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January 2012

Dear Resident:

The District of Columbia is committed to bringing a
streetcar system to the city to improve transit services
available to residents and create walkable, vibrant
communities. In the spring of 2010, the DC Office of
Planning (OP) initiated a land planning study to ensure that
the city and its residents gain the greatest possible benefits
from the new system, and that the overarching vision and
goals for the District are furthered by the new system.

Goals of the DC Streetcar system:
Link neighborhoods with a modern, convenient and
attractive transportation alternative.
Provide quality service to retain and grow transit
ridership.

- Offer a broader range of transit options for District
residents.
Reduce short inner-city auto trips, parking demand,
traffic congestion and air pollution.
Connect people to jobs and services with frequent,
affordable, reliable transit service.

- Encourage economic development and affordable
housing options along streetcar corridors.

The Streetcar Land Use Study provides an assessment of
the citywide benefits of the system in terms of access to
jobs and schools, quality of life, transportation costs for

households, job growth, and real estate impacts. The study
also considers potential challenges to the introduction of
streetcar service such as the impact on historic and cultural
resources, housing costs and small business retention. The
report examines the benefits and challenges along each
proposed corridor and proposes adjustments to phasing
and small segments to maximize mobility and economic
development benefits of the investment.

In the months ahead, the Streetcar Land Use Study will
provide an initial foundation of analysis that OP, DDOT and
other involved agencies will use to make recommendations
regarding the District’s streetcar system. Future elements
of the Streetcar Land Use Study will examine specific land
use recommendations at the corridor and neighborhood
level including zoning, retail and residential uses,
streetscape and urban design. The District Department

of Transportation (DDOT) will lead the system design,
financing, construction and operation of the streetcar,

and DDOT is moving forward with the initial phase of the
streetcar system with construction of the H Street/Benning
Road line. As DDOT completes system planning for each
corridor, extensive public outreach to local residents and
businesses will take place. The findings supported in this
study will further the dialogue between communities and
District agencies as we continue planning for future lines.

Harriet Tregoning
Director, Office of Planning
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1. INntroduction

The streetcar represents
an effective strateqy for
advancing many of the
District’s core economic

and social goals.

he District of Columbia’s decision to build a
streetcar network emerged from a long-term
assessment of the city’s transportation needs.
Integrated with Metrorail and other transit
services, the 37-mile system would extend transit to large,
underserved portions of the District, and it would expand the
benefits of transit for many areas already served by Metrorail.

1a Planning for a streetcar system

The District of Columbia Department of Transportation
(DDOT) has initiated a program to reestablish streetcar
service in the District. The purpose of the DC Streetcar is

to provide high-capacity and high-quality transit service

to residents and invest in infrastructure that will catalyze
economic development. The planned system is the result of
14 years of planning (see Figure 1) and touches every ward
in the District. The recommended plan includes a network
of streetcar lines operating in eight corridors. The selection
criteria for these corridors included 1) ridership potential, 2)
demand for additional capacity on existing Metrorail and bus
lines, 3) gaps in existing service that connect neighborhoods,
employment, and retail centers, and 4) economic
development opportunities. Map 3, Full Streetcar System
Phasing, shows streetcar segments and project phasing.

As the District agency responsible for the system planning,
design, financing and construction of the project, DDOT has
collaborated with other agencies, including the Office of
Planning, to ensure that efforts are coordinated and benefits
of the investment are maximized. The Office of Planning led
this Streetcar Land Use Study to investigate impacts of the
proposed system on land uses, as well as job access, quality
of life and housing affordability.

To reduce disruption to residents and businesses, DDOT
has begun building sections of two streetcar lines as
part of previously planned roadway reconstruction
along H Street/Benning Road NE and Firth Sterling Road
SE. Environmental work has begun on other lines, but
decisions still need to be made about many routes and
other critical aspects of streetcar planning.

STUDY PURPOSE AND METHODOLOGY
Commissioned by the District Office of Planning, this
Streetcar Land Use Study constitutes an integral part of

the planning for the new system. Among possible land
use impacts of a streetcar system, the study examines

jobs, quality of life, and the affordability of housing in

the District; potential fiscal benefits to the District; the
streetcar’s projected effect on real estate development; and

LAND USE PLAN FOR THE DISTRICT OF COLUMBIA STREETCAR SYSTEM | 1



FIGURE 1 Early Studies

1997 Vision, Strategy DDOT The plan recommended intracity connections between the
and Action Plan radial WMATA rail lines, designating ten corridors for transit
improvements that would connect District neighborhoods
and help support community economic development

initiatives.
1999 Transit Service WMATA  The plan advanced five corridors for further study.
Expansion Plan
2001 Core Capacity WMATA  The study identified systemwide Metrorail improvements to
Study accommodate estimated future ridership.
2002 Transit Develop- WMATA  The study considered each of the previously identified
ment Study corridors for surface rail transit and recommended four
priority corridors for implementation.
2003 Regional Bus WMATA  The study identified bus improvements to serve inside
Study previously designated corridors and to aid in District

circulation and Metrorail system-capacity relief.
2004-2010: DC’s Transit Future Alternatives Analysis (DCAA)

2004- DC’s Transit Future \WWMATA, The study refined a citywide system plan of enhanced,
2005 Alternatives Analy- DDOT multimodal surface transit on designated corridors.
sis (DCAA)
2006 Georgia WMATA,  The study resulted in the implementation of the Metro
Avenue/7th Street DDOT Express (Metro Extra at the time) limited-stop bus service,
Rapid Bus Service Route 79, in 2007.
Plan
2007 30s Line Study WMATA, The study identified a restructuring of five bus routes,

DDOT resulting in a combination of local, limited-stop and shuttle
routes to serve Wisconsin and Pennsylvania avenues. New
Metro Express limited-stop bus services, Routes 37 and 39,
were initiated in 2008.

2008 16th Street Line WMATA,  The study resulted in the implementation of the Metro

Study DDOT Express limited-stop bus service, Route S9, along 16th
Street NW.

2009 Benning Road/H ~ WMATA,  The study identifies improved bus service levels and a
Street Study (Me-  DDOT planned Metro Express limited-stop service in the heavily
trobus Routes X1, travelled corridor 2009 DC Circulator New Routes DDOT
X2 and X3) Further expansion of DC Girculator to serve Adams Morgan,

Woodley Park, Columbia Heights, Capitol Riverfront, Capitol
Hill, and the Nationals Park Stadium area.

CURRENT  DC'’s Transit Future (DCAA)  Update DDOT. This updates the plan for a system of
System Plan streetcars and limited stop bus services in the District.

Source: http://ddot.dc.gov/DC/DDOT/On+Your+Street/Mass+Transit+in+DC/DC+Streetcar/DC+ Transit+Future/
DC+Transit+Future+System+Plan+-+Planning+Process
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related issues. Its conclusions about all of these impacts
will help inform planning for the system.

Certain parameters and methodologies for this study were
established in order to analyze the impacts to land use
and develop future projections. These include study area
boundaries, decisions on timing, data sources, and key
criteria to be measured. They are highlighted in Figure 2
and described in further detail in the subsequent chapters.

This document represents the first of several study phases
and District efforts in planning for the streetcar system.

In addition to projecting potential impacts and benefits, it
identifies land use opportunities, corridor adjustments, and
other actions that can either amplify benefits of building

a streetcar system or address challenges its creation might
pose. By measuring the economic benefits of the streetcar
to the city, this study can help decision makers assess the
broad value of the streetcar system and determine whether
streetcar-related land use benefits can be tapped to help
fund the cost of building the system. DDOT is conducting a
comprehensive financing plan that will examine property
values and funding of specific projects. Later phases will
focus in greater depth on land use issues and will facilitate
community engagement in planning for the streetcar.



FIGURE 2 Methodology Overview

Study area

Projected streetcar
impact area

Timing

Zoning changes

Quality-of-life
impacts analysis

Transportation
impact analysis

* All streetcar corridors in the DC Transit Future System Plan Methods of real
(2010) estate analysis
 Study area organized into nine corridors that share similar
land use characteristics

* Yamile (1,320 ft.) from streetcar lines, but excluding areas
within % mile of existing Metrorail stations where the
streetcar’s benefit would be largely redundant

 Forecasts order-of-magnitude real estate value and market
demand increase attributable to the streetcar over a 10-
year horizon; analysis assumes entire planned system in
operation as of 2010 study

¢ Assumes no zoning changes in this phase

* Informed by analysis of demographic data, land use data,
and characteristics of urban form (i.e., block size, walkability,
neighborhood character)

e Historic-resources analysis informed by identification of
existing and eligible historic structures and districts along
streetcar corridors

* Public health benefits analysis informed by published
research on health and safety impacts of transportation by
transit, car, foot, and bicycle

Considerations for transportation benefits assessment:
* added transit capacity;

net new premium transit service;

transit service to pedestrian-friendly areas;

service to transit-dependent populations; and
improved transit access to jobs

Value-capture
Considerations for corridor-constraints assessment: mechanisms
* roadway congestion;
¢ on-street parking impacts;
 pedestrian barriers;
* bicycle network overlaps; and
e priority bus network overlap
Additional analysis addresses how the Streetcar Land Use Plan
findings can be used to support future FTA New Starts planning
efforts for the DC Streetcar.

Informed by review of the major types of market benefits
evident where streetcar service has been introduced in other
cities

OFFICE

¢ Baseline office projection: determined by the Council of
Governments Round 7.2 Employment Forecast and District
of Columbia, Department of Employment Services’ MSA
employment projections by industry and occupation

¢ Streetcar benefit projection: determined by applying four
specific criteria measuring the streetcar’s unique office-
market benefit in specific corridor areas to office-inclined
employment projections combined with Transportation
Analysis Zone data from the Council of Governments

RESIDENTIAL MARKET POTENTIAL

* Determined by applying six specific criteria measuring the
streetcar’s unique housing market benefit in specific corridor
areas to Zimmerman/Volk Associates’ proprietary target
market methodology. This methodology establishes market
potential based on housing preferences, demographic trends
and socio-economic characteristics of households.

¢ Includes migration analysis (internal and external), Census
data from the American Community Survey, and data from
the Nielsen Claritas PRIZM NE market segmentation tool

RETAIL MARKET POTENTIAL
¢ Determined from the additional retail spending potential of
new households and workers attracted by the streetcar

* Projects the order-of-magnitude increment in the value
of existing development and projected new development
attributable to the streetcar

 Discusses strategies for value capture, including tax-
increment financing districts, special assessments, business
improvement districts, joint development agreements, and
property acquisition

 Discusses potential land use and design guidance tools,
including changes in allowable densities, mandatory
inclusionary zoning, and development of design guidelines
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MAP 1 Proposed And Historic Streetcar Routes

Two-thirds of the proposed lines
follow historic streetcar routes.
Existing development patterns,
which the streetcar helped establish,

\ are expected to thrive in the future
with renewed streetcar service.

B Maryland

Virginia

Proposed streetcar line on
the route of a historic line

[0 Proposed streetcar line not
on the route of a historic line

Streetcar corridor—1/4 mile on
either side of proposed line

- 'm Metro station
O Streetcar station
[0 Park/open space
Water
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THE DISTRICT’S SUITABILITY

FOR STREETCAR SERVICE

The District had an extensive streetcar network between
1862 and 1962, and many of today’s development patterns
originally formed around its lines (Map 1, Proposed and
Historic Streetcar Routes). Since the late 1970s Metrorail

has served as the District’s signature transit service. The
second-busiest subway system in the United States, it
provides high-quality service every day to hundreds of
thousands of area residents and visitors. Metrorail service,
however, is not equally available throughout the District
and does not reach certain areas with high demand for
premium transit. The proposed streetcar system is planned
so that it would reach many of those areas, tying them to
each other and to Metro. Unlike Metro, the above-ground
nature of the streetcar would increase its visibility and
expand opportunity for visitors and others to experience
the city visually.

LESSONS FROM OTHER CITIES

The impact of streetcar systems in other cities has reached
well beyond enhanced transportation. While the research
and analysis underpinning this study are specific to the
District and its neighborhoods, the study also examines the
experience of cities that have implemented contemporary
streetcar systems, including Portland, San Francisco, and
Seattle.

These cities have experienced compelling land-use-related
benefits that include increased real estate investment,
improved quality of life, and expanded economic



opportunity.” This suggests that access to streetcar service - Enhanced quality of life for urban neighborhoods,
can yield a diverse range of positive benefits: including increased vitality in local commercial
- Reduced commuting and other transportation districts, greater walkability, improved access to
costs for households for whom better transit access shopping and services, and similar benefits.
meant the opportunity to own fewer cars. - Expanded access to economic opportunity,
including employment, training, and education sites

' Portland Streetcar Development Oriented Transit, 2008. Prepared by The
Office of Transportation and Portland Streetcar, Inc. (www.portlandstreetcar.org/

and a wider array of services.
pdf/development_200804_report.pdf). Among other results, Portland has seen
$3.5 billion in new investment within two blocks of its streetcar system since 1997. Increased fiscal returns for local governments.

The Effect of Rail Transit on Property Values: A Summary of Studies, 2001. A rise in real estate values and development
Prepared by Parsons Brinkerhoff (www.reconnectingamerica.org/public/show/ pote ntial, primarily within one-quarter mile of a

bestpracticer62). Light Rail Systems and Property Values, 2004. Prepared by The ] )
Sacramento Regional Transit District (Www.slp2.org/documents/propertyvalfso4. route and in areas that are relatively underdeveloped.
pdf). Cincinnati Streetcar Feasibility Study, 2007. Prepared by HDR and

Parsons Brinkerhoff (www.cincinnati-oh.gov/city/downloads/city pdft7754.pdf).

tarting in the middle of the 19th century, a transportation, but their popularity began to neighborhoods that grew up around streetcar
growing network of streetcar lines helped decline with widespread suburban development routes and stops.

shape the city’s urban fabric. Electrified
streetcars, introduced in the late 1880s, proved
faster and better able to handle steep grades
than horse-drawn cars, which had served the
District from 1862 on. A swift transition to
electrified service in the 1890s set the stage
for rapid expansion of streetcar lines in the first
decades of the 20th century. Real estate devel-
opers used the convenience and increasing ef-
ficiency of the system to persuade the growing
numbers of federal workers to buy moderately
priced homes in neighborhoods springing up
outside the old city center.

By the second decade of the twentieth
century, automobiles had become increasingly
common on District thoroughfares, and
commercial buses joined them in the 1920s.
Streetcars continued as a major mode of

and an explosive growth
in car ownership after
World War Il. Competing
lines merged into a
single company in the
1930s, but a charter
transfer in the mid-
1950s imposed a drastic
requirement on the new
owner: replacement of
the streetcar fleet with
buses. Although the last
trolley ran in January
1962, the system left a
lasting imprint on the
city’s physical form—
historic commercial
corridors and

Washingtonians throng sidewalks and streetcar stops at F and 10th streets
near Woodward & Lothrop in the 1940s.

LAND USE PLAN FOR THE DISTRICT OF COLUMBIA STREETCAR SYSTEM | S



Numerous studies have also documented rail transit’s
impact and importance in attracting housing, jobs, retail,
and other amenities to urban areas. The Center for Transit-
Oriented Development’s 2004 study, Hidden in Plain Sight,
calculated unmet national demand for transit-oriented
housing, and very recent reports by real estate and
economic development organizations such as the Urban
Land Institute and CEOs for Cities. The development
around Metrorail stations over the past three decades
provides clear, if anecdotal confirmation of this trend.

In fact, the scale of the District’s proposed system and the
history of many of the city’s main commercial corridors
and neighborhoods, which grew up around an earlier
streetcar network, may actually help the District realize
greater benefits from a streetcar system than some of these
counterpart cities. For example, more than 50% of District
households and a large majority of the city’s jobs would
lie within walking distance of the fully built system. The
comparable number for Portland is 9% and for Seattle, 6%,
although both systems have fewer than 10 miles of tracks.
The District’s streetcar would be in the same league as San
Francisco’s, where 65% of households sit within a quarter-
mile of a streetcar line—although that system is twice the
size of the one proposed for the District.

The study team treated the streetcar experiences
elsewhere as helpful guidance, not as substitutes for
evaluating the streetcar’s impact on the District’s unique
conditions, such as scale of streets and blocks, patterns

6 | INTRODUCTION

San Francisco’s F Line has been
demonstrating the community
and economic value of streetcars
since the 1980s (above).

Seattle’s South Lake Union
streetcar, funded largely by the
private sector, has stimulated
substantial development of
research, office, housing and
retail space (left).



of workplaces and housing; and existing transit-system
configuration. Nevertheless, other cities do hold lessons
for the District, particularly the importance of early
planning to insure that increased values, expanding
markets, and other effects do not hinder some residents
and businesses in unanticipated ways. They also highlight
the value of taking a comprehensive approach to streetcar
planning and of integrating it with land use and broader
transportation planning.

HOW THE STREETCAR COMPARES

TO OTHER TRANSIT OPTIONS

This study examined the relative costs and benefits of
streetcar service as compared to other transit options,
including some with potentially lower construction costs.
The comparisons indicate that in the District, streetcar
service offers a more cost-effective means of achieving
community goals than other options.

Bus rapid transit (BRT) and other bus alternatives,

like the District’s popular Circulator service, have the
advantages of much lower capital costs and much faster
implementation. Buses also provide broad flexibility in
terms of changing routes and can maneuver more readily
in heavy traffic. The primary benefit the streetcar offers,
evident in shelters at stops and in the rails themselves,
is its visible permanence, which can serve as a powerful
attraction to private real estate investment. Although
highly visible shelters and stations can raise the profile
of bus service, the very flexibility of routes and service
levels that represents its biggest advantage also dilutes
its ability to spur real estate investment (investment

decisions require predictability over periods of up to 30
years). Although well-designed BRT systems attract some
development, their impacts are typically much less than
those for rail* —and the BRT systems that have generated
the strongest development response operate on exclusive
rights of way at all times and not in mixed traffic, as the
District streetcar would. In cities without the potential to
attract much development investment, implementation
costs and other factors give buses a clear advantage. In the
District, however, streetcar service appears very likely to
attract significant real estate investment.

The increases in real estate values and development that
the streetcar could spur over a ten-year period—looking

only at land within a quarter-mile of new routes—would
exceed the projected cost of creating the system by 600%

2 Further information on transit-oriented development (TOD) associated with BRT
systems can be found in TCRP Report 118: Bus Rapid Transit Practitioner’s
Guide, 200;. Prepared by the Transportation Research Board of the National
Academies (www.community-wealth.org/_pdfs/articles-publications/tools/tod/
tool-tcrp-bus-rapid-transit.pdf)

“Premium transit” typically refers to high-quality
transit, either rail or bus, that provides reduced travel
times, enhances regional/local connectivity, uses
improved vehicles and features (such as quality of

ride, specific branding, simplified routing) and offers
improved amenities (bus stop, platforms, shelters, line
supervision) compared to typical local bus service.
Premium transit services in the District would include
limited-stop bus service, bus rapid transit (BRT),
streetcar, light rail and local rail (Metrorail) services.

LAND USE PLAN FOR THE DISTRICT OF COLUMBIA STREETCAR SYSTEM | 7



t0 1,000%. While increased value often precedes the
completion of fixed-rail transit, such increases occur
along each segment as they connect to Metrorail and do
not depend on completion of a full system. Increased real
estate investment would translate into stronger fiscal,
employment, and population growth for the District.

Residents, visitors, and many commuters tend to prefer
streetcars to buses and bus rapid transit for their low
noise levels, superior ride quality (steel rails and steadier
acceleration/deceleration yield a much smoother ride),
lower level of vibration in nearby buildings, and limited
emission. Evidence also suggests that streetcar vehicles
offer better long-term cost-benefit value than buses.?

Both light and heavy rail systems would provide faster,
more reliable service than a streetcar because they would
operate in exclusive rights of way. Light rail would likely
produce somewhat greater real estate investment and
related benefits than the streetcar, but a light-rail system
would cost two to three times the roughly $40 million

per mile currently projected for the District’s streetcar
system—and acquiring the necessary rights of way would
add to the cost considerably. Metrorail’s experience suggests
that heavy-rail transit would produce an even larger
increase in real estate investment, but heavy rail transit
costs several hundred million dollars per mile to build.

w

Two recent publications that suggest that maintenance costs can be lower include
Street Smart: Streetcars and Cities in the Twenty-First Century (Gloria
Ohland & Shelley Poticha; 2009, Reconnecting America) and Seven Rules for
Sustainable Communities (Patrick M. Condon; 2010, Island Press).
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1b Summary of findings

With the completion of the streetcar system and new
housing attracted to it, approximately 50% of District
households would be located within one-quarter mile of
premium transit service (the streetcar or Metrorail; see
Map 2, Net New Premium Transit). This dramatic increase
in access to premium transit would open the door to a set
of significant land use benefits, and to a smaller group of
challenges, that represent major considerations in evalu-
ating and planning the streetcar system. (Note: In order to
develop accurate estimates, the report uses 2010 dollars.
Land-use impacts reflect projected growth over ten years,
calculated as if the full system began operation in 2010.)

STREETCAR BENEFITS (CHAPTER 2)

Streetcar service:

¢ Improves access to premium transit for more than
one-third of the District’s households, including
100,000 residents along streetcar corridors who do not
have access to a car.

* Reduces transportation costs by offering households
within one-quarter mile of the streetcar a realistic
opportunity to be “car light” (that is, own fewer cars)
or car-free. Nationally, the average yearly cost of
owning a car reached $8,437 in 2010. ¢

+ This is a national average calculated annually by the American Automobile
Association (AAA) for a medium-size sedan driven 15,000 miles in a year, with
the cost of gas held constant at $2.60/gallon (for the 2010 calucations; wwuw.
aaaexchange.com/Assets/Files/201048935480.Driving%Costs %202010.pdf,
retrieved 1 March 2011). Taxes and fees would push this total somewhat higher for
District drivers, as would the rising price of gasoline. Using a more current average
for the District of $3.47 for a gallon of reqular; reported by AAA on 1 March 2011,
brings the figure to $8,902 (http://fuelgaugereport.aaa.com/?redirectto=http://
Jfuelgaugereport.opisnet.com/index.asp, retrieved 1 March 2011).



MAP 2 Net New Premium Transit

Offers multiple quality-of-life benefits:

>

improves walkability: new transit trips translate into
new walk trips as local residents typically walk

to and from transit in urban settings. Higher rates
of walking support local businesses and promote

a greater sense of safety that will encourage still
more residents to walk.

“extends the walk” by generating more trips on foot
outside of existing commercial districts and other
busy areas, thereby supporting expansion of retail
and other neighborhood-serving uses.

fosters the growth of main streets, as new residents and
employees attracted by the streetcar inject more
than $300 million in retail spending annually into
local commercial districts.

broadens access to schools by more than doubling

the number of public and charter schools located
within a quarter-mile of rail transit, making it
easier for parents to commute with their children
to school and work and for families to choose from
a wider variety of schools.

returns premium transit to disinvested historic
commercial districts built around the streetcar in

the late 19th and early 20th centuries; the new
investment that would follow the streetcar’s
introduction would encourage adaptive reuse of
more historic properties, contributing to a stronger
sense of place.

Expands housing choices by supporting development
of market-rate and mixed-income housing in

areas that have witnessed little or none in recent
decades, spurring demand across the District for

GHESTNUT ST

With a fully built streetcar system,
the share of District residents

5§ living within a convenient walk of
rail transit would rise from roughly
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developments of ten or more units subject to

inclusionary zoning, and expanding the supply

of lofts, smaller units, accessory units, and other

housing types sought by an increasingly diverse

population.
Improves access to jobs by bringing an additional
72,000 households into walkable distance of premium
transit, which guarantees them access to more than
85% of the district’s office jobs and more than half of
all jobs—a benefit to both residents and to employers.
Attracts new jobs and residents by improving
accessibility and spurring creation of more amenities.
Over a ten-year period, the District could expect to
draw new households and retain existing ones at a
combined annual rate of roughly 1,400 if the system
were complete today. At the same time, the proportion
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of District workers who also live in the District,
making them subject to its income tax, could increase
over 20 years from 31.5% to roughly 34%.
Strengthens real estate values by adding $5 billion
to $7 billion to the value of existing property and
sparking an additional $5 to $8 billion in new
development in the ten years after completion—in the
corridors alone. These benefits extend across housing,
commercial, and retail markets and apply in varying
degrees to every streetcar corridor.

Increases revenue to the District by strengthening the
real estate market, adding new residents, and producing
greater sales-tax receipts. Together, these sources would
likely generate between $238 million and $291 million
in annual new revenue within ten years of completion
of the system.

A streetcar loads at the Portland
State University campus,
above. The Portland streetcar
system has sparked more than
$3.5 billion in development,
transforming light-industrial
districts and railyards into

new neighborhoods that mix
housing, stores, and commercial
uses, like the city’s South
Waterfront, pictured at right.



Strengthens growth in the creative economy (gener-
ally, arts, media, and communication businesses) by
offering the enhanced accessibility and amenities,
improved walkability, and support for local Main Streets
that employers and their workers in these fields value
highly. The creative sector already accounts for 10% of
District jobs and adds economic diversity, job growth,
and job quality to the District employment market.
Improves public health by offering significantly more
people the health benefits of walking, preventing added
emissions of unhealthy air pollutants, and providing
safer transportation than by automobile.

CHALLENGES AND MITIGATION STRATEGIES
(CHAPTER 3)
Advance planning can mitigate potential challenges, including:

Housing affordability, by addressing early in the
planning process the possibility of dislocation posed by a
5% t012% increase in property values that appears likely
to result from improved access to jobs and amenities and
by other benefits. These issues are most likely to appear
where streetcar corridors pass through neighborhoods
with lower household incomes, lower housing prices, and
higher proportions of renters. Although residents in these
corridors would benefit from reduced transportation costs
and greater access to jobs—which could offset increased
housing costs for some households—the District should
monitor these areas and be prepared to step in with
active measures to promote affordability.

Potential market shifts within the District by planning
early for alternative redevelopment on parcels

without direct streetcar access (offices and other uses

will likely choose accessible sites over non-streetcar
sites) and by supporting businesses in the corridors,
particularly retailers, concerned about dislocation as
new businesses seek to move to the corridors.
Routing and right-of-way issues arising from some
potential loss of curbside parking, traffic congestion,
and similar issues in specific neighborhoods and
commercial districts. Mitigation may involve early
identification of route adjustments, alternative
parking, or other solutions.

NEIGHBORHOOD ANALYSIS (CHAPTER 4)

The study suggests that all corridors would share in
the benefits and challenges brought by the streetcar
(detailed reviews of each corridor appear in Chapter
4), although these impacts would vary considerably
among corridors. Impacts would be most dramatic

in areas that today have limited current access to
Metrorail service.

In certain locations, alternative routing or phasing
of the streetcar route would unlock greater
employment, fiscal, and development benefits
by extending premium transit to land with untapped
redevelopment potential. Some of these refinements
would mean higher initial costs, but the additional
benefits they would trigger seem likely to outweigh
the extra cost and deserve study. Other refinements,
including earlier construction of particular route
segments, would provide better connections to
employment centers, resolve right-of-way issues, or
provide more convenient service.
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STRATEGIES AND TOOLS FOR OPTIMIZING
LAND USE BENEFITS (CHAPTER 5)

The District can maximize land use benefits and minimize
implementation challenges in many ways:

Make use of existing and new development

tools to augment the streetcar’s ability to support
neighborhood retail, foster redevelopment of blighted
property, attract investment in housing and jobs, and
yield similar benefits.

Optimize existing and potential land use policies and
design guidelines to ensure that zoning fully supports
the District’s ability to realize benefits brought by

the streetcar and that new development enhances
community character and quality.

Coordinate with other transportation investments,
including regional and local bus lines, bikeshare, and
other modes to facilitate transfers, share operating lanes
and stops, and generally take a comprehensive approach
to integrating transportation and land use planning.

12 | INTRODUCTION

Improve access to the streetcar for pedestrians and
bicyclists by making sure that new development,
streets, and sidewalks appeal to pedestrians and
cyclists and assure safe and convenient use.

Use multiple mechanisms to capture the value of new
development drawn to the streetcar corridors to help
fund construction and/or operation of the system.
Taxes generated by the rising value of all property
could underwrite more than half the system’s capital
costs through the sale of bonds backed by this revenue.
Projects or business improvement districts may see
self-interest in contributing to construction costs where
anew line would increase the value of their property

or business. Determining the timing, extent, and best
mechanisms for pursuing such strategies will require
significant additional study.

Construction of the H Street/
Benning Road NE streetcar
segment, August 2010



2. systemwide benefits

The streetcar can
transform the District’s
most underdeveloped
areas into thriving
neighborhoods,
enlarge existing
commercial districts,
and link established
neighborhoods to new
jobs and amenities.

he study area for this analysis includes all

land within one-quarter mile of the proposed

streetcar lines, representing the area within

a convenient walking distance (roughly five
minutes) of each line. National research indicates that
the strongest impacts generated by the introduction of
streetcar service occur within one-quarter mile of its
routes. Research also indicates that impacts generally
extend in a uniform corridor along streetcar routes, owing
to the half-mile spacing typically found between stops.

This study area has been organized into nine corridors
that share similar land use characteristics to provide a
finer-grained and place-specific way of looking at land use
changes the streetcar could conceivably bring. Dividing
the corridors into smaller subareas enabled the study
team to focus on critical sites or other targeted land use

issues. Map 4 shows the nine corridors and their sub-areas.

2a Improves access to premium
transit

“Premium transit” describes transit service that is reliable,
predictable, and offers a high-quality ride—in other
words, Metrorail or the streetcar. Roughly 72,000 District
households now located more than one-quarter mile
from a Metro station would be located one-quarter mile

FIGURE 3 New Access to Premium Transit

Approximately 95,000 District households are currently located
within one-quarter mile of the proposed streetcar corridors.

These households 22, 0 oLos NOW
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or less from the proposed streetcar. The streetcar would
open significant new transportation choices for these
residents, in particular the 44% of the households along
the proposed corridors that do not own a car.

2b Reduces transportation costs

The streetcar can enable households to be “car light” (that is,
own fewer cars) or car-free. Either option offers the opportu-
nity for considerable saving. In 2010 the average automobile
cost $8,437 to own and operate;> most transit commutes cost
less than one-third this