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Section 10: Introduction

The following is afinal report giving the current state of research for the Florida State
University, Department of Urban and Regib®danning, spring 2010 studidhe ains of the
studiowere to design amner city light rail route fothe city of Tallahassee, Floadand to alter
existing land use patterns within the capital regitlpon completion of the route selectiohet
light rail route,from hence forth entitledhe fiTally-Goo, was utilize by this projectas the

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

Figure 11: Tally-Go Route- Phase Map
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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 Routef 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

T h eTallyiGoo project IS a dual track assg gnment
transportation modeling groupn@ a land use planning grougach group, at significant

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

The aim of the land use planning group has beedekign andlocate the transit line as
proximate tgprime redevelopment locatiorend activity centers as possibl® achieve this, the

group has done in depth site suitability analyses, case study reviews, and transportation forecasts
to establish the most context appropriate modal.addition, this documeércontainsdetailed

policy suggestions as well as a set of urban design guidelioesulated to ensure future
success of the proposed transit systelhese sections will focus the pattern of development
around the new line in a way that will be mesnducive tavardssupporting transit ridership

and spurring sustainable redevelopment patterns.

The document will act asore of a cursory technicatudyexploringprojectfeasibility. It will

not go into any detail explaining capital or operating co§the documentill 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 Countysaiehave an affordable
convenient alternative transportation choice which not only reduces the dependence on
automobiles but simultaneously supports growth for a more proggefsgure Therefore, ar
ultimate goal is to promote environmentally sound, pedestrian safe redevetdapwithin our

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

project also aims to reinvigorathe City of Tallahasseso that it could become a modgir

othersmall and medium sizegities to follow

Laviia, Miller, Mowbray, Reeves, Tully, & Wickham: Land Use Consultants 6 | Page
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The project aims ta@apturenew residents of the areas well as existing residents located
outside of the urban corand locate them withithe central cityaway from the urban fringe.

As the system would ideally be passingseyeral large government and educational institutions
the project willmostly attract large groups of students and government professionals. Given the
size of these populationsver 50,000 studentand 9,000 faculty/stafbetween Florida State
Universty and Florida Agricultural and Mechanical University ancer 48,000 state and local
employees within the county, thieally-Go system should be able to attract a fair number of
riders just between the two sectofse route will also receive a number @fars from outlying
areas as t he ®efedyidestly intolge, eliminating thewisd of city buses along

theTally-Go corridor.

In addition to these large populatiotise success of the system also relies upon a future scenario
of high personalransportation costs and a eityde reduction of free parking availabilifgee
Sections 2.1 and 4.2). Furthermore, accordmg@ recent EPA studyhe county as a wholéhas
begun a fAfundament al whdnebyfetevelopnent ofurban beatershas g
begun tooutpace construction in the outskirts of subuiiNalson, 201D This trend has been
demonstrated in the housing market wheeatral city residentialconstructionin 26 of the
nati onbdés 50 | aeagleas morentan doubledsincet2@€igona 201D Given
these trendst is the expectation thatallahassee 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 tosass tie existing conditionsn the City of Tallahassewith

the intentto betterunderstand the potential planning implicati@msl possible impacts stemming
from a light rail transit system.This initial step was divided int@even broadassessment
categories Observations, Data Collection & Analysis; Circulation Network; Public and Green

Space; Building Conditions, Value, and History; Urban Forembgraphics; and Environment.
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1.3.1: Observations, Dat&ollectionand Analysis

Land Use and Zoning

The City of Tallahasseehome to some 171,922 resideif®dder, 2009)utilizes a classic
Euclidean Zoningapproachto classify land usesWhile there are a variety aflassification
levels the principal categorizatiorase outlined by both theutrent ad Future Land Use Maps
(seeMaps 1.1 and 1.4n the companion Map BogkThese maps provide an indication of how
the formaive influences of past, preseand potential futre growthtrends affect the urban form

of Tallahassee.

Within the Cityof Tallahassee, both tHeuture Land Use MafpFLUM) and the Current Land

UseMap demonstrat¢éhathigher education and governmeapresent two of the most prominent
citywide institutions Throughout the downtown areaparticulat the cityhas devoted extensive
areas for public institution, particularlgtate and locagovernment operations antigher

education.

Another significantand usecharacteristic that defines the City of Tallahassegiantity ofland

set aside for preservationnposes. One of the more notable areas designated for preservation
can be found alonthe many major thoroughfaresf north and east areas citiesignated as
ficanopy(See mapdBd® companion Map Book)These roads have been identified by
the city asareas of significant vegetativaesthetiacesourcesadding to local character of the
city. To protect these unique features the city has establigistittive development ordinances
designed toprotect vegetation as well as preserve the scenic \ieds by excluding
incompatible development from occurringAs a consequencéhese preservation arehave

been largely restrictivéor intensedevelopment.Likewise greenway corridors, most notable of
which being the St. Marks trail, have been preserved througlongication of zoning

amendmentsg;onservation easemengsd fee simple acquisitions

State, County, Local Ordinances

Tallahassedeon 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 aweéigrated bus system tdlow

for the easy movement of persons that do not use personal transportdinen.City of

Laviia, Miller, Mowbray, Reeves, Tully, & Wickham: Land Use Consultants 8 | Page
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Tallahassee and Leon County are currently developmgpalatedMultimodal Transportation

District for the central area of the city.

Current Master Plan, Comphensive Plan

Under mandate of F.S. 163.3167(2), the City of Tallahassee is required to develop, adopt, and
update a | ocal Comprehensive Plan meant to gu
Pl an contains fAel ement dulure lamddisee oOEsing) anspostagiane s r ¢
infrastructure, conservation, recreation and open space, intergovernmental coordination, and
capital improvements. Proposed development is evaluated for consistency with the established
goals, objectives, and poli es of t h e sraeet fyrewtre memagenent strategies
Various fiel ementso of the comprehensive plan
standards, existing and future land use, and environment piblaty were crucial to the

developmat 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 theci t ynéjar eastvest thoroughfarelMonroe Street starts in the southern most
urbanized area and extends north. Thomasville Road (FL 61) splits off from Monroe Street north
heading northeast away frotine central business district (CBD). Apalachee Parkway siarts

theeast side of the CBBnd continues in that direction out of Leon County. Capital Circle (U.S.
319) i s t h e forGhe eastpseuthbardestern doundaries of that Interstate 10
traverses through Tal |l ahand ompetestheinortnadaidi 2 ¢ d sar e
beltway Tallahassee has minortexials that emanate fromthe @ y 6s cent er and b
all directions. The locahternal streetsof the downtown coreare characterizedredominantly

by a gridded patteraf spokes and radialdlewerroadsbecome more subuah in formas they

progresoutwardoutside ofthe Ct yd6s cor e.
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Figure 1.2: Major Roadways in Tallahassee
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Table 1.1 provides a general summary for the established roadway lews#reice standards
(LOSS).

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

Roadway Type Level of Service

Interstate, Intrastate, Limited Access Parkwsi C
Principal Arterials D**
Minor Arterials D/E*
Major and Minor Collectors D/E*
Local Streets D

Source: Tallahassee Comprehensive Plan, Transportation Elénfaiicy 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 ADO tpor oegsrtaanbmiinsgh tprrainosrpiotriteast i fooar i mpr ove
concurrency requirements, to support the Southern Str
programming improvement and concurrency purposes.

**The Level of Service for Monro&t r eet fr om Gaines to Tennessee shall be

Tall ahasseebs 2007 Evaluation and Apprai sal f

and lists their LOS. Tallahasskeeon CountyPlanning Departniet 6 s ( TLCP D) asses
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thed t yds st r evestthatmmany wadwdys asehfunctioning below established LOSS
and are overcapaci(yf LCPD, 2007) Implementing a light rail system in Tallahassee will help
to alleviate congested conditions on roadways and improve levelsvafesby reducing travel

demand by automobile.

Pedestrian and Bicycle Facilities

Despite the Cityds effort se Tal |liarlpasosveee Opse dpeesd @
bicycle facilitiesstill remain largelyfragmented as aresultbfh e Ci t y 6 autorpobile vi o u s |
dominatedplanning According to the Capital Legacy Projethe disconnected nature of
pedestrian infrastructure outside the urban core has leasitmsaquent lack of interconnedatyv

between destinations. This fragmed quality has acted as a deterfentprivate developers to

invest in pedestrianinfrastructureas they commonly perceive it to be an unusual amenity in

many areas of town Other issuesvithin the cityare related to lack of sufficient maintenance

and a low level of integration with the local transit systéRS&H, 2009) In addition
improvements insidewalk widths ad setbacks from major thoroughes have been largely

ignored.

Parking

Much like many aut@riented enviroments, Tallahassee contains a substantial amount of

underutilized lanés a consequenoé minimum parking requirements mandated by the Land
Development Code (LDC). This requirement subsidizes automobilghisk has contributed

to low density stripdeteo p ment ar ound t heAs@riesuly dlternativaj or cor |
transportation options have remainiedited. Revision to the Citybds e
necessary to motivate people to explore other transportation alternatives aside froabéeitom

usaggSee Section 6.1)

Railroad

CSX Transportation operates an existing easst ral line south of Gaines StreetWhile the
existing rail infrastructure offers a unique opportunity for a potential right of way, the CSX route
unfortunatelyfails to connect many large destinations within the city. Given this distance from

activity centerghe CSX rail linehas been considered an irrelevant element.
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Parks and Recreation
Table 1.2 shown belowprovides an inventory of parks and recreatiorraba maintained by

Tallahassee and Leon County.

Table 12: 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

: 26
andRecreational Complex
River/Lake Landings (21) -
Community Parks (9) -

Managed by the City of Tallahassee | Acres
Tom Brown Park 255
Lafayette Heritage Trail (Piney Z 29514
Park
Elinor Klapp Phipps 600
Park/Meadows & Meridian Park
San LuisMission Park 69.1
Jack L. McLean, Jr. Center and

52.1
Pool
Jake Gaither Golf Course and
. 118.9
Community Center
Hilaman Park Municipal Golf 121.9
Course
Adams Street Commons/Klemer
5.6
Plaza
Community Parks and Athletic B
Centers (44)
A.J.Henry Park 71.4
Total Acreage 3,079.14

Source: Capital Legacy Projeet.eon 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 accesgeai@lsmall and medium sized
recreational areascluding the Cascades Park, Meyers Parld the San Luis Mission Park.
For a visual account of the distribution of parks throughout Tallahassee, pleddaps&e3 in

the companioMap 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 thewpen and green spac8&ince 1995, 5,200 acres of property worth

$54 million have been purchased by the City and Coamdlyinclude hubs, sites, and connectors
Open and Green Space is intended to connect residential areas, schools, universities, and
colleges. Overall, Leon County has almost otlerd of its land under these designations. The
project intends to support the conservation of these green spemeghtithe various its growth

management strategies.

Connectivity

Section 5.3.3f the Capital Legacy Project summarizes the Tallahadssee County Planning
Department 6s efforts to MasterdlaroThis planatempteto way s
create linkages that contribute to the connectivity, preservation, and enhancement of
environmentally sensitive area3he goal of the program was to help connect several different
areas of Tallahasséeon County to one anothefhe proposed rail alignment Wwisupport

growth adjacent to innetity 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

Tall ahasseeds inner core contains numerous d
contribute to the social fabric and identity of the area. Some converted residential structures in
historic neighborhoods presently function as office andilrefgace along sections of Park

Avenue and Calhoun Street. Other areas or buildings of historical significance include: Leon
High School, the BrokasicDougall House, the Magnolifeights Historic District, and the

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

styles and present opportunities for cultural and herbaged preservation andourism

activities. As a result, land use designations exist to protect these resources and help strike a
balance betweepreservation and revitalization/infill goa{RS&H, 2009) The location of a

historically significant building can impact aalignmentsability to acquire right of way
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necessary to accommodate a light rail system, ultimatdlyencing 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 teearly twentyfirst centuries Older buildlgs t end to be situated
urban center, while newer construction proggessway from Tall ahasseeos
condition is not necessarily correlated to building age and is more dependent on viability of use

on the site, surroundingharacter, surrounding urban form, and surrounding urban structure as
evidenced by examples along Gaines Street and Park Avduikling age and conditioare

directly correlated withassessed 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 hifgilested by Northwest/\West
Tallahassee, Southeast Tallahassee, and Southwest Tallahassee(%2@08)ap 1.6 of the

companion Map Bok).

1.3.5: Urban Form

Block Size & Structure (Spatial Organization)

The spatial organization of the city in terms of block siaé structure has been examined at a
superficial level. The research team has made visual observations of the proposeilight
routes to gain a better understanding of the spatial organization of thelrtigddition, large

block sizes typical of sulbban strip development present opportunities for redevelopareht

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

Building Densityand Intensity

Density of developmentbuilding footprint per unit of areaand intensity (total built square

footage per unit of areajfrorsyth 2003)variesgreatly depending on location in Tallahassee.

The highestbuilding intensitypat t erns exi st in the Cityds ce
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universitieswhere tallmultistory buildings dominate the landscape. However building density,

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

North MonroeStreet See Map 1.1 the companion Map Book).

Following the trend of hiding 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 alsenevid

contiguous strip developmentmmediately adjacent toTal | ahasseebs

Tallahassed eon County Pl anni

ng

Department 0s

maj or

zoni ng

densities for the Central Urbdistrict at a range of 4-:050.0dwelling unts per acre (du/a@n

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

sixteen du/ac while Singleamily categories can range from 3®3lu/ac Thus far building

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

predominating autoriented style of developmentPlease refer to Maps 1and 1.9in the

companion Map Book for a detailed visualpr e sent at i on

Vacant Land

of

t he

Cityods

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

family residential development on parcels of 10 acres or grg@8&H, 2009) therefore, vacant

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

purposes of this studid®d summary of vacant landompared to certain physical and political

boundaries found in Tallahasseealetailed in Table 1.3 beloand 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 goodsexample

suchcorridors(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 171,942).S. Census Bureau, 2009)s it stands today the average persons
per dwelling unitin the Cityis approximately 2.3Tedder, 2009 Using these figures the City
determined to havapproximately 7448.7occupi ed dwel l ing units.
total acreage of 66,117.f%e 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 toal acreaggenet residential acreage cosmut to be only 16,736.9Using this figure,

the esulting average density for built acreage is then determined 4cdblalvelling units per

acre. While there is obviously a great discrepancy in residential ilemsdepending on
neighborhoodgee Map 1.9n the companion Map Bookhese figureslemonstrate that overall

development patterns within the city have bdestinctly norurban

Boundaries

The City of Tallahassee contains a series of real and perceivedidy@s that function as
growth management and economic stimulation tools in desired areas. The Urban Service
Boundary (USB) encompasses an ared@¥104 acresand has remained relatively unchanged
sincel997(see Map 110 in the companion Map Bodk(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. Provigilbnsot extend beyond

established boundaries tocemirage contiguous and efficient growth patterns.

Tallahassee contains two Community Redevelopment Areas (CRAS) in Waichncrement
Financing(TIF) is utilized to fund projects such as: parking lot and garage construction, new
parks or parks improvemss, streetscape improvements, and sidewalk infrastru(dass Map

1.11 in the companion Map BopkThe Ci t y6s di stricts include t

Redevelopment Area and the Downtown Redevelopment Area.

The Cityods Mul ti mordgtaMMTD)rcampris@soofll6d8tacresin whith s t
policy is designed to facilitate multiple modes of transportation @adsit supportive
development patterns characteristic of mixed uses, street and land use connectivity, and dense

land use patterns (TLCPI2007). The district enables the use of mitigation fees toward
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infrastructure projects that will help create a vibrant urban core. Currently the MMTD does
not include the incorporation @ light rail transitsystem, but the MMTD study will provide
insight into how other alternative transportation modes can be integrated with a proposed light

rail systemFor avisual extent of the MMTD, please sekap 112 in the companion Map Book.

An additionalperceived boundary present in the City of Tallahasseéts urban core. Covering
over 7,700 acreghis area represents the central focal point of the city. For a visual reference,

please see Map13 in the companion Map Book.

Character

When conducting any planning endeavor, taking the character of the city into context is essential.
Character and contexre usually something thatannotbe plotted oto a shgle spatial map.
Throughout the whole rail line proposabpess, contextualaments, includingtudent culture,

state government eds, protection of canopy roads®ve been qualitativelgppreciatediuring
thedecisioamaking process Existing character of the City will be explored further in the urban

design portion of the pregt(see Section 4)

Image 1.1 Typicalstrip development within Tallahassee
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1.3.6: Demographics

Age

At 36.8% of total populatioeon Countyhasthe second highest percentage of population
between the ages of 18 and 34 in the statainy due to thepresence of its thremajor
universities, FSUFAMU, and TCC(Tallahassee Statistical Digest, 200Bjese institutionsas

well as the downtown area of Tallahasdeeavily 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 systeffhe suburbanareas
outside the central citare areasvhere the majority of older age cohorts can be found. In
addition, at 8.8%l.eon County also has the smallest percentage of persor@@ older in the

state for counties with a population greater tha)@D,(Tallahassee Statistical Digest, 2009).
This disparity in age groups represents an important factor to recognize for marketing efforts
towards redevelopmenGiven this spatial dtsbution of cohorts and proposed line should be
sure to market to university students and young professionals working within the urbaw core.

breakdown of age cohorts for Tallahassee is detailédlte 14 below.

Table 14: Age Cohorts of Leon Countg 2008

Age Group Total Population | Percent of Population  Average Annual

(2008) (2008) Growth (20062008)

Oto4 15,795 5.7% 1.8%
5to 17 39,367 14.3% 0.7%
18 to 34 101,144 36.8% 1.9%
3510 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: Uni ity of Florida, Bureau of Economi

vers
15406, June 2009

Racial Composition
Tallahassed.eon County is an ethnically diverse area, with the county being 60.9% non

Hispanic white, 31.5% neHlispanic black,and 4.8% of Hispanic origin. Two of the most
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prominent areas in Tallahassee to find4hkbspanic blacks are located in French Town (tleaar
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 foundTiable1.5 below.

Table 15: Leon Cainty Race and Ethnicity Population Percentages by Age Cam@Qa08

Age Group Non-Hispanic Non-Hispanic Other Hispanic Origin
White Black
Oto4 51.8% 40.0% 3.6% 4.6%
5to0 17 53.5% 39.0% 3.5% 4.0%
18 to 34 54.3% 35.2% 3.2% 7.3%
351t0 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 udes Bulledimmi

1540,20Qune

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 umves; 5,000 ofwhich being vacant (2007 American
Community Survey). More than half of tleecupiedhousing units (38,000) in the city are
renteroccupied, representing the large transient population liwithin the city (2007
American Community Survey).Given the hi@y 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 Jackdomke Lafayette]l ake I'amonia and Foshalee

Lake The regional connectivity of water bodies with aquifer systdmsughout 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 goimation, and aquifer recharge have influenced
land development regulation, water management practices, and policy regarding sprayfields and
septic tank us€TLCPD, 2007) For a visual acount of major water features in thecwiity of

the City of Tallahassee, please see Nidg 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 successfublementation of the projecthese perceived

challenges and issuase summarized in Table6 below.

Table 16: Existing Conditions: Challenges and Issues

Zoning and Land Use:
Canopy roadsexisting green spaces, and historical sites designateservation
areas restrict development opportunity

Racial Composition:

Spatially segregated minority populations create a difficult context for a so
equitable route design

Environmental:

Repetitive flooding areas and kafeatures that are linked to water supplies res
development opportunities.

Building Density Intensity.

Majority of Tallahassee building density/intensity is not conducive to support
rail. Developers have been reluctant to build up to mawimallowable built
densities within city limits.

1.3.9: Oppottunities
Following the existing conditions analysis, tlesearch tearalsoidentified factors that could

serve to benefimplementatiorand future operations of the light rpiloject. Theséactorsare

summarized in Tabl&.7 below:

Table 17: Existing Conditions: Opportunities

| Pedestrian and Bicycle Facilities : |
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Selected route alignment is adjacent to several segments of existing fa
(However existing facilities are well belovesirable levels of service
Boundaries:

MMTD, CRD, & USB incentivize redevelopment efforts within the targeted ¢
The MMTD also promotes implementation and use of alternative transpor
services.

Tallahassee Comprehensive Plan:

Containspolicy language supportive of densgentralized development with
the USB as well as sustainable transit circulation networks.

Age:

Skewed range of age cohorts with large student body population provides
ridership base and supports marttetvers for compact development

1.3.10: Summaryof Findings

The Tallahassee area faces several challenges and issues as development continues to intensify
and expand outward from the urban cdrbus far, development has occurred in a manner that

has filed to maximize built densities thin the Capital Circle regio.he current urban form of

the city reflects a profound dependency on automdiaiked travelvhich, in turn, hasdversely

affected the multimodal connectivity of the citfhe following ®ction will address he
theoretical basibehind 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 acstntpéir

own development goals.

Section 20: Theory

The initial conception of thdally-Go project was based upon a numiaérforward looking
principles. As such it is important to the project to identify the theoretical conceptions used as

the justification for constructing light railansit in the City of Tallahassee.

Laviia, Miller, Mowbray, Reeves, Tully, & Wickham: Land Use Consultants21 | Page



Tallahassee Light Rail: A Transit Feasibility StudyFih o r Cagital&iy

2.1: Theoretical Justification

The principal theoretical justifications for the implementation of the prajéittbe focused
around the citydéds current need for adwdeed i onal
for sustainable developmenfthe following section will demonstrate howoth growth
management and sustainable developraemtot 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, siyapet
management is a pivotal role of any planningagenh i | e t he City of Tall a
Department currently takes numerous measures to manage grawith tive city limits, this

studio makes the argument that further measures, in the form of both additional built
transportationi nf rastructur e, and a new suite of pol

manage growth in a more effective way.

The prgosed lightrail line is an ideal growth managemeool for Tallahasseasit will be able

to act as a centerpiece itamense redevelopment opportunitigghin the urban core One of
the key elements needed to successfallgtain alight-rail projectis high building density.
Increased building density acts as faundation of growth management practicas it
consolidats future growth into a core area thslping to mitigateurban sprawl. For this study
the research team will define urban sprawbasrresponsible development tretight stretchs
growth beyond thephysical extent of theentral city. Althoughdebate existaboutthe exact
nature of sprawlsome common traits include: leipg developments, dependency on the

personal automobilestrip commercial developmen@nd segregation of land uses.

In order br Tallahassee to be able to focus on creating the high density redevelopment needed to
supportthe lightrail route, the city needs to emphaspolicies, regulations, incentiveand
spatial zoning to promoteompact development trend3hese polies will include brm 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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Sust@nable Development

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

a s ¢ development that meets the needs of the present without compromising the ability of
future generations t o tyodBehnessee, 009). While@sucha godls 0 (
may seemnebulous this project aims to promote all reasonable measures of sustainable
development througkhe promotion of adense multimodapedestrian oriented redevelopment

scheme.

Given recent trends in natin a | devel opment patterns, as we
population growth, sustainable development has become the new hot topic in urban planning
According to smartgrowth. org, Aéif current
within the country the average American can expect to seé8% increase in their regular
vehicle miles traveled by 20300 , ¢iSmdes hot Gr owt
necessarily need tbecome an unavoidable patternccArding to the National Homebuilders
Association, twethirds of development expected to be on the ground by 2050 is not yet built
(Smart Growth Ameaca, 2009). This offers citidgke Tallahassee a tremendous opportunity to
redesign the urban environment in a way that is both far morddiaalolcognizant of the needs

of future generations.

Speaking to sustainable and environmentally sensitive transportationp@uthor Peter Wenz

states:

iFor every kilometer of travel b -hindas mucheeneygper fderpsaas senger
commercial airplane, and orsixth 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
eachttr p by 60 percent and nearly eliminating carbon mono kX

To clarify the point one should consider théte U.S transportation ector makes up
approximately 31%f nationalCarbon Dioxideemissions, the leading cause &flgal 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 railesystas the potential to b&ar more

environmentallyand socially responsibtéan current development patterns.
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Furthermore in support of Transit Oriented Development (TQMDouglass Farr finds that
nationally average energy use per person living in tharucore is approximately half as much

as fortheaverage person living in the suburbs (2008). He goes on to state that average auto use,
as measured by daily vehicle miles traveled, is lessdahathird as much for persons living in

the urban core eopared to those living in the suburbs (Farr, 2008). Given that global warming
and environmental degradation are now widely perceived as major global, isduslsooves

local planning agencids implement policies which reduce negative anthropogerpacts.

In addition to environmental benefits, sustainable development also offergriad of co
benefits including: reduced dependency on foreignvethicular cost savings for the consumer
reduced traffic congestiorpreservation of open spackealthier population, 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 (Engrinformation 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 8idies

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/hile an examination of hexisting conditions was able to give
valuable contextually specific guidelines for the prqjattiepth case study analysis was still
considered a vital element in determining appropriate route attributes. In partoelsséearch

team believed thahis perspectivgrovided arindication of the extent to whidland uses

proximateto the rail linecouldbeimpacted Theresearch teartihenidentified light rail

institutions from avariety of domestic and international urban conterterder 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 findingad conclusions derivdtbm these

analyses
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2.2.1: Seattle, WashingtorBuilding for the Future

Background

Seattle is a major Pacific Northwestern city in the SeatleomaBellevue Metropolitan
Statistical Area. It is located between the Puget Sound and Lake Washington, 100 miles south of
the Canadiait).S. Border. The ty 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 duringthe gold rush Later on the area experienca&dothereconomic boom athe

result of the shipbuilding industry during World War |, which was quickly suppressed during the
Great Depression. Additional downturns were also suffered in the 1960s and TRx{=y
numerous companies are headquartered in Seattle including: Starbucks, Amazon, Nordstrom,

and Safeco.

Similar to many other large American cities, Seattle experienceeVyadti War 1l suburban

and exurban development, eventually receivingatagh k amongst t he nati ono
cities (INRIX, 2009). Recently, efforts to encourage smarter growth have taken place to
discourage inefficient land development patterns and mitigate associated negative externalities.
Seattl ebds De pngand Development repoRdd signifidant 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 areads d e mo g r aAmhbricanss AsiarBrhelricans eadd Pacific Af r i

Islanders, and Hispanics/Latsmi@American Community Survey, 2009).

Transit Features

King County Metro provides the <cityo6s bus s
ridership of 356,400 on diesel and trolley busses for the third quarter of(Ra@@&on, 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 12HhFeesection

articulated streetcars on standard gauge, electrifiedverhead 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 Soundds Regi on
bus service and the Central Link I ight rail S
from downtown Seattl to the Seattldacoma International Airport running underground, at

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

by overheadcatenariesand have a 200 person capacity. Operating speed is at 55mgh on
standard track gauge. Transfers are available onto buses run by ST Express, King County Metro,

Community Transit, or Pierce Transit.

Measurements of Success

Despite itsslow beginnings, the South Lake Union line has increased daily ridership froim 950

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 boardintielsnd of 2009, 26,600 in

2010. Furthermore, depending on additional land use changesit tplanner expect that the

route could reach daily ridership figures of anywhere between 128,00Q8&n@00by 2030

(Dawson, 2009) Much like the South Lake Union line, initial ridership has been low and
resulted in someagative perceptions of the expensive system. Overall, it would be premature to
measure the success of-emergende tofl lighbrail hasyrdytrecendy s i n ¢
taken place. The lines are planned around important activity centers andéagadntial 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 GulMeixico 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
Or | e amaulfure 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 transportatibrahd distribution center

for waterborne commerce. The <cityo-Katrimpopul at
population) with a racial/ethnic composition dominated by Afréamerican, norHispanics

(60%) and White, noilispanics (31%)Rlan for the21st Century: New Orleans 2Q3f010)

The New Orleansmaster plardiscusses land development patterns since the2ffficcentury

that were similar to trends of pedtorld War Il 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 fobtwas 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{ RGBD)

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 milesirsgrvi
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 rgeddatilities, 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 Pgrfe 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 fromoverhead street wiresThe three lines run on 5ft. 2 . gaugetrack (Lyndon,

2007)

Measures of Success

Ridership on the three lines has averaged 10,700 boardingg@avson, 2009and ha been
gradually returning to pr&atrina 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 re&d86 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 redevelopme®chor, 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, represersigraficant economic, cultural, and transit
center of the northern continental United States. The City of Minneapolis along with St. Paul
forms the 6Twin Citiesd region, which is a
about 3.5 million pedp spread across over 6,000 square miles including 11 cities and 17
counties, 2 of which located in WisconsAngerican FactFinde2010). Despite the sheer size of

the metropolitan area, at its core lies the City of Minneapolis. Covering an area of6@bout
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 AfricaAmerican, NorHispanic (17.4%) (#erican 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 regioraccounted 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 intebasiopn
service and technology oriented economy (Global Insight, 2006). One of the recent drivers of the
MinneapolisSt. Paul economy has been a recent comprehensive reintroduction of a light rail

transit network.

Transit Features

The City of Minneapolis is not uamiliar with lightrail transit. The first comprehensive rail
system in Minneapolis was laid down in 18&hd 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 availabléor 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 Aseas

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 tramtgiion option that helped to spur growth and
development in both the urban core and suburban areas (Fa®@&Imost 80 years following

the advent of rail travel in Minneapolis, the area transit network remained successful and
operational until 1954, wén the system was completely converted to a dedicated bus network
and all rolling stock and rail infrastructure were destrog@tson, 2009).n spite of this, lte

impact of transit in Minneapolis was so profound that $ioducts of the early transibuites,

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).

Accordingto 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 fApreserve thughcarefi planmingi ty o
for land use and station area developmento; t
in housing, multu s e facilities, and renovation proj
opportunities thr ougdve altérnate tramspactationroptidng finclydingt o fi i
bus service] (sic)o; and to Apromoteitditp@@ cont i
downtown MinneapoligNewburg, 2004p | n ot her words, the city
project as a meane ain end. They saw this project as a chance to reinvigorate a declining urban

core.

The citylater 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 theses avere 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 neighborhoodsharsinesses affected (Newburg, 2004).

Fortunately, they were right. Minneapolis city planners found a positive correlation between the

Laviia, Miller, Mowbray, Reeves, Tully, & Wickham: Land Use Consultants29 | Page



Tallahassee Light Rail: A Transit Feasibility StudyFih o r Cagital&iy

amount of planning invested in the system and the level of public participation and neighborhood

involvement (Newburg, @4).

In 2001, following years of political lobbying and public pressure to reduce automotive
congestion in downtown Minneapolis, the city broke ground on its new-rkghsystem, the
Hiawatha Light Rail Transit line. At a cost of $715.3 million, fundiegart by federal, state,
regional, and county sources, by020 the line was operating fullerviceschedulesalong the

12.3 miles of trackin addition to linkingdowntown Minneapolis with two of the most popular
destinations in the Twin Cities arehetMinneapolisSt. Paul International Airport and the Mall

of America, the lineconnectsthe city center with its southeastern suburbs and area office
developments (Metro Transit, 2009).

In terms of rolling stock, the transit line operates 24 rail caxsh 4 feet in length built by
Montreatbased Railway and Aerospace conglomerate BombardierRacent émand for
additional service has been so great, Metro Transit, the transit agency in Minneapolis, has
purchased 3 additional cars. Each car has aratipgrcapacity 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 stoperg thesystemis about 2 minutes and 10 seconds (Metro Transit,
2009). During rusthour 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

Publicresponse 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, ridershiplegge®jections for

2020. While in 2008annualridership 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 (AaerPublic Transportation Association,
2010).

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

chose to use the Hiawatha Line wer e: 6conveni
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6do not own aacar mofdp %pn gasd (12%), and Oe
Ot her results from the survey indicated that
6school 6 was the primary purpose of their tri
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 catalgstvedopment 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 halfmile walkshed surrounding the light Iraorridor 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 beengmned (Metropolitan Council, 2009 hese 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 eexpected based on the control area, two areas located
outside of the halimile walkshed of the rail line (Goetz, HagBigang, Ko, & Matson, 2090

The positive effects of the rail line have been attributed to an increase of $47.1 million in
residentialproperty values between 2004 and 2007. Because of the presence of the rail line, on
average property values for single and mAiathily homes have increased by $5,000 and
$15,500 respectively (Goetz et al., 2010). In addition, the findings from this aismyndicate

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 @102 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 ,&009
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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 ablaght il will
ultimately discourage development of lalensity commercial and residential areas and

encourage higldensity transportaticoriented 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 Countima t s t hat |, i we
that some of this growtiwould haveh appened wi t hout LRT [l ight r
supports growth by offering people an easy connection between where they live, work, and shop
(Metropolitan Council, 2006). 0

2.2.4: Stockholm, &eden: 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 satelle 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, aboutord al f of Stockhol més popul ation reache
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. | t waasncibbegart thhbupup lardar wh
in planning for the cityds future growth and
socialization of not only transit, but housing as wellai d t he grounds for S
General Plan of 1945.

Shortly after VWI | , Mar keil us, an urban planner, desi
Townso for Stockholm (Cerver o, 1998) . The go
of jJjobs and housing and by giving indbhadtri es
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wha't he called his #dArule of hal fédso in that I
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 systeaddhkk Tunnelbana (Cervero, 1998).

Transit Features

Within Stockholm, the Tunnelbana connects the satellite communities to the central city. The
system is 68miles in length and hagproximately 10&tations,centrally located within each

c 0o mmu n iwh geater makimg it easily accessible for commuters to walk or bike to the train
(Cervero, 1998). For Stockholm and its surrounding satellite communities)astepopular
choice for commuting to work is overwhelmingly lie transit. However general, no

commuter, trip are still dominatdxy the automobil¢Cervero, 1998).

Measures of Success

Since 1967, Stockholm has haflly integrated transit system includihgisses tramwayg, and

metro services These supporting systems hdeencoordinatedoy the Stockholm city council

to ensurean efficient and cooperativenultimodal system. Today Stockholm has one of the

hi ghest work trip modal splits in Europe with
year (Cervero, 1998). In recent yedrs tity has even experienced a decline in automobile use
(Cervero,1999. Some of this success is due to the way the rail lines and cities were constructed.
Almost all of the rail stations are located i tbity centers of the new towrecar free locadn

that is easily accessible by most residents. Some of the other successes of the system are
attributed to theappreciationof environmentally sustainable transport. The environmentally
conscious citizens of the city appreciate that taking the railush better for the environment

than it would be for everyone to drive their own car. This joined thighhigh of costarstaxes

car registration, and fuel prices have given most people incentiugsetdhe less costly transit
system (approximately $0 per trip).

2.2.5: Copenhagen, Denmark: Transit Managing Growth

Background
I n 1947, the AFinger Plan was adopted by Cope
the outlying satellite municipalities (Cervero, 1998). Extending from the centrabaiail lines

were to be | aid out to encourage devel opment
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in-between each line were to consist eservedwoodlands, farms and other recreational

spaces.

Over the years, several departments have lmeeharge 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, andhie 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. Altitbegldo not

carry the force of the law, they hope developeils onform to state preferred development
patternsAlthoughthere are no real incentives given to the developers for providing development
within the requested distanadgvelopers have beenore likely to naturally buildvithin transit

stop adjacent areas due to high market demémdddition he National Ministry of the
Environment maintains the authority to veto any development that they deem harmful or
destructive to their overall goals kéeping land as pristine as possible (Cervero, 1998)s

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 dateyelve yearplaming horizors are redrafted every four years
These plans includgoals suchas: maintain strict urban zoning, reduce travel distances and
times, minimize travel congestion in the central city, provide commerce industries with suitable
locations inrelation 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 embdrgabsequent
increasing gas prices; as well as the local public will togseen spacepreserved(Cervero,

1998)

Transit Features
As stated above, there are two major transit systems within the finger plan, the DSB (Danish
State Railway) which operaté®e 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 ofacdrasticdecrease in fuel prices

(until a slight rise in 2003 and a havy rise in mass transiares (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 197095; and bike lanes have increased from 210 to 300Km over

the same period of timgervero, 1998).1 n 1995, CopenhaCgeny iBn skteiot
movement whex for 20 Krone (about $3.70 U$BDou can rent a bike and ride it around town

and return it to a designated stati(@ervero, 1998)

2.2.6: Portland, Oregon: A Model for the Nation

Background

Portland, Oregon is the third most ptgus 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 plannig, regionalgovernment, high building density initiatives, investments in mass transit,
and as being the second most Agreeno city in
dense urban form and impressive transit system many Portlanders leaviéir lives contently

without the use of automobiles.

Transit Features

The conceptual i z at tralsystenf bedgarhiethePLégddading todhé frst | i g h
phase completion in the mitB80s, and to the expansion of rail lengths and sesvibrough the
19906s/20006s. There are four models of cars
line. The original car, that isibtused today, was manufacturéy Bombardier in the mid
19806s (The Oregoni an, nufacBu@hmasswitcid to Siemerls@d@®7 t he
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to their models addition of digital readerboards, slightly more open floor space, andladiow

design that makes it accessible to handicap persons, among other advantages (Vantuono, 1993).
The typical car can s4 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 hindertintessec

al ong Portl and 6-tdowsdwa lilocke @riMet, 2008@.1 | 200

Al ong Portlanddés 52.4 miles of light rail tra
light rail runs on surface streets, in other areas the trains have whenightof-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 atptheir routes (TriMet, 2009c).

Measures of Success

According to the U.S. Transportation Secretar
be the model for the nation (Rivera, 2009). This is because the MAX light rail usually boards
between 1000 and 112,000 persons per day along its four running lines (TriMet, 2009a).
Here the light rail carries 26% of all rublour commuters traveling in the Sunset Highway and

Banfield Freeway corridors (Becwar, 2006).

Portl andods | i g hghlysuecessful dug te theeemceptianal iatégeaion df the line
with other forms of transit, such as bus I ine
rail. This system has thus created an extensive network epersonal 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

Por t | a n-buit surbaw dorm, fierce regulations, and immense public/private capital
investmentssupports their light rail system in a way that Tallahassee, Florida currently cannot
offer. With this being saidTallahassee could start developing the type of urban layout,
incentives, and regulations that would provide the environment needed to Bulycesgpport

Il i ght rail . Portlanddés constantly i mproving

considered a model for Tallahassee, Florida.
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2.2.7: ChampaignUrbana: A Parallel Project in llinois

Background

The Champaigiyrbana metropolitararea of lllinois is currently in the planning procesfs
implementing a new light rail system. The Champdighana metropolitan area is home to

over 200,000 people and is the |l ocation of th
of lllinois at Champaigitrbana. The population size and location of a major state university
makes the area very similar to Tall ahassee, F

but the metropolitan area is well over 300,000.

Transit Features

The hampaigrUrbana 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
wereseeking a fixed guideway system of rubber tire carswioatid 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 similaized cities in Europe. Another big push in their campaign was the
discussion of potential redevelopment andriovement sites around the cityrhey 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 (Charyrbgma,

2010).

Measures of Success

The project coordinators of the light rail plan in Chamgp-Urbana have set three goéds the

project. The first goal is to meet the Champédiggbana Improvement Goals, which includes
maintaining and increasing jobs and residences around existing centers; providing attractive,
modern, highguality transit anenities 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 ard t o in
effectiveness with more passengers per service hour and increasing federal and user contribution

to costs (Champaigbrbana, 2010).
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As a result of the current economic climate, progress has been halted for the Chaunpargn
project at thalternatives 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 (Champdigana,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 decadgsh@ini
ranks of what is popularly known as fAThe Rust
Buffalo stands at approximately 270,000 peopl
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 @il 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

al so passes by HSBC arNatoaal Hodkdydeadueeany, papdlar t he
downtown plazas, and two regional hospitals (NFTA Metro, 2009). The traunseare 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 #leation (NFTA Metro, 2009). Most of the line

is runas a high speed electric subway.

Measures of Success

While originally intended as a large muthase project the system was cut short after
completion of the first line in 1986. With just the singleel 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 tiserrounding 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 standstoday, the Buffalo lightail 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: Bilding 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 int@ 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

statstical area population of approximately of 1.5 milliah$. Census Bureau, 2009).

The large scal@orizontaldevelopment that has occurred within the last three decades has been
typical of American post WWII growth. Despite the thriving banking ingusiowntown,
Charlotte has fallen victim to large scale urban sprawl. This trend in development has been
exacerbated by the expansive growth boundary
predominant urban form, outside of the downtown areanés ofsegregated land uses mostly

consisting olow density residential and strip mall retail.

Transit Features

Opened in 2007, Charl otteds | ight rail syst et
miles between the center city and number of théyiog 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 #even 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 asveo 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 t@dd 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 dailyidership was only just over 18,000 after the completion of phase Il in 2025,

the system has been viewed by many as an early success. However, there has been a great deal
of controversy surrounding treystem which provides fewer than 286 daily commutertrips

(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 diffgreatly 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 consideredtolbeut. What makes it a good

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

Transit Features

The proposed | ine, dubbed AThe Waveo i s expec
The line will be powered by overheaceetric 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
alsobedond o expedite the trainsbdé travel ti me.
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 TRail 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 wheavaluating thedvel of success of the proje@te first of these would

be the creation of humerous construction jobs during the building process with an additional 50
full time positions for operatorsf the light rail line. They also hope to encourggesate
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 &heaproject aimgo
provide connections to many eees$tastwblleas tHeoregionalo wn 6 s
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 sputtse development of similar rail projeatsthin the region, creating a

series of transit oriented communities in South Flofilave Streetcar, 2010).

2.2.11: Lessons Learned

There are many lessons to be learned from researching successful and uns$uiggeseHil

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 Orleaghktrail 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 promineisbecauseason
the majority of the rail line travels through low density areas estimated atworto five units

per acre.

While the population of Tallahassee falls far short of any implemented lines covered within this
section, passenger ridership estirsatan 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, theytallystem can expect to see a daily ridership

betwea 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
aroundby t he systemdO0s st ops;ralwlhbe. Usog tleis hppotieedisy c t i v e
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 effdbi@vea 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, thagh residential densityis a critical land
use/development factor needed to make the-hgihtsystem effective. Excluding Champaign
Urbana, Tallahassee has a considerably smaller city population and metropolitan population than
the other case studies. Tallahassee also has a much snthllessawibrant downtown core than

the other case studies. Because of these differing factors the proposedillighstem 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

al so needs to be a requirement at the passeng
lesson learned, thdtigh employment/activity densitis a crtical 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 employmentaters, popular destinations, and colleges/universities.

Tallahassee has an advantage of having two large state universdietatively close distance

to Tall ahasseeds downt own. As seen with the
potential transit ridership, therefore it is essential for both universities to be included in the
proposed lightail route. In regards to centralized employment centers and major destinations,
downtown Tallahassee is not as robust as many other citiedoasdnot have the same caliber

destinations as New Orleansd major conventio
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international airport. To compensate for this Tallahassee should start putting more focus on

economic incentives for centralized deymteent initiatives.

The last major lesson learned was thatking policy, regulations, and costgrovide the extra
needed Apul |l and pusho for many persons to co
our case studies it was stated that 3@Minneapolis riders took lightail 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, hawade heavy use of padndrides to ensure their systems popularity for their
suburban residents. These parking considerations and others need to be incorporated into

Tal | ah as-midandcape toienglrd the successfytlementatiorof the route.
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Section 30: Planning

The final route selection process begg@omu completion of the existing conditions assessment
and the case studies. Keeping in mind the theoretical principles upon which the project was
based, in depth geospatiatatistical, and urban form analysis was conductedietermine the

areas of Tallahasseipestfor light rail transit based redevelopment.

3.1: The Application of Theory

To create the sustainable urban form described hye pr oj ect 0 gationthedty et i c a |
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
someareas thatn 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 exigjmgraffic locations

(Florida State University, Florida A&M University, Downtowtne Capital Complex, Governors

Square Mall, Tallahassee Mall, Publix Supermarket). As many of these areas have already
established fair pedestrian levels of serviceitmeWwillb ui | d o f f existihgpedéstianc i t y 0 ¢
oriented developments, allowing riders to feel at ease walking around onéevtbarwed at

their final destinations.

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

the community to feel less dependent on personal transport&@ioce more the integration of a
variety of land usesaries the potential us# the railfrom person to person. This was ddae
attract the largest possible ridership ceuntn 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 downtoremitalization creating a vibragity center

3.2: Suscepbility to Change

According to projections from the Caplt®egion Transportation Authority.eon Countycan
expect an additional 52,408 residents on top of its cu&hB892by 2030(Tedder, 200p At
the current persons per household rate of 2.31, an additional 22,687 unite wikaed 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 aofid | consumed by
redevelopment would easily fall short of the amount of land capturedhvéthalf mile walk

shed of a 9mile + transit line. Given the availability of redevelopment ari¢as the projedd s

aims to focus growth into those areas with tinghest susceptibility to change so as to come

against the least possible resistance

Although additional growth is expected to be drawn from outlying a®asSection 3.4), the

project assumes that population gains will still fail to create an exeessigin on land
availability within a corridordos half mi |l e wa
that not all expected city growth will occur within the target area, and that attracted growth from

outlying areas will most likely fail to overhelm this discrepancy.

3.2.1: Methodology

The susceptibility to change map was created in order to identify areas within thmilbalf

buffer of the transit lin¢hat given the implementation of the rail line, would be most suited for
redevelopment and rehabilitation efforteformation from thirteen datasets wasltilized 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 basepoort arb

weighted evaluation matrix. Parcels with the strongest perceived likelihoods to change within a
category wer e a s s iwbila, ecdnveraely, sparcels elemargiing a B\
susceptibility to change were assigned the | o
research phase of this section, the research team identified parcel characteristics that could either
hamper the redevelopment process or wer@lgimot 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 0606 to these parc
was grahically displayed using ArcGISThe summary of the assigned scovefl be presented

in Tables 3.1 and 3.2
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Table 3.1: Single Score Susceptibility to Change Indices

Evaluation Criteria Score | Notes:

Brownfield Classification: 3

CommunityRedevelopment District (CRD):| 3

Multimodal Transportation District 5

(MMTD):

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 Aggregateparcel score defaults to "0’
Canopy Roads -5

Note:Scoresrangefrom6. 656 indicates the highest susceptit
susceptibility to change. 6006 i ndi cat iadicatdsh eduttianank

the susceptibility to change.

Table 3.2Multi-ScoreSusceptibility toChange Indices

Evaluation Criteria Score Notes:

Distance to Rail Line:

Parcel Centroids <0.25 mile 4

Parcel Centroids 0.25< x <0.50
mile

Parcel Land Use:

Residential

Shopping, Business, or Trade
Industrial, Manufacturing, and
Waste

Social, Institutional, or
Infrastructure

Mass Assembly of People
Leisure Activities

Vacant

[O201)°)

w

School property= aggregate parcel
score defaults to '0'

Aggregate parcel score defaults to '0]

gOo|F|

Parcel Parking Lot Size (sq ft):

0-5,000.00
5,000.0110,000.00
10,000.01100,000.00
100,000.01600,000.00
600,000.012,000,000.00

G |WIN|F

Property Value per Acre:

$1.00$232,539.00
$232,539.01$994,831.00
$994,831.01$4,282,651.00
$4,282,651.089,548,501.00
$9,548,501.0419,018,783.00

RINWA~O
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Building Age:

Pre 1940
1941-1989
19901999
2000present

NWiAN

Soil Drainage:

OExcessively Dr

6 Wel | Dr ai nedb©o

OModer ately Wel

NW[h~|O

6Somewhat Poor |

6Poorly Drainedl

*Scoresrangefrom8. 0656 i ndicat es tchhea nhgieg h ewshti |seu socledp tiinbdiilciattye s
6006 indicates the |l ack of susceptibility to change.

3.2.1 Criteria Justification

Brownfields:

A brownfield is a pecel 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-20% of urban land area in the United States which tendrtoetrate

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,).1B@sontamination 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 researcleam 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 toGoetz etal, 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

currentredevelopment potential of a given parcel. Undalized and vacant parcels as well as
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parcels with existing commercial land uses received higher scores than parcels supporting

cumrent 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 redeealoprassure as
surrounding property values increase as they typically do not maximize the developable square
footage of the parcel (Puszk@hevlin, & Esnard). This pressure for older structures to develop,
coupled with the time horizon of 2030 for thepi@mentation of this project, spurred the
research team to assign higher scores to older structures and lower scores to more contemporary
structuresHowever, the research team believed that the historical and cultural merit of structures
built before 1940would provide a disincentive for redevelopment to occur. Therefore, these

structures were awarded a score of 626.

100-yearFloodplain:

Proximity to the 106year floodplain was viewed to be a strong detractor to the overall aggregate
susceptibility to bange score of a parcel. A 96ar 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 floodinggelama

i mpact these areas resulted in a default sco
other evaluation criteria, the potential risk to the health, safety, and welfare of future residents as
well as potential impact to the investment potérdfathe 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 gartle 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 treateds t he oOwal kshedsd for the route |
are willing to walk to a transit stop. Therefore, parcels located within the quatéebuffer

created around the route line received higher scores than those located outsdpiaftéamile

Laviia, Miller, Mowbray, Reeves, Tully, & Wickham: Land Use Consultants48 | Page



Tallahassee Light Rail: A Transit Feasibility StudyFih o r Cagital&iy

buffer but within the halmile buffer. Research findings from Cevero and Lee justify this
reasoning in that sites located within one quamée of a rail line historically demonstrate

higher rates of transit use than betweenaquarter nie and onehalf 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 throughositdibwntown 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 Fservation 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 redeveloppmint opportunities. Therefore, a default
scores for parcels located within these overlay districts.

DOSNational Historic Register

Like historical overlay districts, parcels listed with the Department of Stateritial 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 Registér 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@ al . Therefore, all DOS listed parcels w
degree of importance these resources are to the community.

Multimodal Transportation District (MMTD):

The goal of the Multimodal Transportation District (MMTD) istoeat e a fAci ty wit
where all commercial, recreational, and personal needs are met without utilizing a car
(Tallahassee Lee@ounty Planning Department, 2008). This tool for redevelopment will help to
encourage growth supportive of a pedestriavirenmental 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 vehicteles traveled (Tallahassee LeGounty Planning
Department, 2008). dking into account the transit supportive goals of this district, the research

team scored all parcels within the zone with

Community Redevelopment District (CRD):

Created in 1998, the CRD consists of 1,890 acres of residential, commercial, estdahtzund

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 distritase 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 éragize investment projects. Since the city will be
reinvesting in these areas, the research tea

moderate likelihood to redevelop.

Parcel \alue perAcre:

The research team saw property value of a parcel to ¢ieomag indicator of redevelopment

potential. Due to outliers present in the range of parcel values in the identifiethilealf

walkshed of the route line, the research team decided to assess parcels based upon parcel value
per acre. It was the intentiorf 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 val ue
acre were assigned a score o fremésbviere asBignedc e | s

i ntermedi at e ,avnadl ubeds6 obfa sée2d6 ,u péo3nd6 nat ur al breaks

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 parkiagilet 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-andride locations but also, if the pank area is of sufficient size, for redevelopment

purposes on a greater scale, such as a ruged transit oriented development village (TOD).

Drainage:

Drainage is fundamental to urban livinig. the context of urban environments, the effects of
human ativity and development can yiefdany challenges in terms stormwatemanagement.
Factors such as compaction from foot and vehicular traffic, restriction of water movement,
and extense impervious surface coverage contribtdean environment natuited for natural
infiltration and dispersion of surface runof€raul, 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 volumestofrewater runofiBateman, 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 viewewdell-drained areas to possess the higher levels of redevelopment potential.

Canopy Roads:

One of the defining naturaharacteristics of the City of Tallahassee is its network of live oak

lined streetsThe Tallahassekeon County Comprehensive Plan has designateddimmd) these

streets aspecialconservation aredshmown asd Ca n o p y (20R9. indhe éffort to preserve

the integrity of these resourceSection IV of the Comprehensive Plan stipulatdsat 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 viak used for linear sidewalk improvemen29@9.
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 semsea disincentive for future redevelopment efforts,

the redevelopment potential of these areas is not entirely lost. Therefor, theerestrictive
development regulations tied to the 100ft buffer areas, the research team chose to assign a value

of5® to each parcel that falls within these ar
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3.2.2: Results

The highest densities of parcels with the highest susceptibilities to change were situated
primarily within the quartemile walkshed of the route alignment. In total, the route services
9,624 parcels within the hathile walkshed. Of these, 8,123 werernitBed 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 locatioos fedevelopment 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 partsewith high redevelopment potentidlhe corridors identified werel)

the western extent of Tennessee Street (Phase 1), 2) North Monroe at Midtown on Lake Ella
(Phase lll), 3) Apalachee Parkway atGove r 6 s Squar e Mal | (Phase 1)
Gains Street (Phase Il), and lastly 5) the eastern half of FAMU campus on South Monroe Street
(Phase 11).

Within these corridors, the research team identified five distinct regions where it is believed
development is likely to occur. The identified areathe analysis were: 1) the Tallahassee Mall,
2) Lake EIll a Plaza, 3) Governoro6s Sgquare Mal/l

Shopping Center / Towne South Shopping Center.

The research team believes that the strategic locations ofditeset 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 ihe walksheds with equal or greater aggregate scores than those found
in the aforementioned sites, it was their lack of adjacency to othersbaying parcels that

motivated the research team to eliminate them from possible selection.
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Lastly, despitesignificant 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 aréa.

3.2.3 Limitations of Analysis

While theTAZ data is well suited for transportation modelpposesit lackscertain attributes

that are necessary for appropriate future redevelopment fore&iste the data contained

within TAZs is limited to only basic population characteristics, (i.e. Imemof automobiles per
househol d, number of persons per househol d,
specific data regarding population age structure or demographic characteristics, it poses
significant challenges to making conclusions about |lgmgpulation 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 comprehensiveadaust 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 cohortd v 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, ten population forecasters would be better able to predict which areas were most
|l i kely to be classified as fAsending zoneso.
transit corridor, forecasters would be able to anticipate the lack of famiiid schoolaged
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 dogeholds without.

! For additional documentation of the results, please see the Susceptibility to Change Map in the companion map
book documen(Map 4.1).
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3.3 Route Selection

Following the conclusion of thdata gathering phase and initial stages of awite 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 regiooatexts 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 analysiof 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 seixoproject goals for the future Iy rail
alignment, detailed belom 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 contextuallgppropriate 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 employmepportunities throughouhe City of
Tallahassee

Following the synthesis of th&x 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 locatieerve 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 driféwgors 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 af 2009, had a combined student enroliment 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 popution 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 point®nsidered 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 Tall ahassee Ma
could not only ofér 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 vegk ang 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 bigabinovitz, 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 shapingnot 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 warwdrked 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 agding 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 byhe 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 tartge 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 Tedledndies Southwood a
predominantly residential development designed utilizing aspects from New Urbanism and
mixed used development practices. The master plan for the community provides fesitn on
high density office park. In recent years, state agsnlcave 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 gevnment 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 th r8otehwood

would contribute to the already sprawling nature of the City of Tallahassee.

3.3.3:Resultsand 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 wereegen 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 poectediing

were not compromised. However, in some instanses/ice 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 througlhe implementation of feeder $uoutessupportive of the main light rail

line.

It is the belief of the research team that ¢ighthand 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 routeli&4 miles in length and

provides servicdo over 9,624 parcels which are located within the-halé walkshed. The
route directly serves: FSU and FAMU, both Tal
Tallahassee, Frenchtown,n2iles of Tennessee Street, Ao al achee Par kway to

Square Mall?

Table 34: Route Characteristics Warranting a Redesign

Route
Number | Justification:

1| Misses downtown area and major development along North Monroe S
Does not equally serve all areas of Tallahassee

2 | Lack of service alongpalachee 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

S | Slope and Grade Concerns on Railroad Avenue to FAMU

Longand 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

% For a detailed description of the extent of the current route, please consult the map book, the companion document

to thisreport (Map 2.8).
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3.4: Forecasting

Working in conjunction with a transportation modeling grougdetailed population forecast was
conducted to determine the geographic distrib
transportation analysis region. Based upon the anticipated impactsT&liyr€o project would

have on future developmepatterns, much of the projected regional growth was reallocated to
areas within the light rail corridor.

3.4.1: TransportationAnalysis Zones

Transportation Analysis Zones (TAZs) are geographic units most often used in the modeling of
transportation systesn 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 inaossus b
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 engslibymormation (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, andGadsden Countieis north Florida. The Capital Region Tsportation 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 yeaf0B82nd a projected year of 2030. Over that time
period CRTPA forecasted that theddunty 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 bsed on policy, planned growth and expected growtte information contained in

the TAZ datawasused by the transportation modeling studiautmlerstand current drivers of
growth, absent of the light rail lin@hese figures were then manipulated by tr&lluse group

to fit the projected impacts the light rail project would have on future development trends.
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3.4.2 The Needto Reshape Growth

While the TAZ data collected from CRTPA is enough to model the current rodes erpected

growth without a lightrail system, it fails to take into account the impacts th#df and its
associated policiesill have on development patterns. ése of the goals of this project is to
further show the feasibility and benefits of light rail in Tallahasseipulate 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.liieNat ur al 0 thelreallocatian ©frofivtd r
included the myriad of benefits future popudas would appreciate by locating within thally-

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 detaiwithin Sections5and @y pi cal ly, fAnatural o drivers c:
for as much as four percent of the redistribution, while policy drivers are actually the primary

cause behind the redistribution.

3.43: Methodology

The three primary factongsed to model the current route werejectedpopulation number of
dwelling units andemploymentThese projected figuragere manipulated by extrawcg figures

from the three categoriesom TAZs where growth idorecastedio occur and addinghose
extractednumbers to TAZs along the current route. While the location of growth has been
rearranged the overall change irprojected population, number of dwelling unitsand
employment has remained constaltis important takeep in mindhatthe population, dwelling

unit, and employmentigures being rearrangedare 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 20

The first step in the process of reallocating growth was to determine exactly how neaxthof
factor population, number of dwelling unjtand enployment) withinthe 2,095 TAZs would
change from 2003 to 2030.In detail these variables includedharge in single family
population, multifamily population, single family dwelling units, mufamily dwelling units,
and employment imdustrial, commerciahnd service sectarsThese charegs were then mapped

so that theyould beanalyzedn aspatialrepresentation.
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ExtractionTAZ Selection

The process of determining which TAZgere most ripefor extractingpopulation, dwelling

units, and employment was based on the spatial reference map that showed the change in single
family dwelling units. The desion to use the change in single family dwelling uniés based

on two principles Arst, the consideration that most housing built in areas outside of the City of
Tallahasseeand in the trcounty areaare more likely to be low density, single family
residential than higher density, mtféimily residential. The second principle washat
population would be proportionalto dwelling units which is roughly in line with regional
averages of 2.3 persons per dwelling ufitis allowed the analysi® capture two of the three

primary factors used in modeling the current rdapesimply studying the spatial distribution of
a single feature

Figure31: TAZ6 Extract 6 Zones

Legend

Riids s Map Notes:
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In total, 95TAZs werediscovered to be ripe for growth extractioBeletion of those 9%out of
2,095 TAZs was based uposeveral factorsFirst, T A Z dvare locatedoutside the City of
Tallahasseen areas of green field developmenthis was done in support of the growth
management principles which have acted as cornesswithe project. Second,commute
neighborhoodsvhich were known tdeed intoTallahasseérom outside the&Jrban Service Area
(USA) were targeted This was done under the assumption that populations from rknow
commuter areas would be incentivized to move witthie city limits by the policy changes
outlined in Sections 5 and 6This means that TAZs in areas such as small towns natre
selected to have growth extradt from them.A final consideration for thdikelihood of
extractng growth from a TAZ was itsokcation 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 likefull list of the 95 TAZs selected is in
TableA.1 of Technical Appendix A.

Population

Thefaculty advisor of théransportation modeling studiBr. Gregory Thompsorsuggested that

the most likely rate of capture that could be used based on the attraction of light rail and policy
enforcementvas 50%of population growth. fiis figure was based onddofinat ur al 6 at tr
and that strict policy could accomplish anythimgluding a capture of almost half of the
forecasted growth in outlying area¥his means that it is expected that 50% of radw
popuation growth in thed5 selectedTAZs 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 Tallahasse@l/ith an establishedate of 50%, half of each A Z population
change, rounded to the nearest numbasextraced from each of the 9Selected TAZs. This
resulted in a total populatiaxtractionof 24,022people from the 95elected AZs. This means

that roughly 2% of the forecasted population growth will be reallocated on top of expected
growth of TAZs along the current rout€éableA.2 of Technical Appendix Ahows the process

and number of people extracted from each of the 95 selected TAZs.

Dwelling Units
Given the drect relationship between population and dwelling si(@ssuming 2.3 persons per

dwelling unit) the same 50%ssumption was used to determine the total numbédwefling
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units to be extraad from the95 selectedTAZs. Simiarly to the method used textract
population, half of eacil A Z éhange innew dwelling units, rounded to the nearest number,
was extraad from the95 selectedTAZs. Ths resulted ina total of 10017 dwelling units
extraced from the 9%elected AZs. This means that roughly #lof the forecasted increase in

the number of dwelling units will be reallocated on top of expected growth of TAZs along the
current route. Theninor variation observed between changes in population and housing units
was accounted for by the slightly hgghthan average household size within the selected area.
TableA.3 of Technical Appendix Ahows the process and number of dwelling units extracted
from each of the 95 selected TAZ

Employment

The amount of emplyment to be extraetl from the 9%elected TAZs wa calculatedslightly
different due to theway employment wasbroken down into the three sectoiadudrial,
commercial and serviceWhile population and dwelling units are also broken down into
categories, the type of housing is irreletzeo modeling the routes while the type of employment
is consideredto have specific ramificationBecause it is unlikely that many, if any, new
industrial jobs wouldelocatearound a light il line, no employment was extradt from he
industrial seairs in the 9%elected TAZs.As a resulemployment was only extraetl from the

commercial and service sectors.

Results were determined by usingetsame 50% capture raéed rounding to the nearest
number. This analysis resultgdl,392 commerciasector jobs and 3,209 service sector jobs for

a combined total of 4,80jobs to be extraet from the 95selected TAZs. This means that
roughly 9% of the forecasted employment growth will be reallocated on top of the expected
employment growth offTAZs 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 locatidhs. first step taken in
selecting TAZs to receive population, eling units and employmereixtraced was to select all

TAZs within a half mile of the current route lineA half mile was chosen based upon an
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acceptable walking distance to transit for fixed rail systemss field was then narrowed down
by el i minat i ng coisietabls portitns af theirhaegea outside of the half mile
buffer. Furthermore those TAZs which scored low on $hesceptibility to Change Mawere
also eliminated as potential receivems.total, 83TAZs within the half mile buffemwere selected

to receive the population, dwelling s, and employmenfigures A full list of the 83 TAZs
selected is iMableA.5 of Technical Appendix A.

Figure 32: TAZ6 Recei ved Zones
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Receive Methodology

The methodology of actually adding the population, dwnglunits, and employmento the 83
selected TAZs to receiywvas based on two factors, the first being dedgtt densities and the

second being ideal employment figureBhese factors will be discusse3d in more detail in the
following section.
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Dwelling Units

Using the 10,01 dwelling urits drawn from the outlying TAZ figures were reallocated in a

way as to creatthe desired built densitiesithin the selected site§he highest densities were

given tolarge sites likely to be redeveloped based onSksceptibility to Change Masee map

3.16 in the companion Map Book) Thosesites are the Tallahassee Mall, Governors Square
Mall, the old Albertsons shopping center on Tennessee Street, and the shopping center on South

Monroe.

Figure 33: PotentialfTOD Site Locations
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It was determined that in order &zhieve the high ridershifguresneeded tanake light rail a
success in Tallahassedense nodes of development would be requiredhese potential
redevelopment sitesGiven the total availabily 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 beingnost realistic within the context of a medium sized.citys suchall
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TOD sites, (see figure 33) were allocated enough persons to bridgnsity up tol5 dwelling

units per acre.

Once these sites were accommodated lier glast/west portion of the current rowiss giverthe
next highest priorityfor adding density. This was due the corridors statudiedirst phase for
transit construction Each TAZ located directly adjacetat the east/west corridor was allocated

enough persons to bring densities up to 12 units per acre.

The nextarea of immrtance werghe TAZs touching the route, but this time on the north and
south segments. Because the number of available dwelling units to add to TAZsickds
diminishing at this point it was determined that only foadditional dwelling units per ae

could be expected for these qualifying TAZs. Again the same calculation was performed so that

each of the qualifying TAZs reachedranimumof 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 draaelditionall.1 dwelling

units per acre added dop of their expected increase3hese remaing 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 Ashows the process used to calculate the total number of
dwelling units per acrexpected in 2030.TableA.7 of Technical Appendix Ahows how the
results ofTable A.6 of Technical Appendix Avere used to calculate the number of dwelling
units added to each of the 83 selected TAZs.

Population

Due to the direct relationship betwegopulation and dwelling unitsthe process of adding
population to the TAZs wasevy simple. Based on the 24,022 tgiapulationto be addedit
was calculated that the dwelling units added would havavarage household size of 2.As
such he number oflwelling unis to be added to each of theR3ected TAZs was multiplied by
2.4and then rounded to the nearest whole number. Rounding issues resulted invarsitibn
from the needed 24,02&tal population so minor adjustments were made to TAZsiving

larger than 000 people until the full 24,028as allocated to the receiving TAZ3ableA.8 of
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Technical Appendix Ashows the calculations used to add population to each of the 83 selected
TAZs.

Employment

As mentioned previously 1,392 commerceatd 3,209service employmenpositions were
extraced from the 951 e x t r &AZs. i To determine wheréhese positionsvould be placed

the researchieam was required tdiscern betweeltikely and unlikely areas for employment
within the receiving zonelt was decided that the 8® theoriginal 83receiving TAZswould be
bestsuited for these reallocatiofmsed on their location relative to the current routéese
TAZs were dividedp r i ma r yimarymaindo efiiismlary c at egori es based up
from the rail line It was determined that the combination of primary and secondary zones
comprised soméd,019 acres. Dividing the 1,392 commercial employment and %&08ce
employment respectively by the 1,01&cres gave an average numlodr 1.4 commercial
positionsper acre and an average numbe8.dfservicepositionsper acre. Eachcreage total of

the 39selected TAZwas then multiplied by the 1.4 and &ad then rounded to determine the
amount of commercial and service employment. Rounding issues resulted in aasiigin

from the needed 1,39 mmercialpositionsand 3,20%ervicepositions To correct for these
variationsminor adjustments wermade to TAZs receiving moreah 100 jobs until the full
1,392commercialpositionsand 3,20%ervicepositionswereallocated. TableA.9 of Technical

Appendix Ashows howemployment was added to tB8 selected zones

3.43: Results

Forecasted groth of 24,022 people, 10,01dwelling units, 1392 commercial employment
positionsand 3,20%ervice employmemnositionsall located in rural areas surrounding the City

of Tallahassee were relocated to areas wighimalf mile buffer of the proposed rout&Vhile

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 immeylatghcent teeast west corridor.
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3.4.4:Limitations and Constraints

While the TAZ data is well suited for transportation modepagposesit lackscertain attributes

that are necessary for appropriate future redevelopment fore@iste the data coaihed

within TAZs is limited to only basic population characteristics, (i.e. number of automobiles per
househol d, number of persons per househol d,
specific data regarding population age structure or demograptacaateristics, 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 infrasture 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 whiehmest 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 acoonodated within the corridor, due to a limitation on public school
capacity, then population forecasters would be better able to predict which areas were most

|l i kely to be classified as fAextractionthezones?o
transit corridor, forecasters would be able to anticipate the lack of families with sgexbl

children relocating to those areas. This could have significant implications regarding the types of
housing being built along the corridor since househelidh 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 mostimportant and often overlooked components af successfullight rail
implementatiors t r at e gy urban desigre Uabaredasigs 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 akog m
connections between people and places, movement and urban form, nature and the built fabric
(Center for Design Excellence, 2Q09It blends aspects frowvarying concepts, such aéace

making, social equity, environmental stewardshipg economic iability into a single package

that leads to the creation of places with distinct characters.

Many people believe that by introducing liglail they can receive results that create unique

cities like Portland, Oregon.But just like a roller coaster in mount ai n doesnoét
Disneyland, lightrail alone does not make a successful downtown, city, or sfifacd/et,

2004). What creates the character of Disneyland is its design and how it connects with its
visitors to create a unique identity that fostéwes imagination. For a downtown, city, space, or,

i n this st u-thiystop, todevedop into aplateipgople want to be requires a focus on
urban design components. This is why a higtik system is only as successful as its destination

stoys.

This section deals with how urban design principles can be incorporated into transit oriented
developments and other lighdil stops to make the implementation of the Tallahasseerkght
system more successful. To accomplish, this section is fmken down into subsectiondesign

principles, stop selection & desigamd theTOD selection & design.
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It is important to note thahe urban design analysis withimig section will be presented within
anurban planning context. As such thegction will not go into any great detail anchitectural

form or landscape design

4.2: Design Principles

The following section shall provide asverview of the design principles to be incorporated
throughout our transit oriented development singland lightail stops. The fouprinciple
categorieghat will be coverednclude: 1) buildings, density, & mixed uses; 2) transportation

networks; 3) public spaces; and 4) streetscapes & parking.

Buildings, Density, & Mixed Uses

Buildings, and thei proximities to each othgare the most evident element within urban design.

Within an urban contextigh-density/clospr oxi mi ty bui l di ngs create t
like in a housethesewalls can vary in height, color, building materialydat, purpose, and can

lead to the creation of unique/variéboms. A Ur b ahos sewa Bl importance by

establishing and directingne into different distinctiveeighborhoods, parks, plazasd in the

case of this project, lightil stops The particular design of A u
people through different Aroomso, but it can
exampl e, resembling how one doesndét run fast

wonbt dr i ve f-aaystreedwitivshortastreet blackdth a constricted streetscape.

The highdensity/closeproximity of buildings serves another purpose; tlegld to an areas
pedestrian scale, avoiding the typical suburban automobile scale toat@Emnies low density

such as Tallahassee. This pedestgaale, achieved in a large part through coupling -high
density and mixedises (zoning that allows more than one typkuad use in a building or group

of buildings), helps provide for walkable lfsgerving, and sustainable communitieSimilar 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 gradkgries
we now know the agantages of having included bathrooms within house plans, we are currently

rediscovering the convenience of placing a variety of neestsiughin walkable site plans.
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Higher density and mixedse designs are essential for creating dynamic places tlkat Iifea

more convenient and enjoyable by providing countless amenities within a close proximity
(Center of Design Excellence, 20090r the same reason these components are also essential

for creating thriving lightrail stops that are a necessity tolftie success of a rail system. From

the perception of a lightil stop being a sourcef ridership, people that dwell within densely
designediODswoul d be more | i kely to useralt Rremtller ea d s
perceptive of a rail stp bei ng a destination that-ouicongr ¢
densely designe@ODs could provide a unique, convenient, practical, and/or entertaining place

that could draw higher rafldership Whether providing high density housing to supphy tail

system or by drawing rail ridership through walkable, derpatked restaurants, shops, and

other services, high density and mixese buildings are a key design element to implementing

Tall ahasmiegstem. | i ght

Image4.1: Dense, MixeeuseDevelopment

Source:http://www.cooperstownforkids.com/Pageriilloubledaymain-st-cooperstown.jpg(4/9/10)

Transportation Networks
Transportabn networks enable all pedestrian and-pedestrian movemeriroughout 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 reprdésdhe 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 systerdsdstoeater a
healthy environmen{Center for Design Excellence, 2009)nfortunately, 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 Nataesed 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 elesabegerience of
pedestrian mobilitywhile minimizing the dominance of the private automohi@enter 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: Multimodal Friendly

Source:http://www.sfbike.org/images/actions/citywide/metro_train.jdg910)

I n addition t o rafmsgortaicn networksanfialse be rcensiderdtie skeletal

system needed to hold land developmegether For this reason it is extremely important to

take Iinto account al | of Tall ahasseeds existi
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on the location of stops and routes for the proposed-dgghsystem. Within this studio, our
proposed trasit oriented developments are planned to incorporate bus serviceralight
pedestrian sidewalks, bike lanes, andking paths into a friendly, coopative environment for

each site. This will allow Tallahassee residents to have more of a choice dhdywant 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 essentialPublic speescan be considerethe 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 psgksres, and open green spaces. Howsveets,
sidewalks, aml public infrastructure may also lwensidered. 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/zhWUx1J10MHQogHSTfrXrY3YLILVV+6aB TEIGrWdd1*UOT2JojE
WhxNOFTxIgXMdWeS2DNE*Wfx2kd6081SGSdmztlow/pubspacé4/§it0)

One of the most important components on public spaces comes in the way of building social
capital. Accordig to Social Capital Research (200#)So c i a | capital i s abou
networks, bonding similar people and bridging between diversmlge with norms of
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reciprocityd. The values of social networks are hard to measure but they are extremattaimhp
in the making of communities, cultures, and civilizatiods.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 referredtoin he Amer i can Pl aCharactergticshan@GuidainesadfGreatn 6 s
Public Space$ (2009) the eight characteristics of great public spaeee 1) the promotion
human contact and social activities,t2¢ projected feeling afafeéy and accommodeng for all

users, 3)the visually interestingdesign and architectural feature$) the promotion of
community involvement, 5jhe reflection oflocal culture or history, 6jhe complementary
relationshipto bordering uses, 7proper grounds maintenancand 8)a unique or special
character. Within the Tallahassee lightil 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 syparks into the transit oriented developments.

Streetscapes & Parking

Streetscapes refer to urban roadway design and conditions as they impact street users and nearby
residentqVictoria Transport Policy Institute, 2010With streetscapes thererecognition 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 contributibgwards 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 contynun

Streets have diverse functions, @eenodating automobige public transit, bicycle, pedestrian
traffic, and providing access to adjacent buildingsd other destination®/ictoria Transport
Policy Institute, 2010) Streetscaping therefore must accountaiorassortment of conditiomsd
balance various objectives through urban desstmategies This can be accomplished on
existing streets by making changes additionsto signage, traffic managementad cross
sectiors, sidewalk conditions, landscaping, street furniture (benches, garbage cans, utility poles,

etc.), material specifications, and building frof\gctoria Transport Policy Institute, 2010)
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Another aspect that needs to be planned for within streetscapekimgponsiderationsLarge

parking lots, such athoseseen in bigoox retail centers, contribute to sprawl, loensity
development patterns, automobile dominance within the transportation spectrum, and a loss of
pedestrianism in the built environmenthese lots go against almost all urban design principles
needed to establish a superior sense of pl&doecounter these devastating efforts and promote a
pedestriarfriendly ambience, considerate urban spaces should consist mainly of roadside
parallel @rking and densely stacked parking garages that are well incorporated into the
surroundings. This should be accompanied lbyinimizing the numier of parking spaces or
enforcingparking restrictions to encourage people to experience other forms of tratisport

options.

Image 4.4 Streetscape with Parking Garage

Sourcehttp://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)

Urbandesign asects 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 lightl stop designs. The following sulotiens describe how

these principles were applied.
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4.3: Stop SiteSelection

Stop SiteSelection

As previously stated lightrail 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 thie ptoject

largely spotlighting how lightail can spawn pedestrianiented redevelopment for Tallahassee,

a susceptibilityto-change map was created dadhelp determine ideal locations for rail stops.

Explained in Section 3.2 a susceptibiitycharge 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 ariteria weighting system devised by the research team. By overlaying thealight

lines on top of the susceptibilitp-change map, we determined prime rail stop locations where
redevelopment is the most ideal.

In order to fuel early development aralthe line the lightail system will needo include some

stops that currently havdgh traffic land use¢Transit Oriented Development Advocate, 2D03

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
wantto travel to In Tallahassee this includes the prominent destinations of the FSU campus,
FAMU campus, state capitol building/downtowndan t h e ¢ hoppng malls @Bigen the
demographic makeup between these areasupply of ridershipvould focus onmainly student

housing areas.

The next thoughprocess utilized in locating the lighail stops was determining the constraints
oreaseofplacing st op at a certain | advamtageoubor.stationl n t hi
stops to be placed at the cityds busiest 1inte
flooding, in front of emergency service centers, on historically preddargs, in areas that
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woul dndét attract riders, in areas where our p

etc. This assessment was conducted through site visits and reviewing data maps.

Another reflection in placing stops was determinimgvipedestriafiriendly a stop station area
could potentially be. Considering case examples of-ligitstop placements, most rail stops are
placed around already existing road intersections because thightepallow pedestrians to
easily board the ghtrail without having a dodge oncoming trafficin addition to safety
concerns this method has also been supported as it tends tmeagg by utilizing existing
infrastructure. When deciding where to place stops in Tallahassee we evaluated osrsecti
through site visits to see if our station designs (as seen in the next subsection) would allow for
pedestriaffriendly rail stops.

After analyzing this information we consul ted
data about how our stapel ecti ons should play into Tall ah
The transportation studio provided us with potential bus routes that would serve areas not
covered by our proposed lighdil system. Placing rail stops along major bus routes isreshu

to create a cityide transit network and to provide rail accessibly to persons not located next to

the system itself.

According to the transpor t stggesth amgetageddistance T al |
between rail stopef approximatelya 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 lightail a nondesirable form of transportation compared to other options.

Also, if the distance between stops is more than arhiddf many riders would have to backtrack

by walking back to places they passed along the route, thus making itdesiceible form of
transportation compared to the other options. Overall, tenfild distance gauge has been

applied to the majority of proposed stops along the Tallahasseedibbystem.

Thefollowing map 6ee Figure 4.13howsour determined spatial layout of each stop along the
proposed lightail system. The map is accpanied 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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st udi jeded bup romtes would intersect with the rail stops, and which one of the three

designs the rail stop would be ¢seext subsection for details).

Figure 4.1: Lightrail Transit Stop Locations

Current Light Rail Route Alignment - Transit Stop Locations
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Table 4.1Rail Stop Characteristics

Stop Location Why Chosen: Number of Intersecting
Number Existing & Proposed Site Characteristics Bus Lines

Existing Tallahassee Mall

Monroe St. & | Proposedlarge TOD development site
Allen St. (mixed-use) and future park & ride for
northern Tallahassee; majandtransfer point
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Martin Luther
King Jr. Blvd

Existing large partially used parking lot of
Dept. of Child Labor; next to Hooters and E
Jalisco Mexican
Proposed small pedestriaforiented shopping
center; primary to serve hatfile distance
between stops and strip of restaurants

Stop
Number

Location

Why Chosen:
Existing & Proposed Site Characteristics

Number of Intersecting
Bus Lines

Tharpe St. &
Monroe St.

Existing Publix shopping plaza; next to Lak
Ella; based on susceptibilitp-change map it
is the best site in Tallahassee for
redevelopment

Proposed make Publix shopping center mot
pedestriaroriented (partially mixedise) and
to provideserve to the Lake Ella area

6" St., 7" St.,
and Monroe St.

Existing Cluster of restaurants/bars; close t
Tall ahasseedevngreao wi
Proposed Provide service to residents,
restaurants/bars, and Mitbwn area

Brevard St. &
Monroe St

Existing key intersection leading up
Thomasville Rd. to Northeast Tallahassee
Proposed key station for bus transfer routes
that serve MidTown, Thomasville Rd., and
northeast Tallahassee

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 downtowtr
more pedestriafriendly; promote downtown
economic development

Madison St. &
Monroe St.

Existing Florida Capitol Building; downtown
& government buildings

Proposedserve the Capitol building and
surroundings; bus route to the Gaines Streg
redevelopment area

Palmer Ave. &
Monroe St.

Existing strongest servéo FAMU,
residential areas

Proposed serve FAMU and spawn
redevelopment around the Palmer/Monroe
intersection

Magnolia Dr. &
Monroe St.

Existing FAMU and developments along
Magnolia

Proposed serve FAMUA and residential
areas

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

11

Tennessee St.

Existing Towne South Shopping Center
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(by corner of (Seminole Bavl, Subway, old Albertsons) an
Ocala Rd.) Varsity Shopping Ce
BW36s)

Proposed Main proposed TOD heavily baseg
on mixeduse; park & ride for western
Tallahassee; serves dense student housing
area, Heritage Grove, and the Publix shopp
plazaacross the street; major bus transfer
point; connection to the start of St. Marks
Trail

Existing western edge of FSU; lots of
. restaurants
12 Stadium Dr. & Proposedto serve western FSU, residential 2
Tennessee St. _
areas, and cluster of restaurants; kay
transfer to move th

Existing entrance to heart of the FSU camp
and student housing area

Proposedto serve the heart of the FSU
campus

Woodward
13 Ave. &
Tennessee St.

Existing Frenchtowngastern edge of FSU,;
Tall ahasseeds Gover
14 Macomb St. & | Center 5
Tennessee St. | Proposedto help promote Frenchtown
development; provide a bus route to serve

Macomb St.

Existing strip of a few restaurants; residenti
area
Proposed primarily sexe residential areas 1
and to serve hathile distance gauge betwee
stops

Apalachee

15 Pkwy.

Magnolia Dr. & Existing major commercial intersection and

16 Apalachee big-box centers
PEWy Proposedto serve commercial uses; bus

transfer station to move along Magnolia Dr.

ExistihngGover nor 6s Mal |

Apalachee Proposed future TOD development (mixed 2

17
Pkwy. use)

Blair Stone Rd. | Existing Gover nor 6 s Mal |
18 & Apalachee Proposedto help future TOD development; 2
Pkwy. future park & ride; major bus transfer statio

Each station stop has been reviewed by the

automobile network wouldhot be drastically impactedAll stops were approved by the
transportation studio, noting that many automobile circulation routesdvebiainge as a result of
stop stations. These circulation changes

but theywould slow down the speed @utomobile travel in some areaslhe project has
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consideredthis effect as anextra edgeto the lightrail systemas it could act a driver for

improved light rail ridership figuresThe following subsectioneals with the rail stop design.

4.4; StopSiteDesign

Image 4.5Light-rail Station

Source:http://hamptonroads.com/2009/09/norfdight-rail -stationslook-built-flexibility (4/9/10)

Dan Burden, a recognized | eader of styremd t gro

pedestrians need qualityfWalkable Streets, 2005) Urban design is required to create the
guality pedestrians desire and the invitingness pedestrians need to make reoccurring visits. Since
the proposed lightail system primarily will be travelling through the center of major roads,
most every station stowill 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 desigkesure

the station stops and roadways are pedestri@andly. 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, thusprali ng a fAbi g pictureo
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 oktlstops.

As it currently stands each proposed rail car will be approximately 9 feet wide and 66 feet long
(common market standard) making the initial operatirga2trains 132 feet long. This would

require a station platform to be at least 132 fegg fon a 2car train. The width of the platform

can vary based on the desired station charact
studio determined that with the typical automobile lane in Tallahassee being 12 feet wide, taking
onelane(2 feet) for a platformbs width would be ¢
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 ap 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 themphativhich 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 designacenfs 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 areabs

Image 4.6Light-rail Station 2

Laviia, Miller, Mowbray, Reeves, Tully, & Wickham: Land Use Consultants8 1 | Page



Tallahassee Light Rail: A Transit Feasibility StudyFih o r Cagital&iy

Lio§

Y
—
(

YLE.COM

s

Source:http://abgstyle.com/wgontent/uploads/2009/06/ligiail -station-1.jpg (4/9/10)
Image 4.7shows a transect sketch of how the majority of the rail line will run along the

roadways (this excludes the wider street section areas sderage 4.8. Accordingto 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 shareelawith 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 lightail lanes will be an 11 foot wide automobilening 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 fedtand lanes to 4 lanes to help
promote slower traffic flows. Through slowing down traffic flows, areas will become more
pedestriarfriendly and reduced awgpeeds along the major transportation arteries will act as an
enticement for residents to utilizike 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 4.8Rail Line for Wider Sectins of System (not including station stops)

Image 4.8shows a transect sketch of how the rail line will run along the broadéargxoads

(plus middle lanes) that make up the widest street sections of West Tennessee Street and South
Monroe Street. It is almost exfcthe same sketch as Image ,4but ircludes 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 trave(Transit Orented Development Advocate, 2003)

Image 4.9 Rail Stop for Majority of System
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Image 4.9s the transect sketch for the majority of stops along the-tegghsystem. The 37 foot

rail area consists of a 12 foot platform, two 9 foot rail lanes, an@t®oot buffers between the

cars and rails. According to the transportation modeling studio, it will take approximately 250 to

300 feet for the rail linelfhage 4.7 and Image 4.8 merge into the station stopm@ge 4.9.

This distance is needed seth mer ge doesnaot occur at too ste
existing street width may be narrower or wider than the measurements giveage 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 4.10Rail Stop for TOD

Image 4.1Ghows 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 theystdrs. This allows bus

riders to get off, work a few steps, and get on theightand visaversa. 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 bumly 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 lanAccording to the transportation modeling studio, il wi
take approximately 350 feet for the rail linendge 4.7 and Image 4.8 merge into the TOD
station stoplfmage 4.10.

Below includes a mafFigure 4.2)and char{(Table 4.2)to identity which stop diagrams go to
which stops. Because of the comptgxif the two downtown stops, an independent engineering

study will need to be conducted to figure out how a {igliitroute transfer station would work

and fit into downtown Monroe Street.

Figure 4.2: Lightrail Transit Stop Locations
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Current Light Rail Route Alignment - 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 15 Image 4.9
Needed
7 Engineer Study 16 Image 4.9
Needed
Image 4.9 17 Image 4.10
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 systeh®. High Speed Rail Association,

2009) To be the most effectivéheseT ODs need t o be Aurband even i
suburban settinTransit Oriented Development Advocate, 200B)hi s fAur bano per so
the density and pedestrianism needed to supply high ridership numbers. For TODs to
successfully accomplish an urban feel in a-ondman environment, they need a large amount of
landthat has enough space to provide a vamétusesas well ashouse enough residents to help
accommodate ridership for the ligtail system.

While there are many lightil stops along the proposed Tallahassee rail system, only a few
stops feature large enough tracts of land to be a meanimyestment for transit oriented
developments. To help determine the most worthwhile tracts we viewed our Suscepibility
ChangeMap for Tallahasseesge Map 4.1in the companion Map Bogk 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 primfer 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 SusceptitwtiBhangeMap, the

Publix shopping plazalong the North Monroe Street line. This site became known as the
Publix TOD. Thesdive 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 linesland four of the

maj or roads that l ead into the <central city,
Agateways, 0 giving the opportunity to introdu
great visual representing the progress of Talaba. 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 immediatadigBistem and that could possibly

house park & rids that serve the whole region.
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Figure 4.3: Placement of Major TOD Sites
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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 nitin esdrance for

Tall ahassee, this TOD could serve as the Cit
mall, that is plagued with vacancies, could provide the perfect opportunity to show how
redevelopment can bring back life in a progressive nem.foAnother 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 loczdedhe growing Midtown

area and Lake EIll a community. Specifically
residences has been fueled by a young professional cohort who could potentially beatefirst
source of lightrail users. While not located an end of the lightail 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 redevelopments sii@ 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 asds st
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 raissa$ within this commercially
prevailing location, we could potentially turn this sftem being automobile dominated to

pedestrianand transifriendly.

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 redevelopmesds Not only are

there vacanci es, but the vacancies are being
grocery store closed and the FSU Anthropology Department moved), potentially causing a
snowbal l effect i n c| onesees.eVdhattlsomakeshtles site spea@abis s m
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 principlepland, 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 lightl station and various mixed uses around

it. The primary feature of each site wbi¢ the lightrail 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 lightil stop. This will gradually step down from three to five stories
closest to the lightail stop down to building heights similar to the surrounding neighborhoods.
While the density will be concentrated around the hgtitstation, the overall minimum density

for the entire site will be 15 units per acre. The buildengsind the lightail 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 residntial with the possibility of small pockets of commercial.

The lightrail 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 corarattivity
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 beyomdvallls to provide the most possible options

for movement to, from, and within the sites. This will be coupled with -dedigned

streetscapes that promote a pedestiri@mdly environment.

The TOD sites will also feature many design aspects that imphaeveedestrian realm. ©n

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 wilirato 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.

Laviia, Miller, Mowbray, Reeves, Tully, & Wickham: Land Use Consultants90 | Page



Tallahassee Light Rail: A Transit Feasibility StudyFih o r Cagital&iy

4.6.1: Charrette

To provide assistance in the urban design of the transit oriented development (TOD) site, the
project group participated in atur design charrette hosted by Wood & Partners Inc. (WPi)

and assisted by Hall PlanningEBngineering Inc. (HPE). The purpose of the charrette was to

help inform the studio group of the essenti al
the planning process and to provide professional feedback on the design/technical agpedtts nee

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 charkeitie 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 &ist of guiding principles for the proposed West Tennessee Street TOD. The
guiding principle key words include: density, ease of access, miseddestination quality (18

hour vibrancy), desirable, a simple to understand mudiilal system, walkabilitypedestrian

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 isues discussed in the chameéticluded parking considerations, traffic calming,
pedestrian safety, accessibility to the mid street transit stop, storm water management, and the
creation of vibrant focal points. Given theedeccompactature of the desed land usand the
projected parking figureequiredfor 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 seitpanean lots.

Another important issue discussedsthe methods through which the site could promote public
safety for transit users. Design tools that were proposed included reducing speed limit
narrowing the street widthgstallingflashing lightsfor pedestrian crossings, and shortibigck
lengths. Following road and pedestrian considerations, a large portion of time was used to

discusgreen/open space along witorm water management issues. The consultants wanted to
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make sure that the sit®tnonly ha 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 procesd include
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 forahgteng 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 opunity.

In sum the charretterovided valuable guidelines to the studio group on how to frame a context
specific TOD. Elements fromthehcar r et t e whi ch went on to be us
designfor the Tennessee Street T@i2luded the camal 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 Conditionsof the Tennessee TOD

The Tennessee Street TOD was selected for redesign dueumizer 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 Floda 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 discusslsitel existing conditions and suitability for

site redevelopment.

General location

The Tennessee TOD site is situated at the intersections of heavily travelled TerSiessie
Ocala, and High Roadésee Map 3.15.2 in the companion Map Bodkgnnessee Street is the

Ci tyo6s -westimajorartesat and connects to Interstate 10 in either direction. High and
Ocala Roads are primarily residential thoroughfdhed 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-ddeggmed to support muHi
modalism. In addition to its lodah near these corridors, this portion of Tennesieeetalso
has the potential to serve as a terminal point for a park and ride system andigdtbuzs!

transfer point.

Zoning

The zoning on the north and south sides of the Tennessee site is CahParkway (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 U&GU18),

Medium Density Residential (MR), Residential Rrservation 1 (RR), 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 inclimg 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 rag@nsystll
enhance the connectivity of the surrounding low density residential uses which comprise of more
automobiledependent household®dap 1.2in the supplementabDesign Bookllustrates site and

surrounding zoning designations.

Parking

Given the Tenessee 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 thedatorri
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 siteislocated e ar | mportant thoroughfares that p
downt own and additional areas. Hi gh and Ocal
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 oriecetth t owar d t he areadd
experience. Map 1.1in the supplementaDesign Books hows t he TOD siteos

surrounding circulation networks.

Slope

Slope conditions were examined on the TOD and the surrounding area. This helped the studio
teamto gain a sense of any potential severe grades that would require site remediation to allow
redevelopment. Also, slope data helped to identify generabffupatterns from impervious
surfaces. Severe grades were identified directly to the north and Haste 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 slopeonfamed the presence of
stormwater infrastructure at the sou#st section of the north TOD site and at the St. Marks
Trail section of the south TOD siteA 100year floodplain lays to the south of the St. Marks
stormwater featureacting as a natural barrier stopfurtherdevelopment. These are important
consideations 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 pnajabt because it is the
only TOD area located along the proposed first phase of rail construdiidh the site spanning
both sides of West Tennessee Street, octiniy and flow were cruciain the design process,

along witha mixture of usesand theestablishment of a pedestrifiiendly environment

The first step in improving connectivity was finding the best place for the light rail statios
positioned. In this process it was importanatzommodatéor pedestrians while still providing
access to a bus statitimat serviceghree routes and access to the park and ride garage. The
location chosen was just west of thiée center on Tennessee Street where it could be easily
accessed by all people Ing in the siteandthose up High Road as well abng Ocala Road.

This area waprovided thdargestamount of existing right of waglongsidelennessee Street.
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The next step in improving connectivity lied in continuing the traffic flow from High Rizadh

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 Od¢&tead. Thisintersection at Ocala Roasould be

limited to be only a righturrn-in/right-turn-out becausef its close proximity to the intersection

at Ocala Road and Tennessee Street. The High Road extension would featagest unique

drive and pass a combination apartnent buildings, townhomes, mixade buildings, office
buildings, parks and the dreige pond outside trei t e s sout h swouwdehave Thi

onstreet parking on both sides and a small neighborhood size sidewalk at five feet wide.

Figure 4.4: Tennessee TOD Master Site Plan

TOD Master Site Plan
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In an effort to break up the size of the site, anosleeondary road was placedthe northsouth
direction in the middle of the site. This road would start at the High Road extension, cross
Tennessee Street and terminate a cross strebeamtth sié of the site. The street would be a
semiMain Street featuring mixedse buildings on both sides. Thiadwould have orstreet

parking on both sides and ten foot sidewalks to serve the ground floor commercial.

The final secondary street increasing mectivity 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 widligpealedto allow turns in every direction.

This will be the road that the Main Street connects tchembrth side of the site. Thead will

be lined with residential uses except for at the Main Street iot@sewhere there will be
mixed-use buildings. As with the other secondary streeis stheet will have oistreet 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 existingifm. While Tennessee Street will be limited downtwem 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 mixedse buildingsconsisting of
commercialuseson the first floor and a mix of office amésidential on the upper floors. To
service the large amounts commercial, office and transit uses along West Tennessee Street, there
will be 14 foot sidewalks. Oatreet parking will be providewhere possible based on the
availability of space. Placirg onstreet 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 pediests. Onstreet parking provides a physical barrier between
auto traffic and pedestrian areas while also providing additional parkingdsRbroughout the

TOD will be narrowedo psychologicallycreatea feelng of a closed in spacé&notherway to
produce this psychological effecs by havingbuilding walls & close as possible to the road
and/or street trees, causidgversto feel as though they are driving through a tunmbich

causes them to slow downStreet trees are also important becausg firevide shade for
pedestrians and soften the hard edges of buildkgditionally, street furniturguch as benches,

Laviia, Miller, Mowbray, Reeves, Tully, & Wickham: Land Use Consultants96 | Page



Tallahassee Light Rail: A Transit Feasibility StudyFih o r Cagital&iy

trash cans, signage, and other such amenities will be included to add importance to the pedestrian

realm.

The building layout othe TOD sitewill be densest along West Tezssee Street and gradually
stepdown 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 tranbgcausehe shorter the distance people have to walk the
more likely they arggoing to use it The next reasowas 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 ftawilding heightsto be able to stepown, providing a
smoother transition tde 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 toderther enhance the

urban feel and ease of pedestrian access.

One of the more significant areastbé site is the civic center and park located on the north side
atthe end of the Main Street. Thas# 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 largeeactiiape

that providedhe soft open space needed in aoysideratairban area. Another park is located

on the south side of the site between some apartment buildings.

This TOD sitealso provides park and ridegarage This is located on the southwesde 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 tliennesseebuilding fiwallo in order to maitain the urban feel of

the area.

Development Summary

The following provides asummary of theTennessee Stredfransit Orieed Development

(TOD) site. Thisinformation will briefly cover and explain residential sizes and how
commercial square footage was calculated along with both their parking and open/green space.
Thetable below is broken down into the northernand ut her n hal fwithatotdl t he -

for the two halfdéds combined in the | ast col um
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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. Omdkieends of the development, units
can vary from as small as a 1 bedroom apartment of 700 sq. ft.,|laogasasa 3 bedroom

apartments of 2000 sq. ft.

The number of residential parking for mdiimily 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 wi be located underneath the builditgh ey | i ve Sfn,o oarc tpianrgk i ansg Of
was done in order to help avoid open lots cluttered with cars and assispraitioting a

compact urban form If external parking had been chosen for mialmily use lots, they would

have ended up utilizingignificantly greater amounts @jpen space. In turn, this would have

forced the design of the buildings to be taller in heigitreasing intensity but not densityVe

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 mucteath properties square footage would be
leasable. After some researdif,available commercial spa@&5% could be offered aseasable

space, while the other 15% would be allocated towards such things as: common areas, entrances,

reception, hallways and trmooms.

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 spaced(i¥r leasable sqg. ftbased upon
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allowances f or Ashared parkingo in which some of
businesses are considered communal. The other reason for not going with a higher commercial
parking requiremenivas based around theéea that the TOD would be significantly less auto

oriented than atandard 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 parkgvanal smaller green strips of

land around buildings. The smaller green spaces were especially important to include because
they wauld tend toincrease ascetics and reduce noise from passing traffic. The smaller spaces
may also be used as a traffic calignimeasure on some of our smaller streets for peoplevio s

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
strategiesfrom other cities. Whilethe 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.
Suggestdimplementation strategies and policy tooddl be laid out infurtherdetail in sections
5.2and 5.3

Definitions

Implementation StrategyThe 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 urbamifm.

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, he research teaidentified a range of dmestic light rail institutions that were believed

to demonstrate strong policy guidelin®omestic municipalities were selected due to the radical
differences in governance between other natio@)e research team also intended tesearch

to serve as a basis for the formulation of a unique set of goals, olgeetidepolicies for the
implementof theTally-Go light rail project(See Section 6)ransit systems from twpreviously
discussectities: Minneapolis, Minnesota anortland, Oregon were includéa this sectioras

they were considered toave the most successful implementation strategies of all case studies
covered in Sectian2.2 The additional case studies covered in this seatiere selected based
upon theiruniquely successful character as it pertains to implementation strategy and policy
construction.The following sections detail the findings and conclusions derived from these

analyses.
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