state of research for the Florida State 

University, Department of Urban and Regional Planning, spring 2010 studio. The aims of the 

studio were to design an inner city light rail route for the city of Tallahassee, Florida and to alter 

existing land use patterns within the capital region.  Upon completion of the route selection, the 

light rail route, from hence forth entitled the ñTally-Goò, was utilize by this project as the 

foundation around which future land use changes within the city would be crafted.  

Figure 1.1: Tally-Go Route - Phase Map  

 

Phase I Length: 6.65 miles 

Phase II Length: 1.91 miles 

Phase III Length: 2.58 miles 

Total System Length: 11.14 miles 
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The planning process of the project is based upon a 20 year time horizon, bringing the first 

phase, the East/West Route, of the Tally-Go project online by 2030.  All population forecasting 

and redevelopment goals will also be based around this timeline. 

1.1: Scope of Project 

The ñTally-Goò project is a dual track assignment between two collaborating teams, a 

transportation modeling group and a land use planning group. Each group, at significant 

junctures, provided the other with analysis results that informed the collaborative project. 

The aim of the land use planning group has been to design and locate the transit line as 

proximate to prime redevelopment locations and activity centers as possible. To achieve this, the 

group has done in depth site suitability analyses, case study reviews, and transportation forecasts 

to establish the most context appropriate model.  In addition, this document contains detailed 

policy suggestions as well as a set of urban design guidelines, formulated to ensure future 

success of the proposed transit system.  These sections will focus the pattern of development 

around the new line in a way that will be most conducive towards supporting transit ridership 

and spurring sustainable redevelopment patterns.  

The document will act as more of a cursory technical study exploring project feasibility.  It will 

not go into any detail explaining capital or operating costs.  The document will simply explain 

why and how a light rail system could be successfully implemented within the City of 

Tallahassee.  

1.2: Visioning 

Our hope for the City of Tallahassee, and the greater Leon County area, is to have an affordable, 

convenient alternative transportation choice which not only reduces the dependence on 

automobiles but simultaneously supports growth for a more progressive future. Therefore, our 

ultimate goal is to promote environmentally sound, pedestrian safe redevelopment within our 

transit corridors in order to revitalize the city and halt urban sprawl outside the city limits.  The 

project also aims to reinvigorate the City of Tallahassee so that it could become a model for 

other small and medium sized cities to follow. 



Tallahassee Light Rail: A Transit Feasibility Study in Floridaôs Capital City  

 

Laviña, Miller, Mowbray, Reeves, Tully, & Wickham: Land Use Consultants  7  |  P a g e 

The project aims to capture new residents of the area, as well as existing residents located 

outside of the urban core, and locate them within the central city, away from the urban fringe.  

As the system would ideally be passing by several large government and educational institutions, 

the project will mostly attract large groups of students and government professionals.  Given the 

size of these populations, over 50,000 students and 9,000 faculty/staff between Florida State 

University and Florida Agricultural and Mechanical University and over 48,000 state and local 

employees within the county, the Tally-Go system should be able to attract a fair number of 

riders just between the two sectors. The route will also receive a number of riders from outlying 

areas as the cityôs bus route will be fed directly into line, eliminating the use of city buses along 

the Tally-Go corridor.   

In addition to these large populations, the success of the system also relies upon a future scenario 

of high personal transportation costs and a city-wide reduction of free parking availability (see 

Sections 2.1 and 4.2). Furthermore, according to a recent EPA study, the country as a whole has 

begun a ñfundamental shiftò in its housing trends whereby redevelopment of urban centers has 

begun to outpace construction in the outskirts of suburbia (Nelson, 2010). This trend has been 

demonstrated in the housing market where central city residential construction in 26 of the 

nationôs 50 largest metropolitan areas has more than doubled since 2000 (Nelson, 2010). Given 

these trends, it is the expectation that Tallahassee will be in a much more opportune position for 

implementing light rail in 2030.  

1.3: Existing Conditions 

The first step of the project was to assess the existing conditions in the City of Tallahassee with 

the intent to better understand the potential planning implications and possible impacts stemming 

from a light rail transit system. This initial step was divided into seven broad assessment 

categories:  Observations, Data Collection & Analysis; Circulation Network; Public and Green 

Space; Building Conditions, Value, and History; Urban Form; Demographics; and Environment.  
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1.3.1: Observations, Data Collection and Analysis 

Land Use and Zoning  

The City of Tallahassee, home to some 171,922 residents (Tedder, 2009), utilizes a classic 

Euclidean Zoning approach to classify land uses. While there are a variety of classification 

levels, the principal categorizations are outlined by both the Current and Future Land Use Maps 

(see Maps 1.1 and 1.2 in the companion Map Book). These maps provide an indication of how 

the formative influences of past, present, and potential future growth trends affect the urban form 

of Tallahassee.  

Within the City of Tallahassee, both the Future Land Use Map (FLUM) and the Current Land 

Use Map demonstrate that higher education and government represent two of the most prominent 

citywide institutions. Throughout the downtown area in particular, the city has devoted extensive 

areas for public institution, particularly state and local government operations and higher 

education.  

Another significant land use characteristic that defines the City of Tallahassee is quantity of land 

set aside for preservation purposes.  One of the more notable areas designated for preservation 

can be found along the many major thoroughfares of north and east areas city designated as 

ñcanopy roadsò (See map 3.13 in companion Map Book). These roads have been identified by 

the city as areas of significant vegetative/ aesthetic resources, adding to local character of the 

city. To protect these unique features the city has established restrictive development ordinances 

designed to protect vegetation as well as preserve the scenic viewsheds by excluding 

incompatible development from occurring.  As a consequence, these preservation areas have 

been largely restrictive for intense development.  Likewise greenway corridors, most notable of 

which being the St. Marks trail, have been preserved through a combination of zoning 

amendments, conservation easements, and fee simple acquisitions. 

State, County, Local Ordinances   

Tallahassee-Leon County maintains a joint Multimodal District plan which helps to create 

multimodal transit districts, principally within the City of Tallahassee.  This plan calls for the 

integration of pedestrian facilities, bicycle facilities, and a well-integrated bus system to allow 

for the easy movement of persons that do not use personal transportation.  The City of 
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Tallahassee and Leon County are currently developing an updated Multimodal Transportation 

District for the central area of the city.   

Current Master Plan, Comprehensive Plan   

Under mandate of F.S. 163.3167(2), the City of Tallahassee is required to develop, adopt, and 

update a local Comprehensive Plan meant to guide future growth and development.  The Cityôs 

Plan contains ñelementsò addressing issues related to future land use, housing, transportation, 

infrastructure, conservation, recreation and open space, intergovernmental coordination, and 

capital improvements.  Proposed development is evaluated for consistency with the established 

goals, objectives, and policies of these ñelementsò to meet growth management strategies.  

Various ñelementsò of the comprehensive plan also provided information about level of service 

standards, existing and future land use, and environment policy that were crucial to the 

development of light rail alignments. 

1.3.2: Circulation Network 

Public & Private Street Patterns & Hierarchy 

The major arterials that run in the cardinal directions are as follows: Tennessee/Mahan Street 

(U.S. 90) is the cityôs major east-west thoroughfare; Monroe Street starts in the southern most 

urbanized area and extends north.  Thomasville Road (FL 61) splits off from Monroe Street north 

heading northeast away from the central business district (CBD).  Apalachee Parkway starts on 

the east side of the CBD and continues in that direction out of Leon County.  Capital Circle (U.S. 

319) is the Cityôs beltway for the east, south and western boundaries of the City. Interstate 10 

traverses through Tallahasseeôs urbanized area to the north and completes the north end of Cityôs 

beltway.  Tallahassee has minor arterials that emanate from the Cityôs center and branch out in 

all directions.  The local internal streets of the downtown core are characterized predominantly 

by a gridded pattern of spokes and radials. Newer roads become more suburban in form as they 

progress outward outside of the Cityôs core.   
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Figure 1.2: Major Roadways in Tallahassee 

 

Vehicular Movement- Level of Service (LOS) 

Table 1.1 provides a general summary for the established roadway level of service standards 

(LOSS). 

Table 1.1: Roadway Level of Service Inside the Urban Service Area (USA) 

Roadway Type Level of Service 

Interstate, Intrastate, Limited Access Parkways C 

Principal Arterials D**  

Minor Arterials D/E* 

Major and Minor Collectors D/E* 

Local Streets D 
Source:  Tallahassee Comprehensive Plan, Transportation Element ï Policy 1.4.1 

* Minor Arterials, Major, and Minor Collectors inside the Urban Service Area (USA) and south of U.S. 90, the 

LOSS shall be ñDò to establish priorities for programming transportation improvements, and ñEò for meeting 

concurrency requirements, to support the Southern Strategy.  Roads north of U.S. 90 shall be LOSS ñDò for both 

programming improvement and concurrency purposes. 

**The Level of Service for Monroe Street from Gaines to Tennessee shall be ñEò. 

 

Tallahasseeôs 2007 Evaluation and Appraisal Report (EAR) inventories roadways by segment 

and lists their LOS.  Tallahassee-Leon County Planning Departmentôs (TLCPD) assessment of 



Tallahassee Light Rail: A Transit Feasibility Study in Floridaôs Capital City  

 

Laviña, Miller, Mowbray, Reeves, Tully, & Wickham: Land Use Consultants  1 1  |  P a g e 

the Cityôs street network shows that many roadways are functioning below established LOSS 

and are overcapacity (TLCPD, 2007).  Implementing a light rail system in Tallahassee will help 

to alleviate congested conditions on roadways and improve levels of service by reducing travel 

demand by automobile.  

Pedestrian and Bicycle Facilities  

Despite the Cityôs efforts to improve pedestrian level of service, Tallahasseeôs pedestrian and 

bicycle facilities still remain largely fragmented as a result of the Cityôs previously automobile-

dominated planning.  According to the Capital Legacy Project, the disconnected nature of 

pedestrian infrastructure outside the urban core has lead to a subsequent lack of interconnectivity 

between destinations.  This fragmented quality has acted as a deterrent for private developers to 

invest in pedestrian infrastructure as they commonly perceive it to be an unusual amenity in 

many areas of town.  Other issues within the city are related to lack of sufficient maintenance 

and a low level of integration with the local transit system (RS&H, 2009).   In addition 

improvements in sidewalk widths and setbacks from major thoroughfares have been largely 

ignored. 

Parking 

Much like many auto-oriented environments, Tallahassee contains a substantial amount of 

underutilized land as a consequence of minimum parking requirements mandated by the Land 

Development Code (LDC).  This requirement subsidizes automobile use which has contributed 

to low density strip development around the Cityôs major corridors.  As a result, alternative 

transportation options have remained limited.  Revision to the Cityôs existing parking policy is 

necessary to motivate people to explore other transportation alternatives aside from automobile 

usage (See Section 6.1).   

Railroad 

CSX Transportation operates an existing east-west rail line south of Gaines Street.  While the 

existing rail infrastructure offers a unique opportunity for a potential right of way, the CSX route 

unfortunately fails to connect many large destinations within the city. Given this distance from 

activity centers the CSX rail line has been considered an irrelevant element. 
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Parks and Recreation 

Table 1.2, shown below, provides an inventory of parks and recreational areas maintained by 

Tallahassee and Leon County.  

 

Table 1.2: Parks and Recreation Areas 

Managed by Leon County Acres 

 Apalachee Regional Park 26 

 J.R. Alford Greenway 876 

 Lake Munson Preserve Park 62 

 J. Lewis Hall Sr., Woodville Park 

and Recreational Complex 
26 

 River/Lake Landings (21) -- 

 Community Parks (9) -- 

Managed by the City of Tallahassee Acres 

 Tom Brown Park 255 

 Lafayette Heritage Trail (Piney Z) 

Park 
795.14 

 Elinor Klapp Phipps 

Park/Meadows & Meridian Park 
600 

 San Luis Mission Park 69.1 

 Jack L. McLean, Jr. Center and 

Pool 
52.1 

 Jake Gaither Golf Course and 

Community Center 
118.9 

 Hilaman Park Municipal Golf 

Course 
121.9 

 Adams Street Commons/Klemen 

Plaza 
5.6 

 Community Parks and Athletic 

Centers (44) 
-- 

 A.J. Henry Park 71.4 

Total Acreage 3,079.14 
             Source:  Capital Legacy Project - Leon County Existing Conditions Report, Section 4.9 

 

While the majority of large parks would be located outside of the .5 mile buffer from the rail line 

the proposed light rail system could enhance ease of access to several small and medium sized 

recreational areas including the Cascades Park, Meyers Park, and the San Luis Mission Park.  

For a visual account of the distribution of parks throughout Tallahassee, please see Map 1.3 in 

the companion Map Book. 
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Open/Green Space 

According to the Capital Legacy Project, the City of Tallahassee and Leon County are 

committed to preserving their open and green space.  Since 1995, 5,200 acres of property worth 

$54 million have been purchased by the City and County and include hubs, sites, and connectors.  

Open and Green Space is intended to connect residential areas, schools, universities, and 

colleges.  Overall, Leon County has almost one-third of its land under these designations.  The 

project intends to support the conservation of these green spaces through the various its growth 

management strategies. 

Connectivity    

Section 5.3.3 of the Capital Legacy Project summarizes the Tallahassee-Leon County Planning 

Departmentôs efforts to develop a Greenways and Trails Master Plan. This plan attempts to 

create linkages that contribute to the connectivity, preservation, and enhancement of 

environmentally sensitive areas.  The goal of the program was to help connect several different 

areas of Tallahassee-Leon County to one another. The proposed rail alignment will support 

growth adjacent to inner-city greenway corridors in order to promote public health and 

encourage pedestrian travel along alternative routes. 

1.3.4: Building Conditions, Value & History 

Historically Significant Buildings   

Tallahasseeôs inner core contains numerous districts of historically significant resources that 

contribute to the social fabric and identity of the area.  Some converted residential structures in 

historic neighborhoods presently function as office and retail space along sections of Park 

Avenue and Calhoun Street.  Other areas or buildings of historical significance include:  Leon 

High School, the Brokaw-McDougall House, the Magnolia Heights Historic District, and the 

Smoky Hollow Historic District (TLCPDa).  These buildings display a range of architectural 

styles and present opportunities for cultural and heritage-based preservation and tourism 

activities.  As a result, land use designations exist to protect these resources and help strike a 

balance between preservation and revitalization/infill goals (RS&H, 2009).  The location of a 

historically significant building can impact an alignments ability to acquire right of way 
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necessary to accommodate a light rail system, ultimately influencing alignment decisions.   

(please see Map 1.4 in the companion Map Book).  

Building Age and Condition  

Building ages in Tallahassee encompass a range of time periods spanning from the late 

nineteenth to early twenty-first centuries.  Older buildings tend to be situated closer to the Cityôs 

urban center, while newer construction progresses away from Tallahasseeôs core.  Building 

condition is not necessarily correlated to building age and is more dependent on viability of use 

on the site, surrounding character, surrounding urban form, and surrounding urban structure as 

evidenced by examples along Gaines Street and Park Avenue.  Building age and condition are 

directly correlated with assessed property value and, in turn, act as indirect indicators of 

redevelopment potential along light rail corridors.   

Assessed Building & Property Values 

Based on Tallahassee Statistical Digest, trends show that downtown Tallahassee has the highest 

property values.  Northeast Tallahassee has the second highest, followed by Northwest/West 

Tallahassee, Southeast Tallahassee, and Southwest Tallahassee (2009) (See Map 1.6 of the 

companion Map Book).   

1.3.5: Urban Form 

Block Size & Structure (Spatial Organization) 

The spatial organization of the city in terms of block size and structure has been examined at a 

superficial level.  The research team has made visual observations of the proposed light-rail 

routes to gain a better understanding of the spatial organization of the city.  In addition, large 

block sizes typical of suburban strip development present opportunities for redevelopment and 

size reduction so that perceived walking distances and the pedestrian experience can be 

enhanced. 

Building Density and Intensity 

Density of development (building footprint per unit of area) and intensity (total built square 

footage per unit of area), (Forsyth, 2003) varies greatly depending on location in Tallahassee.  

The highest building intensity patterns exist in the Cityôs central core and proximate to the 
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universities where tall multistory buildings dominate the landscape.  However building density, 

especially residential density, is greatest just north of West Tennessee Street and just east of 

North Monroe Street (See Map 1.7 in the companion Map Book).  

Following the trend of building age, urban sprawl becomes more characteristic of the landscape 

with increasing distance from the central core and contributes to low density growth patterns that 

strain public facilities and infrastructure.  Low density growth patterns are also evident in 

contiguous strip development immediately adjacent to Tallahasseeôs major arterials.  

Tallahassee-Leon County Planning Departmentôs zoning code designates maximum allowable 

densities for the Central Urban District at a range of 4.0-150.0 dwelling units per acre (du/ac) on 

certain parcels.  Medium Residential categories provide maximum gross densities of twelve or 

sixteen du/ac while Single-Family categories can range from 3.63-8 du/ac.  Thus far building 

densities within city limits have fallen far short of allowable densities due largely to the 

predominating auto-oriented style of development. (Please refer to Maps 1.7 and 1.9 in the 

companion Map Book for a detailed visual representation of the Cityôs current density) 

Vacant Land  

Vacant land in Tallahassee comprises 47.5% of total land area.  However, this includes single-

family residential development on parcels of 10 acres or greater (RS&H, 2009); therefore, vacant 

and underutilized land may be the more appropriate indicator of existing conditions for the 

purposes of this studio. A summary of vacant land compared to certain physical and political 

boundaries found in Tallahassee is detailed in Table 1.3 below and in Map 1.5 in the companion 

Map Book. Underutilized, vacant land is concentrated in South Tallahassee where the effects of 

disinvestment are more pronounced.  Gaines and South Monroe Streets are good examples of 

such corridors (TLCPDb).  

 

Table 1.3: Vacant Parcels in Tallahassee  

Area Parcels Acres 

Inside of Capital Circle 4,218 6,428.15 

Inside Urban Service Area (USA) 8,426 22,931.18 
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Population Density 

According to the U.S Census Bureau the estimated 2008 population for the City of Tallahassee 

was approximately 171,922 (U.S. Census Bureau, 2009).  As it stands today the average persons 

per dwelling unit in the City is approximately 2.3 (Tedder, 2009). Using these figures the City is 

determined to have approximately 74,748.7 occupied dwelling units.  Given the Cityôs current 

total acreage of 66,117.2, the total net residential density of the city is determined to be 1.13 

dwelling units per acre.  However once non residential land uses and vacant land is subtracted 

from the total acreage, net residential acreage comes out to be only 16,736.9.  Using this figure, 

the resulting average density for built acreage is then determined to be 4.5 dwelling units per 

acre. While there is obviously a great discrepancy in residential densities depending on 

neighborhood (see Map 1.9 in the companion Map Book) these figures demonstrate that overall 

development patterns within the city have been distinctly non-urban.  

Boundaries 

The City of Tallahassee contains a series of real and perceived boundaries that function as 

growth management and economic stimulation tools in desired areas.  The Urban Service 

Boundary (USB) encompasses an area of 103,104 acres and has remained relatively unchanged 

since 1997 (see Map 1.10 in the companion Map Book), (TLCPD EAR, 2007).  Its purpose is to 

designate an area in which public services and facilities will be provided in consideration of 

projected population forecasts and future residential need.  Provisions will  not extend beyond 

established boundaries to encourage contiguous and efficient growth patterns.  

Tallahassee contains two Community Redevelopment Areas (CRAs) in which Tax Increment 

Financing (TIF) is utilized to fund projects such as:  parking lot and garage construction, new 

parks or parks improvements, streetscape improvements, and sidewalk infrastructure (see Map 

1.11 in the companion Map Book). The Cityôs districts include the Frenchtown/Southside 

Redevelopment Area and the Downtown Redevelopment Area.     

The Cityôs Multimodal Transportation District (MMTD) comprises of 11,648 acres in which 

policy is designed to facilitate multiple modes of transportation and transit supportive 

development patterns characteristic of mixed uses, street and land use connectivity, and dense 

land use patterns (TLCPD, 2007).  The district enables the use of mitigation fees toward 
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infrastructure projects that will help to create a vibrant urban core.  Currently the MMTD does 

not include the incorporation of a light rail transit system, but the MMTD study will provide 

insight into how other alternative transportation modes can be integrated with a proposed light 

rail system. For a visual extent of the MMTD, please see Map 1.12 in the companion Map Book. 

An additional perceived boundary present in the City of Tallahassee is its urban core. Covering 

over 7,700 acres this area represents the central focal point of the city. For a visual reference, 

please see Map 1.13 in the companion Map Book.  

Character 

When conducting any planning endeavor, taking the character of the city into context is essential.  

Character and context are usually something that cannot be plotted onto a single spatial map.  

Throughout the whole rail line proposal process, contextual elements, including student culture, 

state government needs, protection of canopy roads, have been qualitatively appreciated during 

the decision-making process.  Existing character of the City will be explored further in the urban 

design portion of the project (see Section 4).   

Image 1.1: Typical strip development within Tallahassee 
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1.3.6: Demographics 

Age 

At 36.8% of total population Leon County has the second highest percentage of population 

between the ages of 18 and 34 in the state, mainly due to the presence of its three major 

universities, FSU, FAMU, and TCC (Tallahassee Statistical Digest, 2009). These institutions, as 

well as the downtown area of Tallahassee, heavily influence the spatial distribution patterns of 

students and young professionals throughout the city. Large concentrations of persons aged 18 to 

34 tend to situate in areas surrounding the universities as well as areas proximate to downtown, 

making them more likely to utilize a centrally located light rail system.  The suburban areas 

outside the central city are areas where the majority of older age cohorts can be found. In 

addition, at 8.8%, Leon County also has the smallest percentage of persons 65 and older in the 

state for counties with a population greater than 20,000 (Tallahassee Statistical Digest, 2009). 

This disparity in age groups represents an important factor to recognize for marketing efforts 

towards redevelopment. Given this spatial distribution of cohorts and proposed line should be 

sure to market to university students and young professionals working within the urban core.  A 

breakdown of age cohorts for Tallahassee is detailed in Table 1.4 below. 

 

Table 1.4: Age Cohorts of Leon County in 2008 

Age Group 
Total Population 

(2008) 

Percent of Population 

(2008) 

Average Annual. 

Growth (2000-2008) 

0 to 4 15,795 5.7% 1.8% 

5 to 17 39,367 14.3% 0.7% 

18 to 34 101,144 36.8% 1.9% 

35 to 54 67,950 24.7% 0.5% 

55 to 64 26,295 9.6% 5.7% 

65 to 79 17,136 6.2% 2.0% 

80+ 7,205 2.6% 3.9% 

Total 274,892 100% 1.7% 
Source: University of Florida, Bureau of Economic and Business Research, ñFlorida Population Studies, Bulletin 

154ò, June 2009 

 

Racial Composition   

Tallahassee-Leon County is an ethnically diverse area, with the county being 60.9% non-

Hispanic white, 31.5% non-Hispanic black, and 4.8% of Hispanic origin.  Two of the most 
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prominent areas in Tallahassee to find non-Hispanic blacks are located in French Town (the area 

found between West Tennessee Street, High Road, Tharpe Street, and Monroe Street) and 

Southside (around South Monroe Street and FAMU). Race and ethnicity population percentages 

for Leon County in 2008 can be found in Table 1.5 below. 

Table 1.5:  Leon County Race and Ethnicity Population Percentages by Age Cohort  in 2008 

Age Group Non-Hispanic 

White 

Non-Hispanic 

Black 

Other Hispanic Origin 

0 to 4 51.8% 40.0% 3.6% 4.6% 

5 to 17 53.5% 39.0% 3.5% 4.0% 

18 to 34 54.3% 35.2% 3.2% 7.3% 

35 to 54 65.7% 27.9% 2.5% 3.9% 

55 to 64 74.7% 21.4% 1.9% 1.9% 

65 to 79 76.1% 20.6% 1.9% 1.5% 

80+ 81.4% 16.0% 1.4% 1.2% 

Total 60.9% 31.5% 2.9% 4.8% 
Source: University of Florida, Bureau of Economic and Business Research, ñFlorida Population Studies, Bulletin 

154ò, June 2009 

Given the racial segregation of the city, the proposed light rail line should be carefully placed to 

ensure equitable access. 

Property Ownership Patterns  

Tallahassee has around 80,000 housing units, over 5,000 of which being vacant (2007 American 

Community Survey).  More than half of the occupied housing units (38,000) in the city are 

renter-occupied, representing the large transient population living within the city (2007 

American Community Survey).  Given the high level of demand for renter occupied housing 

within the city much of the new infill development centered around the line will likely consist of 

affordable apartment style housing.  

1.3.7: Environment 

Water, Rivers, Streams, Drainage 

Approximately 54,194 acres of wetlands exist in Leon County.  Major water bodies include:  the 

Ochlockonee River, Lake Talquin, Lake Jackson, Lake Lafayette, Lake I'amonia, and Foshalee 

Lake. The regional connectivity of water bodies with aquifer systems throughout Leon and the 

surrounding counties have been under numerous recent studies, in particular, the Woodville 

Recharge Basin.  Projects related to aquifer protection, groundwater monitoring, vulnerability 
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assessment, susceptibility to groundwater contamination, and aquifer recharge have influenced 

land development regulation, water management practices, and policy regarding sprayfields and 

septic tank use (TLCPD, 2007).  For a visual account of major water features in the vicinity of 

the City of Tallahassee, please see Map 1.14 in the companion Map Book.  

1.3.8: Challenges   

After analyzing the existing conditions in the City of Tallahassee, the research team identified 

factors that could hinder the successful implementation of the project. These perceived 

challenges and issues are summarized in Table 1.6 below: 

Table 1.6: Existing Conditions: Challenges and Issues 

Zoning and Land Use: 

 Canopy roads, existing green spaces, and historical sites designated as preservation 

areas restrict development opportunity. 

Racial Composition: 

 Spatially segregated minority populations create a difficult context for a socially 

equitable route design.  

Environmental: 

 Repetitive flooding areas and karst features that are linked to water supplies restrict 

development opportunities.  

Building Density/ Intensity: 

 Majority of Tallahassee building density/intensity is not conducive to support light-

rail. Developers have been reluctant to build up to maximum allowable built 

densities within city limits. 

 

1.3.9: Opportunities  

Following the existing conditions analysis, the research team also identified factors that could 

serve to benefit implementation and future operations of the light rail project. These factors are 

summarized in Table 1.7 below: 

 

 

 

Table 1.7: Existing Conditions: Opportunities 

Pedestrian and Bicycle Facilities : 
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 Selected route alignment is adjacent to several segments of existing facilities 

(However existing facilities are well below desirable levels of service. 

Boundaries: 

 MMTD, CRD, & USB incentivize redevelopment efforts within the targeted area.  

The MMTD also promotes implementation and use of alternative transportation 

services.   

Tallahassee Comprehensive Plan: 

 Contains policy language supportive of dense- centralized development within 

the USB as well as sustainable transit circulation networks. 

Age: 

 Skewed range of age cohorts with large student body population provides strong 

ridership base and supports market drivers for compact development.  

 

1.3.10: Summary of Findings 

The Tallahassee area faces several challenges and issues as development continues to intensify 

and expand outward from the urban core. Thus far, development has occurred in a manner that 

has failed to maximize built densities within the Capital Circle region. The current urban form of 

the city reflects a profound dependency on automobile-based travel which, in turn, has adversely 

affected the multimodal connectivity of the city. The following section will address the 

theoretical basis behind the projects proposal for changes in and transportation practices within 

the city.  The section will also highlight how other cities have used light rail to accomplish their 

own development goals. 

 

 

 

 

 

Section 2.0: Theory 

The initial conception of the Tally-Go project was based upon a number of forward looking 

principles.  As such it is important to the project to identify the theoretical conceptions used as 

the justification for constructing light rail transit in the City of Tallahassee.   
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2.1: Theoretical Justification 

The principal theoretical justifications for the implementation of the project will be focused 

around the cityôs current need for additional growth management tools as well as its future need 

for sustainable development. The following section will demonstrate how both growth 

management and sustainable development are not only essential towards the future development 

of Tallahassee, but are also inextricably linked to one another. 

Growth Management  

Broadly described as methods through which urban growth is contained and shaped, growth 

management is a pivotal role of any planning agency.  While the City of Tallahasseeôs Planning 

Department currently takes numerous measures to manage growth within the city limits, this 

studio makes the argument that further measures, in the form of both additional built 

transportation infrastructure, and a new suite of policies, will enhance the cityôs ability to 

manage growth in a more effective way.  

The proposed light-rail line is an ideal growth management tool for Tallahassee as it will be able 

to act as a centerpiece to immense redevelopment opportunities within the urban core.  One of 

the key elements needed to successfully sustain a light-rail project is high building density.  

Increased building density acts as a foundation of growth management practices as it 

consolidates future growth into a core area thus helping to mitigate urban sprawl. For this study 

the research team will define urban sprawl as an irresponsible development trend that stretches 

growth beyond the physical extent of the central city. Although debate exists about the exact 

nature of sprawl, some common traits include: leap-frog developments, dependency on the 

personal automobiles, strip commercial developments, and segregation of land uses. 

In order for Tallahassee to be able to focus on creating the high density redevelopment needed to 

support the light-rail route, the city needs to emphasize policies, regulations, incentives, and 

spatial zoning to promote compact development trends.  These policies will include form based 

coding, tax increment financing, density bonuses, and transfers of development rights.  Each of 

these policies is outlined in greater detail in section 5.2. 
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Sustainable Development 

Originally defined by the Brundtland Commission in 1987, sustainable development is described 

as, ñédevelopment that meets the needs of the present without compromising the ability of 

future generations to meet their own needsò (University of Tennessee, 2009).   While such a goal 

may seem nebulous, this project aims to promote all reasonable measures of sustainable 

development through the promotion of a dense multimodal pedestrian oriented redevelopment 

scheme. 

Given recent trends in national development patterns, as well as the countryôs persistent 

population growth, sustainable development has become the new hot topic in urban planning.  

According to smartgrowth.org,   ñéif current trends in sprawling development are continued 

within the country the average American can expect to see a  48% increase in their regular 

vehicle miles traveled by 2030ò (Smart Growth America, 2009).  However, this does not 

necessarily need to become an unavoidable pattern. According to the National Homebuilders 

Association, two-thirds of development expected to be on the ground by 2050 is not yet built 

(Smart Growth America, 2009).  This offers cities like Tallahassee a tremendous opportunity to 

redesign the urban environment in a way that is both far more livable and cognizant of the needs 

of future generations.  

Speaking to sustainable and environmentally sensitive transportation options, author Peter Wenz 

states: 

ñFor every kilometer of travel, an intercity passenger train consumes only one-third as much energy per rider as a 

commercial airplane, and one-sixth as much as a car carrying only the driver. Commuters who take light rail or the 

subway to work instead of driving solo slash their contribution to urban smog, cutting nitrogen oxide emissions from 

each trip by 60 percent and nearly eliminating carbon monoxide and particulate emissions (2001)ò. 

 

To clarify the point one should consider that the U.S. transportation sector makes up 

approximately 31% of national Carbon Dioxide emissions, the leading cause of global warming 

(Environmental Protection Agency, 2007).  Given the vastly improved energy efficiency of light 

rail, along with the reduced vehicle miles traveled that results from the consequent compact 

urban form, development based around a light rail system has the potential to be far more 

environmentally and socially responsible than current development patterns. 
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Furthermore, in support of Transit Oriented Development (TOD), Douglass Farr finds that 

nationally average energy use per person living in the urban core is approximately half as much 

as for the average person living in the suburbs (2008).  He goes on to state that average auto use, 

as measured by daily vehicle miles traveled,  is less than one third as much for persons living in 

the urban core compared to those living in the suburbs (Farr, 2008).  Given that global warming 

and environmental degradation are now widely perceived as major global issues, it behooves 

local planning agencies to implement policies which reduce negative anthropogenic impacts. 

In addition to environmental benefits, sustainable development also offers a myriad of co-

benefits including: reduced dependency on foreign oil, vehicular cost savings for the consumer, 

reduced traffic congestion, preservation of open space, healthier populations, and enhanced 

community building. To make this point more concise one should consider that the U.S. 

Department of Energy projected changes in the real price of oil from its current $80 per barrel to 

over $130 per barrel by 2035 (Energy Information Administration, 2009).  Coupling this vast 

increase in fuel costs with the projected increases in daily vehicle miles traveled, the case for 

supporting development around efficient mass transportation becomes more self evident. 

2.2: Case Studies 

In determining the most suitable route alignment for the proposed light rail project, the research 

team found it necessary to gain a greater understanding of the various urban contexts in which 

light rail has been integrated. While an examination of the existing conditions was able to give 

valuable contextually specific guidelines for the project, in depth case study analysis was still 

considered a vital element in determining appropriate route attributes. In particular, the research 

team believed that this perspective provided an indication of the extent to which land uses 

proximate to the rail line could be impacted. The research team then identified light rail 

institutions from a variety of domestic and international urban contexts in order to assure that the 

analysis would be sufficiently comprehensive so as to provide an accurate representation of light 

rail transit. The following section details the findings and conclusions derived from these 

analyses.  
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2.2.1: Seattle, Washington: Building for the Future 

Background 

Seattle is a major Pacific Northwestern city in the Seattle-Tacoma-Bellevue Metropolitan 

Statistical Area.  It is located between the Puget Sound and Lake Washington, 100 miles south of 

the Canadian-U.S. Border.  The city experienced many boom and bust cycles with various 

industries from timber harvesting to software emerging throughout its history.  An early boom 

occurred when Seattle became a major transportation center supplying miners from Alaska and 

the Yukon during the gold rush.  Later on the area experienced another economic boom as the 

result of the shipbuilding industry during World War I, which was quickly suppressed during the 

Great Depression.  Additional downturns were also suffered in the 1960s and 1970s.  Today 

numerous companies are headquartered in Seattle including:  Starbucks, Amazon, Nordstrom, 

and Safeco.   

Similar to many other large American cities, Seattle experienced post-World War II suburban 

and exurban development, eventually receiving a high rank amongst the nationôs most congested 

cities (INRIX, 2009).  Recently, efforts to encourage smarter growth have taken place to 

discourage inefficient land development patterns and mitigate associated negative externalities. 

Seattleôs Department of Planning and Development reported significant and centralized growth 

of housing and jobs in its urban centers and villages, demonstrating the effectiveness of current 

growth management efforts to prioritize development inside its urban growth boundary 

(Seattle.Gov, 2000).   

The city has a population of 602,000 as of April 1, 2009.  Whites make up the highest percentage 

of the areaôs demographics followed by African-Americans, Asian-Americans and Pacific 

Islanders, and Hispanics/Latinos (American Community Survey, 2009). 

Transit Features 

King County Metro provides the cityôs bus service, running 223 routes.  APTA reports a 

ridership of 356,400 on diesel and trolley busses for the third quarter of 2009 (Dawson, 2009).  

Metro also has a streetcar line in South Lake Union that runs 1.3 miles from the South Lake 

Union neighborhood to downtown Seattle.  The line uses three Inekon 12 Trio, three-section 

articulated streetcars on standard gauge, electrified by overhead lines.  Operation began in 
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December of 2007 and future lines to the University District, Fremont and Ballard, Seattle 

Center, and Central District are planned.  Average weekday ridership is at 1,700 patrons daily 

(Seattle Department of Transportation, 2008).  

Sound Transit is Central Puget Soundôs Regional Transit Authority (RTA) and operates express 

bus service and the Central Link light rail system.  Central Linkôs line length spans 15.6 miles 

from downtown Seattle to the Seattle-Tacoma International Airport running underground, at 

grade, and elevated at various sections of the route.  Trains are composed of two cars electrified 

by overhead catenaries and have a 200 person capacity.  Operating speed is at 55mph on a 

standard track gauge.  Transfers are available onto buses run by ST Express, King County Metro, 

Community Transit, or Pierce Transit.   

Measurements of Success 

Despite its slow beginnings, the South Lake Union line has increased daily ridership from 950 in 

2007 to 1,700 in the third quarter of 2009.  Despite meager numbers on the Central Link line, 

Sound Transit officials project 21,000 average weekday boardings by the end of 2009, 26,600 in 

2010.  Furthermore, depending on additional land use changes, transit planner expect that the 

route could reach daily ridership figures of anywhere between 128,000 and 280,000 by 2030 

(Dawson, 2009).  Much like the South Lake Union line, initial ridership has been low and 

resulted in some negative perceptions of the expensive system.  Overall, it would be premature to 

measure the success of Seattleôs systems since the re-emergence of light rail has only recently 

taken place.  The lines are planned around important activity centers and have the potential to 

generate high ridership in the future. 

2.2.2: New Orleans, Louisiana: The Classic Streetcar 

Background 

New Orleans is located in southeastern Louisiana within the Mississippi River Delta and lies 

south of an estuary connected to the Gulf of Mexico named Lake Pontchartrain.  The city is the 

center of the New Orleans Metropolitan Statistical Area which includes:  New Orleans, Metairie, 

and Kenner.   This MSA consists of seven parishes that are the equivalent of U.S. counties.  New 

Orleansô rich culture and history contribute to its popularity as a tourist destination.  In addition 

to the presence of a strong tourism and convention industry, New Orleans has one of the largest 
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and busiest ports in the world making it an important transportation hub and distribution center 

for waterborne commerce.  The cityôs population is estimated at 351,568 (77% pre-Katrina 

population) with a racial/ethnic composition dominated by African-American, non-Hispanics 

(60%) and White, non-Hispanics (31%) (Plan for the 21st Century: New Orleans 2030, 2010).    

The New Orleans master plan discusses land development patterns since the mid-20
th
 century 

that were similar to trends of post-World War II sprawling cities.  Increase in automobile usage 

resulted in population mobility allowing for the development of swamp land after screw pump 

use and levee construction.  Before this, the urban footprint was restricted to the high ground 

around the Mississippi.  Despite sprawling patterns, New Orleans has been successful in infill 

and adaptive reuse projects in its Warehouse District and Central Business District (CBD) (Plan 

for the 21st Century: New Orleans 2030, 2010).  

Transit Features 

New Orleans currently operates three light rail lines including:  the St. Charles Avenue Line, the 

Riverfront Line, and the Canal Street Line.  Collectively all three span 21.5 miles servicing 

various activity centers around the CBD, French Quarter, Uptown New Orleans, Tulane and 

Loyola Universities, the New Orleans Convention Center, and the Garden District among others.  

The lines run through streets and neighborhoods with adequate pedestrian facilities, and 

supportive land use patterns exhibiting sufficient connectivity to sustain ridership.  Hurricane 

Katrina devastated the streetcar system, but the city has put in substantial effort to restore 

service.  All streetcar lines operate Perley A. Thomas cars or replicas of the original model with 

a rigid-body and historic style.  According to Lyndon, these can accommodate 32 passengers on 

average, have three doors per side, are ADA accessible, and operate on electric motors deriving 

power from overhead street wires.  The three lines run on 5ft. 2 ½ in. gauge track (Lyndon, 

2007).   

Measures of Success 

Ridership on the three lines has averaged 10,700 boardings daily (Dawson, 2009) and has been 

gradually returning to pre-Katrina levels since 2005.  Support for light rail expansion from the 

stimulus in the form of Transportation Investment Generating Economic Recovery (TIGER) 

grants has brought public enthusiasm.  The city is set to receive $280 million for the 

development of three new lines that tie into Canal Street, $130 million of which will go towards 
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the infrastructure itself and the other $150 million towards various projects encouraging transit-

oriented redevelopment (Schor, 2009).    

2.2.3: Minneapolis, Minnesota: The Rebirth of Rail Transit 

Background 

The City of Minneapolis, located just north of the confluence of the Minnesota and Mississippi 

Rivers in Southeast central Minnesota, represents a significant economic, cultural, and transit 

center of the northern continental United States. The City of Minneapolis along with St. Paul 

forms the óTwin Citiesô region, which is a part of a much larger metropolitan area comprised of 

about 3.5 million people spread across over 6,000 square miles including 11 cities and 17 

counties, 2 of which located in Wisconsin (American FactFinder, 2010). Despite the sheer size of 

the metropolitan area, at its core lies the City of Minneapolis.  Covering an area of about 60 

square miles, the population of the City of Minneapolis is estimated at 390,131. In terms of 

demographics, the City of Minneapolis is comprised of two primary demographic groups: White, 

Non-Hispanic (70.2%) and African-American, Non-Hispanic (17.4%) (American Community 

Survey, 2009).  

Minneapolis and the greater Twin Cities area is one of the primary economic drivers for the state 

of Minnesota. At the end of the fiscal year in 2005, the $145.8 billion gross metropolitan product 

of the Twin Cities region accounted for 63.8% of the gross state product of Minnesota (Global 

Insight, 2006). Historically known for its abundance of raw resources and agricultural land, in 

recent years the economy of Minnesota, and Minneapolis, has transformed into a non-basic, 

service and technology oriented economy (Global Insight, 2006). One of the recent drivers of the 

Minneapolis-St. Paul economy has been a recent comprehensive reintroduction of a light rail 

transit network. 

Transit Features 

The City of Minneapolis is not unfamiliar with light-rail transit. The first comprehensive rail 

system in Minneapolis was laid down in 1875, and by 1890, the cities of Minneapolis and St. 

Paul were connected by the first of four subsequent rail lines (Olson, 2009). With the advent of 

electricity and improvements in mechanical engineering technology, larger and more powerful 

cars were available for use. Coupled with a steady stream of private capital, this marriage of 
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technology and investment provided the means for the system to expand its service to include 

existing heavily traveled roads linking the downtown areas with outlying suburban areas. As a 

result, significant residential and commercial development grew around the rail corridors (Olson, 

2009).  Taplin admits that development of this nature is not surprising as rail systems at the turn-

of-the-century provided a cheap and reliable transportation option that helped to spur growth and 

development in both the urban core and suburban areas (1998). For almost 80 years following 

the advent of rail travel in Minneapolis, the area transit network remained successful and 

operational until 1954, when the system was completely converted to a dedicated bus network 

and all rolling stock and rail infrastructure were destroyed (Olson, 2009). In spite of this, the 

impact of transit in Minneapolis was so profound that the by-products of the early transit routes, 

like high density residential development along the main transit thoroughfares and small 

commercial developments near the original streetcar stops, are still evident in the current urban 

form of Minneapolis (University of Minnesota, 2005). 

According to Mark Garner, a planner with the City of Minneapolis, in the late 1990s when the 

Hiawatha Line was in its initial planning and development stages, the city planners set five goals 

for the system: to ñpreserve the livability of all adjacent neighborhoods through careful planning 

for land use and station area developmentò; to ñstrengthen neighborhoods [through] reinvestment 

in housing, multi-use facilities, and renovation projectsò; to ñattract new employment 

opportunities throughout the corridorò; to ñimprove alternate transportation options [including 

bus service](sic)ò; and to ñpromote the continued growth, accessibility and economic vitality of 

downtown Minneapolis (Newburg, 2004).ò In other words, the city transit planners saw this 

project as a means to an end.  They saw this project as a chance to reinvigorate a declining urban 

core.  

The city later initiated a planning process for six areas that were expected to be affected by the 

new line. With the aid of planning consultants, the plans for these areas were created by 

neighborhood residents and local business groups. The city hoped that substantial public 

involvement during the design phase of the project would help to ensure that the rail system 

would have a positive influence on the neighborhoods and businesses affected (Newburg, 2004). 

Fortunately, they were right. Minneapolis city planners found a positive correlation between the 
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amount of planning invested in the system and the level of public participation and neighborhood 

involvement (Newburg, 2004).  

In 2001, following years of political lobbying and public pressure to reduce automotive 

congestion in downtown Minneapolis, the city broke ground on its new light-rail system, the 

Hiawatha Light Rail Transit line. At a cost of $715.3 million, funded in part by federal, state, 

regional, and county sources, by 2004, the line was operating full service schedules along the 

12.3 miles of track. In addition to linking downtown Minneapolis with two of the most popular 

destinations in the Twin Cities area, the Minneapolis-St. Paul International Airport and the Mall 

of America, the line connects the city center with its southeastern suburbs and area office 

developments (Metro Transit, 2009).  

In terms of rolling stock, the transit line operates 24 rail cars, each 94 feet in length built by 

Montreal-based Railway and Aerospace conglomerate Bombardier Inc. Recent demand for 

additional service has been so great, Metro Transit, the transit agency in Minneapolis, has 

purchased 3 additional cars. Each car has an operating capacity of 66 seated passengers with 

room for an additional 120 standing passengers. With a top speed of 55 miles per hour, and an 

average service speed in downtown areas of about 35 miles per hour, average travel time 

between each of the 19 stops along the system is about 2 minutes and 10 seconds (Metro Transit, 

2009). During rush-hour service, trains operate at 7.5 minute intervals with 15 to 30 minute 

intervals in the early morning and late evening (Metro Transit, 2009). 

Measures of Success 

Public response to the system since full service operation began has been unprecedented. In the 

first full year of operation, the Hiawatha Line attracted 7.8 million rides, exceeding pre-

construction estimates by over 50%, and by October of 2005, ridership exceeded projections for 

2020. While in 2008, annual ridership totaled 10.2 million, a 12.3% increase from ridership in 

2007 and an average of 30,500 rides per weekday. By the end of the third quarter in 2009, 

average ridership has risen to 32,300 per day (American Public Transportation Association, 

2010).  

The results from a 2008 passenger survey found that among the top five reasons passengers 

chose to use the Hiawatha Line were: óconvenienceô (32%), óto save money on parkingô (30%), 
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ódo not own a carô (15%), ósave money on gasô (12%), and óenvironmental reasonsô (11%) . 

Other results from the survey indicated that nearly 80% of passengers indicated that óworkô or 

óschoolô was the primary purpose of their trip (Metro Transit, 2009).  Another surprising result 

from the survey indicated a significant increase in ridership among those 18 to 24 years old and 

those 24 to 35 since the last survey was completed in 2006 (Metro Transit, 2009).  

What is more, the Hiawatha line has also proven to be a powerful catalyst for development in an 

economically stagnant corridor dominated by large tracts of vacant and underutilized land 

(Metropolitan Council, 2009). Before construction of the line, planners predicted the areas within 

the half-mile walkshed surrounding the light rail corridor would draw about 7,000 new housing 

units by 2020. However, by the end of 2005, more than 5,400 units were already completed or 

under construction. Since 2000, 7,700 new units have been built, and as of April 2009, another 

6,750 units have been planned (Metropolitan Council, 2009).  These findings are corroborated in 

a recent study performed by Center for Transportation Studies at the University of Minnesota, 

which indicate that the Hiawatha Line is responsible for housing stock increases in excess of 

183% than would have normally been expected based on the control area, two areas located 

outside of the half-mile walkshed of the rail line (Goetz, Hagar, Hoang, Ko, & Matson, 2010).  

The positive effects of the rail line have been attributed to an increase of $47.1 million in 

residential property values between 2004 and 2007. Because of the presence of the rail line, on 

average property values for single and multi-family homes have increased by $5,000 and 

$15,500 respectively (Goetz et al., 2010). In addition, the findings from this study also indicate 

that the impacts of negative externalities, associated with the operation of the rail line, on 

properties values proximate to the line are substantially smaller than the positive effects derived 

from increased transit access (Goetz et al., 2010). According to data provided by Minnesota 

Department of Revenue to the Minneapolis Metropolitan Council, between 2000 and 2004, 

property prices in the corridor rose by 83% while average real estate prices in Minneapolis rose 

only by 61% (2006).  

This surge in redevelopment has not been unique to residential land uses. Existing businesses 

along the rail corridor have reported significant increases in activity and revenues as riders 

patronize venues near the stations (Metropolitan Council, 2009a). 
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Not only has light rail been shown to have a positive effect on area property values, it also 

possesses the ability to shape the type of development that occurs. In their research, Ding, 

Hopkins, and Knaap show that the increased property values brought about by light rail will 

ultimately discourage development of low-density commercial and residential areas and 

encourage high-density transportation-oriented development (2001).  

Conclusion 

The success of the Hiawatha Line has helped to spur regional economic development, drive 

urban infill development, and promote reinvestment in the central city, even before the start of 

operations (Marie, 2004).  Chairman Bell of the Metropolitan Council admits that, ñwe know 

that some of this growth would have happened without LRT [light rail transit]ébut the line 

supports growth by offering people an easy connection between where they live, work, and shop 

(Metropolitan Council, 2006).ò 

2.2.4: Stockholm, Sweden: Connecting Satellite Cities  

Background 

Stockholm is the capital city of Sweden with a population of over 720,000 residents. Half of the 

residents reside within the center city itself, while the other half of the population lives in 

planned satellite communities that surround the central core of Stockholm (Cervero, 1998).  

These satellite communities are all linked together by a radial system of rail lines.   

Today, about one-half of Stockholmôs population reaches their job by bus or train helping to 

make Stockholm one of the best examples of coordinated planning between rail transit and urban 

development in the world.  This feat is largely credited to the progressive minded city council 

members back in 1904.  It was on this year when Stockholmôs city council began to buy up land 

in planning for the cityôs future growth and expansion of the capital. This, coupled with the 

socialization of not only transit, but housing as well, laid the grounds for Sven Markeilusôs 

General Plan of 1945.  

Shortly after WWII, Markeilus, an urban planner, designed a set of satellite towns or ñNew 

Townsò for Stockholm (Cervero, 1998).  The goal of the ñNew Townsò was to create a balance 

of jobs and housing and by giving industries and companyôs tax incentives.  Markeilus also had 
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what he called his ñrule of halfôsò in that he wanted half the workers to come from new towns 

and the other half from elsewhere (Cervero, 1998).  The residents of new towns would get to and 

from these jobs on the regional rail star shaped system called the Tunnelbana (Cervero, 1998).   

Transit Features 

Within Stockholm, the Tunnelbana connects the satellite communities to the central city.  The 

system is 68miles in length and has approximately 100-stations, centrally located within each 

communityôs town center making it easily accessible for commuters to walk or bike to the train 

(Cervero, 1998).   For Stockholm and its surrounding satellite communities, the most popular 

choice for commuting to work is overwhelmingly public transit. However general, non-

commuter, trip are still dominated by the automobile (Cervero, 1998).  

Measures of Success 

Since 1967, Stockholm has had a fully integrated transit system including busses, tramways, and 

metro services.  These supporting systems have been coordinated by the Stockholm city council 

to ensure an efficient and cooperative multimodal system.  Today Stockholm has one of the 

highest work trip modal splits in Europe with an average of 325 transit boardingôs per person a 

year (Cervero, 1998).  In recent years the city has even experienced a decline in automobile use 

(Cervero, 1998). Some of this success is due to the way the rail lines and cities were constructed.  

Almost all of the rail stations are located in the city centers of the new towns; a car free location 

that is easily accessible by most residents.  Some of the other successes of the system are 

attributed to the appreciation of environmentally sustainable transport.  The environmentally 

conscious citizens of the city appreciate that taking the rail is much better for the environment 

than it would be for everyone to drive their own car.  This joined with the high of cost cars taxes, 

car registration, and fuel prices have given most people incentive to use the less costly transit 

system (approximately $1.50 per trip). 

2.2.5: Copenhagen, Denmark: Transit Managing Growth 

Background 

In 1947, the ñFinger Plan was adopted by Copenhagen as the new way of connecting the city to 

the outlying satellite municipalities (Cervero, 1998).  Extending from the central city, 5 rail lines 

were to be laid out to encourage development in certain areas while the green areas or ñwedgesò 
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in-between each line were to consist of preserved woodlands, farms and other recreational 

spaces. 

Over the years, several departments have been in charge of the planning process but thanks to a 

series of checks and balances, the entire system has remained well coordinated.  There are two 

major transit systems within the finger plan, the DSB (Danish State Railway) which operates the 

railways, and the HT (Hovedstadsomradets Trafikselskab) that handles the bus system (Cervero, 

1998).  The Government of Denmark has been doing what it can to shape the land policy so that 

development will occur within 1 Km catchments of established rail stops.  Although they do not 

carry the force of the law, they hope developers will conform to state preferred development 

patterns. Although there are no real incentives given to the developers for providing development 

within the requested distance, developers have been more likely to naturally build within transit 

stop adjacent areas due to high market demand. In addition the National Ministry of the 

Environment maintains the authority to veto any development that they deem harmful or 

destructive to their overall goals of keeping land as pristine as possible (Cervero, 1998).  This 

acts as a powerful growth management tool as the national agency is likely to veto new 

development which encroaches upon existing green spaces.  

To keep the City plan up to date, twelve year planning horizons are redrafted every four years.  

These plans include goals such as: maintain strict urban zoning, reduce travel distances and 

times, minimize travel congestion in the central city, provide commerce industries with suitable 

locations in relation to labor supplies, and keep a balance between developed land and open 

space. 

In 1973, new thinking almost created a system of roadways between the fingers and through the 

green spaces.  This plan was immediately dismissed due to the oil embargo and subsequent 

increasing gas prices; as well as the local public will to see green spaces preserved. (Cervero, 

1998) 

Transit Features 

As stated above, there are two major transit systems within the finger plan, the DSB (Danish 

State Railway) which operates the railways, and the HT (Hovedstadsomradets Trafikselskab) that 

handles the bus system.  Almost every town has central walkways that lead to the train stations. 
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People who live further out may make use of a series of buses that will take them to the train 

stations or across a wedge.  Every finger line has several satellite towns located along its path 

that are all connected to central Copenhagen.  

Measures of Success 

Although today there are six times as many car free zones in Copenhagen compared to 1962, car 

ownership is on the rise due to a decrease in the cost of cars, a drastic decrease in fuel prices 

(until a slight rise in 2003), and a heavy rise in mass transit fares (Vuk, Hansen and Fox 2009).  

But, tactics are in the works to revitalize the finger plan to reverse this trend.   

Traditionally, walkers and bicyclist are the main feeders to rail lines.  Bikes in particular have 

been on the rise (65%) from 1970-1995; and bike lanes have increased from 210 to 300Km over 

the same period of time (Cervero, 1998).  In 1995, Copenhagen instituted the ñCity Bikeò 

movement where for 20 Krone (about $3.70 USD) you can rent a bike and ride it around town 

and return it to a designated station. (Cervero, 1998)   

2.2.6: Portland, Oregon: A Model for the Nation 

Background 

Portland, Oregon is the third most populous city in the Pacific Northwest, having over 582,100 

persons living in the city proper and over 2 million living in the Portland Metropolitan Area 

(Portland State University, 2009). This progressive municipality is heavily known for its land-

use planning, regional-government, high building density initiatives, investments in mass transit, 

and as being the second most ñgreenò city in the world (Sheppard, 2007).  Because of the cityôs 

dense urban form and impressive transit system many Portlanders have lived their lives contently 

without the use of automobiles.  

Transit Features 

The conceptualization of the Portlandôs light rail system began in the 1970s, leading to the first 

phase completion in the mid-1980s, and to the expansion of rail lengths and services through the 

1990ôs/2000ôs.  There are four models of cars used on the MAX (Metropolitan Area Express) rail 

line.  The original car, that is still used today, was manufactured by Bombardier in the mid-

1980ôs (The Oregonian, 1983).  Since 1997 the cars manufacturer has switched to Siemens due 
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to their models addition of digital readerboards, slightly more open floor space, and a low-floor 

design that makes it accessible to handicap persons, among other advantages (Vantuono, 1993).   

The typical car can sit 64 persons and hold 166 standing passengers if we assume there are 4 

standing passengers per square meter (TriMet, 2009b).  Currently the MAX line has 127 cars 

with each train only having one to two cars lengths (90 feet long) so as to not hinder intersections 

along Portlandôs relatively small 200-ft downtown blocks (TriMet, 2009b).   

Along Portlandôs 52.4 miles of light rail track are 84 stations (TriMet, 2009a).  In some areas the 

light rail runs on surface streets, in other areas the trains have their own right-of-way (generally 

either along freeways, on former freight railroad lines, or in street medians).  Also in downtown 

Portland the trains run in reserved lanes closed to other motorized vehicles.  Overall, the light rail 

trains average 19.6 mph along their routes (TriMet, 2009c).  

Measures of Success 

According to the U.S. Transportation Secretary, Ray LaHood, Portlandôs light rail system should 

be the model for the nation (Rivera, 2009).  This is because the MAX light rail usually boards 

between 105,000 and 112,000 persons per day along its four running lines (TriMet, 2009a).  

Here the light rail carries 26% of all rush-hour commuters traveling in the Sunset Highway and 

Banfield Freeway corridors (Becwar, 2006).  

Portlandôs light rail system is also highly successful due to the exceptional integration of the line 

with other forms of transit, such as bus lines, bike lanes, streetcar routes, and the cityôs commuter 

rail.  This system has thus created an extensive network of non-personal automobile travel, 

which in 2005, made up the 13% of Portlanders who took some form of mass transit for their 

daily commute (U.S. Census Bureau, 2007).   

Conclusion  

Portlandôs well-built urban form, fierce regulations, and immense public/private capital 

investments supports their light rail system in a way that Tallahassee, Florida currently cannot 

offer.  With this being said, Tallahassee could start developing the type of urban layout, 

incentives, and regulations that would provide the environment needed to successfully support 

light rail.  Portlandôs constantly improving transit system and planning efforts should thus be 

considered a model for Tallahassee, Florida. 
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2.2.7: Champaign-Urbana: A Parallel Project in Illinois 

Background 

The Champaign-Urbana metropolitan area of Illinois is currently in the planning process of 

implementing a new light rail system.  The Champaign-Urbana metropolitan area is home to 

over 200,000 people and is the location of the state of Illinoisô flagship university, the University 

of Illin ois at Champaign-Urbana.  The population size and location of a major state university 

makes the area very similar to Tallahassee, Florida where the cityôs population is under 200,000, 

but the metropolitan area is well over 300,000.  

Transit Features 

The Champaign-Urbana Mass Transit District is the agency leading the push for light rail.  The 

light rail project saw its biggest gains in feasibility in the early 2000s.  At that point in time they 

were seeking a fixed guideway system of rubber tire cars that would be kept on a set path by a 

single steel rail in the street.  The system was to be powered by overhead electric cables.  As part 

of the campaign, they used their own case studies demonstrating the success of places such as 

Portland, Oregon and similar sized cities in Europe.  Another big push in their campaign was the 

discussion of potential redevelopment and improvement sites around the city.  They envisioned 

economic stimulus to the downtown including new housing, shopping and overall vitality.  

Along with the boost to downtown, they envisioned a remodeling of a failing mall and 

streetscaped roads that would further improve the livability of the area (Champaign-Urbana, 

2010). 

Measures of Success 

The project coordinators of the light rail plan in Champaign-Urbana have set three goals for the 

project.  The first goal is to meet the Champaign-Urbana Improvement Goals, which includes 

maintaining and increasing jobs and residences around existing centers; providing attractive, 

modern, high-quality transit amenities and service; and reduce traffic conflicts and safety 

hazards.  The second goal is to increase transit usage with more transit riders and higher transit 

share of work trips.  The third goal is to improve the Mass Transit Districtôs cost efficiency and 

effectiveness with more passengers per service hour and increasing federal and user contribution 

to costs (Champaign-Urbana, 2010). 
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As a result of the current economic climate, progress has been halted for the Champaign-Urbana 

project at the alternatives analysis phase.  While this is still a relatively early stage in the process, 

support is still strong, but efforts are being taken in more economically reliable methods of mass 

transit like improved and expanded bus service (Champaign-Urbana, 2010). 

2.2.8: Buffalo, New York: Transit in Decline 

Background 

Buffalo, New York is a city in decline.  As with many of the formally prodigious industrial cities 

of the northeast, Buffalo has seen a steady decline in its population in recent decades, joining the 

ranks of what is popularly known as ñThe Rust Beltò.  Currently the population of the City of 

Buffalo stands at approximately 270,000 people.  This notes a sharp decline from the citiesô peak 

population of 580,000 in 1950 (U.S. Census Bureau, 2009). 

Today Buffalo is home to eight higher education institutions including SUNY Buffalo, a 

university of almost 30,000 students.  In addition, Buffalo is also home to several large banking 

offices and 2 major league sports teams.  

Transit Features 

The light rail transit line in Buffalo, commonly referred to as Buffalo Metro Rail, runs for 6.4 

miles down the main street of downtown Buffalo and into the SUNY Buffalo campus.  The route 

also passes by HSBC arena (the home of the cityôs National Hockey League team), popular 

downtown plazas, and two regional hospitals (NFTA Metro, 2009).  The trains in use are rigid 

body light rail vehicles.  The line itself operates both above and below ground at certain points 

using a standard steel track and above car electrification (NFTA Metro, 2009).  Most of the line 

is run as a high speed electric subway. 

Measures of Success 

While originally intended as a large multi-phase project the system was cut short after 

completion of the first line in 1986. With just the single line in place the rail line was soon 

viewed as more of an attraction than an integrated portion of the regional transit system.  Despite 

high hopes the line also failed to combat the downtown economic slump, failing to encourage 

much new development in the surrounding area.   
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The failures of this line can be attributed two main causes, the natural decline of the city, and the 

failure of the local transportation authority to complete the additional phases of the line.   

As it stands today, the Buffalo light rail line stands largely independent of a well integrated 

public transportation infrastructure.  As such, it services a select population and is incapable of 

offering an efficient solution to personal transportation.      

2.2.9: Charlotte, North Carolina: Building in Sprawl  

Background 

Located well inland of the coast and just north of the South Carolina border, Charlotte is the 

largest city in state of North Carolina. Within the last two decades the city has seen an immense 

amount of growth turning it into a booming southern metropolis.  Originally established as a 

prominent east coast freight rail hub, Charlotte is now one of the largest banking headquarters in 

the country. The city currently has a population of approximately 687,000 and a metropolitan 

statistical area population of approximately of 1.5 million (U.S. Census Bureau, 2009).  

The large scale horizontal development that has occurred within the last three decades has been 

typical of American post WWII growth.  Despite the thriving banking industry downtown, 

Charlotte has fallen victim to large scale urban sprawl.  This trend in development has been 

exacerbated by the expansive growth boundary permitted by the city planning board.  The cityôs 

predominant urban form, outside of the downtown area, is one of segregated land uses mostly 

consisting of low density residential and strip mall retail. 

Transit Features 

Opened in 2007, Charlotteôs light rail system, known as LYNX, runs on a single line for 9.6 

miles between the center city and number of the outlying suburban neighborhoods (LYNX Blue 

Line, 2009).  The system runs articulated light rail cars, seating 68 persons per vehicle with 

standing room for an additional 150 passengers (LYNX Blue Line, 2009).  The main passenger 

feeders to the system are the seven park and ride stations located on the southern edge of the line.  

In addition the system is also integrated into the city bus and trolley service creating a more 

complex multimodal district in the center city.   
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The light rail system is planned as a two phase project, with the second phase of the project 

expanding the total route length to 14 miles, bringing the line out the University of North 

Carolina- Charlotte (LYNX Blue Line, 2009).  In addition to this expansion the city is also 

making plans to add a commuter rail service which will connect to the LYNX system creating a 

regional rail transportation infrastructure. 

Measures of Success 

The LYNX system has current average daily ridership of around 17,000 passengers.  Given that 

the expected daily ridership was only just over 18,000 after the completion of phase II in 2025, 

the system has been viewed by many as an early success.  However, there has been a great deal 

of controversy surrounding the system which provides fewer than 2% of daily commuter trips 

(CATS Metropolitan, 2006).  In addition costs for project have exceeded projections numerous 

times adding to the systems reputation as an ineffective money pit.  

2.2.10: Ft. Lauderdale: An Upcoming Line 

Background 

While Ft. Lauderdale does differ greatly from Tallahassee in population and built form, the 

project still maintains similar important attributes, the most notable of which being their home 

state.  The City of Ft. Lauderdale itself is similar to Tallahassee in population with only a few 

thousand more people, but what make it so much different is that its metro population is 15 times 

that of Tallahassee.  This is because it is located in south Florida and sandwiched between Miami 

and West Palm Beach in an area that is often considered to be built out.  What makes it a good 

comparison is the policy requirements and issues stemming from the state. 

Transit Features 

The proposed line, dubbed ñThe Waveò is expected to be around 2.7 miles long with 10 stops.  

The line will be powered by overhead electric wires and will run on two steel tracts.  Other 

technical features include solar powered stations that have real time information about train 

arrival times.  Along with streetscaping and improvements, traffic signal prioritization would 

also be done to expedite the trainsô travel time.  The system would serve several residential 

neighborhoods, a regional hospital, state and local government offices, and downtown.  The 

system would be complimented with bus connections to the Ft. Lauderdale/Hollywood 
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International Airport and the Tri-Rail which connects West Palm Beach to Miami (Wave 

Streetcar, 2010). 

Measures of Success 

Planning coordinators for the light rail project in Ft Lauderdale, Florida have several factors that 

they plan to look to when evaluating the level of success of the project. The first of these would 

be the creation of numerous construction jobs during the building process with an additional 50 

full time positions for operators of the light rail line.  They also hope to encourage private 

investment and redevelopment to areas around the route in the form of new housing, shops, 

restaurants and retail, once more encouraging job creation in the area.  The project aims to 

provide connections to many of the downtownôs major points of interest as well as the regional 

transportation network.  It is also hoped that the line will encourage growth in the urban core and 

not in surrounding neighborhoods.  Ultimately, coordinators would like the success of the project 

to be so great that it spurs the development of similar rail projects within the region, creating a 

series of transit oriented communities in South Florida (Wave Streetcar, 2010). 

2.2.11: Lessons Learned 

There are many lessons to be learned from researching successful and unsuccessful light-rail 

projects.  The following is an overview of the main three lessons learned from the case studies.   

Based on the case studies a longer track length does not necessarily mean that daily ridership 

numbers will always increase.  The New Orleans light-rail system consists of three rail lines that 

equal a total distance of 21.5 miles and have a ridership of 10,700 persons per day.  Charlotte 

(9.6 miles; 17,000 daily ridership), Seattle (15.6 miles; 21,000 daily ridership), and Minneapolis 

(12.3 miles; 32,300 daily ridership) all have substantially less track than New Orleans but 

produce higher numbers of daily ridership.  Even though there are many contributing factors 

toward this phenomenon, the prominent reason for New Orleansô less effective system is because 

the majority of the rail line travels through low density areas estimated around two to five units 

per acre.  

While the population of Tallahassee falls far short of any implemented lines covered within this 

section, passenger ridership estimates can still be made on other factors. These include 
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population density along the line, route length, and stop characteristics. Comparing these features 

amongst the case studies presented above, the tally-go system can expect to see a daily ridership 

between 10,000 and 15,000 within the first few years of operation.  

In most instances, the more people transit can move per vehicle, per hour and/or per mile of 

service, the more effective it is.  Therefore the denser the concentration of persons located 

around by the systemôs stops, the more productive the light-rail will be.  Using this hypothesis, 

with everything else held consistent, we could say that in theory a track length of one mile with 

an average density of 15 dwelling units per acre is more effective than a five mile route with an 

average density of 2 dwelling units per acre.  Not only is this more active in terms of moving 

persons but also much more cost effective. 

This leads us to our first lesson learned, that high residential density is a critical land 

use/development factor needed to make the light-rail system effective.  Excluding Champaign-

Urbana, Tallahassee has a considerably smaller city population and metropolitan population than 

the other case studies.  Tallahassee also has a much smaller and less vibrant downtown core than 

the other case studies.  Because of these differing factors the proposed light-rail system for 

Tallahassee needs to capitalize on proposing the routes along existing and future high density 

residential development.    

With high density being a necessary requirement at the start of any successful route, high density 

also needs to be a requirement at the passengerôs travel destination.  This leads us to our second 

lesson learned, that high employment/activity density is a critical land use/development factor 

needed to successfully implement the transit system.  One reason many of the case studies were 

so effective was that the riders had a centralized location of somewhere they needed to be, 

largely in the form of employment centers, popular destinations, and colleges/universities.   

Tallahassee has an advantage of having two large state universities and relatively close distance 

to Tallahasseeôs downtown.  As seen with the other case studies, students are a great source of 

potential transit ridership, therefore it is essential for both universities to be included in the 

proposed light-rail route.  In regards to centralized employment centers and major destinations, 

downtown Tallahassee is not as robust as many other cities and does not have the same caliber 

destinations as New Orleansô major convention centers and Minneapolisôs Mall of America/ 
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international airport.  To compensate for this Tallahassee should start putting more focus on 

economic incentives for centralized development initiatives.  

The last major lesson learned was that parking policy, regulations, and costs provide the extra 

needed ñpull and pushò for many persons to consider rail as an efficient transportation option.  In 

our case studies it was stated that 30% of Minneapolis riders took light-rail to save money on 

downtown parking, that in Stockholm there are high taxes on cars, and that many areas of 

Portland, Stockholm, and Copenhagen have car free zones.  Also Charlotte, a sprawling area like 

Tallahassee, has made heavy use of park-and-rides to ensure their systems popularity for their 

suburban residents.  These parking considerations and others need to be incorporated into 

Tallahasseeôs light-rail landscape to ensure the successful implementation of the route.   
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Section 3.0: Planning 

The final route selection process began upon completion of the existing conditions assessment 

and the case studies.  Keeping in mind the theoretical principles upon which the project was 

based, in depth geospatial, statistical, and urban form analysis was conducted to determine the 

areas of Tallahassee ripest for light rail transit based redevelopment.    

3.1: The Application of Theory 

To create the sustainable urban form described by the projectôs theoretical justification, the city 

will need to drastically increase built density along the proposed corridors.  Given the expected 

rate of growth, and state of the existing infrastructure, these changes will be more easily made in 

some areas than in others.  The ideal construction will thus integrate clusters of dense residential 

developments of at least 12 dwelling units per acre at several points along all arms of the route.  

These residential developments will act to bring in passengers to existing high traffic locations 

(Florida State University, Florida A&M University, Downtown, the Capital Complex, Governors 

Square Mall, Tallahassee Mall, Publix Supermarket).  As many of these areas have already 

established fair pedestrian levels of service the line will build off of the cityôs existing pedestrian 

oriented developments, allowing riders to feel at ease walking around once theyôve arrived at 

their final destinations.   

The route also attempts to provide for access to as many critical locations as possible allowing 

the community to feel less dependent on personal transportation.  Once more the integration of a 

variety of land uses varies the potential use of the rail from person to person.  This was done to 

attract the largest possible ridership counts.  In the future, once proper legislation has been 

passed, dense multi use development will grow around stops, recentralizing activity into the 

urban core.  This will act as a driver for downtown revitalization creating a vibrant city center. 

3.2: Susceptibility to Change 

According to projections from the Capitol Region Transportation Authority, Leon County can 

expect an additional 52,408 residents on top of its current 274,892 by 2030 (Tedder, 2009).  At 

the current persons per household rate of 2.31, an additional 22,687 units will be needed to 
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accommodate for future growth.  Given the preferred density of transit oriented development 

(absolute minimum of 10 dwelling units per acre) the amount of land consumed by 

redevelopment would easily fall short of the amount of land captured within a half mile walk 

shed of a 9 mile + transit line.  Given the availability of redevelopment areas, it is the projectôs 

aims to focus growth into those areas with the highest susceptibility to change so as to come 

against the least possible resistance. 

Although additional growth is expected to be drawn from outlying areas (See Section 3.4), the 

project assumes that population gains will still fail to create an excessive strain on land 

availability within a corridorôs half mile walkshed.  This assumption is made upon the premise 

that not all expected city growth will occur within the target area, and that attracted growth from 

outlying areas will most likely fail to overwhelm this discrepancy.  

3.2.1: Methodology 

The susceptibility to change map was created in order to identify areas within the half-mile 

buffer of the transit line that, given the implementation of the rail line, would be most suited for 

redevelopment and rehabilitation efforts. Information from thirteen datasets was utilized to 

categorically evaluate and score parcels based on a criteria weighting system devised by the 

research team. The scoring system devised by the research team was based on a 5-point un-

weighted evaluation matrix. Parcels with the strongest perceived likelihoods to change within a 

category were assigned a score of ó5ô while, conversely, parcels demonstrating a low 

susceptibility to change were assigned the lowest positive value of ó1ô. Furthermore, during the 

research phase of this section, the research team identified parcel characteristics that could either 

hamper the redevelopment process or were simply not suited for redevelopment. In order to shift 

redevelopment initiatives to more suitable areas along the proposed route line, the research team 

assigned a default score of ó0ô to these parcels. Parcel scores were then aggregated and the total 

was graphically displayed using ArcGIS.  The summary of the assigned scores will be presented 

in Tables 3.1 and 3.2 
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Table 3.2: Multi -Score Susceptibility to Change Indices 

Evaluation Criteria Score Notes: 

Distance to Rail Line:     

  Parcel Centroids <0.25 mile 4   

  
Parcel Centroids 0.25< x <0.50 

mile 
3   

Parcel Land Use:     

  Residential 2   

  Shopping, Business, or Trade 5   

  
Industrial, Manufacturing, and 

Waste 
3   

  
Social, Institutional, or 

Infrastructure 
1 

School property= aggregate parcel 

score defaults to '0' 

  Mass Assembly of People 1   

  Leisure Activities 0 Aggregate parcel score defaults to '0' 

  Vacant 5   

Parcel Parking Lot Size  (sq ft):     

  0-5,000.00 1   

  5,000.01-10,000.00  2   

  10,000.01-100,000.00 3   

  100,000.01-600,000.00  4   

  600,000.01-2,000,000.00  5   

Property Value per Acre:     

  $1.00-$232,539.00  5   

  $232,539.01-$994,831.00  4   

  $994,831.01-$4,282,651.00  3   

  $4,282,651.01-$9,548,501.00  2   

  $9,548,501.01-$19,018,783.00 1   

Table 3.1: Single Score Susceptibility to Change Indices  

Evaluation Criteria Score Notes: 

Brownfield Classification: 3   

Community Redevelopment District (CRD): 3   

Multimodal Transportation District 

(MMTD):  
5   

DOS Historical Register: 0 Aggregate parcel score defaults to '0' 

Historical Overlay District: 0 Aggregate parcel score defaults to '0' 

100 Year Flood Plain 0 Aggregate parcel score defaults to '0' 

Canopy Roads -5 
 

Note: Scores range from 0-5. ó5ô indicates the highest susceptibility to change, while ó1ô indicates the weakest 

susceptibility to change. ó0ô indicates the lack of susceptibility to change.  A negative value indicates a reduction in 

the susceptibility to change. 
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Building Age:     

  Pre 1940 2   

  1941-1989 4   

  1990-1999 3   

  2000-present 2   

Soil Drainage:  
  

 
óExcessively Drainedô 5 

 

 
óWell Drainedô 4 

 

 
óModerately Well Drainedô 3 

 

 
óSomewhat Poorly Drainedô 2 

 

 
óPoorly Drainedô 1 

 
*Scores range from 0-5. ó5ô indicates the highest susceptibility to change, while ó1ô indicates the weakest susceptibility to change. 

ó0ô indicates the lack of susceptibility to change.  A negative value indicates a reduction in the susceptibility to change. 

 

3.2.1: Criteria Justification 

Brownfields: 

A brownfield is a parcel of land and component structures that are known to be or perceived to 

be contaminated that are underutilized or simply not used by the public. Simons estimates that 

brownfields account for 5-10% of urban land area in the United States which tend to concentrate 

in former industrial districts (1998). Depending on the designation by the municipal government 

or the level of contamination, a brownfields designation can be tied to an individual parcel or 

span a range of parcels in an urban area (Towers, 1995). Decontamination of these sites can 

reduce health hazards as well as aid in local neighborhood rehabilitation efforts by attracting 

jobs, ratables, housing opportunities, and opportunities for open space (Greenberg et al, 2001). 

Therefore, the research team considered parcels that were contained within a brownfield 

designation to be an advantageous factor in a redevelopment initiative. 

Land Use:  

The land use classification of parcels was taken into consideration for its redevelopment score. 

According to Goetz et. al, despite limited research on the impact of light rail on surrounding land 

use patterns, observed changes in land use near established light rail systems have been typically 

slow to change (2010). Therefore, the research team decided to assign values based on the 

current redevelopment potential of a given parcel. Under-utilized and vacant parcels as well as 



Tallahassee Light Rail: A Transit Feasibility Study in Floridaôs Capital City  

 

Laviña, Miller, Mowbray, Reeves, Tully, & Wickham: Land Use Consultants  4 8  |  P a g e 

parcels with existing commercial land uses received higher scores than parcels supporting 

current infrastructure or providing leisure or recreation opportunities.  

Building Age:  

The research team included structure age to be a contributing factor to the redevelopment 

potential of a parcel. Older structures are more likely to experience redevelopment pressure as 

surrounding property values increase as they typically do not maximize the developable square 

footage of the parcel (Puszkin-Chevlin, & Esnard). This pressure for older structures to develop, 

coupled with the time horizon of 2030 for the implementation of this project, spurred the 

research team to assign higher scores to older structures and lower scores to more contemporary 

structures. However, the research team believed that the historical and cultural merit of structures 

built before 1940 would provide a disincentive for redevelopment to occur. Therefore, these 

structures were awarded a score of ó2ô.   

100-year Floodplain:  

Proximity to the 100-year floodplain was viewed to be a strong detractor to the overall aggregate 

susceptibility to change score of a parcel. A 100-year floodplain designation indicates that 

parcels contained within the extent of the zone have a one percent chance of being affected by a 

flood that exceeds normal flood stage (Pielke, 1999). The potential for flooding damage to 

impact these areas resulted in a default scoring of ó0ô. Despite any positive scoring from the 

other evaluation criteria, the potential risk to the health, safety, and welfare of future residents as 

well as potential impact to the investment potential of the area perceived by the research team 

provided sufficient evidence that more appropriate redevelopment opportunities existed 

elsewhere within the project area.  

Proximity to Rail Line: 

The research team viewed the relative location of a given parcel to the proposed rail line to be a 

strong contributor to the redevelopment potential of a given parcel. Parcel scores increased with 

increased proximity to the proposed route line and decreased with distance. These distances from 

the route line are treated as the ówalkshedsô for the route line, or the ranges in which passengers 

are willing to walk to a transit stop. Therefore, parcels located within the quarter-mile buffer 

created around the route line received higher scores than those located outside of the quarter-mile 



Tallahassee Light Rail: A Transit Feasibility Study in Floridaôs Capital City  

 

Laviña, Miller, Mowbray, Reeves, Tully, & Wickham: Land Use Consultants  4 9  |  P a g e 

buffer but within the half-mile buffer. Research findings from Cevero and Lee justify this 

reasoning in that sites located within one quarter-mile of a rail line historically demonstrate 

higher rates of transit use than between one-quarter mile and one-half mile (2007).  

Historical District Overlays: 

Tallahassee has a rich and storied heritage which is reflected in its built environment. In order to 

preserve the historical resources of the community, the City of Tallahassee has implemented an 

array of historical preservation overlay zones throughout the downtown area. As stated in the 

land development code of Tallahassee zoning ordinances, these preservation districts carry 

special development restrictions in order to prevent incongruous development from occurring 

within historical areas (Historical Preservation Overlay and National Register of Historic 

Properties Overlay District (HPO), 2009). The restrictive development policies tied to these 

zones were viewed by the research team as prohibitive to future potential light rail development 

and redevelopment opportunities. Therefore, a default score of ó0ô was assigned to all aggregate 

scores for parcels located within these overlay districts.  

DOS National Historic Register: 

Like historical overlay districts, parcels listed with the Department of State Historical Resources 

Division carry the same weight of development restrictions that prevent alteration or impact to 

the listed structure as stipulated in the zoning ordinances of the City of Tallahassee (Historical 

Preservation Overlay and National Register of Historic Properties Overlay District (HPO), 

2009). As it is the goal of this project to ensure the sustainability and liveability of a community, 

the importance of preservation of historical resources is viewed by the research team to be an 

important goal. Therefore, all DOS listed parcels were given a default score of ó0ô to reflect the 

degree of importance these resources are to the community.  

Multimodal Transportation District (MMTD): 

The goal of the Multimodal Transportation District (MMTD) is to create a ñcity within a cityò 

where all commercial, recreational, and personal needs are met without utilizing a car 

(Tallahassee Leon-County Planning Department, 2008). This tool for redevelopment will help to 

encourage growth supportive of a pedestrian environmental as well as transit ridership. What is 

more, a mix of land uses will be encouraged within the district to help support transit ridership 
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and bring about a reduction in vehicle-miles traveled (Tallahassee Leon-County Planning 

Department, 2008). Taking into account the transit supportive goals of this district, the research 

team scored all parcels within the zone with a ó4ô. 

Community Redevelopment District (CRD): 

Created in 1998, the CRD consists of 1,890 acres of residential, commercial, and industrial land 

uses located in downtown Tallahassee (City of Tallahassee Community Redevelopment Agency, 

2009). Presently there are three zones covering Tallahassee: greater Frenchtown, Southside, and 

the Downtown area. Areas contained within these districts have exhibited conditions 

necessitating the need to rehabilitate, conserve, and redevelop (City of Tallahassee Community 

Redevelopment Agency, 2009). Redevelopment plans for these areas have been issued indicating 

the areas the City of Tallahassee will emphasize investment projects. Since the city will be 

reinvesting in these areas, the research team decided to assign a score of ó3ô indicating a 

moderate likelihood to redevelop. 

Parcel Value per Acre: 

The research team saw property value of a parcel to be a strong indicator of redevelopment 

potential. Due to outliers present in the range of parcel values in the identified half-mile 

walkshed of the route line, the research team decided to assess parcels based upon parcel value 

per acre. It was the intention of the research group that this decision would provide a more 

accurate indication of the value of the parcel and its susceptibility to change. Ranges of parcel 

values were then assessed a corresponding score. Parcels with high values per acre were viewed 

to be barriers to redevelopment, but their redevelopment potential is not eliminated entirely, 

therefore these parcels were assigned a value of ó1ô. Conversely, parcels with a low value per 

acre were assigned a score of ó5ô. Parcels falling between these extremes were assigned 

intermediate values of ó2ô, ó3ô, and ó4ô based upon natural breaks present in the dataset. 

Quantity of Parking Surface: 

The availability of parking to a given parcel was also viewed as a contributing factor to the 

susceptibility of a parcel to redevelop. Throughout Tallahassee there are many underutilized 

shopping centers with equally underutilized and expansive parking lots (i.e. Tallahassee Mall 

and, to an extent, Governors Square Mall). The research team saw a high redevelopment 
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potential in these areas. Not only does the potential exist for these lots to be utilized as future 

park-and-ride locations but also, if the parking area is of sufficient size, for redevelopment 

purposes on a greater scale, such as a mixed-used transit oriented development village (TOD).  

Drainage: 

Drainage is fundamental to urban living. In the context of urban environments, the effects of 

human activity and development can yield many challenges in terms of stormwater management. 

Factors such as soil compaction from foot and vehicular traffic, restriction of water movement, 

and extensive impervious surface coverage contribute to an environment not suited for natural 

infiltration and dispersion of surface runoff (Craul, 1985). In the context of the City of 

Tallahassee, extensive impervious surfaces combined with the low permeability of the clay rich 

soils of the area often result in high volumes of stormwater runoff (Bateman, Cox, & Livingston, 

2009). Therefore, in order to minimize the risk posed by urban flooding and high runoff volumes 

to the operation of the light rail system as well as any potential redevelopment efforts, the 

research team viewed well-drained areas to possess the higher levels of redevelopment potential.  

Canopy Roads: 

One of the defining natural characteristics of the City of Tallahassee is its network of live oak-

lined streets. The Tallahassee-Leon County Comprehensive Plan has designated land along these 

streets as special conservation areas known as óCanopy Roadsô (2009). In the effort to preserve 

the integrity of these resources, Section IV of the Comprehensive Plan stipulates that all areas 

within a 100 ft. buffer extending from the centerline of each roadway are to be protected from 

land clearing, unless: authorized for legal access (provided that no feasible alternatives exist), it 

serves a proper public purpose, or it will be used for linear sidewalk improvements (2009). 

Furthermore, the Comprehensive Plan indicates that development may only occur in the vicinity 

of these areas at densities consistent with the densities allowed by the existing land use category 

(2009). In terms of the redevelopment potential of these areas, the research team felt that 

although these growth restrictions may serve as a disincentive for future redevelopment efforts, 

the redevelopment potential of these areas is not entirely lost. Therefore, due to the restrictive 

development regulations tied to the 100ft buffer areas, the research team chose to assign a value 

of ó-5ô to each parcel that falls within these areas.  
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3.2.2: Results 

The highest densities of parcels with the highest susceptibilities to change were situated 

primarily within the quarter-mile walkshed of the route alignment. In total, the route services 

9,624 parcels within the half-mile walkshed. Of these, 8,123 were identified as areas where 

redevelopment has the potential to occur. In total, the analysis yielded 2,975.79 acres of non-

continuous developable acreage. The remaining 1,501 parcels and 1,970.32 acres within the half-

mile walkshed were ruled out as locations for redevelopment as the research team found that one 

or more characteristics of the parcel were incompatible with future redevelopment.  

As part of the map analysis, the research team identified an array of corridors possessing high 

concentrations of parcels with high redevelopment potential. The corridors identified were: 1) 

the western extent of Tennessee Street (Phase I), 2) North Monroe at Midtown on Lake Ella 

(Phase III), 3) Apalachee Parkway at Governorôs Square Mall (Phase I), 4) Bronough Street and 

Gains Street (Phase II), and lastly 5) the eastern half of FAMU campus on South Monroe Street 

(Phase II).  

Within these corridors, the research team identified five distinct regions where it is believed 

development is likely to occur. The identified areas in the analysis were: 1) the Tallahassee Mall, 

2) Lake Ella Plaza, 3) Governorôs Square Mall, 4) Southside Shopping Center, and 5) the Varsity 

Shopping Center / Towne South Shopping Center.  

The research team believes that the strategic locations of these sites at or near the terminus of 

each route arm would help to serve not only as growth centers for future redevelopment efforts 

that will help supply ridership for the route but also as entry points into the City of Tallahassee. 

Although parcels exist in the walksheds with equal or greater aggregate scores than those found 

in the aforementioned sites, it was their lack of adjacency to other high-scoring parcels that 

motivated the research team to eliminate them from possible selection. 
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Lastly, despite significant service coverage of the downtown and capital complex areas, many of 

these parcels were deemed as not suitable for redevelopment due to the historical nature and 

leisure activities present in the area. 
1
 

3.2.3: Limitations of Analysis 

While the TAZ data is well suited for transportation modeling purposes, it lacks certain attributes 

that are necessary for appropriate future redevelopment forecasts. Since the data contained 

within TAZs is limited to only basic population characteristics, (i.e. number of automobiles per 

household, number of persons per household, household size, etcé), and does not provide 

specific data regarding population age structure or demographic characteristics, it poses 

significant challenges to making conclusions about local population trends and residential 

preferences. Therefore, in order to make definitive conclusions regarding employment trends, 

population visual preferences, community infrastructure and service needs, and dwelling 

characteristics, more comprehensive data must be examined.  

 

Within this data, age cohort breakdowns should be considered an essential component. This 

would allow population forecasters to extract populations which are most prone to relocate along 

the transit corridor as certain age cohorts will be more likely to relocate within the urban core 

than others. Particular considerations should be given to school age populations. If school aged 

populations could not be accommodated within the corridor, due to a limitation on public school 

capacity, then population forecasters would be better able to predict which areas were most 

likely to be classified as ñsending zonesò. If public school facilities were inadequate within the 

transit corridor, forecasters would be able to anticipate the lack of families with school-aged 

children relocating to those areas. This could have significant implications regarding the types of 

housing being built along the corridor since households with school aged children have far 

different housing choice preferences than do households without. 

                                                           
1 For additional documentation of the results, please see the Susceptibility to Change Map in the companion map 

book document (Map 4.1).  
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3.3: Route Selection 

Following the conclusion of the data gathering phase and initial stages of a city-wide analysis, 

the research team began to explore areas within the City of Tallahassee that would benefit most 

from the implementation of a light rail system. The following section describes the design and 

evaluation processes utilized in the planning of the potential transit alignments.  

3.3.1: Methodology 

The research team began the route design process by first examining the overarching frameworks 

of light rail systems from a range of urban and regional contexts as well as their respective levels 

of success. The combined results from these examples were then used as an ideal model around 

which a set of goals for the proposed light rail line were later designed. During this process, 

results from the analysis of the existing conditions in the City of Tallahassee were considered in 

order to create a system that is representative of and contextually appropriate for the City of 

Tallahassee. Based upon these findings, a set of six project goals for the future light rail 

alignment, detailed below in  Table 3.1, were created that best represented the unique needs of 

the City of Tallahassee. 

 

Table 3.3: Project Goals Summary 

Goal 1 Enhance the liveability of the City of Tallahassee. 

Goal 2 Promote contextually appropriate development throughout the City of 

Tallahassee. 

Goal 3 Attract and maintain redevelopment opportunities throughout the City of 

Tallahassee. 

Goal 4 Increase the range of alternative transportation options for all Tallahassee 

citizens. 

Goal 5 Provide for future population growth in the City of Tallahassee. 

Goal 6 Increase economic and employment opportunities throughout the City of 

Tallahassee. 
 

Following the synthesis of the six system goals, the research team next compiled a set of major 

origins and destinations found in the City of Tallahassee. The intent of this step was to identify 

potential service corridors that would allow the greatest level of access to these locations. 

Furthermore, this step was used to identify anchor points for the potential route alignment. The 
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research team believes that by locating important local origins and destination points at the 

termini of the potential route line, not only would these locations serve as sources of passengers 

but also as entry points into the greater transit network of the city.  

One such category of anchor points considered by the research team was academic institutions.  

Higher education represented one of the primary driving factors in the design of the route and 

major considerations made by the research team. The three major academic centers in 

Tallahassee: the Florida State University, Florida Agricultural and Mechanical University, and 

Tallahassee Community College, as of fall 2009, had a combined student enrollment of 68,653. 

As addressed in Section 2.2.11, student populations often represent a large portion of daily 

ridership numbers in light rail systems and therefore, the research team believed the sizeable 

student population could feasibly constitute a major source of daily ridership for the route line.  

Therefore, the research team wanted to ensure that the route line adequately served the needs of 

students from all three institutions. 

Another category of anchor points considered by the research team was found in the ageing 

commercial developments located throughout the city. Above all developments considered, the 

research team agreed that the Tallahassee Mall and Governorôs Square Mall were areas that 

could not only offer additional ridership but also sites for future development to occur, further 

reinforcing their importance as route anchor points. Their expansive parking lots could 

potentially serve as sites for future transit oriented development projects as well as park and ride 

lots for the transit line. What is more, the potential for redevelopment or rehabilitation of the 

existing commercial infrastructure located on site also adds to the attractiveness of these sites to 

the research team. 

Lastly, as pointed out by Rabinovitz, one of the major considerations made by the research team 

stems from the inherent political nature of the planning process (2007). Rabinovitz has shown 

how both forces are inextricably linked and are equally responsible for the shaping of current and 

future urban forms (2007). Understanding this intimate relationship, the research team felt it 

necessary to provide service for the downtown and capital complex areas.  

Using these major sites as the termini for the route line, the research team then worked to 

identify routes linking these locations. Based upon these sites, three commercial and residential 
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corridors were identified: Tennessee Street, Monroe Street, and Apalachee Parkway. Not only 

did these corridors exhibit a mix of contemporary and ageing structures, in terms of the physical 

nature of their infrastructure, these corridors possessed some of the more expansive right of ways 

among the local streets contained within the bounds of the anchor points. This was viewed as 

highly desirable by the research team in that there would be ample space for the requisite light 

rail infrastructure without the need to significantly impact the existing built environment. What is 

more, a light rail alignment along these corridors would provide access to the range of minority 

populations located in various spatial regions in the City of Tallahassee. 

3.3.2: Challenges 

Throughout the route alignment design process, the research team was forced to contend with 

various challenges. A prominent dilemma faced was the issue with the flight of government from 

downtown Tallahassee. Located to the southwest of the City of Tallahassee lies Southwood a 

predominantly residential development designed utilizing aspects from New Urbanism and 

mixed used development practices. The master plan for the community provides for an on-site 

high density office park. In recent years, state agencies have vacated their downtown offices in 

favor of office buildings in Southwood. The research team was faced with the challenge of 

whether or not to provide service to this area. The potential benefits included increased ridership 

as well as potential government incentives; however, the research team felt that despite increased 

ridership potential, the additional capital required for the rail infrastructure far outweighed any 

perceived benefits. What is more, the research team felt that extending the route to Southwood 

would contribute to the already sprawling nature of the City of Tallahassee. 

3.3.3: Results and Final Selection 

The process of designing the most suitable route based on the context of the city yielded a range 

of results, in all; there were seven iterations of the light rail route. With each subsequent version 

of the route line, the research team had to ensure that the concerns that forced the route redesign 

were addressed in such a manner that the advantageous characteristics of the preceding route line 

were not compromised. However, in some instances, service was lost to certain destinations; 

however it is the hope of the research team that these reductions in service can be compensated 
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in the future through the implementation of feeder bus routes supportive of the main light rail 

line.  

It is the belief of the research team that the eighth and final route alignment exhibits the most 

desirable combination of: service to opportunities, accessibility, and redevelopment potential that 

will benefit the City of Tallahassee. Overall, the seventh route is 11.14 miles in length and 

provides service to over 9,624 parcels which are located within the half-mile walkshed.  The 

route directly serves: FSU and FAMU, both Tallahassee and Governorôs Square Mall, downtown 

Tallahassee, Frenchtown, 2 miles of Tennessee Street, and Apalachee Parkway to Governorôs 

Square Mall. 
2
 

Table 3.4: Route Characteristics Warranting a Redesign 

Route 

Number Justification: 

1 Misses downtown area and major development along North Monroe Street 

  Does not equally serve all areas of Tallahassee 

2 Lack of service along Apalachee Parkway and Governor's Square Mall 

  Lack of service to South Tallahassee 

3 Lengthy 

  Encourages Sprawl 

  No direct FSU campus service to academic buildings 

  FAMU line does not coincide with campus master plan 

4 No service to TCC 

  Reduced Service on Tennessee Street 

  Limited downtown service 

  Flooding concerns along southern approach to Apalachee Parkway 

  Slope and Grade Concerns on approach to Apalachee Parkway 

5 Slope and Grade Concerns on Railroad Avenue to FAMU 

  Long and convoluted 

6 Access problems to Apalachee Parkway 

  Minimal service to Tennessee Street 

7 Does not ease congestion on N. Monroe 

 
Does not service Northwood Plaza 

                                                           
2 For a detailed description of the extent of the current route, please consult the map book, the companion document 

to this report (Map 2.8). 
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3.4: Forecasting 

Working in conjunction with a transportation modeling group, a detailed population forecast was 

conducted to determine the geographic distribution of future populations within the areaôs greater 

transportation analysis region. Based upon the anticipated impacts of the Tally-Go project would 

have on future development patterns, much of the projected regional growth was reallocated to 

areas within the light rail corridor. 

3.4.1: Transportation Analysis Zones 

Transportation Analysis Zones (TAZs) are geographic units most often used in the modeling of 

transportation systems.  The size of a zone can vary from a single city block to thousands of 

acres.  Typically TAZs in inner city areas are smaller than those in the exurbs and rural areas.  

The physical boundaries are constructed based on the same boundaries used in census blocks.  

This is done so that social and economic data can easily be matched up from census data to 

TAZs.  Important information contained within a TAZ includes:  number of households, average 

household size, number of automobiles per household, and employment information (Miller and 

Shih-Lung, 2001). 

Capital Regional Transportation Analysis Zones 

The Capital Region Transportation Analysis Zones are a compilation of the entirety of Leon, 

Wakulla, and Gadsden Counties in north Florida.  The Capital Region Transportation Planning 

Agency (CRTPA), located in Tallahassee, Florida is tasked with the creation and maintenance of 

the Capital Region Transportation Analysis Zones and is the agency that provided the TAZ data.  

The TAZ data being used has a base year of 2003 and a projected year of 2030.  Over that time 

period CRTPA forecasted that the tri-county region would see a total increase of 107,320 people, 

48,805 dwelling units and 54,051 jobs.  This growth is projected over the 2,095 TAZs located in 

the region based on policy, planned growth and expected growth. The information contained in 

the TAZ data was used by the transportation modeling studio to understand current drivers of 

growth, absent of the light rail line. These figures were then manipulated by the land use group 

to fit the projected impacts the light rail project would have on future development trends.  
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3.4.2: The Need to Reshape Growth 

While the TAZ data collected from CRTPA is enough to model the current route under expected 

growth without a light rail system, it fails to take into account the impacts that rail, and its 

associated policies, will have on development patterns.  As one of the goals of this project is to 

further show the feasibility and benefits of light rail in Tallahassee, manipulated growth figures 

were  redistributed in a way that took into account both the natural and policy drivers which aim 

to reshape growth around the proposed line.  ñNaturalò drivers for the reallocation of growth 

included the myriad of benefits future populations would appreciate by locating within the Tally-

Go walkshed.  These included the aesthetic attractiveness of pedestrian oriented developments, 

ease of transportation and location proximity to vibrant areas. Policy drivers will be discussed in 

more detail within Sections 5 and 6. Typically, ñnaturalò drivers can only be expected to account 

for as much as four percent of the redistribution, while policy drivers are actually the primary 

cause behind the redistribution. 

3.4.3: Methodology 

The three primary factors used to model the current route were projected population, number of 

dwelling units, and employment. These projected figures were manipulated by extracting figures 

from the three categories from TAZs where growth is forecasted to occur and adding those 

extracted numbers to TAZs along the current route.  While the location of growth has been 

rearranged, the overall change in projected population, number of dwelling units, and 

employment has remained constant.  It is important to keep in mind that the population, dwelling 

unit, and employment figures being rearranged are the new figures added after the 2003 base 

year data.  A detailed description of the process taken to reallocate growth is explained below. 

Changes from 2003 to 2030 

The first step in the process of reallocating growth was to determine exactly how much of each 

factor (population, number of dwelling units, and employment) within the 2,095 TAZs would 

change from 2003 to 2030.  In detail, these variables included change in single family 

population, multi-family population, single family dwelling units, multi-family dwelling units, 

and employment in industrial, commercial and service sectors.  These changes were then mapped 

so that they could be analyzed in a spatial representation.   
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Extraction TAZ Selection 

The process of determining which TAZs were most ripe for extracting population, dwelling 

units, and employment was based on the spatial reference map that showed the change in single 

family dwelling units.  The decision to use the change in single family dwelling units was based 

on two principles. First, the consideration that most housing built in areas outside of the City of 

Tallahassee, and in the tri-county area, are more likely to be low density, single family 

residential than higher density, multi-family residential. The second principle was that 

population would be proportional to dwelling units, which is roughly in line with regional 

averages of 2.3 persons per dwelling unit. This allowed the analysis to capture two of the three 

primary factors used in modeling the current route by simply studying the spatial distribution of 

a single feature.  

Figure 3.1: TAZ óExtractô Zones 
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In total, 95 TAZs were discovered to be ripe for growth extraction.  Selection of those 95 out of 

2,095 TAZs was based upon several factors. First, TAZôs were located outside the City of 

Tallahassee in areas of green field development. This was done in support of the growth 

management principles which have acted as cornerstones of the project. Second, commuter 

neighborhoods which were known to feed into Tallahassee from outside the Urban Service Area 

(USA) were targeted. This was done under the assumption that populations from known 

commuter areas would be incentivized to move within the city limits by the policy changes 

outlined in Sections 5 and 6. This means that TAZs in areas such as small towns were not 

selected to have growth extracted from them. A final consideration for the likelihood of 

extracting growth from a TAZ was its location to special features such as parks and bodies of 

water.  It was assumed that the desire to live near such features outweighed any likely policy 

control or benefit received by having a light rail line. A full list of the 95 TAZs selected is in 

Table A.1 of Technical Appendix A. 

Population 

The faculty advisor of the transportation modeling studio, Dr. Gregory Thompson, suggested that 

the most likely rate of capture that could be used based on the attraction of light rail and policy 

enforcement was 50% of population growth. This figure was based on a 4% ñnaturalò attraction 

and that strict policy could accomplish anything including a capture of almost half of the 

forecasted growth in outlying areas. This means that it is expected that 50% of all new 

population growth in the 95 selected TAZs would locate near the light rail as a result of the 

overall attraction of light rail coupled with strict policy enforcement that limited growth in areas 

outside the City of Tallahassee. With an established rate of 50%, half of each TAZôs population 

change, rounded to the nearest number, was extracted from each of the 95 Selected TAZs.  This 

resulted in a total population extraction of 24,022 people from the 95 selected TAZs.  This means 

that roughly 22% of the forecasted population growth will be reallocated on top of expected 

growth of TAZs along the current route. Table A.2 of Technical Appendix A shows the process 

and number of people extracted from each of the 95 selected TAZs.  

Dwelling Units 

Given the direct relationship between population and dwelling units (assuming 2.3 persons per 

dwelling unit), the same 50% assumption was used to determine the total number of dwelling 
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units to be extracted from the 95 selected TAZs.  Similarly to the method used to extract 

population, half of each TAZôs change in new dwelling units, rounded to the nearest number, 

was extracted from the 95 selected TAZs.  This resulted in a total of 10,017 dwelling units 

extracted from the 95 selected TAZs.  This means that roughly 21% of the forecasted increase in 

the number of dwelling units will be reallocated on top of expected growth of TAZs along the 

current route.  The minor variation observed between changes in population and housing units 

was accounted for by the slightly higher than average household size within the selected area. 

Table A.3 of Technical Appendix A shows the process and number of dwelling units extracted 

from each of the 95 selected TAZs. 

Employment 

The amount of employment to be extracted from the 95 selected TAZs was calculated slightly 

different due to the way employment was broken down into the three sectors: industrial, 

commercial and service. While population and dwelling units are also broken down into 

categories, the type of housing is irrelevant to modeling the routes while the type of employment 

is considered to have specific ramifications. Because it is unlikely that many, if any, new 

industrial jobs would relocate around a light rail line, no employment was extracted from the 

industrial sectors in the 95 selected TAZs.  As a result employment was only extracted from the 

commercial and service sectors.   

Results were determined by using the same 50% capture rate and rounding to the nearest 

number.  This analysis resulted in 1,392 commercial sector jobs and 3,209 service sector jobs for 

a combined total of 4,601 jobs to be extracted from the 95 selected TAZs.  This means that 

roughly 9% of the forecasted employment growth will be reallocated on top of the expected 

employment growth of TAZs along the current route.  Table A.4 of Technical Appendix A 

shows the process and amount of employment extracted from each of the 95 selected TAZs. 

Receiving TAZ Selection 

Once the extraction of all variables from the 95 selected TAZs was completed, variable totals 

needed to be reallocated to TAZs within the desired growth locations.  The first step taken in 

selecting TAZs to receive population, dwelling units and employment extracted was to select all 

TAZs within a half mile of the current route line.  A half mile was chosen based upon an 
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acceptable walking distance to transit for fixed rail systems.  This field was then narrowed down 

by eliminating TAZôs which had considerable portions of their area outside of the half mile 

buffer.  Furthermore those TAZs which scored low on the Susceptibility to Change Map were 

also eliminated as potential receivers.  In total, 83 TAZs within the half mile buffer were selected 

to receive the population, dwelling units, and employment figures.  A full list of the 83 TAZs 

selected is in Table A.5 of Technical Appendix A. 

Figure 3.2: TAZ óReceiveô Zones 

 

Receive Methodology 

The methodology of actually adding the population, dwelling units, and employment  to the 83 

selected TAZs to receive, was based on two factors, the first being desired built densities and the 

second being ideal employment figures.  These factors will be discusse3d in more detail in the 

following section. 
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Dwelling Units 

Using the 10,017 dwelling units drawn from the outlying TAZs, figures were reallocated in a 

way as to create the desired built densities within the selected sites. The highest densities were 

given to large sites likely to be redeveloped based on the Susceptibility to Change Map (see map 

3.16 in the companion Map Book).  Those sites are the Tallahassee Mall, Governors Square 

Mall, the old Albertsons shopping center on Tennessee Street, and the shopping center on South 

Monroe.   

Figure 3.3: Potential TOD Site Locations 

 

It was determined that in order to achieve the high ridership figures needed to make light rail a 

success in Tallahassee, dense nodes of development would be required at these potential 

redevelopment sites.  Given the total availability of dwelling units which could be manipulated, 

it was determined that 15 dwelling units per acre would be the most beneficial to light rail 

feasibility while also being most realistic within the context of a medium sized city.  As such all 
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TOD sites, (see figure 3.3) were allocated enough persons to bring density up to 15 dwelling 

units per acre. 

Once these sites were accommodated for, the east/west portion of the current route was given the 

next highest priority for adding density. This was due the corridors status as the first phase for 

transit construction.  Each TAZ located directly adjacent to the east/west corridor was allocated 

enough persons to bring densities up to 12 units per acre.  

The next areas of importance were the TAZs touching the route, but this time on the north and 

south segments.  Because the number of available dwelling units to add to TAZs was quickly 

diminishing at this point, it was determined that only four additional dwelling units per acre 

could be expected for these qualifying TAZs.  Again the same calculation was performed so that 

each of the qualifying TAZs reached a minimum of four dwelling units per acre. 

With only a few dwelling units left to be added to TAZs, it was determined that all of the 

remaining TAZs that had not yet had dwelling units added could have an additional 1.1 dwelling 

units per acre added on top of their expected increases.  These remaining TAZs were located 

further away from the line than those previously mentioned and in no cases made direct contact 

with the proposed route. 

Table A.6 of Technical Appendix A shows the process used to calculate the total number of 

dwelling units per acre expected in 2030.  Table A.7 of Technical Appendix A shows how the 

results of Table A.6 of Technical Appendix A were used to calculate the number of dwelling 

units added to each of the 83 selected TAZs. 

Population 

Due to the direct relationship between population and dwelling units the process of adding 

population to the TAZs was very simple.  Based on the 24,022 total population to be added it 

was calculated that the dwelling units added would have an average household size of 2.4.  As 

such the number of dwelling units to be added to each of the 83 selected TAZs was multiplied by 

2.4 and then rounded to the nearest whole number.  Rounding issues resulted in a slight variation 

from the needed 24,022 total population so minor adjustments were made to TAZs receiving 

larger than 1,000 people until the full 24,022 was allocated to the receiving TAZs.  Table A.8 of 
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Technical Appendix A shows the calculations used to add population to each of the 83 selected 

TAZs. 

Employment 

As mentioned previously 1,392 commercial and 3,209 service employment positions were 

extracted from the 95 ñextractionò TAZs.  To determine where these positions would be placed 

the research team was required to discern between likely and unlikely areas for employment 

within the receiving zone.  It was decided that the 39 of the original 83 receiving TAZs would be 

best suited for these reallocations based on their location relative to the current route.  These 

TAZs were divided primary into ñprimaryò and ñsecondaryò categories based upon their distance 

from the rail line.  It was determined that the combination of primary and secondary zones 

comprised some 1,019 acres.  Dividing the 1,392 commercial employment and 3,209 service 

employment respectively by the 1,019 acres gave an average number of 1.4 commercial 

positions per acre and an average number of 3.1 service positions per acre.  Each acreage total of 

the 39 selected TAZs was then multiplied by the 1.4 and 3.1 and then rounded to determine the 

amount of commercial and service employment.  Rounding issues resulted in a slight variation 

from the needed 1,392 commercial positions and 3,209 service positions.  To correct for these 

variations minor adjustments were made to TAZs receiving more than 100 jobs until the full 

1,392 commercial positions and 3,209 service positions were allocated.  Table A.9 of Technical 

Appendix A shows how employment was added to the 39 selected zones. 

3.4.3: Results 

Forecasted growth of 24,022 people, 10,017 dwelling units, 1,392 commercial employment 

positions and 3,209 service employment positions all located in rural areas surrounding the City 

of Tallahassee were relocated to areas within a half mile buffer of the proposed route.  While 

these figures allowed for a fair level urban infill, the totals were not sufficient enough to 

significantly raise densities within the entire half mile buffer.  Instead reallocated density was 

centralized around the TOD locations and areas immediately adjacent to east west corridor.  
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3.4.4: Limitations and Constraints 

While the TAZ data is well suited for transportation modeling purposes, it lacks certain attributes 

that are necessary for appropriate future redevelopment forecasts. Since the data contained 

within TAZs is limited to only basic population characteristics, (i.e. number of automobiles per 

household, number of persons per household, household size, etcé), and does not provide 

specific data regarding population age structure or demographic characteristics, it poses 

significant challenges to making conclusions about local population trends and residential 

preferences. Therefore, in order to make definitive conclusions regarding employment trends, 

population visual preferences, community infrastructure and service needs, and dwelling 

characteristics, more comprehensive data must be examined.  

Within this data, age cohort breakdowns should be considered an essential component. This 

would allow population forecasters to extract populations which are most prone to relocate along 

the transit corridor as certain age cohorts will be more likely to relocate within the urban core 

than others. Particular considerations should be given to school age populations. If school aged 

populations could not be accommodated within the corridor, due to a limitation on public school 

capacity, then population forecasters would be better able to predict which areas were most 

likely to be classified as ñextraction zonesò. If public school facilities were inadequate within the 

transit corridor, forecasters would be able to anticipate the lack of families with school-aged 

children relocating to those areas. This could have significant implications regarding the types of 

housing being built along the corridor since households with school aged children have far 

different housing choice preferences than do households without. 
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Section 4.0: Urban Design 

4.1: Introduction 

One of the most important and often overlooked components of a successful light rail 

implementation strategy is the areaôs urban design.   Urban design is the process of giving form, 

shape, and character to areas through the arrangement and design of buildings, streetscapes, 

public spaces, landscapes, and transportation systems.  Urban design is about making 

connections between people and places, movement and urban form, nature and the built fabric 

(Center for Design Excellence, 2009).  It blends aspects from varying concepts, such as place-

making, social equity, environmental stewardship, and economic viability into a single package 

that leads to the creation of places with distinct characters. 

Many people believe that by introducing light-rail they can receive results that create unique 

cities like Portland, Oregon.  But just like a roller coaster in a mountain doesnôt make 

Disneyland, light-rail alone does not make a successful downtown, city, or space (Tri-Met, 

2004).  What creates the character of Disneyland is its design and how it connects with its 

visitors to create a unique identity that fosters the imagination.  For a downtown, city, space, or, 

in this studyôs case, a light-rail stop, to develop into a place people want to be requires a focus on 

urban design components.  This is why a light-rail system is only as successful as its destination 

stops. 

This section deals with how urban design principles can be incorporated into transit oriented 

developments and other light-rail stops to make the implementation of the Tallahassee light-rail 

system more successful.  To accomplish this, the section is broken down into subsections: design 

principles, stop selection & design, and the TOD selection & design. 
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It is important to note that the urban design analysis within this section will be presented within 

an urban planning context.  As such this section will not go into any great detail in architectural 

form or landscape design.     

4.2: Design Principles 

The following section shall provide an overview of the design principles to be incorporated 

throughout our transit oriented development site plans and light-rail stops.  The four principle 

categories that will be covered include: 1) buildings, density, & mixed uses; 2) transportation 

networks; 3) public spaces; and 4) streetscapes & parking.   

Buildings, Density, & Mixed Uses  

Buildings, and their proximities to each other, are the most evident element within urban design.  

Within an urban context high-density/close-proximity buildings create the ñwallsò of a city.  Just 

like in a house, these walls can vary in height, color, building material, layout, purpose, and can 

lead to the creation of unique/varied ñroomsò.  ñUrban wallsò thus serve an importance by 

establishing and directing one into different distinctive neighborhoods, parks, plazas, and in the 

case of this project, light-rail stops.  The particular design of ñurban wallsò doesnôt just direct 

people through different ñroomsò, but it can also influence how people act within the spaces.  For 

example, resembling how one doesnôt run fast down a narrow twisty hallway, automobile users 

wonôt drive fast down a two-way street with short street blocks with a constricted streetscape. 

The high-density/close-proximity of buildings serves another purpose; they add to an areas 

pedestrian scale, avoiding the typical suburban automobile scale that accompanies low density 

such as Tallahassee.  This pedestrian scale, achieved in a large part through coupling high-

density and mixed-uses (zoning that allows more than one type of land use in a building or group 

of buildings), helps provide for walkable, self -serving, and sustainable communities.  Similar to 

how people use to have to step outside their dwelling to make an inconvenient walk to an 

outhouse, people nowadays have to get in their automobile and drive miles to get groceries.  As 

we now know the advantages of having included bathrooms within house plans, we are currently 

rediscovering the convenience of placing a variety of needs/uses within walkable site plans.  
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Higher density and mixed-use designs are essential for creating dynamic places that make life 

more convenient and enjoyable by providing countless amenities within a close proximity 

(Center of Design Excellence, 2009).  For the same reason these components are also essential 

for creating thriving light-rail stops that are a necessity to fuel the success of a rail system. From 

the perception of a light-rail stop being a source of ridership, people that dwell within densely 

designed TODs would be more likely to use the areaôs given services such as light-rail.  From the 

perceptive of a rail stop being a destination that ñcongregatesò ridership, well thought-out 

densely designed TODs could provide a unique, convenient, practical, and/or entertaining place 

that could draw higher rail ridership.  Whether providing high density housing to supply the rail 

system or by drawing rail ridership through walkable, densely-packed restaurants, shops, and 

other services, high density and mixed-use buildings are a key design element to implementing 

Tallahasseeôs light-rail system.  

Image 4.1: Dense, Mixed-use Development 

 

Source: http://www.cooperstownforkids.com/Pagemill-1/doubleday-main-st-cooperstown.jpg  (4/9/10) 

 

Transportation Networks 

Transportation networks enable all pedestrian and non-pedestrian movement throughout a city.  

This network may include roadways, rail lines, bicycle lanes, interstates, ferry routes, walking 
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trails, alleys, bus routes, pedestrian sidewalks, and other arrangements of fixed movement routes.  

If one considers that movement represents the arteries and veins needed to supply life to an area 

then we begin to appreciate the level of importance the design of transit feature have of the 

vitality of an area. 

Most urban designers agree that a balance of various transportation systems is needed to cater a 

healthy environment (Center for Design Excellence, 2009).  Unfortunately, the United States is 

overly dominated by the personal automobile network, throwing off the balance of the 

transportation scale along with the balance of Mother Nature, caused largely by automobile 

emissions and auto induced urban sprawl.  It has been noted that the majority of celebrated urban 

spaces in the United States have one major trait in common, they have elevated the experience of 

pedestrian mobility while minimizing the dominance of the private automobile (Center for 

Design Excellence, 2009).  Using urban design aspects, transportation networks can be 

influenced to either be friendly or hostile to pedestrians.  This alone defines much of the 

character of area.  

Image 4.2: Multi-modal Friendly  

 

Source: http://www.sfbike.org/images/actions/citywide/metro_train.jpg  (4/910) 

 

In addition to being the ñveinsò, transportation networks can also be considered the skeletal 

system needed to hold land development together.   For this reason it is extremely important to 

take into account all of Tallahasseeôs existing and future transportation networks when deciding 
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on the location of stops and routes for the proposed light-rail system.  Within this studio, our 

proposed transit oriented developments are planned to incorporate bus service, light-rail, 

pedestrian sidewalks, bike lanes, and walking paths into a friendly, cooperative environment for 

each site.  This will allow Tallahassee residents to have more of a choice on how they want to 

travel and should hopefully spawn future development to be more oriented to the pedestrian 

scale.  

Public Spaces 

In creating a more pedestrian oriented environment the inclusion of thoughtfully designed public 

spaces is essential.  Public spaces can be considered the living rooms of a place, acting as a 

destination for people to come together within an urban context.  The most familiar forms of 

these spaces are plazas, neighborhood parks, squares, and open green spaces.  However streets, 

sidewalks, and public infrastructure may also be considered.  Public spaces are free of charge 

and open for everyone without direct discrimination, thus leading many of these spaces to 

embody a diverse character.   

Image 4.3: Successful Public Space 

 

Source: http://api.ning.com/files/zhWUx1J1oMHQogHsTfrXrY3YLlLVVnmd-6aFTEiGrWdd1*UOT2JojE-

whxNOFTxlqXMdWeS2DNE*Wfx2kd6081SGSdmzt1ow/pubspaces.jpg  (4/9/10) 

 

One of the most important components on public spaces comes in the way of building social 

capital.  According to Social Capital Research (2004) ñSocial capital is about the value of social 

networks, bonding similar people and bridging between diverse people, with norms of 



Tallahassee Light Rail: A Transit Feasibility Study in Floridaôs Capital City  

 

Laviña, Miller, Mowbray, Reeves, Tully, & Wickham: Land Use Consultants  7 3  |  P a g e 

reciprocityò.  The values of social networks are hard to measure but they are extremely important 

in the making of communities, cultures, and civilizations.  A dense urban form would assist in 

building social capital as it would facilitate additional face to face interaction between different 

groups on a day to day basis. 

As referred to in the American Planning Associationôs óCharacteristics and Guidelines of Great 

Public Spacesô (2009), the eight characteristics of great public spaces are: 1) the promotion 

human contact and social activities, 2) the projected feeling of safety and accommodating for all 

users, 3) the visually interesting design and architectural features, 4) the promotion of 

community involvement, 5) the reflection of local culture or history, 6) the complementary 

relationship to bordering uses, 7) proper grounds maintenance, and 8) a unique or special 

character.  Within the Tallahassee light-rail stops and transit oriented developments, we plan to 

incorporate these eight principles to create flourishing public spaces.  This will largely be done 

through incorporating green space/parks into the transit oriented developments.   

Streetscapes & Parking 

Streetscapes refer to urban roadway design and conditions as they impact street users and nearby 

residents (Victoria Transport Policy Institute, 2010).  With streetscapes there is recognition that 

streets should not just be limited to motor vehicle travel, but that they should be places that 

engage people in various activities.  This makes streetscapes become an important element of the 

public realm instead of just only contributing towards mobility.   Safe and inviting streetscapes 

that promote pedestrianism can improve public health, stimulate local economic activity, reduce 

automobile traffic, and attract residents and visitors to a community.   

Streets have diverse functions, accommodating automobiles, public transit, bicycles, pedestrian 

traffic, and providing access to adjacent buildings and other destinations (Victoria Transport 

Policy Institute, 2010).  Streetscaping therefore must account for an assortment of conditions and 

balance various objectives through urban design strategies.  This can be accomplished on 

existing streets by making changes or additions to signage, traffic management, road cross 

sections, sidewalk conditions, landscaping, street furniture (benches, garbage cans, utility poles, 

etc.), material specifications, and building fronts (Victoria Transport Policy Institute, 2010). 
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Another aspect that needs to be planned for within streetscapes is parking considerations.  Large 

parking lots, such as those seen in big-box retail centers, contribute to sprawl, low-density 

development patterns, automobile dominance within the transportation spectrum, and a loss of 

pedestrianism in the built environment.  These lots go against almost all urban design principles 

needed to establish a superior sense of place.  To counter these devastating efforts and promote a 

pedestrian-friendly ambience, considerate urban spaces should consist mainly of roadside 

parallel parking and densely stacked parking garages that are well incorporated into the 

surroundings.  This should be accompanied by minimizing the number of parking spaces or 

enforcing parking restrictions to encourage people to experience other forms of transportation 

options. 

Image 4.4: Streetscape with Parking Garage   

 

Source:http://www.kingcounty.gov/transportation/kcdot/PlanningAndPolicy/RegionalTransportationPlanning/TransitOrientedDe

velopment/Projects/~/media/transportation/kcdot/PlanningAndPolicy/Regional/TOD/Projects/Redmond/Redmond_TOD_2.ashx  

(4/9/10) 

 

 

Urban design aspects play a huge role in how people interact in spaces and how the character of 

a place is created.  The studio team has noted theses design principles to be incorporated in our 

transit oriented development and light-rail stop designs.  The following subsections describe how 

these principles were applied. 
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4.3: Stop Site Selection  

 

Stop Site Selection 

As previously stated a light-rail system is only as successful as its destination stops.  For this 

reason a focus on choice rail stops has been considered throughout the entire planning process, 

including the determination of where to place the lines themselves.  With the studio project 

largely spotlighting how light-rail can spawn pedestrian-oriented redevelopment for Tallahassee, 

a susceptibility-to-change map was created and to help determine ideal locations for rail stops. 

 

Explained in Section 3.2 a susceptibility-to-change map assists in establishing which land parcels 

in Tallahassee are most suited for redevelopment and rehabilitation efforts.  This endeavor was 

based on gathering information from thirteen datasets to categorically evaluate and score parcels 

based on a criteria weighting system devised by the research team.  By overlaying the light-rail 

lines on top of the susceptibility-to-change map, we determined prime rail stop locations where 

redevelopment is the most ideal.   

In order to fuel early development around the line the light-rail system will need to include some 

stops that currently have high traffic land uses (Transit Oriented Development Advocate, 2003).  

In this regard we took into account areas that have high desirability in Tallahassee, both in terms 

of dense areas that currently could supply riders and prominent destinations that riders would 

want to travel to.  In Tallahassee this includes the prominent destinations of the FSU campus, 

FAMU campus, state capitol building/downtown, and the cityôs two shopping malls.  Given the 

demographic makeup between these areas the supply of ridership would focus on mainly student 

housing areas.      

The next thought-process utilized in locating the light-rail stops was determining the constraints 

or ease of placing a stop at a certain location.  In this account itôs not advantageous for station 

stops to be placed at the cityôs busiest intersections, on steep gradients, in areas with repetitive 

flooding, in front of emergency service centers, on historically preserved lands, in areas that 
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wouldnôt attract riders, in areas where our proposed station stop designs couldnôt physically fit, 

etc. This assessment was conducted through site visits and reviewing data maps.  

Another reflection in placing stops was determining how pedestrian-friendly a stop station area 

could potentially be. Considering case examples of light-rail stop placements, most rail stops are 

placed around already existing road intersections because the stop-lights allow pedestrians to 

easily board the light-rail without having a dodge oncoming traffic.  In addition to safety 

concerns this method has also been supported as it tends to save money by utilizing existing 

infrastructure.  When deciding where to place stops in Tallahassee we evaluated intersections 

through site visits to see if our station designs (as seen in the next subsection) would allow for 

pedestrian-friendly rail stops.  

After analyzing this information we consulted with FSUôs transportation studio to gather further 

data about how our stop selections should play into Tallahasseeôs larger circulation network.  

The transportation studio provided us with potential bus routes that would serve areas not 

covered by our proposed light-rail system.  Placing rail stops along major bus routes is required 

to create a city-wide transit network and to provide rail accessibly to persons not located next to 

the system itself.   

According to the transportation studio, Tallahasseeôs landscape suggests an average distance 

between rail stops of approximately a half-mile.  This is because stop distances less than a half-

mile would increase the number of stops along the line, thus amplifying the time it takes to reach 

destination, making light-rail a non-desirable form of transportation compared to other options.  

Also, if the distance between stops is more than a half-mile many riders would have to backtrack 

by walking back to places they passed along the route, thus making it a non-desirable form of 

transportation compared to the other options.  Overall, the half-mile distance gauge has been 

applied to the majority of proposed stops along the Tallahassee light-rail system.    

The following map (see Figure 4.1) shows our determined spatial layout of each stop along the 

proposed light-rail system.  The map is accompanied by a table that gives information about each 

noted stop.  This information includes the stops location, why each particular stop was chosen 

based on both existing and proposed future site characteristics, how many of the transportations 
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studioôs projected bus routes would intersect with the rail stops, and which one of the three 

designs the rail stop would be (see next subsection for details). 

 

 

Figure 4.1: Light-rail Transit Stop Locations 

 
 

 

 

 

Table 4.1: Rail Stop Characteristics  

Stop 

Number 
Location 

Why Chosen:  

Existing & Proposed Site Characteristics 

Number of Intersecting 

Bus  Lines 

1 
Monroe St. & 

Allen St. 

Existing- Tallahassee Mall  

Proposed- large TOD development site 

(mixed-use) and future park & ride for 

northern Tallahassee; major bus transfer point  

3 
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2 
Martin Luther 

King Jr. Blvd 

Existing- large partially used parking lot of 

Dept. of Child Labor; next to Hooters and El 

Jalisco Mexican 

Proposed- small pedestrian-oriented shopping 

center; primary to serve half-mile distance 

between stops and strip of restaurants    

1 

Stop 

Number 
Location 

Why Chosen:  

Existing & Proposed Site Characteristics 

Number of Intersecting 

Bus  Lines 

3 
Tharpe St. & 

Monroe St. 

Existing- Publix shopping plaza; next to Lake 

Ella; based on susceptibility-to-change map it 

is the best site in Tallahassee for 

redevelopment   

Proposed- make Publix shopping center more 

pedestrian-oriented (partially mixed-use) and 

to provide serve to the Lake Ella area 

1 

4 
6

th
 St., 7

th
 St., 

and Monroe St.  

Existing- Cluster of restaurants/bars; close to 

Tallahasseeôs growing Mid-Town Area 

Proposed- Provide service to residents, 

restaurants/bars, and Mid-Town area 

1 

5 
Brevard St. & 

Monroe St. 

Existing- key intersection leading up 

Thomasville Rd. to Northeast Tallahassee 

Proposed- key station for bus transfer routes 

that serve Mid-Town, Thomasville Rd., and 

northeast Tallahassee 

2 

6 
E Park Ave. & 

Monroe St. 

Existing- Cities chain of parks (used for 

festivals); serves downtown Tallahassee 

(lobbyist, hotels, etc.)  

Proposed- light-rail transfer station to take 

West or North Line; to help make downtown 

more pedestrian-friendly; promote downtown 

economic development 

2 

7 
Madison St. & 

Monroe St. 

Existing- Florida Capitol Building; downtown 

& government buildings 

Proposed- serve the Capitol building and 

surroundings; bus route to the Gaines Street 

redevelopment area 

2 

8 
Palmer Ave. & 

Monroe St. 

Existing- strongest server to FAMU, 

residential areas 

Proposed- serve FAMU and spawn 

redevelopment around the Palmer/Monroe 

intersection 

2 

9 
Magnolia Dr. & 

Monroe St.  

Existing- FAMU and developments along 

Magnolia 

Proposed- serve FAMUA and residential 

areas 

1 

10 
Orange Ave. & 

Monroe St.  

Existing- pre-existing major bus routes; large 

residential populations 

Proposed- proposed site of small TOD 

(mixed-use); major bus transfer station 

4 

11 Tennessee St. Existing- Towne South Shopping Center 4 
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(by corner of 

Ocala Rd.) 

(Seminole Bowl, Subway, old Albertsons) and 

Varsity Shopping Center (Chubbyôs, CVS, 

BW3ôs) 

Proposed- Main proposed TOD heavily based 

on mixed-use; park & ride for western 

Tallahassee; serves dense student housing 

area, Heritage Grove, and the Publix shopping 

plaza across the street; major bus transfer 

point; connection to the start of St. Marks 

Trail 

12 
Stadium Dr. & 

Tennessee St. 

Existing- western edge of FSU; lots of 

restaurants  

Proposed- to serve western FSU, residential 

areas, and cluster of restaurants; key bus 

transfer to move through FSUôs campus 

2 

13 

Woodward 

Ave. & 

Tennessee St. 

Existing- entrance to heart of the FSU campus 

and student housing area 

Proposed- to serve the heart of the FSU 

campus 

1 

14 
Macomb St. & 

Tennessee St. 

Existing- Frenchtown; eastern edge of FSU; 

Tallahasseeôs Government Renaissance 

Center 

Proposed- to help promote Frenchtown 

development; provide a bus route to serve 

Macomb St.  

2 

15 
Apalachee 

Pkwy. 

Existing- strip of a few restaurants; residential 

area 

Proposed- primarily serve residential areas 

and to serve half-mile distance gauge between 

stops 

1 

16 

Magnolia Dr. & 

Apalachee 

Pkwy. 

Existing- major commercial intersection and 

big-box centers 

Proposed- to serve commercial uses; bus 

transfer station to move along Magnolia Dr. 

2 

17 
Apalachee 

Pkwy.  

Existing- Governorôs Mall 

Proposed- future TOD development (mixed-

use) 

2 

18 

Blair Stone Rd. 

& Apalachee 

Pkwy.  

Existing-  Governorôs Mall 

Proposed- to help future TOD development; 

future park & ride; major bus transfer station 

2 

 

Each station stop has been reviewed by the transportation studio to make sure that Tallahasseeôs 

automobile network would not be drastically impacted. All stops were approved by the 

transportation studio, noting that many automobile circulation routes would change as a result of 

stop stations.  These circulation changes wouldnôt drastically alter the cityôs automobile network, 

but they would slow down the speed of automobile travel in some areas.  The project has 



Tallahassee Light Rail: A Transit Feasibility Study in Floridaôs Capital City  

 

Laviña, Miller, Mowbray, Reeves, Tully, & Wickham: Land Use Consultants  8 0  |  P a g e 

considered this effect as an extra edge to the light-rail system as it could act a driver for 

improved light rail ridership figures.  The following subsection deals with the rail stop design. 

4.4: Stop Site Design 

Image 4.5: Light-rail Station 
 

  
Source: http://hamptonroads.com/2009/09/norfolk-light-rail -stations-look-built-flexibility (4/9/10) 

 

Dan Burden, a recognized leader of smart growth, has said, ñAutomobiles need quantity and 

pedestrians need qualityò (Walkable Streets, 2005).  Urban design is required to create the 

quality pedestrians desire and the invitingness pedestrians need to make reoccurring visits. Since 

the proposed light-rail system primarily will be travelling through the center of major roads, 

most every station stop will have to be located within the middle of these streets because any 

other road location will drastically affect automobile flows, require eminent domain, and add 

increased capital costs to the project.  This will require a great attention to design to make sure 

the station stops and roadways are pedestrian-friendly. For this stop design section the studio 

group will be placing a focus on the general layouts of the station platform, the rail line route, 

and the redesign of the existing roadways, thus providing a ñbig pictureò viewpoint.  This will 

not include specific architectural & design details or how the area around the stops will 
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redevelop.  The transportation modeling studio provided the technical information needed to 

assist us in the design of the stops.   

As it currently stands each proposed rail car will be approximately 9 feet wide and 66 feet long 

(common market standard) making the initial operating 2-car trains 132 feet long.  This would 

require a station platform to be at least 132 feet long for a 2-car train.  The width of the platform 

can vary based on the desired station character and the width of the road itôs placed within.  The 

studio determined that with the typical automobile lane in Tallahassee being 12 feet wide, taking 

one lane (12 feet) for a platformôs width would be adequate for the majority of stops due to road 

width restrictions.  These measurements would offer over 1,584 square feet on the platform, 

providing plenty of room for riders to wait for the train.   

The height of any shade/weather covering that goes over both the rail lines and the platform 

needs to be about 21 feet tall because the height of  the overhead cables for the rail are around 

18-19 feet tall.  For most station stops the covering will only enclose the platform, which allows 

for a variety of heights that can be less than 21 feet.  Coverings, such as the modernist one 

pictured below (see Image 4.6), may vary stop to stop and some stops may not even have 

coverings.  The coverings, benches, and other design components of the stations are considered 

being outside the scope of this project.  The key requirement for all visual details of station 

features is that they need to fit the areaôs local context and character.  

 

Image 4.6: Light-rail Station 2 
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Source: http://abqstyle.com/wp-content/uploads/2009/06/light-rail -station-1.jpg (4/9/10) 

Image 4.7 shows a transect sketch of how the majority of the rail line will run along the 

roadways (this excludes the wider street section areas seen in Image 4.8).  According to the 

transportation modeling studio, at least 23 feet of slab construction is needed for the two tracks 

to be positioned side by side, but 25 feet is preferable to allow for cheaper ballasted track 

options.  The proposed 25 foot width will not share lanes with cars or people besides at crossing 

points (intersections, etc.).  There will be small safety barriers (concert slab or railing) between 

the rail and automobile lanes. 

Image 4.7: Line for Majority of System (not including station stops) 
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Directly next to the light-rail lanes will be an 11 foot wide automobile turning lane (as seen in 

Image 4.7).  This is accompanied by a 10 foot wide automobile lane next to the turning lane.  

The automobile lanes were reduced from 12 feet to 10/11 feet and from 6 lanes to 4 lanes to help 

promote slower traffic flows. Through slowing down traffic flows, areas will become more 

pedestrian-friendly and reduced auto-speeds along the major transportation arteries will act as an 

enticement for residents to utilize the rail system.  Another noted goal of this rail line design is 

the possibility of increased pedestrianism could spark a desire to build denser development along 

the route and away from the outskirts of the city.   

 

 

Image 4.8: Rail Line for Wider Sections of System (not including station stops) 

 

 

Image 4.8 shows a transect sketch of how the rail line will run along the broader six-lane roads 

(plus middle lanes) that make up the widest street sections of West Tennessee Street and South 

Monroe Street.  It is almost exactly the same sketch as Image 4.7, but includes additional                  

9 foot wide parallel parking spaces on both sides of the road.  Parallel parking will attach an 

additional element to creating pedestrianism because parallel parking is widely used to slow 

down vehicle travel (Transit Oriented Development Advocate, 2003). 

 

Image 4.9: Rail Stop for Majority of System 
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Image 4.9 is the transect sketch for the majority of stops along the light-rail system.  The 37 foot 

rail area consists of a 12 foot platform, two 9 foot rail lanes, and two 3.5 foot buffers between the 

cars and rails.  According to the transportation modeling studio, it will take approximately 250 to 

300 feet for the rail line (Image 4.7 and Image 4.8) to merge into the station stop (Image 4.9).  

This distance is needed so the merge doesnôt occur at too steep an angle.  In some areas the 

existing street width may be narrower or wider than the measurements given in Image 4.9.  For 

cases like this, wider streets will add their needed distance in the form of grass buffers between 

automobiles and rail lines, and narrower streets may need to acquire some land outside the public 

right-a-ways.  

Image 4.10: Rail Stop for TOD 

 

 

Image 4.10 shows the transect sketch for the Tennessee TOD stop station.  This basic design will 

be used for all TOD sites with the possibly for building creativity.  What makes this stop unique 

over the others is how the bus network works in tangent with the rail system.  This allows bus 

riders to get off, work a few steps, and get on the light-rail and visa-versa.  Starting from left to 
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right this sketch includes a 10 foot automobile lane, 11 foot automobile turning lane, 5 foot 

vegetated buffer, 12 foot bus-only lane, 10 foot bus docking spot, 12 foot bus platform, 9 foot 

rail lane, 12 foot rail platform, 9 foot rail lane, 5 foot vegetated buffer, 10 foot automobile lane, 

and a 11 foot automobile turning lane.  According to the transportation modeling studio, it will 

take approximately 350 feet for the rail line (Image 4.7 and Image 4.8) to merge into the TOD 

station stop (Image 4.10). 

 

Below includes a map (Figure 4.2) and chart (Table 4.2) to identity which stop diagrams go to 

which stops.  Because of the complexity of the two downtown stops, an independent engineering 

study will need to be conducted to figure out how a light-rail route transfer station would work 

and fit into downtown Monroe Street.  

 

 

 

 

Figure 4.2: Light-rail Transit Stop Locations 
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Table 4.2: Rail Stop Station Design 
 

Stop Number Station Design Stop Number Station Design 

1 Image 4.10 10 Image 4.10 

2 Image 4.9 11 Image 4.10 

3 Image 4.10 12 Image 4.9 

4 Image 4.9 13 Image 4.9 

5 Image 4.9 14 Image 4.9 

6 Engineer Study 

Needed 
15 Image 4.9 

7 Engineer Study 

Needed 
16 Image 4.9 

8 Image 4.9 17 Image 4.10 

9 Image 4.9 18 Image 4.9 
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4.5: TOD Site Selection  

Transit oriented developments (TODs) are compact, walkable communities centered around 

transit options, most commonly in the form of a rail system (U.S. High Speed Rail Association, 

2009).  To be the most effective, these TODs need to be ñurbanò even if they are located within a 

suburban setting (Transit Oriented Development Advocate, 2003).  This ñurbanò persona creates 

the density and pedestrianism needed to supply high ridership numbers.  For TODs to 

successfully accomplish an urban feel in a non-urban environment, they need a large amount of 

land that has enough space to provide a variety of uses as well as house enough residents to help 

accommodate ridership for the light-rail system.  

While there are many light-rail stops along the proposed Tallahassee rail system, only a few 

stops feature large enough tracts of land to be a meaningful investment for transit oriented 

developments.  To help determine the most worthwhile tracts we viewed our Susceptibility-to-

Change-Map for Tallahassee (see Map 4.1 in the companion Map Book).  This map provides a 

way of establishing which large parcels are most suitable for redevelopment.  While determining 

the rail line selection in the early stages of the project, we intentionally had each line end at large 

rip tracts of land that are prime for redevelopment.  These four sites became known as the 

Tallahassee Mall TOD, the South Monroe TOD, the Governors Square TOD and the Tennessee 

TOD.  One other site stood out for its high score on the Susceptibility-to-Change-Map, the 

Publix shopping plaza along the North Monroe Street line.  This site became known as the 

Publix TOD.  These five sites give a total of just under 200 acres available for worthwhile TOD 

developments.   

With the majority of proposed TODs located at the end of the four lines and along four of the 

major roads that lead into the central city, these TODs have the potential to act as the cityôs 

ñgateways,ò giving the opportunity to introduce a new urban form and provide visitors with a 

great visual representing the progress of Tallahassee.  Also, as a result of being at the end of the 

lines and along major transportation networks, these TODs will naturally act as major bus 

transfer stations that serve areas beyond the immediate light-rail system and that could possibly 

house park & rides that serve the whole region.  
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Figure 4.3: Placement of Major TOD Sites 

 

While these broad reasons contributed to our TOD placements, site specific characteristics were 

also taken into account. 

Tallahassee Mall TOD Site 

The Tallahassee Mall TOD site has a few features that make it desirable as a future transit 

oriented development.  Out of all the proposed TOD stops, this is the only one that has 

considerable access to Interstate 10.  With Interstate 10 being the main visitor entrance for 

Tallahassee, this TOD could serve as the Cityôs grand ñgateway.ò  Redeveloping this failing 

mall, that is plagued with vacancies, could provide the perfect opportunity to show how 

redevelopment can bring back life in a progressive new form.  Another site `feature is that the 

creation of a park & ride system within the TOD would be able to serve the large residential 

population of northeast Tallahassee.    
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Publix TOD Site 

The Publix TOD site has the geographical advantage of being located near the growing Midtown 

area and Lake Ella community.  Specifically Midtownôs growth in businesses, offices and 

residences has been fueled by a young professional cohort who could potentially be a first-rate 

source of light-rail users.  While not located at an end of the light-rail system, this site is adjacent 

to cross town bus lines that could work as rail transfer stations. 

South Monroe TOD Site 

The older, underutilized commercial corridor of South Monroe Street has the potential of being a 

catalyst for redevelopment and community building.  The site currently is an older strip mall in a 

string of aged plazas that are prime for redevelopment.  This site may not be as large as the other 

proposed sites, but it has the potential to spark interest and change in the more neglected 

southside. 

Governors Square Mall TOD Site 

The Governors Square Mall TOD site is a relatively strong economic center as it stands 

currently.  We chose this site because the mall and surrounding area could entice developers to 

want to build/invest in this area.  By placing residential and mixed-uses within this commercially 

prevailing location, we could potentially turn this site from being automobile dominated to 

pedestrian- and transit-friendly.  

Tennessee TOD Site 

The Tennessee TOD site is special because on both sides of the road there are currently 

vacancies in the strip malls, thus making it easier to start a redevelopment process.  Not only are 

there vacancies, but the vacancies are being seen in the strip malls ñanchorsò (Albertsonôs 

grocery store closed and the FSU Anthropology Department moved), potentially causing a 

snowball effect in closures for the areaôs smaller businesses.  What also makes this site special is 

it being located in the middle of a heavy concentration of students who have been deemed a good 

source of ridership.  
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4.6: TOD Design 

All proposed Tallahassee TOD sites will be similar in design principles and plans, but each one 

may have different architectural styles, types of public spaces, and overall characters.  The 

typical design of all the TOD sites will feature a light-rail station and various mixed uses around 

it.  The primary feature of each site will be the light-rail station which is where all buildings and 

uses will be focused.  The greatest density of uses and the greatest building heights will be 

directly adjacent to the light-rail stop.  This will gradually step down from three to five stories 

closest to the light-rail stop down to building heights similar to the surrounding neighborhoods.  

While the density will be concentrated around the light-rail station, the overall minimum density 

for the entire site will be 15 units per acre.  The buildings around the light-rail stop will be mixed 

use with commercial on the first floor and a mix of office and residential on the upper floors.  

Actual percentages of mixes will be based on current market conditions.  The rest of the site will 

be primarily residential with the possibility of small pockets of commercial.   

The light-rail stations will feature a shared platform with buses so that transfers from one mode 

of public transit to another can be as seamless as possible.  To further add to the connectivity and 

transit options, the four outer TOD sites will feature park and ride garages where people have the 

option to drive to the station and then take the train to their destination.  The TOD sites will also 

have bike lanes and pedestrian pathways beyond sidewalks to provide the most possible options 

for movement to, from, and within the sites.  This will be coupled with well-designed 

streetscapes that promote a pedestrian-friendly environment.  

The TOD sites will also feature many design aspects that improve the pedestrian realm.  On-

street parking will not only provide additional spaces but will act as a buffer between people on 

sidewalks and cars in the street.  Public plazas & parks will foster outdoor gathering spaces and 

well-designed streetscapes will aim to be visually pleasing.  Additionally, trees in the parks and 

along the streets will provide shade and soften the hard edges of the built environment.  All 

additional design aspects and specific TOD features will be based off gathered urban design 

principles.  
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4.6.1: Charrette  

To provide assistance in the urban design of the transit oriented development (TOD) site, the 

project group participated in a 5-hour design charrette hosted by Wood & Partners Inc. (WPi) 

and assisted by Hall Planning & Engineering Inc. (HPE).  The purpose of the charrette was to 

help inform the studio group of the essential steps taken to invoke the general publicôs interest in 

the planning process and to provide professional feedback on the design/technical aspects needed 

to create a successful TOD in Tallahassee.  The consulting firms assisted in laying out the 

ground work that would eventually lead to our finished product.   

The studio group opened the design charrette with a small presentation about the sites existing 

conditions, estimated dwelling units, percentages of projected land uses for the site, and 

conceptual TOD site plan sketches.  From this presentation the consultants assisted the studio 

group in making a list of guiding principles for the proposed West Tennessee Street TOD.  The 

guiding principle key words include: density, ease of access, mixed-use, destination quality (18-

hour vibrancy), desirable, a simple to understand multi-modal system, walkability, pedestrian-

friendly, economic sustainability, and a timeless development. From that point the charrette 

focused on both the technical aspects of the design (including right of way widths and station 

design) and landscape architecture elements. 

Important issues discussed in the charrette included parking considerations, traffic calming, 

pedestrian safety, accessibility to the mid street transit stop, storm water management, and the 

creation of vibrant focal points. Given the needed compact nature of the desired land use and the 

projected parking figures required for an inclusive park and ride lot, parking space constraints 

were soon perceived to be serious obstacle.  Eventually these issues were overcome through a 

creative mixture of alleyway parking and subterranean lots. 

Another important issue discussed was the methods through which the site could promote public 

safety for transit users.  Design tools that were proposed included reducing speed limits, 

narrowing the street widths, installing flashing lights for pedestrian crossings, and shorting block 

lengths.  Following road and pedestrian considerations, a large portion of time was used to 

discuss green/open space along with storm water management issues.  The consultants wanted to 
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make sure that the site not only has enough open space to serve the people living there, but also 

enough green space to absorb water runoff from the impermeable surfaces surrounding them.  

Potentially constrictive issues which were not discussed during the charette process included 

jurisdictional rights for redevelopment of existing roadways.  As Tennessee Street/ U.S.90 is a 

state road, the city has limited rights as to the amount of redevelopment along the corridor.  In 

particular the state maintains the exclusive rights for determining total right of way along the 

corridor.  However, as the majority of U.S.90 is maintained as a four lane arterial, the Tennessee 

Street portion currently posses an excessive right of way which allows the project a certain 

amount of redevelopment opportunity.   

In sum the charrette provided valuable guidelines to the studio group on how to frame a context 

specific TOD.  Elements from the charrette which went on to be used in the projectôs final site 

design for the Tennessee Street TOD included the central park on the north end, the placement of 

the civic building, the rerouting of traffic patterns, and the numerous pedestrian friendly 

amenities.  

4.6.2: Existing Conditions of the Tennessee TOD 

The Tennessee Street TOD was selected for redesign due to a number of factors related to 

zoning, roadway infrastructure, pedestrian infrastructure, and existing uses.  In addition to its 

high rating from the susceptibility to change analysis, the site location is interesting because of 

its close proximity to Florida State University and commercial uses characteristic of that stretch 

of Tennessee Street.  The existing strip mall character of the corridor and the Tennessee TOD 

site provides an excellent opportunity to reshape underutilized land to transit supportive 

development patterns.  This section will discuss site-level existing conditions and suitability for 

site redevelopment.   

General location 

The Tennessee TOD site is situated at the intersections of heavily travelled Tennessee Street, 

Ocala, and High Roads. (see Map 3.15.2 in the companion Map Book)  Tennessee Street is the 

Cityôs main east-west major arterial and connects to Interstate 10 in either direction.  High and 

Ocala Roads are primarily residential thoroughfares that function as minor arterials connecting 

Tharpe/Pensacola and High/Tennessee.  StarMetro operates numerous bus routes along these 
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corridors that service City and student patrons.  Routes can be re-aligned to support multi-

modalism.  In addition to its location near these corridors, this portion of Tennessee Street also 

has the potential to serve as a terminal point for a park and ride system and a bus-light rail 

transfer point.   

Zoning 

The zoning on the north and south sides of the Tennessee site is Commercial Parkway (CP) 

comprising of mostly single use developments.  Allowable density is 16 units/acre and maximum 

building height is four stories.  Zoning surrounding the site include Central Urban-18 (CU-18), 

Medium Density Residential (MR-1), Residential Preservation 1 (RP-1), University Transition 

(UT), and PUD.  These designations within a half a mile radius of the site present desirable areas 

for redevelopment because of the range of permitted uses.  TODs require a good mix of these 

supportive uses including commercial, retail/office, and residential in order to thrive, especially 

applicable to this section of Tennessee Street with its strip mall development character.  

Additionally, the redevelopment of the TOD site and implementation of a light rail system will 

enhance the connectivity of the surrounding low density residential uses which comprise of more 

automobile-dependent households.  Map 1.2 in the supplemental Design Book illustrates site and 

surrounding zoning designations.   

Parking 

Given the Tennessee TODs suburban strip mall character, a substantial amount of underutilized 

land in the form of paved parking exists in front of the commercial space.  As a result, large 

building setbacks exist that contribute to the low density character of the corridor.  

Redevelopment of the site would entail construction of building fronts up to the street with 

greatly reduced setbacks, therefore creating a sense of enclosure and edges important in place 

making. 

Circulation and Infrastructure 

The TOD site is located near important thoroughfares that provide connections to Tallahasseeôs 

downtown and additional areas.  High and Ocala Roads are two arterials that border the TODôs 

east and west boundaries, while Tennessee Street lies to the south.  This existing roadway 

infrastructure provides opportunities for the creation of streets internal to the site.  Additional 
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roads will help to create a gridded pattern of streets and redistribute travel demand so that right 

of way on multilane roads can be recaptured to orient them toward the areaôs pedestrian 

experience.  Map 1.1 in the supplemental Design Book shows the TOD siteôs location and 

surrounding circulation networks. 

Slope 

Slope conditions were examined on the TOD and the surrounding area.  This helped the studio 

team to gain a sense of any potential severe grades that would require site remediation to allow 

redevelopment.  Also, slope data helped to identify general run-off patterns from impervious 

surfaces.  Severe grades were identified directly to the north and east.  These are existing land 

retention walls and grade separation of the commercial area from sloping High Road.  Both areas 

do not present any challenges to site redevelopment.  The slope map confirmed the presence of 

stormwater infrastructure at the southwest section of the north TOD site and at the St. Marks 

Trail section of the south TOD site.  A 100-year floodplain lays to the south of the St. Marks 

stormwater features acting as a natural barrier to stop further development.  These are important 

considerations to address when impervious surface increases can impact stormwater facility 

capacity.   

4.6.3: Tennessee TOD Site Design 

The Tennessee TOD was chosen to be the example TOD of the project mainly because it is the 

only TOD area located along the proposed first phase of rail construction.  With the site spanning 

both sides of West Tennessee Street, connectivity and flow were crucial in the design process, 

along with a mixture of uses and the establishment of a pedestrian-friendly environment. 

The first step in improving connectivity was finding the best place for the light rail station to be 

positioned. In this process it was important to accommodate for pedestrians while still providing 

access to a bus station that services three routes and access to the park and ride garage.  The 

location chosen was just west of the site center on Tennessee Street where it could be easily 

accessed by all people living in the site and those up High Road as well as along Ocala Road.  

This area was provided the largest amount of existing right of way alongside Tennessee Street.   
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The next step in improving connectivity lied in continuing the traffic flow from High Road down 

into the south side of the site.  That extension, acting as a secondary street, would run along the 

south side of the site and intersect at Ocala Road.  This intersection at Ocala Road would be 

limited to be only a right-turn-in/right-turn-out because of its close proximity to the intersection 

at Ocala Road and Tennessee Street.  The High Road extension would feature the most unique 

drive and pass a combination of apartment buildings, townhomes, mixed-use buildings, office 

buildings, parks and the drainage pond outside the siteôs south side.  This extension would have 

on-street parking on both sides and a small neighborhood size sidewalk at five feet wide. 

Figure 4.4: Tennessee TOD Master Site Plan 
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In an effort to break up the size of the site, another secondary road was placed in the north-south 

direction in the middle of the site.  This road would start at the High Road extension, cross 

Tennessee Street and terminate a cross street on the north side of the site.  The street would be a 

semi-Main Street featuring mixed-use buildings on both sides.  This road would have on-street 

parking on both sides and ten foot sidewalks to serve the ground floor commercial. 

The final secondary street increasing connectivity and further adding to a grid pattern network is 

a road that connects High Road to Ocala Road located in the middle of the north side of the site.  

The intersections at High Road and Ocala Road will be signaled to allow turns in every direction.  

This will be the road that the Main Street connects to on the north side of the site.  The road will 

be lined with residential uses except for at the Main Street intersection where there will be 

mixed-use buildings.  As with the other secondary streets, this street will have on-street parking 

on both sides and five foot sidewalks. 

West Tennessee Street will continue to serve as a main arterial for the city, but will be greatly 

enhanced from its existing form.  While Tennessee Street will be limited down to two lanes in 

each direction, it will actually be a continuation of Tennessee Street west of the Ocala Road 

intersection.  It will be lined with three to five story mixed-use buildings consisting of 

commercial uses on the first floor and a mix of office and residential on the upper floors.  To 

service the large amounts commercial, office and transit uses along West Tennessee Street, there 

will be 14 foot sidewalks.  On-street parking will be provided where possible based on the 

availability of space.  Placing on-street parking on a main arterial is not unheard of in 

Tallahassee as it was also done on Monroe Street through downtown. 

All roads in the Tennessee TOD will feature several amenities designed to make the area feel 

safer and more appealing for pedestrians.  On-street parking provides a physical barrier between 

auto traffic and pedestrian areas while also providing additional parking.  Roads throughout the 

TOD will  be narrowed to psychologically create a feeling of a closed in space. Another way to 

produce this psychological effect is by having building walls as close as possible to the road 

and/or street trees, causing drivers to feel as though they are driving through a tunnel which 

causes them to slow down.  Street trees are also important because they provide shade for 

pedestrians and soften the hard edges of buildings. Additionally, street furniture such as benches, 
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trash cans, signage, and other such amenities will be included to add importance to the pedestrian 

realm.   

The building layout of the TOD site will be densest along West Tennessee Street and gradually 

step down from four or five story mixed use buildings to two story townhomes.  This was done 

for a couple of reasons.  The primary reason was to put the greatest number of people near the 

transit station.  Density drives transit because the shorter the distance people have to walk the 

more likely they are going to use it.  The next reason was to slow traffic down on the primary 

streets in order to force cars to move slower through the site and provide a safer atmosphere for 

pedestrians.  The other reason was for building heights to be able to step down, providing a 

smoother transition to the surrounding areas.  Most buildings will be located up to the edge of the 

sidewalk, except for the civic building and a few other structures, in order to further enhance the 

urban feel and ease of pedestrian access.  

One of the more significant areas of the site is the civic center and park located on the north side 

at the end of the Main Street.  These will not only serve as a terminating vista for the Main Street 

but also a public meeting space.  The park in front of the civic center is a large rectilinear shape 

that provides the soft open space needed in any considerate urban area.  Another park is located 

on the south side of the site between some apartment buildings. 

This TOD site also provides a park and ride garage.  This is located on the southwest side of the 

site close to the transit station.  While it could be located closer by placing it on West Tennessee 

Street, it was placed behind the Tennessee building ñwallò in order to maintain the urban feel of 

the area. 

Development Summary 

The following provides a summary of the Tennessee Street Transit Oriented Development 

(TOD) site.  This information will briefly cover and explain residential sizes and how 

commercial square footage was calculated along with both their parking and open/green space. 

The table below is broken down into the northern and southern halfôs of the TOD site with a total 

for the two halfôs combined in the last column. 
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Table 4.3: Tennessee TOD Development Summary 

Development Summary 

  North South Total 

Number of DU's 293 117 410 

Average sq. ft. of DU's 1,253 1,430 1,303 

Number of Residential Parking 293 117 410 

Number of Commercial Parking 467 579 1,046 

Number of Park & Ride Parking 0 200 200 

Commercial sq. ft. 217,500 194,785 412,285 

*DU-Dwelling Units 

To assemble the necessary number of dwelling units required on our site, a wide variety of 

ranges for the dwelling unit sizes were considered.  On the both ends of the development, units 

can vary from as small as a 1 bedroom apartment of 700 sq. ft., to as large as a 3 bedroom 

apartments of 2000 sq. ft. 

The number of residential parking for multi-family parcels was calculated at a ratio of 1:1; as 

there will be one parking space per dwelling unit on the TOD site.  Most to all of our parking for 

residents will be located underneath the buildings they live in, acting as ñ1
st
 floor parkingò.   This 

was done in order to help avoid open lots cluttered with cars and assist with promoting a 

compact urban form.  If external parking had been chosen for multi-family use lots, they would 

have ended up utilizing significantly greater amounts of open space. In turn, this would have 

forced the design of the buildings to be taller in height, increasing intensity but not density.  We 

also have several townhomes on our site that all contain parking garages in the rear of the 

building.  

To properly calculate the total amount of commercial square feet that would be available on the 

site; it was necessary to first decide how much of each properties square footage would be 

leasable.  After some research, of available commercial space 85% could be offered as leasable 

space, while the other 15% would be allocated towards such things as: common areas, entrances, 

reception, hallways and bathrooms.   

The parking for commercial properties was then estimated by reviewing general urban design 

guidelines that require 3 spaces for every 1000 leasable sq. ft. that a property occupies.  That 

number was then further reduced to two parking spaces per 1000 leasable sq. ft.  based upon 
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allowances  for ñshared parkingò in which some of the spaces required for two different 

businesses are considered communal.  The other reason for not going with a higher commercial 

parking requirement was based around the idea that the TOD would be significantly less auto 

oriented than a standard development. 

Out of our total acreage on our site (28.57 acres), 3.43 acres, or 12.5%, of our TOD is dedicated 

green/open space, this includes: green paths, two large parks, and several smaller green strips of 

land around buildings.  The smaller green spaces were especially important to include because 

they would tend to increase ascetics and reduce noise from passing traffic.  The smaller spaces 

may also be used as a traffic calming measure on some of our smaller streets for people to slow 

down when passing by so as to enjoy the view.   
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Section 5.0: Policy 

Policy recommendations for the project are heavily derived from successful implementation 

strategies from other cities. While the type and nature of the implementation strategies has 

differed from city to city, there have been general methods for success.  Likewise, policy tools 

used to promote ridership have remained similar in character yet are specific to each system. 

Suggested implementation strategies and policy tools will be laid out in further detail in sections 

5.2 and 5.3. 

Definitions: 

Implementation Strategy: The organizational system utilized by the municipality to carryout 

research, design, stakeholder involvement, and governance of the project. 

Policy Tools: Formalized legislative codes implemented by the municipality to promote 

physically desirable urban form.  

5.1: Case Studies 

A strong set of policies and design standards are integral to the continued success of a light rail 

project. In order to understand how policy is integrated into the design and function of a light rail 

project, the research team identified a range of domestic light rail institutions that were believed 

to demonstrate strong policy guidelines (Domestic municipalities were selected due to the radical 

differences in governance between other nations). The research team also intended this research 

to serve as a basis for the formulation of a unique set of goals, objectives, and policies for the 

implement of the Tally-Go light rail project (See Section 6). Transit systems from two previously 

discussed cities: Minneapolis, Minnesota and Portland, Oregon were included in this section as 

they were considered to have the most successful implementation strategies of all case studies 

covered in Sections 2.2. The additional case studies covered in this section were selected based 

upon their uniquely successful character as it pertains to implementation strategy and policy 

construction. The following sections detail the findings and conclusions derived from these 

analyses.  






































































































