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Vision Overview

The TOD Group, manager of the Denver Transit Oriented Development Fund,
LLC, purchased 6001 Federal Blvd. in February 2009 with the vision of creating a
world class Transit Oriented Development (TOD) to become known as the “Clear
Creek Transit Village”.

The TOD Group strives to ensure that the Clear Creek Transit Village becomes a
national example of best practice in TOD and sustainable development. Our
mission as the landowner and master developer is to work with Adams County,
RTD, and the community to create a vibrant community surrounding the Federal
Blvd. train station along the Gold Line corridor.

The TOD Group’s Clear Creek Transit Village Vision Plan builds upon the Adams
County Clear Creek Valley TOD Plan prepared by RNL Design in June 2008.

The vision document for the Clear Creek Transit Village includes:

1. A summary of best practice in Transit Oriented Development including
a discussion of benefits

2. Best practice in TOD applied to the Clear Creek Transit Village
within the overall Clear Creek Valley TOD Plan study area

3. Conceptual site plan, massing and design views for the Clear Creek Transit
Village

This Vision Plan includes short descriptions of other model TODs from across the
world, which we believe are good examples for the Clear Creek Transit Village.

Malmo, Sweden

The TOD in Malmé is an inspiration for the Clear Creek Transit Village be-
cause of its commitment to sustainabilty, including pedestrian and bicycle
infrastructure and carbon minimizing building design.

The city transformed an old industrial area known as the Western Harbor
into an urban residential neighborhood focusing on walking, biking, and
access to the train station. The high-quality mixed use design reduces
the need for using a car. Automobile parking has been significantly
limited and replaced with ample parking for bicycles and high quality
public space for pedestrians. By limiting space for automobiles, the City
of Malmo intends to create an additional 30,000 residential units and
commercial space to accommodate 20,000 office workers within the
walkable catchment of the train station by 2020.



Transit Oriented Development Overview

Transit Oriented Development (TOD) is gaining popularity across
America as one of the most promising forms of real estate development
as it represents an option for a sustainable lifestyle.

Emerging Trends in Real Estate (2008), published by Urban Land
Institute and PricewaterhouseCoopers reported that while real estate
markets face risk within the context of a slowing national economy, TOD
remains a solid investment. They believe TOD will be “Phenomenal Over
the Next Decade ... [as] congestion mounts everywhere and people get
sick of losing time in traffic jams and car-dependent lifestyles. Higher gas
prices, global warming issues, and pollution just add to frustration

levels. Condominiums, apartments, and retail near light- rail or subway/
train stops become ‘increasingly attractive™ (p. 15).

Another report by the Urban Land Institute, Developing Around Transit
(Dunphy et al. 2004) recommend 10 principles for TOD. These principles,
which were highlighted in the Clear Creek Valley TOD Plan, are:

1. Make it better with a vision

2. Apply the power of partnerships

3. Think development when thinking about transit

4. Get the parking right

5. Build a place, not a project

6. Make retail development market driven, not transit driven
7. Mix uses, but not necessarily in the same place

8. Make buses a great idea

9. Encourage every price point to live around transit

10. Engage corporate attention

The Brookings Institution and the Transit Cooperative Research Pro-
gram, recently released reports that acknowledged the difference be-
tween ‘transit-oriented development’ (TOD) and ‘transit-adjacent devel-
opment’ (TAD). ATAD is “development that is physically near transit [but]
fails to capitalize upon this proximity... [it] lacks any functional connectiv-
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ity to transit — whether in terms of land-use composition, means of station
access, or site design.” A TOD must seek to provide mixed uses in a
compact, walkable environment with convenient access to the station.

A study for the Transit Cooperative Research Program (TCRP) by
Cervero, Ferrell and Murphy (2002) synthesized many sources to show
the common elements of many definitions: A TOD is usually mixed-use,
close to and well-served by transit, and conducive to transit riding. TOD
is more than just about transit, it's also about walking and bicycling.

The New Transit Town (2004 ) by Dittmar and Ohland proposed a
performance-based definition of TOD, which should meet five main goals:

1. Location efficiency - comprises density, transit accessibility and
pedestrian friendliness.

2. Arrich mix of choices - refers to people’s ability to have not only
transport alternatives but also choice in housing, retail and
employment.

3. Value capture - refers to people’s ability to have not only transport
alternatives but also choice in housing, retail and employment.

4. Placemaking - the ability for TOD to create attractive,
pedestrian-friendly neighborhoods replete with high-quality civic
spaces, similar to many European cities.

5. Resolution of the tension between node and place - the dual role of a
train station to serve as a node within a regional transportation
network as well as a place in a neighborhood.



Benefits of Transit Oriented Development

TOD yields benefits for various stakeholders in the context of economic
development, environmental stewardship and travel behavior.

In Transit Oriented Development: Making It Happen (Curtis, Renne, and Bertolini,
forthcoming 2009) the measure of success of TOD varies by stakeholder
interests, which include the community, local government, transit agencies, state
and regional agencies, and private investors and developers. Each stakeholder
group has different needs that must be considered.

Creating a successful TOD requires a partnership between the developer, the
community, and the local government. Studies show significant benefits when
done correctly. Cervero and Arrington (2008) conducted a national study of travel
behavior in TODs, which found that TODs generated 44 percent fewer vehicle
trips than similar developments not located in a TOD.

Other studies by Cervero reveal that lower parking requirements combined with
higher density generate a greater probability that people will choose to use
transit. Moreover, the relationship is not linear. Developments at 30 units per acre
yield approximately 30 percent of commute trips by transit, however developments
greater than 75 units per acre yield over three-quarters of commuters choosing
transit.

Vehicle ownership studies of TOD households found the following:

e TOD households own an average of 0.9 cars compared to 1.6 cars for
comparable households not living in TODs

* TOD households are almost twice as likely to not own a car (18.5% versus
10.7%)

*  While about 66% of non-TOD households own 2 or more vehicles, only about
40% of TOD households own as many cars

* InTODs, about 63% of households own fewer than two cars, compared to 45%
for other households

FruitvalefTraht Village, Oakland, California‘
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The Fruitvale Transit Village is an example of compact, mixed use, pe-
destrian-friendly TOD at the Fruitvale BART train station. This project
was the result of a successful partnership between public and private
entities. The project has 35 units per acre in residential density and
includes 149,000 s.f. of office and community space and 39,000 s.f. of
retail space in a formerly blighted area.

San Francisco Chronicle reported, It takes vision to build a transit vil-
lage. It also takes a lot of public and private money and an unrelenting
push from community leaders who were determined to turn commuter
parking lots into a hub of revitalization for their neighborhood. Such
is the case with the Fruitvale Transit Village, a colorful explosion of af-
fordable housing, retail shops and more sitting on land that surrounds
BART’s Fruitvale station in Oakland, once a dingy and dangerous spot
in a neighborhood short of jobs and housing (San Francisco Chronicle
2004, p E4).

Note: This photo was taken from the BART station platform. The devel-
opment includes a mix of public and private uses, including residential,
retail, office, community facilities such daycare and a senior center.
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Addison Circle, Texas

Addison Circle is located in the low-density, sprawling suburbs of Dallas,
Texas. This walkable oasis was designed as a TOD well before the arrival of
the train station at 75 units per acre (1,334 apartments), 110,00 s.f. of retail,
40,000 s.f. of office, and 20,000 s.f. of storage space. The urban design
facilitates walking and biking through density and a mixed use urban form.

Commonly described as “European-like” Addison is a great example of
placemaking as the project includes cafes and restaurants, convenience re-
tail, office space, condos, and other residential with a mix of pocket parks
and plazas. The project has been so successful that the development has
become a destination for business meetings as well as tourists.

TODs also yields a number of other sustainability benefits:

Economic Benefits

« The Great American Station Foundation documented that station area
development vyields increased employment, household income, and tax
revenue for local governments

» Denver Post (October 29, 2008) cited a study which determined that homes
within 72 mile of RTD’s light rail stations have appreciated by an average of
17.6 percent over the past two years as compared to a regional market decline
of 7.5 percent

» Another study reported by the Denver Post (November 5, 2009) found that of-
fice space located near RTD’s light rail stations was fully leased whereas office
space not located in a TOD had much higher vacancy rates

Environmental and Community Benefits
According to nonprofit Reconnecting America, TODs result in:

* More efficient use of land, energy and resources

» Conservation of open space

* Less oil and gas consumption

* Cleaner air

* Minimization of increased traffic congestion

* More walking

* Healthier lifestyles

* Neighborhoods are safer because there are more people on
the street and more “eyes on the street”



Clear Creek Valley - Federal and Pecos RTD Stations

Adams County Clear Creek Valley TOD Plan

The Adams County Clear Creek Valley TOD Plan envisions future devel-
opment opportunities arising from the new Pecos and Federal Blvd. RTD
train stations. The plan states:

Adams County initiated this study to plan for potential new development
that may evolve around the two transit stations planned for Southwest
Adams County — the Clear Creek at Federal station on the Gold Line and
the Pecos Junction station that potentially will serve as a transfer station
between the Gold and the Northwest commuter rail lines.

The following station area goals became the focal point for the study -

* Maintain and enhance existing commercial corridors

» Create new connections with surrounding residential and commercial
areas

* Revitalize older commercial and industrial areas

*  Encourage mixed use development

*  Promote sustainable development

* Enhance the area’s role as a gateway to Southwest Adams County

* Maintain and enhance existing residential neighborhoods

* Improve open space and recreational opportunities

* Revitalize vacant and under utilized land

Goal — Clear Creek at Federal Station

The vision for the Clear Creek at Federal Station is to create a new,
vibrant, transit-oriented community amenity within walking distance of the
transit station. New retail, employment, entertainment and living
opportunities within the new Village Center will serve the needs of the
existing community, and maintain the area as an employment center for
Adams County (pp.2 -3).

Option 1 - Clear Creek Parkway

Sdth Ave.

I paration

Retail Business/office

| Mixed use Industrial
Multi-family residential Structured parking
Single family attached

@  Signalized intersection (needs CDOT approval)
B Gateway
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Clear Creek Valley

The Clear Creek Valley is located in Southwest Adams County. The Federal and Pecos
RTD stations are located along the Gold Line Corridor, which is scheduled to open in
2016. The Federal Blvd. station, located west of Pecos as shown above, is approxi-
mately 3 1/2 miles to Union Station in downtown Denver. The Clear Creek Transit Vil-
lage is located north of the train tracks to the west of Federal Blvd, as referred to as the
Village Center in the Adams County plan. This site has the highest potential for TOD in
the study area.



Clear Creek Transit Village Goals

The regulations necessary to create a successful TOD at the Clear Creek Transit
Village have already been implemented across the Denver Metro area. Examples
of successful mixed use developments include: Central Platte Valley, Belmar,
Stapleton, and the Villagio at Inverness. The Clear Creek Transit Village will
borrow tenets from these and other successful developments. Some of the goals
for the Clear Creek Transit Village include:

Goals

* Maximizing access to the RTD rail station

+ Creating a critical mass of residents, employees, and shoppers to have a
thriving retail environment and well-used public spaces

* Building Class A office space with a focus on creative and sustainable
industries

* Maximizing opportunities for people to access nature without getting in a car

» Creating a substantially smaller carbon footprint as compared to conventional
development though sustainable transport patterns and building design and

use
Wild Colorado Five Minutes from Downtown Denver . Creating LEED rated buildings

The Clear Creek Transit Village will attract residents not just because of Establishing car sharina and bicvecle sharina to reduce the need for vehicle
the high quality village and five minute train ride to Downtown Denver, but 9 9 y 9

because it offers access to natural and cultural amenities. The amenities OwnerShlp_ ] ) o _
include: » Encouraging festivals, music, and other cultural activity on-site

*  Views of Lake Sangreco on the western and northern boundaries with
the Rocky Mountain backdrop

»  Fishing, tubing and kayaking on Clear Creek located on the Southern
boundary

* Immediate access to biking, running, rollerblading and walking through
a regional network of multi-use paths

+  Bird watching

+  Afive minute walk to the Jim Baker Reservoir

*  The ability to connect via rail to the ski train to Winter Park without ever
getting into a car or bus

*  Access to Denver International Airport by rail

+  Connections to every major employment cluster via rail, including
Downtown Denver, Denver Tech Center, Boulder, Golden, Interlocken
and the Medical Center



Planning, Design, and Station Location

Density, Design, and Land Use Mix

Creating a successful TOD necessitates a close look at details, such as
density, quality of building design, and the mix of land uses. Market forces
drive the demand for office and retail space, condos, townhouses, and
apartments. Successful TODs around the United States apply the follow-
ing principles:

* Minimum gross residential density of 25 units per acre

* Design standards for urban form characteristics - TODs should
include high quality building design

* Aform-based code to allow for a mix of desirable land uses, including
retail, office, and residential as well as recreational activities

* Maximum parking requirements to encourage space for people rather
than cars. As noted earlier, vehicle use and ownership in TODs is
significantly lower than conventional developments

The TOD Group and Van Meter Williams Pollack propose the following
principles to guide the Clear Creek Transit Village:

* Minimum gross residential density of 25 units per acre; maximum
gross residential density of 75 units per acre

*  Minimum commercial floor area ratio (FAR) of 0.15; maximum com-
mercial FAR of 0.5

¢ Minimum Total FAR 0.75; Maximum Total FAR of 3.0

* No Minimum Parking (does not include RTD requirements for
commuter parking; Maximum parking at 1 space per bedroom unit
with 2 spaces maximum for residential; 2 spaces per 1,000 s.f. of
office space; 3 spaces per 1,000 s.f. for retail space.

« 7 story maximum height or 95 feet

» Accessible and integrates with rail station, bus interchange, taxi, and
kiss and ride

+ Bicycle parking

* Pedestrian-friendly and transit-oriented design

Location of RTD Train Station

Current plans call for the Federal Blvd. train station to be located on the
east side of Federal Blvd. This decision was made in part to ensure that
6001 Federal Blvd. remain available for TOD, particularly because the site
is optimal for residential, unlike much of the property on the east side of
Federal Blvd. due to land contamination issues associated with the
flammable gas overlay district. Adams County did not want to see a large
portion of 6001 Federal Blvd. used as a surface parking lot for
commuter parking. Our design includes an on-site parking structure,
which accommodates commuter parking. It is anticipated that a public-
private partnership will be needed to finance the parking structure.

Our conceptual design locates the Federal Blvd. train station on the west
side, which is the ideal location to maximize the opportunity for TOD and
transit ridership. The site plan includes not only parking spaces to
accommodate RTD’s commuter parking, but also a bus interchange and
kiss and ride facilities.

Locating the station on the west side will significantly increase ridership.
Our model estimates an additional 376 to 2,776 walk up riders per day
based on our proposed range of possible residential densities. We
estimate 614 additional walk up riders per day based on the site concept
shown in this plan. Proposed densities and walk up ridership estimates
are based on research of TODs across the United States. While the
creation of a successful development is not contingent upon the ultimate
location of the station, we estimate that walk up ridership will be reduced
by 50 percent or more if the station is built on the east side of Federal.

Our plan also depicts alternative locations for the train station on the east
side and directly above Federal Blvd. We recognize that moving the
station to the west requires a process outlined by RTD after the Record of
Decision of the Gold Line Environmental Impact Statement. We believe
that it would be in the best interest for the future residents of the Clear
Creek Transit Village to explore this option.



Concept Design

.| SITE SUMMARY
Parking Required:
Residential: 768 units x 1 per bedroom
(w/max of 2 per unit) = 1152 (1.5 avg)
Office: 203k @ 2/1000 = 406
Retail: 42k @3/1000 = 126
Transit: 575
Total Required = 2259

. Parking Provided:
Structure: 1705
Podium: 233
Garage: 64
Lot: 16
Street: 279
Total Provided = 2303

Residential (Apts & Condos) = 109 units
Townhouses = 13
Total Residential = 122 units
Podium Parking = 112
Garage Parking = 26

| Street Parking = 40

Total Parking = 178 cars

Residential (Apts & Condos) = 333 units
Townhouses =9
Total Residential = 342 units
Parking Structure = 461
Garage Parking = 18
Street Parking = 70
Total Parking = 549

Total Site = 21 Acres

Total Residential Units = 768
Total Retail = 42,000 sq ft
Total Office = 203,000 sq ft
Total Parking = 2302 cars
Gross du/ac = 36.6 du/ac
Net du/ac =61 du/ac

FAR (total) = 1.2

FAR (commercial) = 0.27

BLOCK D
Residential (Apts & Condos) = 128 units
| Townhouses =10
Total Residential = 138 units
| Podium Parking =127
Garage Parking = 20

Total Parking = 189 cars
I ORI T
BLOCK C
Residential (Apts & Condos) = 176 units
Parking Structure = 530
Street Parking = 53
Total Parking = 643 cars

1

LEGEND
. Mixed Use Commercial

. High Density Residential

I:‘ Medium Density Residential

. Live / Work

BLOCK A
Retail = 20,000 sq. ft.
Office = 95,000 sq. ft.
| Parking Structure = 327
Parking Lot=8
Street Parking = 36
Total Parking = 371 cars

BLOCK
Retail = 22,000 sq. ft.
Office = 108,000 sq. ft.
Live/Work = 8 units
Parking Structure = 327
Parking Lot=8
Street Parking = 39

Total Parking = 374 cars

6001 FEDERAL BLVD.

CONCEPT DESIGN

ADAMS COUNTY, CO | MARCH 27,2009 | THE TOD GROUP

VAN METER
WILLIAMS
POLLACK=



Concept Design Massing

NORTHWEST VIEW

WEST / MAIN STREET VIEW

EAST / MAIN STREET VIEW

SOUTHEAST VIEW

CONCEPT DESIGN MASSING

6001 FEDERAL BLVD.

VAN METER
WILLIAMS
POLLACK=

ADAMS COUNTY, CO | MARCH 27,2009 | THE TOD GROUP
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Conceptual Design Views

OVERALL SITE MASSING LOOKING NORTHWEST VIEW FROM ALOHA BEACH DRIVE LOOKING SOUTHEAST

VIEW FROM FEDERAL BLVD LOOKING NORTHWEST VIEW FROM ALOHA BEACH LOOKING SOUTHEAST

VAN METER
600! FEDERAL BLVD. | CONCEPT DESIGN VIEWS WiLLtANS
ADAMS COUNTY, CO | MARCH 27,2009 | THE TOD GROUP POLLACK=



Important Issues and Conclusion

Important Issues
To achieve this vision several important issues must be addressed. These
include:

Fiscal Impact - the development of the Clear Creek Transit Village
will encourage landowners and developers to invest in surrounding

Floodplain Mitigation - a portion of the Clear Creek Transit
Village and the majority of the Clear Creek Valley TOD site on the east
side of Federal Blvd. area lies within a 100-year flood plain. Property
owners in the affected area need to work with Adams County and
other governmental agencies to develop a solution to this problem.

Land Contamination - even though the Clear Creek Transit Village
does not have contamination issues, properties on the east side
of Federal Blvd. may. Property owners need to work with Adams
County and other governmental agencies to clean up properties for
redevelopment into a higher and better use.

Community Outreach - the planning process will include dialogue
and input from the surrounding community, including stakeholders
such as nearby landowners, residents, and business owners.

Market for Development - the development vision for the Clear
Creek Transit Village is long-term. Given the current economic
recession and the opening of the Gold Line in 2016 we expect little
to no new development opportunities within the next 12 - 24 months.
The entire build out will most likely occur in 2 - 4 phases as dictated
by market conditions. Our target market will include a range of price
points with a focus on professionals and working class individuals.
We believe that this site will attract many young professionals who
will choose this location as an alternative to LoDo because of access
to nature and price points that will allow for housing market entry
approximately 25 - 40 percent less expensive than housing in LoDo.
We are also open to the inclusion of workforce housing based on input
from the community and Adams County.

properties including land on the east side of Federal Blvd. The Clear
Creek Valley TOD Plan estimates 1,135,400 s.f. of office and 467,000
s.f. of retail. This large amount of commercial property will gener-
ate a positive fiscal impact to the county and/or any districts created
to finance new infrastructure. Moreover, the successful development
of the Federal Blvd. TOD will facilitate investment around the Pecos
station, which should include an additional 46,000 s.f. of retail and
1,265,000 s.f. of light industrial space. In sum, we believe the Clear
Creek Transit Village will become the anchor for the surrounding
area which according to Adams County’s Plan will help spur 3 million
square feet of commercial space in the study area.

Conclusion

The TOD Group is excited to partner with Adams County, the community,
RTD and other local business and organizations to create the Clear Creek
Transit Village. All development projects contain constraints and
opportunities. We look forward to working with all partners to

overcome any constraints and maximize opportunities to create a
successful, sustainable TOD.

Any questions about this plan can be directed to:

John L. Renne, Ph.D., AICP
Managing Director

The TOD Group
jrenne@thetodgroup.com
(504) 717-1744
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Appendix:

Letters of Support from TOD and Sustainabilty Experts

Professor Robert Cervero, University of California at Berkeley
Professor Peter Newman, Curtin University of Technology, Australia



College of
.Environmental

BERKELEY €SIZI cITY AND REGIONAL PLANNING

INSTITUTE OF URBAN AND University of California, Berkcley
REGIONAL DEVELOPMENT 228 Wurster Hall #1850
Berkeley, California 94720-1850
phone 5106423256
fax §10.642.1641

February 2, 2009

Adams County Planning Department

Dear Planning Department:

T am a Professor in City and Regional Planning at the University of California, Berkeley
with a considerable interest in Transit Oriented Development (TOD). This is topic I
have studied, lectured, advised, and written extensively on over the past two decades. 1
also serve on the Advisory Board of The TOD Group, providing advice related to land-
use and transportation planning issues, including benchmarks necessary to support
economically viable and sustainable TODs.

Professor John Renne, Managing Director of The TOD Group, has shared with me the
Clear Creek Valley TOD Plan, an element of the County Comprehensive Plan. First of
all, I applaud the Adams County Planning Department and its Board for aggressively
pursuing TOD, arguably the most sustainable and widely accepted form of smart
growth. Your proposal to cluster compact, mixed-use, and ped-friendly development in
Clear Creek Valley has merits in its own right but also contributes to the larger regional
vision of sustainable growth as embodied in DRCOG’s Merro Vision 2020. The
aggressive expansion of light-rail services in the Denver region provides tremendous
opportunities for county planning entities like yours to channel future growth in and
around planned rail stops to the benefit not only local residents and business but also the
region at large.

Years of research has established that among the most important factors to the formation
of successful TODs — in terms of both ridership and economic vitality — is density. It’s
not just a play on words that “mass transit needs mass”. A body of research has
established that gross densities of at least 20 units per acre, which typically translates
into net densities of 30 to 40 units per net acre, are needed to economically justify rail
investments. Portland, Oregon’s TriMet, for example, has set minimum density
thresholds of 30 units per net acre, without any cap. for development within 1/8 mile of
light-rail stations. Portland is without question America’s best example to date of
planning and building economically successful and financially viable TODs around
light-rail stations thus it provides, in my view, the best benchmark available for setting
density thresholds in and around light-rail stations.

A common reaction to the prospect of higher densities is that they contribute to
worsening traffic congestion at nearby intersections. While traftic densities rise with
urban densities, they do so at a diminishing rate. Moreover, in transit-served districts,

UNIVERSITY OF CALIFORNIA INSTITUTE OF URBAN AND REGIONAL DEVELOPMENT
316 WURSTER HALL #1870 BERKELEY, CA 94720-1870 510.642.4874 T 510.643.9576 F iurd.berkeley.edu

resideins, workers, and shoppeis ave alerative means — notably viakle public transit —
for aveiding the congestron.  Stated another way, transit ndership rates rise
exponentially with wrban densities: 30 unite per net sere will generars more than rwice &
mary transit trips per 1000 square feet as 15 umnits per net acre. Indeed, research based
o point elasticitiss sagpests a doubling of net demsities in such serfings will merease
rudership by a factor of 2.3

Bduch of the ridership beaps from inersasing densities in and around TODs conees from
selfeselection. For hfestyle reasows, increasing mumbers of households (drawn
particelarly from young prefessicnals snd empiv-nesters) e willing 1o pay nuere per
square foot for smaller units in comparable settings that are well-served by transt:
whether to rednce the stress of commuring, sujoy easy acesss o culmral venues and
entertamment districts, or to be in a less car-dependent setings. Often. whan design
trentneents and public smendties (2., civie spacss, street arm, Sitraciive streetscaping) are
used to soften perceptions of density. The macketplace for such environments s
growing, The Center for TOD estimares that wpwards of ons-ithird of newly formed
linzsholds in metropolitan aress like greater Drenver are recepinve o living in TODs
Studies show that upan meovimg meo TODs, such mdiveduals act upon their hifestyle
preferences by riding transit far mare often than rypical suburkan residents and in msany
mstances, shedding car ownership. My own research shows that around 40 percent of
the ridership bonus amibuiable o TODs comes from self-selection. The key podut is the
market 15 producing increasing numbers of households that want iving space that is ma
vibramt, rail-served commmniry, and will pay mcrs for less for soch opposanitizs. Soch
households effectively trade off higher housing costs at higher densities for lower
transportation costs [mecluding cwning fewer cars).

I recently completed a Transit Cooperatrve Research Program study (TCEP H-2TA) that
found thar wehicle trip generarion rates of those living in subarkan TODs of Pairland,
San Francasco Bay Area. and metropolitan Washington were 49% below the nomm
(based on lstinwte of Tramsportation Enginesr wip gensration rates), Morsover, &
followup study I am directing shovws that parking generaticn rates of TODs are around
2 percent beloow ITE standards, Orver-providing parking mm TODs ot anly waste
valunble real estate but also drives up honsing prices (particularly for podiom, tuck.
vder parking) and crextes environmental eosis from ihe larger foorprint of mipervions
supface, Unburedling pasking provision from developnisnt is one seusible way 1o allow
parking supplies to be adpsted to market demand. Marnrying TOD with carsharing
provides apether wiable means o reduce parking's foortprint in aod around TOD, My
resenrch om carsharing m the Bay Area showed that within 3 years, 30 percent af
participanis shedided one more nrove cars. For projects near rail siatiens, even larger
shares of carssharers sold off a car.

To ensure successful transit mvestments and to levernge fimancially vinble TODs, it 1=
viral that plarming entities like yours take a longsr range perspeetive. Whils ligher
densities maght produce some nearsterm problems with spot congestion, m the long term
they form the bualding blecks to a successful regronal transit petwork that relveve
ambisnr congestion levels md improve envircmmental cenditions. In the case of the
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Denver region, as the light-rail network expands, settings like Adams County will reap
the spillover and synergistic benefits that come from transit services that provide
enhanced regional coverage and accessibility. Putting larger shares of your future
growth in and around rail stops will pay off even more as the region’s transit network

University of Technology

Adams County

Department of Planning and Development
expands. 12200 North Pecos Street, 3rd Floor
Westminster, Colorado 80234

Besides density, striking a viable balance of mixed-use development is also essential to a re: Clear Creek Valley TOD Plan

14

successful TOD. Mixing housing with retail and offices not only boosts ridership (on
the order of 5 to 10 percent, based on my own research). but also allows for mcreased
internal capture: movements that would otherwise be private automobile over longer
distances nstead occur within the mixed-use project by foot. The beauty of nuxed-use
development is it adds vitality to a project by populating the development many hours of
the day, seven days week. This helps to keep trains full and if done throughout a region,
ensure efficient, bi-directional travel flows. Moreover, mixed-use development allows
for shared parking — upwards of 20% 1n some settings — which further economizes on
land and development costs.

In close, I strongly urge you to refrain from the all-too-common practice of under-
zoning and over-parking your TOD plan. In keeping with unfolding market forces and
lifestyle preferences, Adams County should strongly consider the flexing of zoning
regulations and design standards to allow considerably higher densities and a more
mixed-use portfolio of activities in the Clear Creek Valley TOD Plan. This will ensure
not only a more successtul development economically, but one that also vields broader
societal benefits expressed in less car dependence, cleaner air, and the resourceful use of
land and open space.

Sincerely,

}/-‘

/N
I

\/ \ { .
Cotan! el

Robert Cervero,
Professor of City and Regional Planming
Director, Institute of Urban and Regional Development

| serve on the Advisory Board of The TOD Group and am a specialist in land use and transportation
planning issues, especially TOD. | have been on a tour of US cities over the last 3 weeks with my book
Resilient Cities: Responding to Peak Qil and Climate Change (Island Press). This tour included Denver
where | spoke at DRCOG and at UC Boulder. | also enclose a paper | published recently on densities and
TOD.

While the idea of a Clear Creek Valley TOD Plan is good | do not agree with the possibility of capping
density on our site to only 10.2 units per acre (see Parcel A on the table on p. 63 of attached
"TODPlan.pdf".) This density is not consistent with best practice in TOD as set out in my paper. The
minimum residential density should be at least 35 units per acre but there should not be a cap on
density, rather there should be guidelines only as | suggested in my talk in Denver. The best TODs are
much higher density than you are proposing. By reducing density you will exponentially reduce the value
to the transit system and to local residents who will be looking for local services to be provided in this
center,

The current plan calls for only 86,400 s.f. of office and 43,200 s.f. of retail. This is a fraction of the office
and retail space found in many of the best practice in TODs. The total 129,600 s.f. of commercial space
will not create a vibrant, mixed use TOD.

Best practice TODs reduce parking requirements by unbundling. You really should have an unbundled
approach to parking. The TOD Group want to promote car sharing, bike usage and sharing, and transit
use as has been promoted in most of the FASTRAKS and strategic planning literature in Denver. You
cannot achieve a good TOD without lowering parking and using the extra space for greater density.

The TOD Group envision Washington, DC-like development of 20 - 30 story mixed use towers at the
station with 5 - 10 story development across the rest of the site. These are the kind of densities we are
now achieving in TOD sites in Perth which is a smaller city than Denver. This density will generate the
market for energy efficient design. We also believe that a better TOD plan for this site which is based on
national best practice will attract more resources from the Federal Transit Administration's joint

development pool of funds to assist Adams County with costs of infrastructure for this site area.

The station location as proposed in your plan does not maximize the area for a TOD. If you put a station
next to a parking area you do not enable a TOD to work. The station should be on the west side next to
the TOD so that walk-on can be optimized and hence capital will be attracted to the site for other
developments as well as the one planned by the TOD Group



Curtin

University of Technology

| urge you to reconsider this plan and enable the site to fulfill its promise as a TOD.
Sincerely
Peter Newman

Professor of Sustainability

The Curtin University Sustainability Policy Institute
Curtin University

3 Pakenham Street

Fremantle, 6160

Western Australia

0407935133

The Curtin University Sustainability Policy Institute
Curtin University ® 3 Pakenham Street ® Fremantle, 6160 ® Western Australia
Phone 0407935133
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