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BACKGROUND

One of the consistent themes heard from localities in the Route
29 corridor Planning Forums was the need for expanding rail
service in the corridor. This was repeatedly brought up as an
idea whether in the urbanizing segments close to Northern
Virginia or in more small town and rural areas on the corridor.
While enhancing rail service is only one aspect of a broad-based
strategy that is needed to address the current and future condi-
tions on the corridor, it is nevertheless a strategy that can bring
considerable benefit over the long term. Some of the points
brought up by citizens and local officials regarding enhanced rail
service include:

¢ Helping to mitigate corridor congestion by converting some
passenger or freight trips from road to rail

¢ Increasing travel options and accessibility along the and near
the road corridor

¢ Providing potential economic revitalization stimulus in and
around existing or future station areas, as well as providing
regional economic benefits through greater mobility for jobs
and tourism.

Upgrading rail service over the long term — whether freight, com-
muter or intercity passenger rail on and around the Route 29
corridor - is a key focus of this corridor plan and its recommen-
dations. The following working paper addresses some of the
land use and community development aspects associated with
the enhancement and/or expansion of rail service in the Route
29 corridor.

BENEFITS OF TRANSIT ORIENTED AND
TRANSIT SUPPORTIVE DEVELOPMENT

The benefits of land use and development patterns generally
known under the designation of Transit Oriented Development
(TOD) are both extensively researched and documented in the
technical literature. Among benefits cited for transit oriented
development are the following' :

1  Adapted from the Statewide Transit-Oriented Development Study by CalTrans, 2006
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Providing greater mobility choices

By creating “activity nodes” linked by transit, TOD can provide
important mobility options, for all citizens. It ca also allow young
people, the elderly, people who prefer not to drive,

and those who don’t own cars more ability and options to get
around.

Increasing public safety

By creating active places that are busy through the day and
evening and providing “eyes on the street”, TOD helps increase
safety for pedestrians, transit-users, and many others

Increase transit ridership

TOD improves the efficiency and effectiveness of transit service
investments by increasing the use of transit near stations by 20
to 40 percent

Reduce rates of vehicle miles traveled (VMT)
TOD can lower annual household rates of driving by 20 to 40%
for those living, working, and/or shopping near transit stations.

Increase households’ disposable income

Housing and transportation are the first and second largest
household expenses, respectively. TOD can free-up disposable
income by reducing driving costs; saving

$3-4,000 per year for each household.

Reduce air pollution and energy consumption rates

By providing safe and easy pedestrian access to transit, TOD
can lower rates of air pollution and energy consumption. Also,
TODs can reduce rates of greenhouse gas emissions by 2.5 to
3.7 tons per year for each household.

Help conserve resource lands and open space

Because TOD consumes less land than low-density, auto-ori-
ented growth, it reduces the need to convert farmland and open
spaces to development.

Play a role in economic development

TOD is increasingly used as a tool to help revitalize aging down-
towns and declining urban neighborhoods, and to enhance tax
revenues for local jurisdictions.

Decrease infrastructure costs

Depending on local circumstances, TOD can help reduce over-
all infrastructure costs for expanding water, sewage and roads

to local governments by up to 25% through more compact and
infill development.

Contribute to more affordable housing

TOD can add to the supply of affordable housing by providing
lower-cost and accessible housing, and by reducing household
transportation expenditures. Housing costs for land and struc-
tures can be significantly reduced through more compact growth
patterns.

RAIL CORRIDOR COMMUNITY
PLANNING PRINCIPLES

To design and implement new and enhanced rail service in the
Route 29 corridor, this study is recommending a variety of en-
hancements and improvements over time. The following Rail
Corridor Community Planning Principles are part of these recom-
mendations. The Rail Corridor Community Planning Principles
provide land development principles and standards for rail-ori-
ented design for communities in the rail transit and intercity rail
corridor.

The Planning Principles are organized first into a series of “Mo-
bility Elements” that define the typical travel-shed and spacing
parameters by mode. Secondly, the principles are organized
into “Station Area Characteristics.” These define the desired
characteristics such as densities, intensities and mix of uses for
3 different scales of future transit/rail centers. For each of these
scales, a complementary set of transit station area prototypes
were developed using the Mobility Elements. Regional, commu-
nity and neighborhood scale station area prototypes were used
to represent the station area’s corresponding land use mix, per-
cent infill and redevelopment, site development characteristics,
population, employment, and density. The station area intensity
and land use varies by station area based on its location along
the corridor, the neighborhood context, and transit technology
applied. As transit is most effective in walkable areas, the high-
est densities and mix of uses apply to the transit core areas (one
half and one quarter mile).



PEDESTRIAN

0]

Ot Tl Shad 1 [ dmile s 1 wile

STATION CHARACTFRISTICS
Avenge Saton Awe N/A
SUPPORTIVE DEMSITY INTEMSITY
Dweltng Lin/Ace 18
e B

P Avwa B M /A

TECHNOLOGY CHARACTIRITCS
Capary | Faserge Veide

Sowedi 1% 15 Mo o

POW requreve = Sdeeih i
B e L
Cont api o) <$

CIRCULATOR

ot Sideg T sble 10 ) dwie

€ »

Optons T had § st w0 10 e

STATION CHARACTERISTICS
Avege Saten Awe. 300 % 300 Savire eet

SUPFORTIVE DENSITY NTENITY
Dweitng Lvs Ave § & 10

ol /A 8% 14

Flow Mvws bata #1.3

TECHNOLOGY CHARACTERETCS

Copnary. | 000 % 1,500 Mivmnge n Thostun | Mie
Avessgn Spmed (b trnlt had) 10 % 13 Mbes M
BOW reqursmm o W mat boring | ®ewton | w lemi
Erintva ol |

Fecdvan ot waporte denaityr 15 % 20 Mnce

Cont ot et § - $$

o

Od Tl Bhad 1/ dmie e 1!-..

STATION CHAZATTFE BT
Amuge WeunAces A

SAPPORTIVE DESGITY INTENSTY
Dweling Win/Ace »8

e Aew Iw 20

Pl Aron Bt N/A

THOHNOWOG T CHARACTIRIBG

Camadnr | Pansenger "hide

Sosed: 3% 13 Miey e

FOW raqu s emans 3roer huwing vt Dedeowd Lore
Bt 4 ot s S e ) M

Cor wasinet oty <$

Seviem Awa | 4 e e ) e

Sk Spang L wie w1 i

Oubont Tannit Bhad 5 atias s 20 wbine

STATION CHARACTERBITICS
Amuge Wrlrhes 1O D0 puelew

AP PORTIVE D EMUITY INTENSTY
Dwellog s Ave 4 %) 2

S /Acw § % 30

Flocr Avwa utte »10

TEOMOWOG Y CRARACTIRING
Camsury 2 000 & 1000 Paserge s Dhevinr, Mie
Amnige peed Fu vare ihed. 10 % 13 Mied S
BOW ragelcawmmrs Taww d sintve

Headeny ot nppwta dasty) 13 % 30 Mt
[T 1 §

“ﬁwm‘n*hzﬂ-

STATON OF AR ACTRRETICY
Amroge Vot Acea A

SUPPORTIVE DINSITY INTDNGTY
Dwaling ein Ace Iwl
Mou/Awe 3 w20

Faow Amobate ¥ A

Mot et 14 0t et danet h WA
Conr Lol oo $$

Pt Sy | mbe L mben

e R )

P dootrg | tmlew 1 dmie

Qutewer Vo Bad Toion w10 e

STATIOMN M AS ACTFR BT
A age ¥ Awn 140 hpwe e

SURP ORTIVE DENSITY INTINGE Y
Deaiing Lnim Ace & w8

ey Aew 8w 30

Par Ame bt 10w 1Y

THOSOLOG T (HARACTIRETXCY
Capoory 00 & 120 Mnergey Thate we
Arage loend Pw vt dedi 1w 1) Mien -
POW ep e e bty

B il LR ST
Cowt (omwind oty §

Tarvim Aewn | G et ) -

Va
fE g

Pt Spaong 3 wbes v | S e

Outon! baer Bod 3 mian v 30 e

STANON Ot ARACTERETICY
A g P s @00 % 2000 Saeen Teet

SUPPORTIVE D IMAITY aNTENGITY
D bing Loin Ave bl ]

o JAee i X

P Awatbate »20

TECMMOLOG Y CRARACTIRETICL

Copadry 100010 10000 P eamyer s, oot Mbe
A age dpeed P vunt ded 13w X0 M S
PN g memen el aidem o Lanam o
Dwdicrm d Gusdeany

Headwar 4t neswte denst vy 100 20 M

Con (et oo $9 - $$$

Ourwns ot bhwd 3 man w0 100 wwien

STATION CH AR ACTERIICS
Aags B Ares. 1000 % 3000 Spus Powr

Dewitog i hew ») 5
oy Aem *30
Tuoe Awa beta #30

TEOMNOLOG Y CHARACTIRBTRCE

Capainy 3D be 310,000 Newagen, Thastes "o
A nge Sweni P v b dh 13N 0D M e
BOW copimmann Toivim v Cmbasrmd Bobee s

Fenden i i meaeti@ dentty | K S B Semow

Cont (sanint conth "' “‘

URBAN CENTER
n Comars camint of o Mghant duinmy wnd guamt catery of we, =
—vnme, v

Bl A LTI T T 0
TN o te v ot o e, T el 1ol wwes AL ey -
B e L T D I R e Y
T g
Haw sabmy

A

Cary Cannan & [gec (nmis conamwwn
oy

1310 30 Deniing Lin/dre

1215 % 178 Jotn/Ase

TR

10 % 40 Fow Aes bute

IOr Uy
Bomd o wiidey speme lus aye

foom MM R E

COMMUNITY

TOWN CENTER

T Coww s iarn st A pemdn et evdmte el wa el e -
g e berdete by e woale drge ban o smaibed, oo
b wmge Sty dmnn el wnd gawy At uwn The wemert of iha
o, s omghvy 20% ~ e

ol mand v e g e e e e bar ey e ey
Bl § e el e ate decies sal perte
R e I B
whe blewabs Ta iy b ety e Eew o mlie e e W wed
ey

naAcE

Tam Combers & Hogee (fobes crew s my
cemsy

0w 10 Dealing U A
240 80 tn Acw

mTDsITY

10 % 20 P Aows b

M Or VI
Bomdon iy sqnm e bor age

it R =

ROUTE

CORRIDOR STUDY

e T Aa
T |;4"

NEIGHBORHOOD CENTER

e e e e I e
we bestierta DA dug tyom mude Mege faniy haven ve houen el
N et | e e @ mme d we @y e o e
i, et T wa, bee e oy ®ee e ke de,
A el e ne gy Wl ipedat W Meed me e
e T e s

.y

race

¥ ey Camturs omn vt b
DAY

&% 17 Dunling Liin Ao
10 % 20 Jutm A

G5 % 10V Mas b

M Of Vi
I e e L

29

g |ley peoueyul 4o} Buluue|d 8SN PUET

)
@
=
Q
@




DETAILED PLANNING PRINCIPLES ‘ _ _ market area is within a quarter mile and the secondary area within

a half mile of the station. Because the station market area is fixed
(roughly 500 acres), density directly influences the number of per-
son trips generated and potential transit ridership. Higher capacity
transit systems, such as light rail transit, require higher densities
to generate enough ridership to help pay the higher costs.

Density is expressed in terms of floor area ratio (FAR), which is
the total building area divided by the total lot area. Bus transit

is supported with FARs of at least 0.5 and preferably over 1.0.
Light rail transit is supported with FARs of 2.0 or greater.

Following are some basic planning principles for making en-
hanced rail service in the 29 corridor a good fit with existing
and planned communities. In general, these principles apply
for communities around rail stations in general — whether they
are transit stations within the Northern Virginia commute-shed
or whether they are small towns or cities that are intra-city rail
stops outside the commute-shed. The main difference lies in
the degree of spin-off benefits and impacts of different types of
rail service. For example, a transit station with 10 or 12 trains

per day in the commute shed could be expected to stimulate
much more directly transit-dependent development within a
short walk of the station area than a small town with only one or
two intra-city trains per day. However, the same basic principles
apply in both contexts, including leveraging the activity around
the station area to create a vibrant and appealing walkable Density and Transit

environment. In the principles below, the term Transit Oriented

Development and TOD are used almost exclusively, but the term Most people will choose to walk if a destination is within a quar-
is intended to apply more broadly in the Route 29 corridor, since ter of a mile and will not walk if the destination is more than a Light Rail Transit Bus Rapid Transit Bus Densities
the same basic principles also apply to intercity rail station areas Denciies Denses
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_ o _ half-mile away. Because of the importance of walk access to
in communities along the corridor. transit ridership, this influence of distance on whether or not to

walk defines the market area around a transit station. The primary

Compact Development & Mixed Use Pedestrian Accessibility

Transit-oriented design improves mobility and leverages
public investment in transit systems by using pedestrian
and transit-friendly development patterns. These develop-
ment patterns encourage a compatible mix of residential,
commercial, and other land uses, facilitate employment
opportunities convenient to transit, and enhance connec-
tivity to transit stations and surrounding uses. Transit stops
should be centrally located within compact, walkable areas
to ensure convenient access for pedestrians. A one quar-
ter-mile radius area, or the distance that a pedestrian can
comfortably travel in five minutes, is referred to as the pe-
destrian shed. Transit ridership is directly influenced by the
density and diversity of uses within the pedestrian shed.
High density, mixed-use development maximizes ridership
potential by locating offices, retail and commercial uses,
and residences within walking distance to transit.

Transit oriented site design creates enjoyable places that make
walking an attractive mode of transportation. Transit stops
should be accessible to pedestrians, located at the core of com-
pact development and surrounded by a good mix of land uses.
Typically, the attractiveness of transit and rail use is enhanced by
the presence of supportive uses that generate pedestrian activ-
ity, such as convenience stores, small shopfronts and cafes. In
general, sidewalks of at least 8-12 feet width should be provided
within the % to %2 mile pedestrian shed around station areas to
ensure good walkability and allowance for street trees, benches,
and other street furniture and amenities that contribute to mak-
ing this area attractive to pedestrians.

Pedestrian crossings are a critical element of the pedestrian
network. Safe and convenient crosswalks make a sidewalk
system usable and appealing, encouraging pedestrian activ-
ity. Crosswalks should be clearly marked and located carefully
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in relation to vehicular traffic. To ensure safety and usability,
crossing distances should not exceed 50’ whenever possible.
Bulb-outs and median refuge islands should be used to reduce
crossing distances for pedestrians. Marked crosswalks that are
specially paved or painted indicate the appropriate route across
traffic for pedestrians, assist the visually-impaired, and encour-
age motorists’ awareness of pedestrians. Crosswalks should
be aligned with the path of the sidewalk to ensure accessibil-
ity. Intersections and crossing areas with heavy traffic or wide
crossing distances require crossing signals to aid pedestrians
and motorists.

Station Area Design

Transit must have an attractive and cohesive image to be con-
sidered as an attractive transportation alternative. Well designed
shelters and station areas should be integrated into the sur-
rounding community streetscape and provide a safe

boxes, bicycle racks, and electronic kiosks to display arrival
times and other information.

Compatible Street Networks

Streets and corridors provide the framework for Transit Oriented
Development. Effective street design is critical to the success
of a mixed-use activity center. Streets must provide an efficient
and interconnected network for vehicles, bicycles, and pedes-
trians. Street function and appearance must be in balance with
the built environment and create a pleasant and safe experience
for travelers and residents with homes and/or businesses facing
the street. To ensure a lively street setting, street networks must
avoid concentrating travel on a few large roads. A more diverse
roadway fabric provides multiple routes of access and evenly
distributes activity to create a more energized urban environ-
ment. The dispersal of vehicle loads allows streets to be nar-
rower and treated at a human scale.

Streetscape elements provide a softened appearance and
enhance the quality and appeal for pedestrians. On-street park-
ing and street trees help define a comfortable pedestrian realm
buffered from vehicular traffic. Narrow road widths naturally
reduce travel speeds and give greater spatial enclosure to the
street environment. Enclosure allows the streetscape to be ex-
perienced as an ‘urban room,’ a space that attracts pedestrians
and jumpstarts activity

~4+ ROUTE
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Civic Plazas And Open Space

Carefully planned open space is necessary for the richness of
mixed use centers and the vitality of the public realm. Open space
is a broad classification for public spaces, ranging from commu-
nity recreational areas to civic squares. The scale, enclosure, and
density of surrounding conditions determine the appropriate type
of open space, such as formal/informal, active/passive, or open/
contained. Formal civic spaces should be located in the center
area, serving the area of highest intensity. Recreational facilities,
greenways, and neighborhood parks should be strategically placed
to serve the mixed-use communities surrounding the core.

Many qualities contribute to the appeal of open spaces. Often,
environmental and natural features are integrated into open
space planning. Wetlands, critical slopes, drainage swales, and
vegetation should be conserved as open public space wher-
ever possible. In urban settings, water retention systems can be
rethought and formalized as landscape elements that punctu-
ate design. Canals, ponds, fountains, and other attractive civic
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and comfortable place for transit patrons. Stations and
shelters must be clearly marked and identifiable. Bus
bays adjacent to station areas should be implemented
to allow passengers to load and unload safely by creat-
ing a bus-only zone undisturbed by roadway traffic.

Transit stops must, by definition, be accessed by wheel-
chair or on foot. Therefore, the minimum standards

for transit stops should include sidewalk connectivity,
posted route information and benches for waiting pas-
sengers, and concrete loading pads for boarding transit

DIVERSITY AND CONNECTIVITY
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vehicles. Higher-volume stops should have additional
amenities such as shelters, trash cans, newspaper
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spaces in the center, promote gathering, interaction, and com-
fort. Moveable seating, tables, and multi-functional elements,
such as planters that are at seat height, allow people to con-
gregate and personally define spaces. Shade trees, greens, and
cooling fountains help create a comfortable setting.

Lighting

Lighting should be carefully integrated with the built landscape.
Building, streetscape, and high-speed roadway lighting have
unique purposes and requirements. Scale, intensity, and fixture
design should vary between areas of different densities and
uses. Fixtures should contribute to the streetscape, fostering
pedestrian activity and walkability. Ornamental light posts and
fixtures help to create an attractive streetscape and should be
consistent with the architectural character of the immediate area.
In addition to aesthetics and scale, lighting is an important ele-
ment of public safety. Well lit streets and alleys help to promote
a secure environment and encourage night time activity.

streetscape. By drawing natural elements into the built environ-
ment, buffers harsh elements to maintain pedestrian-friendly and
visually appealing streets. Different landscape strategies depend
on building scale, density, thoroughfare type, and land use. Trees
and plantings also have important environmental benefits, pro-
tecting air quality and water run-off and providing shading to
buildings, cars, and pedestrians. Bricks and decorative paving
may be used to highlight important public spaces and signal sig-
nificant roadway elements such as bus stops and crosswalks.

An essential element of a vibrant attractive streetscape is land-
scaping. Landscape treatments buffer vehicular traffic from
pedestrian movement, while providing a visually appealing and
physically comfortable environment. Planting

the transition between center and edge conditions, with land-
scaping taking a more formal appearance at gateway locations.
Medians, which break down large road widths, also contribute to
this transition.

Parking

The proper supply, placement and design of parking is a key
element in creating an environment conducive to pedestrians,
bicyclists, transit users, and those traveling by car. Conventional
parking requirements can sometimes lead to an oversupply of
parking spaces and open expanses of asphalt. Better man-
agement and design strategies can help integrate parking into

strips and trees help to distance paved side-
walks from the street, visually screen passing
vehicles, and make the sidewalk a more intimate
space. Street trees can help to create walkable
streets in both high-density centers and residen-
tial neighborhoods. Landscape buffers may also
screen parking lots and conceal building equip-
ment. Landscape elements can also be used to
integrate roadways with the surrounding area.
Tree and planting screens protect adjacent build-
ings, properties, and open land from high-speed

= 3
-
f .
'L
|
7 E

traffic. Roadway landscape treatments help ease

Landscaping

Landscape design should aesthetically complement and
enhance the character of buildings, roads, and the pedestrian
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TYPICAL PARKING LOT BUFFER

higher-density areas and reduce the demand for
parking spaces.

Reducing minimum off-street parking require-
ments and setting average- usage standards
instead of peak-usage standards make additional
land available for development. Allowing devel-
opers to count on-street parking towards their
requirement helps alleviate off-street parking
needs. Shared parking allows activities and func-
tions with different peak hours to use the same
spaces, significantly cutting down the total num-
ber of spaces.

Structured parking may be appropriate in higher-
density areas such as those around rail stations.



Garages reduce the total amount of paved area and can fit well
into an urban area, maintaining scale and facade articulation.
Wrapping structured parking around the perimeter with “liner”
buildings allows a seamless integration into the urban setting
and maximizes the property’s revenue potential. Large lots with
surface parking should relate to the established block size of the
surrounding street grid. These considerations prepare the site
for future infill development, in which surface parking areas are
converted into a mix of buildings, garages and streets. Incen-
tives often are needed to offset the high construction cost of
parking garages.

Planning For Adaptive Reuse

Many areas along the corridor are characterized by low intensity
retail development that is characterized by wide, uninterrupted
expanses of asphalt. Parking design and site layout often limit the
opportunity for future development and increased density. In con-
trast, well planned parking strategies can prepare a site for future
growth. Arranging surface parking in accordance with standard
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block size and orientation allows the site to be developed
gradually, lot by lot and block by block. Selective aisles
should be designed consistent with standard right-of-way
dimensions, creating a framework for future road develop-
ment. By planning for future streets and blocks, parking
lots can be gradually integrated with the surrounding ur-
ban fabric. Piece by piece, paved open lots may be trans-
formed into higher-density centers.

PUTTING IT INTO PRACTICE -
PLANNING FOR RAIL SERVICE IN A
COMMUNITY

The above sections described a series of principles for
efficient land use and community development around
rail station areas and transit stops. How does this relate
to planning for a typical community? The series of il-
lustrations below describe how these planning principles
could be translated into actual practice through a hypo-
thetical plan for accommodating enhanced rail service in
a typical small town along the US 29 corridor.

Compatible Development and Redevelopment

34 ROUTEDD

The illustrations below show the gradual evolution of

transit and rail station-oriented development in a typical small
community near the US 29 corridor. While not a specific place,
it illustrates typical existing conditions in locations such as Rem-
ington, Orange, Nokesville and other small communities that —
while they may or may not be directly on the 29 corridor — could
nevertheless be affected by increased rail service over time as
rail travel options are enhanced. Characteristics of these small
communities usually include a compact historic core, surround-
ed by traditional residential neighborhoods — both of which may
be sensitive to the impacts of new development and higher den-
sity redevelopment resulting over the years from increased ralil
service. They also typically are poorly positioned to address the
increased parking demand put on the station areas — particularly
for communities within the commute-shed.

The illustrations below show how the traditional urban fabric of

a historic community could be maintained in the face of new
growth by planning for compatible small-scale infill development
and off-street parking so that the basic form and scale of the
downtown is maintained over time.

Mixed Uses and Densities

The illustrations below demonstrate a key principle in rail and
transit-supportive land uses. As shown in the before and after
views below, it is important that new infill development maintain
a diverse mix of uses in order to create a more lively round-the-
clock range of activities and attractions in the area around the
station. In particular, higher density housing is a cornerstone of
transit-oriented development. Higher density housing — whether
garden apartments, condominiums or urban townhouse develop-
ment is vital to getting a critical mass of population in the down-
town area that will support retail, civic and entertainment uses.
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A SUPPORTIVE MULTI-MODAL
TRANSPORTATION NETWORK FOR RAIL

It is important to recognize that rail service and transit are criti-
cally dependent on other modes for their success. While pe-
destrian and bike accessibility, especially in and around station
areas, has already been mentioned above, one of the most
critical factors in the success of transit and rail stations is the ac-
companying roadway network to get cars and buses efficiently
to the station areas. The illustration below shows the same
prototypical community as described above in a wider context —
including the surrounding roadway network. It illustrates several
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principles of compatible roadway network planning for rail and
transit service, including the following:

Connected Network of Secondary Roads

A grid of connected secondary streets will not only facilitate easy
vehicular access to station areas, it will support bike and pedes-
trian access as well. Generally, block perimeters should be less
than 1,600 ft (sum of all 4 sides) in order to facilitate a walkable
street system.

Appropriate Scale of Development on Arterial
Corridors Near Station Areas

The plan below also shows that — as an arterial roadway goes
through the walkable core of the downtown - it conforms to
the compact development pattern of the town, with higher
density buildings close to the road and small blocks with
multiple intersections. This will effectively “calm” the traffic

.
¥ |

Villages provide a unique opporutnity for infill develop-
ment. Respecting the character of the existing fabric, new
buildings may be integrated to enhance the density of a
particular area. This process is not an immediate one, and
instead takes place over time, beginning with pedestrian
improvements and gradually leading to infill buildings.



DEFINED, PROXIMATE PATHS
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on the arterial through the downtown, resulting in a safer envi-
ronment for bikes, pedestrians and buses and ensuring a more
inviting station area context.

Connections to Regional Throughways

The illustration also shows an appropriate design for a high-
speed vehicular throughway adjacent to the historic town and
rail corridor. Through traffic has been diverted from the original
arterial in the heart of the downtown to a new throughway well

outside the historic core. However, in order to avoid the un-
fortunate pattern of “bypass development” drawing economic
vitality out of the historic core, the throughway has been de-
signed without direct at-grade connections anywhere near the
historic core. A single grade-separated interchange has been
shown that can be carefully planned and zoned for compatibly
designed auto-oriented development, or — if no additional de-
velopment is desired — can alternately be zoned for open space
preservation.

CONCLUSION

The bottom line for com-
munity planning and de-
velopment around rail
stations and transit is
compatibility. With the
right mix of uses, transpor-
tation networks and design
features, enhanced rail ser-
vice can be used by com-
munities to leverage their
desired quality of life, as
well as greater economic
vitality over the long term.
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