
Broadway - Re: Road diet models 

  
 
 
>>> On 1/27/2014 at 8:38 AM, Ann Chanecka wrote: 

Hi Jenn and Ron, 
 
Yes - the businesses on 6th Avenue near 7th Street are raising funds to install the first parklet.  They are 
hoping to have it operational this summer. 
 
Ann 
 
>>> Jennifer Burdick 1/26/2014 12:06 PM >>> 
Ron - 
 
Thank you for forwarding this.  I will forward this link/article to the Task Force as part of the public input 
report.  
 
It is very interesting - and I believe that Tucson will have it's own first parklet soon?  Ann, am is this correct? 
 
I know one challenge we have in comparison to a lot of other cities that are looking to make these changes 
is the ability of nearby freeway systems to take some of the autos off of the streets.  We will continue to talk 
about these aspects of the Broadway project, particularly as we move into the upcoming design discussions. 
 
~Jenn 
 
 
 
>>> Ronald spark  01/24/14 1:04 PM >>> 
This article will be of interest to the BCTF and Staff. 
Ron   

  
Jan 21 at 10:07 AM  
Making Colorado Boulevard a Haven for Pedestrians  
Los Angeles Times 
  
Pasadena is considering plans to narrow portions of famed Colorado Boulevard and use that 
space to widen sidewalks and create tiny parks. 
http://www.latimes.com/local/la-me-colorado-blvd-diet-20140121,0,6698432.story#axzz2r02A9JPa 
  

 

From:    Jennifer Burdick
To:    Broadway
Date:    2/3/2014 6:57 PM
Subject:   Re: Road diet models
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Broadway - Re: Fwd: Undelivered Mail Returned to Sender 

  
Margot - 
  
My apologies for the delay in responding to this, and for the error in the email.  The agenda wasn't completed 
until Friday evening.  The email should have indicated that the agenda and materials would be posted later in the 
week.  We were trying to get the word out about both events too quickly and didn't watch that closely enough.  I 
apologize for the miscommunication. 
  
The agenda is now available online.  I will ask for another eBlast to go out with the correct info. 
  
Thank you for alerting me, and may apologies that it didn't get my attention sooner. 
  
~Jenn 
  
  
  
 
 
>>> On 1/28/2014 at 4:15 PM, Margot W Garcia > wrote: 

 
 
 
From: Margot W Garcia  
To: +broadway@tucsonaz.gov 
Cc:  
Date: Tue, 28 Jan 2014 16:13:40 -0700 
Subject: Agenda 
I just got your email about the Feb 6 meeting of the CTF. It said an agenda and materials were ready. I 
checked the CTF site and City Clerk site and neither had an agenda or materials for the meeting. When will 
they be ready? 
Margot Garcia 
 
 

From:    Broadway
To:    Margot W Garcia
Date:    2/3/2014 6:20 PM
Subject:   Re: Fwd: Undelivered Mail Returned to Sender
CC:    Broadway
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Broadway - Re: FW: Next Broadway Boulevard CTF Meeting 

  
Bruce, all - 
We are still working towards construction starting by end of 2016.  The scope is still undecided.  We do not expect a 
recommendation by the Task Force until late this year, and approval by City Mayor and Council and Regional 
Transportation Authority until Spring/Summer 2015. 
  
The project progress is that the design team is developing very initial maps of different roadways:  4-lanes, 4-lanes plus 
2 dedicated bus lanes, 6-lanes, and 6-lanes plus 2 dedicated bus lanes. 
  
These very initial maps will be shared with the Task Force at the end of this month in some concentrated Task Force 
meetings to discuss the merits/minuses of each, and how to winnow down these alternatives so that we will look more 
in-depthly at 1 or 2 of them. 
  
The next public meeting will share with the community at-large what the Task Force has looked at for these 
alternatives, what the impacts/benefits for each are, and which ones the Task Force would like to take forward into 
further review.  We expect that may be held in May 2014. 
  
We do not expect a recommendation on the roadway width or placement from the Task Force until late this year.  The 
recommendation will be shared with the City's Mayor and Council and the project funders for their review and 
direction to proceed with developing the initial concepts and alignments.  When those are ready, and final Task Force 
and public meetings held, the Mayor and Council will be asked to approve the initial design and roadway alignment.   
  
Upon approval, acquisition for needed right-of-way can begin.  Final design of the roadway will begin, as well, and will 
likely take 1 year to complete all the final engineering and construction drawings.  At certain points, utility relocations 
will start, and then the construction will go to bid. 
This may be more information than you were seeking, but hope it is helpful.  I know you are wanting to remain 
informed on our progress.  Please let me know if you have any questions about this. 
  
~Jenn 
  
********************************************** 
Jennifer Toothaker Burdick, Project Manager 
Broadway: Euclid to Country Club Roadway Improvement Project 
City of Tucson Department of Transportation 
  
Direct:  (520) 837-6648    Cell:  (520) 390-7094 
Web:  <www.tucsonaz.gov/broadway> 
********************************************** 
 
  
>>> On 1/29/2014 at 11:21 AM, "Sayles, Bruce L" > wrote: 

Hi Jenn, 
  
Can you provide any updates on timing and scope of the project?  Chase owns the branch property at Broadway 

From:    Jennifer Burdick
To:    Bruce L Sayles
Date:    1/29/2014 3:59 PM
Subject:   Re: FW: Next Broadway Boulevard CTF Meeting
CC:    Broadway;  JudithA Van Houten;  Patrick F Morgan
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and Country Club and the previous project scope took our parking spaces along Broadway.  Thank you. 
  
Bruce L. Sayles 
Vice President 
Real Estate Transactions 
Corporate Real Estate and General Services 
JPMorgan Chase 
9200 Oakdale Avenue, CA2-4348 
Chatsworth, CA 91311 

 

  
This communication may contain privileged or other confidential information.  If you have received it in error, please advise the sender by reply email and 
immediately delete the message and any attachment without copying or disclosing the contents.  Thank you. 
  

From: broadway@tucsonaz.gov [mailto:broadway@tucsonaz.gov]  
Sent: Tuesday, January 21, 2014 2:34 PM 
To: Sayles, Bruce L 
Subject: Next Broadway Boulevard CTF Meeting 
  

Broadway Boulevard 
Euclid Avenue to Country Club Road 

Greetings! 

The next meeting of the Broadway Citizens Task Force is this Thursday 

evening, January, 23, 2014 starting at 5:30 p.m., at the Child & 

Family Resources building (2800 E. Broadway). 

An agenda and materials are available online: www.tucsonaz.gov/broadway. 

The project team would also like to extend an invitation from the Sunshine 

Mile Business Association to join them for a membership mixer to be held on 

Thursday, January, 30, 2014 from 6:00 - 7:00 p.m. at Mid Valley Athletic 

Club (140 S. Tucson Blvd.). Any business owners within the area interested 

January 21, 2014 

This e-newsletter is 
sent to groups and 
individuals who have 
expressed interest in 
the Broadway 
Boulevard, Euclid to 
Country Club project. 

USEFUL LINKS 

> Broadway Project 
Website 
> RTA website 
> MainStreet Business 
Assistance 
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This communication is for informational purposes only. It is not intended as an offer or solicitation for the 

purchase or sale of any financial instrument or as an official confirmation of any transaction. All market 

prices, data and other information are not warranted as to completeness or accuracy and are subject to 

change without notice. Any comments or statements made herein do not necessarily reflect those of 

JPMorgan Chase & Co., its subsidiaries and affiliates. This transmission may contain information that is 

proprietary, privileged, confidential and/or exempt from disclosure under applicable law. If you are not the 

intended recipient, you are hereby notified that any disclosure, copying, distribution, or use of the 

information contained herein (including any reliance thereon) is STRICTLY PROHIBITED. Although this 

transmission and any attachments are believed to be free of any virus or other defect that might affect any 

computer system into which it is received and opened, it is the responsibility of the recipient to ensure that 

it is virus free and no responsibility is accepted by JPMorgan Chase & Co., its subsidiaries and affiliates, as 

applicable, for any loss or damage arising in any way from its use. If you received this transmission in error, 

please immediately contact the sender and destroy the material in its entirety, whether in electronic or hard 

copy format. Thank you. Please refer to http://www.jpmorgan.com/pages/disclosures for disclosures 

relating to European legal entities.  

in joining the Association, or learning more about it, are encouraged to 

attend. Please click here for more information about the event. 

As always, if you have any questions or need more information, please feel 

welcome to contact one of our team by emailing broadway@tucsonaz.gov or 

calling 520.622.0815. 

Thank you for your continued interest and involvement! 

Jenn and the Project Team 

For more information about the Broadway Boulevard, Euclid to Country Club 

project, please visit the project on the web at www.tucsonaz.gov/broadway 

or call the info line at 622-0815. 

©Tucson Department of Transportation | 201 North Stone Avenue, Tucson, Arizona 85701 
Telephone (520) 791-4371, FAX (520) 791-5641
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Broadway - Fwd: Re: Broadway Boulevard and Downtown Links 

  
 
 
>>> On 1/30/2014 at 2:27 PM, Tom Fisher wrote: 

Hello Mr. Foster, 
 
Thanks for your comments and concerns regarding Downtown Links. Much appreciated. Attached you will 
find a full update on the project as presented to the public, the City Manager, RTA, and others. 
 
Recent good news is that we are gradually resolving some citizen concerns regarding bike connectivity and 
safety, property acquisitions and demos, and funding. We are at 75% design completion now and will reach 
100% by end of year, then construction in late 2015.The RTA Board recently voted to allot $200 million in 
bonds for upcoming projects, including remaining funding for this one. We are on the cusp of reaching full 
public consensus on design of the corridor as originally scoped: 4 lanes, landscaping, bike lanes, sidewalks, 
drainage improvements.  
 
Jenn has a major task on her hands and we hope to offer support as the design team and CAC works 
through the issues. Would be great if you could participate. She can provide info on upcoming meetings. I 
believe you work downtown, so feel free to stop by if you can. 
 
 
 
Thomas Fisher 
Project Manager 
City of Tucson Dept. of Transportation 
201 N. Stone, 6th Floor 
Tucson, AZ 85726-7210 
phone (520) 837-6752 
tom.fisher@tucsonaz.gov 
 
 
 
>>> Jennifer Burdick 1/30/2014 1:50 PM >>> 
Mr. Foster, 
 
Thank you very much for taking time to express your opinion and logic regarding both the Broadway and 
Downtown Links projects.  
 
We are continuing to engage in analysis of the scope of Broadway to determine what the need is to address 
capacity in the immediate term, as well as decades into the future.  The Task Force will be receiving initial 

From:    Jennifer Burdick
To:    Broadway
Date:    1/30/2014 2:29 PM
Subject:    Fwd: Re: Broadway Boulevard and Downtown Links
Attachments:   Downtown Links Project Update- Nov 2013-final.pdf; Tom Fisher1.vcf
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analysis of the various alternatives being reviewed right now within the next month, and we expect a larger 
community meeting to be held later this Spring.  I will add you to the project listserv, so you will be kept 
aware of our progress and when future opportunities to weigh in will be offered. 
 
I will include this email in the Public Input Report for the Broadway Project, which is distributed to the 
Citizens Task Force for their consideration as we continue in our planning and design phase work. 
 
I will also share this with Tom Fisher, project manager for the Downtown Links project, so he is aware of your 
thoughts and concerns. 
 
Again, many thanks to you for taking time to share your viewpoints with the Task Force and the project team.
 
Respectfully,  
Jenn 
 
 
********************************************** 
Jennifer Toothaker Burdick, Project Manager 
Broadway: Euclid to Country Club Roadway Improvement Project 
City of Tucson Department of Transportation 
 
Direct:  (520) 837-6648    Cell:  (520) 390-7094 
Web:  <www.tucsonaz.gov/broadway> 
********************************************** 
 
 
 
>>> On 1/30/2014 at 9:01 AM, Foster & Yates > wrote: 
Dear Jennifer, 
 
I would like to lend my opinion to the present rumblings about scaling back or eliminating the following: 
 
Downtown  Links_Barraza-Aviation Parkway and I-10, Broadway Boulevard, the 4th Ave and Downtown. (4 
lane w/safer railroad crossings and sidewalks) 
 
Broadway Boulevard, Euclid Avenue to County Club road (6 travel lanes, plus 2 dedicated bus lanes, bike 
lanes, and sidewalks. 
 
These projects were approved by ALL the voters as part of the plan to improve our roadway system in a way 
that expands capacity before it lags the actual required needs. The idea was to catch up with over crowded 
roads and provide excess capacity for future growth. To deliver anything less than the voter approved 
projects would be a great insult to the voters and another failed promise by local government. The RTA plans 
were assembled with tremendous stake holder input. Everyone understands that property owners directly 
effected by the projects may object, but the projects were approved by a vote to serve the ENTIRE 
community. 
 
It is unfortunate that there is now talk of either scaling back or eliminating these two projects. Although the 
recent traffic loads are lower than projected it is my contention that the data has been greatly skewed by the 
installation of the street car tracks and very, very poor traffic management downtown. If any conclusions 
should drawn from traffic avoiding the mess created downtown in the need for both of the above projects. 
They will complement the streetcar's negative impacts on traffic through downtown to I-10 and provide a 
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proper conclusion for the west ends of Broadway and the Barraza-Aviation Parkway which without the links 
pretty much end in a parking lot downtown, in other words these are roads to nowhere. 
 
The present configuration of Congress Street and Broadway Boulevard downtown are not designed to either 
move traffic I-10 or aid in getting any more destination traffic into the downtown area. When the streetcar is 
fully operational the interference with other traffic on these streets will be even greater and provide a huge 
motivation to avoid the downtown area all together, (i.e.. 22nd St., Grant, and River as alternatives from 
central and east Tucson to I-10)   
 
Thank you for your work on this project, 
Sincerely, 
 
Greg Foster 

 
 

 
From my I-Pad 
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Broadway - Re: Defining the Worst Type of Street Design 

  
Thank you for forwarding this, Joseph!   
  
I'll include it in the Public Input Report and share it with the other CTF members.   
  
Important considerations that relate to our conversations. 
  
~Jenn 
 
>>> On 1/31/2014 at 12:17 PM,  wrote: 

So how do we find the balance? Hard work Joseph Maher 

http://www.theatlanticcities.com/commute/2014/01/dangerous-street-design-spreading-through-
suburbs/8033/#.Uuv2zan9ZH4.email 

--- This message was sent by jmaherjraia@aol.com via http://addthis.com. Please note that AddThis does not 
verify email addresses. 

Make sharing easier with the AddThis Toolbar: http://www.addthis.com/go/toolbar-em 

To stop receiving any emails from AddThis, please visit: http://www.addthis.com/privacy/email-opt-out?
e=lj3rLc8myC7EOo8K1DrFIcIj4TzUK9InzynbZsYn1w 

 

From:    Jennifer Burdick
To:    
Date:    1/31/2014 5:34 PM
Subject:   Re: Defining the Worst Type of Street Design
CC:    Broadway
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SARAH GOODYEAR JAN 07, 2014 94 COMMENTS

Defining the Worst Type of Street Design

Sometimes, you see something in the world that you want to talk about and you realize there isnʹt 

really a name for it. So you have to make one up.

Thatʹs the situation Chuck Marohn found himself in when looking at the four‐ and‐six‐lane‐wide 

thoroughfares, built for speed but also lined with retail and residential developments and all the 

intersections those entail.

Marohn, a self‐described ʺrecovering traffic engineerʺ and founder of the nonprofit Strong Towns, 

observed this thing spreading unchecked through suburban and rural America. It was neither fish nor 

fowl, neither street nor road. It was a strange mutant creature he decided to call a ʺstroadʺ:

The STROAD design ‐‐ a street/road hybrid ‐‐ is the futon of transportation alternatives. Where 

a futon is a piece of furniture that serves both as an uncomfortable couch and an uncomfortable 

bed, a STROAD moves cars at speeds too slow to get around efficiently but too fast to support 

productive private sector investment. The result is an expensive highway and a declining tax 

base.

Marohn says he coined the term in 2011 to wake up the people who design Americaʹs roads. ʺI really 

was writing it as a way to push back at the engineering profession and get my fellow engineers to 

think about the bizarre things theyʹre building,ʺ says Marohn. That was why he initially wrote the 

word in that annoying all‐cap style, which he eventually dropped. ʺI figured engineers would read it 

and wonder, what was it an acronym for?ʺ he says, laughing.

While Marohn came up with the neologism partly in a spirit of fun, he considers stroads a deadly 

serious problem. Not only are they dangerous and aesthetically repugnant, he argues that they are 

economically destructive as well. They donʹt provide the swift, efficient mobility that is the greatest 

economic benefit of a good road, and they simultaneously fail to deliver the enduring value of a good 

street ‐‐ which fosters community, good architecture, and financial resilience at the lowest possible 

cost.
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Instead, stroads create hideous, inefficient, and disposable environments that quickly lose value. 

Marohn puts it this way:

If you want to … truly understand why our development approach is bankrupting us, just 

watch your speedometer. Anytime you are traveling between 30 and 50 miles per hour, you are 

basically in an area that is too slow to be efficient yet too fast to provide a framework for 

capturing a productive rate of return.

Since Marohn was targeting the engineering community with his coinage, he was a bit surprised when 

some advocates for more human‐friendly urban street design picked up on the word and started using 

it. Stroad has even made it into the Urban Dictionary. He isnʹt unhappy about that, but he still thinks 

that the real change needs to happen among the people who are responsible for building the streets 

and roads of the nation’s communities. ʺIʹd like to see ʹstroadʹ in engineering textbooks,ʺ he says. That 

would signal a shift in awareness.

So far, the movement in that direction has been ʺbaby steps,ʺ Marohn says. ʺI donʹt see an 

acknowledgment from the engineering profession that high‐speed automobiles and human beings 

shouldn’t be in the same place,ʺ he says. At the same time, economically stressed rural communities 

continue to build stroads, especially in proximity to big highways, in the hopes of short‐term 

economic gain. ʺThere’s no real constituency for stopping that kind of really bad development,ʺ he 

says.
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[?] 

Stroad is not a pretty word. It isnʹt supposed to be. Marohn says its unwieldiness is part of the point. 

Itʹs an ugly word that describes an ugly thing, one that is unfitted for human use in so many different 

ways.

ʺItʹs not a word you would ever use in a loving relationship. ʹOh, let’s meet out on the stroad,ʹʺ he says, 

laughing. ʺYou wouldn’t ever say that.ʺ

Keywords: Language, Sprawl, Rural America, Design, Suburbs, road construction, Traffic Engineering 

Sarah Goodyear has written about cities for a variety of publications, including Grist and Streetsblog. She 
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Broadway - 2/4/14 Mayor & Council Meeting Item:  Request for Approval to Demolish 
Panda Buffet Property 

  
Dear CTF Members, 
You may have seen the article in today's Arizona Daily Star about the Panda Buffet Property.   
http://azstarnet.com/business/local/city-seeks-to-demolish-former-panda-buffet/article_fa733379-1533-5ae8-
b14f-5a3de68223f3.html 
  
The Mayor and Council will be presented information about staff's request for approval to demolish this property 
this Tuesday, February 4. 2014.   
http://www.tucsonaz.gov/sirepub/mtgviewer.aspx?meetid=1237&doctype=AGENDA 
  
If you are interested in coming to the meeting, the details are as follows: 
  
Mayor and Council Study Session Meeting 
Tuesday, February 4, 2014 
12:30pm  (Item 4. is estimated to start at ~1:30pm) 
255 W. Alameda 
Mayor and Council Chambers, 1st Floor 
  
You may also watch the meeting live (or recorded) online at: 
http://www.tucson12.tv/programs/MayorandCouncil/index.php 
  
Tomorrow, I will send out emails out to the project listserv and to the businesses listserv that clarifies: 
- This effort is a special one.  A decision to approve the demolition will NOT trigger more demolitions.  At this 
time, without a decision on the alignment, any demolition pursued for the project area will be presented to the 
Mayor and Council for approval. 
  
- This effort does not indicate that the Broadway project design decision has been made.  The planning and 
design process is still underway with the Citizens Task Force.  
  
- The community will be invited to a special meeting regarding this issue in coming weeks (more details to follow 
as soon as they are available).   
  
Please let me know if you have questions.  I wanted to give you this information today.  If you can help with 
getting word out to your stakeholder groups. 
  
Many thanks, 
~Jenn 

From:    Jennifer Burdick
To:    Broadway
Date:    1/31/2014 6:57 PM
Subject:    2/4/14 Mayor & Council Meeting Item:  Request for Approval to Demolish Panda Buffet Property
CC:    Joan Beckim;  Josh Weaver;  Michael (Tucson) Johnson;  Nanci Beizer;  

Attachments:   Jennifer Burdick.vcf
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Broadway - Fwd: Re: Alternative to LOS 

  
 
 
>>> On 1/31/2014 at 6:15 PM, Jennifer Burdick wrote: 

Dr. Spark, 
  
Thank you for sharing this.  I will provide this to the CTF and include in the Public Input Report.  
  
Respectfully, 
~Jenn 
 
>>> On 1/31/2014 at 10:41 AM, Ronald spark > wrote: 

How Should We Measure Traffic Congestion  
Planetizen, Todd Litman 
  
Transportation planning is undergoing a paradigm shift which is changing the way we 
define transport problems and evaluate solutions. 
http://www.planetizen.com/node/67172 

From:    Jennifer Burdick
To:    Broadway
Date:    2/3/2014 6:58 PM
Subject:   Fwd: Re: Alternative to LOS
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Jennifer Burdick - Re: Broadway Widening Project 

  
Mr. Hadel, 
  
Thank you for submitting your email for consideration to the Citizens Task Force, and to myself, and by 
extension, the project team.   
  
I am adding your comments to the Public Input Report, which will be distributed to the Task Force and project 
team prior to this week's meeting. 
  
I admit that the technical details of the report are beyond my training; however, I will ask our project engineers 
and designers to review. 
  
Your comments do add to the conversation, and it continues to evolve.  There are a diverse spectrum of issues to 
consider that inter-relate - and conflict - with one another.  The points you raise are very important, particularly 
as we look to what Broadway needs to do to support all users better.   
  
We are in the process of analyzing different alternative road widths for their ability to meet today's needs, as well 
as tomorrow's (at least 20 years into the future).  The issue of congestion is one that larger cities are helping 
evolving mid-size cities understand a bit better.  The streetcar is an example of our community's transition to 
transit.  One of the challenges we will continue to face is how to address our unique issues in our region, while 
still learning from and incorporating the best practices and trends of other cities and regions.  These studies 
help. 
  
Thank you for forwarding, and I hope you will stay involved in the process. 
  
Thank you, 
~Jenn 
 
 
>>> On 2/1/2014 at 2:12 AM, Robert Hadel  wrote: 

Dear Ms Burdick and the Citizen's Task Force, 
 
I am writing this to include my input and hopefully add insight to the Broadway project. I live at 1803 E 13th 
St in Tucson which is very close to Broadway Blvd. My family and I use Broadway daily. Primarily as cyclists 
and pedestrians and sometimes on bus transit. As someone that lives close to Broadway it would be 
incredibly destructive to add any right of way to the current alignment of Broadway. It seems important that 
Broadway becomes an urban corridor, and to achieve this we must concentrate on intensifying walkability, 
pedestrian access, batter mass transit options, and smarter use of the existing footprint. There have been 
numerous recent studies from very reputable institutions outlining that adding more roads and more lanes 
to roads only worsens congestion and that congestion is actually lessened as population densities rise in an 

From:    Jennifer Burdick
To:    Robert Hadel
Date:    2/3/2014 6:52 PM
Subject:   Re: Broadway Widening Project
CC:    Broadway;  Richard G. Fimbres
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area. I can not support any option that increases the right of way of Broadway boulevard as we need to work 
at connecting the urban neighborhoods in Tucson not creating more barriers preventing both densification 
and economic development.  
 
 
I have also included a pdf attachment and a link to a study entitled "The Fundamental Law of Road 
Congestion:Evidence from US cities" From the University of Toronto Published in 2010. This study shows 
exactly what my main point in this letter was: That adding lanes or roads does not work to reduce 
congestion. Only through intensifying the density of development and better accessibility through pedestrian 
infrastructure and transit will congestion begin to decrease. 
 
http://citeseerx.ist.psu.edu/viewdoc/download?doi=10.1.1.170.7832&rep=rep1&type=pdf 
 
I hope that my comments can be considered and add to the discussion of what Broadway will become. 
Thank You, 
 
Robert Hadel 
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cial traffic, and migration. Increasing lane kilometers one type of road
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We investigate the effect of lane kilometers of roads on vehicle-kilometers traveled (vkt) for

different types of roads in the us. For interstate highways in metropolitan areas we find that

vkt increases one for one with interstate highways, confirming the ‘fundamental law of highway

congestion’ suggested by Downs (1962, 1992). We also uncover suggestive evidence that this law

may extend beyond interstate highways to a broad class of major urban roads, a ‘fundamental

law of road congestion’. These results suggest that increased provision of interstate highways and

major urban roads is unlikely to relieve congestion of these roads.

Our investigation is of interest for three reasons. First, an average American household spent

161 person-minutes per day in a passenger vehicle in 2001. These minutes allowed 134 person-km

of auto travel at an average speed of 44 km/h. Multiplying by the number of households in the

us and any reasonable dollar value of time, we see that the us allocated considerable resources to

passenger vehicle travel. That Americans rank commuting among their least enjoyable activities

(Krueger, Kahneman, Schkade, Schwarz, and Stone, 2009) buttresses our suspicion that the costs

of congestion are large. To the extent that travel resources could have been better allocated,

understanding congestion and the effect of potential policy interventions is an important economic

problem.

Second, since the costs of congestion and of transportation infrastructure are both large, trans-

portation policy should be based on the careful analysis of high quality data, not on the claims of

advocacy groups. Unfortunately, there is currently little empirical basis for accepting or rejecting

the claims by the American Road and Transportation Builders Association that “adding highway capa-

city is key to helping to reduce traffic congestion”, or of the American Public Transit Association that

without new investment in public transit, highways will become so congested that they “will no

longer work”.1 Our results do not support either of these claims.

Third, with the increasing certainty of global warming comes the need to manage carbon

emissions. According to the us Bureau of Transportation Statistics (2007, chapter 4) the road trans-

portation sector accounts for about a third of us carbon emissions from energy use. Understanding

the implications for vkt of changes to transportation infrastructure is immediately relevant to this

policy problem.

Ours is not the first attempt to measure the effect of the supply of roads on traffic. Following

1The quote from the apta is at www.apta.com/government_affairs/aptatest/documents/testimony060921.pdf.
The quote from the artba is harder to find and occurs in an undated flyer which is no longer available on their website,
http://www.artba.org/.
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Jorgensen (1947), a large literature estimates new traffic for particular facilities after their opening

or after a capacity expansion (see Goodwin, 1996, Cervero, 2002, for reviews).2 However studies

of a particular road provide little basis for assessing the impact that changes in infrastructure have

on traffic in the city at large, a question that is probably more relevant to transportation policy. As

Cervero’s (2002) review shows, few studies take an approach similar to ours and assess the effect

of road provision on traffic over entire areas. These studies generally find a positive elasticity of

vkt to the supply of roads, although their estimates of this elasticity vary widely. We improve on

this literature in three respects.

First, we use more and more comprehensive data. To begin, we take average annual daily traffic

(aadt) and a description of the road network from the us Highway Performance and Monitoring

System (hpms) for 1983, 1993, and 2003. We add a description of individual and household

travel behavior taken from the 1995 Nationwide Personal Transportation Survey and 2001 National

Household Travel Survey (which we jointly refer to as npts). These data track several measures

of traffic and infrastructure for all metropolitan areas in the continental us. Together with data

describing truck traffic, public transit, sectoral employment, population and physical geography,

these data are a powerful tool with which to investigate the way that vkt responds to changes in the

stock of roads and transit in us metropolitan areas. Extant research, on the other hand, examines

one specific state (usually California) or a small sub-group of adjacent states (usually on the East

coast) taking counties or smaller administrative units as the unit of observation.3 The resulting

estimates of the relationship between infrastructure and traffic in small administrative districts

from highly urbanized parts of the us are not obviously relevant to national transportation policy.

Second, we are more careful to establish a causal relationship between roads and traffic. Existing

literature either does not recognize that roads and traffic may be simultaneously determined or

fails to solve this identification problem. To identify the causal effect of roads on traffic, we examine

both time series and cross-sectional variation in our data and exploit three instrumental variables

to predict the incidence of roads in msas. These instruments are based on the routes of major

expeditions of exploration between 1835 and 1850, major rail routes in 1898, and the proposed

2While Jorgensen (1947) is our first modern source, the analysis of the effects of new facilities such as bridges and
their tariffs on flows of vehicles follows a much older tradition, dating back to Dupuit (1844).

3Noland (2001) looks at data for the entire us but uses states as units of observation. Since roads in San Francisco
or Buffalo are unlikely to affect behavior in Los Angeles or New York City, states appear to be ‘too large’ a unit of
observation for two reasons: states aggregate city level variation that is useful for inference and, as we argue in Duranton
and Turner (2008), the relevant economic unit appears to be the city.
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routes of interstate highways in a preliminary plan of the network. Our results strongly support

the hypothesis that roads cause traffic.

Third, beyond data and methodological improvements, we extend the conclusions of the exist-

ing literature in three ways. Within us msas, we distinguish between interstate highways in their

‘urbanized’ parts and outside. We also use data for a broad class of major urban roads. While

we cannot implement our preferred identification strategy for this last class of roads, our ols

results suggest that increases in an msa’s stock of major urban roads also lead to large increases

in vkt. We deduce two further implications of the law of road congestion and confirm that these

implications are consistent with observation. First, we find no evidence that the provision of public

transportation affects vkt. Second, metropolitan areas with less traffic experience a larger increase

in travel. Finally, we describe the foundations underlying the fundamental law of highway con-

gestion: people drive more when the stock of roads in their city increases; commercial driving and

trucking increase with a city’s stock of roads; people migrate to cities which are relatively well

provided with roads. Surprisingly, our data also suggest that a new lane kilometer of roadway

diverts little traffic from other roads.

1. Roads and traffic: a simple framework

To motivate our econometric strategy consider a simple model of equilibrium vkt. To begin, let

R denote lane kilometers of roads in a city, let Q denote vkt, and let P(Q) be the inverse demand

for vkt. The downward sloping line in figure 1 represents an inverse vkt demand curve for a

particular city.

Let C(R,Q) be the total variable cost of vkt, Q, given roads, R. In equilibrium all drivers face

the same average cost of travel. Holding lane kilometers constant at R, the average cost of driving

increases with vkt. Hence, the average cost curve for vkt is upward sloping. This feature is

well documented in the transportation literature (Small and Verhoef, 2007). The leftmost upward

sloping curve in figure 1 represents the supply curve AC(R) associated with roads R.

Equilibrium vkt, Q∗(R) is characterized by

P(Q∗) =
C(R,Q∗)

Q∗
. (1)

That is, willingness to pay equals average cost.
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Figure 1: Supply and demand for interstate traffic.
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Increasing the supply of road lane kilometers from R to R′ reduces the average cost of driving

for any level of vkt.4 It thus shifts the average cost curve to the right. With R lane kilometers of

roads in the city, the demand curve intersects with the supply curve at Q∗, the equilibrium vkt.

With R
′

lane kilometers of road, the corresponding equilibrium implies a vkt of Q
′∗.

We would like to learn the effect of an increase in the stock of roads on driving in cities. That is,

we would like to learn about the function Q∗(R) defined implicitly by equation (1). Indexing cities

by i and years by t, our problem may be stated as one of estimating,

ln(Qit) = A0 + ρQ
R ln(Rit) + A1Xit + εit, (2)

where X denotes a vector of observed city characteristics and ε describes unobserved contributors

to driving. We are interested in the coefficient of R, the road elasticity of vkt, ρQ
R ≡ ∂ ln Q/∂ ln R.

With data describing driving and the stock of roads in a set of cities, we can estimate equation

(2) with ols to obtain consistent estimates of ρQ
R , provided that cov(R,ε|X) = 0. In practice, we

hope that roads will be assigned to growing cities and fear that they are assigned to prop-up

declining cities. In either case, the required orthogonality condition fails. Thus, we are concerned

that estimating equation (2) will not lead to the true value of ρQ
R .

As a next step, we partition ε into permanent and time varying components, and write

ln(Qit) = A0 + ρQ
R ln(Rit) + A1Xit + δi + ηit. (3)

4There are pathological examples where increases in the extent of a road network can reduce its capacity, in particular
the ‘Braess paradox’ described in Small and Verhoef (2007). We ignore such pathological examples here.
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With data describing a panel of cities, we can estimate this equation using city fixed effects to

remove all time invariant city effects. This leads to consistent estimates of ρQ
R , provided that

cov(R,η|X,δ) = 0. We also estimate the first difference equation,

∆ ln(Qit) = ρQ
R ∆ ln(Rit) + A1∆Xit + ∆ηit, (4)

where ∆ is the first difference operator. Since all time invariant factors drop out of the first

difference equation, we are left with essentially the same orthogonality requirement as for equation

(3).5 If, in equation (4), we include city characteristics in level and initial vkt as control variables,

then we account for the possibility that these initial conditions may determine traffic growth and

be correlated with changes in roadway.

To our knowledge, there is no study of a comprehensive set of metropolitan areas in the lit-

erature. The extant literature, however, has estimated variants of equations (2), (3), and (4) on a

small samples of counties or metropolitan areas. While the early literature on induced demand

at the area level (e.g. Koppelman, 1972) only ran simple ols regressions in the spirit of equation

(2), second generation work on the issue typically explored a variety of specifications with fixed

effects and, sometimes, a complex lag structure. For instance, Hansen, Gillen, Dobbins, Huang,

and Puvathingal (1993) and Hansen and Huang (1997) use panels of urban counties and msas in

California while Noland (2001) uses a panel of us states. All find a positive association between

vkt and lane kilometers of roadway, with estimated elasticities generally ranging between 0.3 and

0.7.

While equations (3) and (4) improve upon equation (2), we are concerned that roads will be

assigned to cities in response to a contemporaneous shock to the city’s traffic. To deal with this

identification issue, we model the assignment of roads to cities explicitly. This leads to a two

equation model, one to predict the assignment of roads to cities, the other to predict the effect of

roads on traffic,

ln(Rit) = B0 + B1Xit + B2Zit + µit

ln(Qit) = A0 + ρQ
R
̂ln(Rit) + A1Xit + εit,

(5)

where ̂ln(Rit) is predicted lane kilometers of roadway as estimated in the first stage. We can obtain

consistent estimates of ρQ
R provided that we are able to find instruments to satisfy cov(Z,R|X) 6= 0

and cov(Z,ε|X) = 0.

5In fact, the two estimates have subtly different properties, see Wooldridge (2001, chapter 4).
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The possible simultaneous determination of vkt and lane kilometers is recognized by several

authors. To instrument for lane kilometers of highways Cervero and Hansen (2002) use about 20

instruments describing politics and physical geography. This approach is subject to the problems

associated with the use of a large number of instruments. Moreover, we expect the physical

geography of cities, climate in particular, to affect the demand for travel directly in addition to

affecting the supply of roads. This violates the condition cov(Z,ε|X) = 0 and invalidates the

instruments. Noland and Cowart (2000) use land area and population density as instruments for

lane kilometers of roads. Again, we expect population density to be a determinant of the demand

for travel as much as a determinant of the supply of roads. Fulton, Noland, Meszler, and Thomas

(2000) instrument growth in lane kilometers of highways by short lags of the same variables in

a first difference specification. The exclusion restriction then requires that past changes in road

supply be uncorrelated with contemporaneous changes in demand. Since changes in road supply

are serially correlated (and they need to be so for the instrument to have any predictive power),

the exclusion restriction is unlikely to hold when new roads are supplied as a result of vkt demand

shocks. We postpone a discussion of our own choice of instruments.

Each of the approaches described above relies on different variation in the data to estimate

ρQ
R . Equation (2) relies on cross-section variation, while equations (3) and (4) use only time

series variation. Equation (5) exploits the instrumental variables we describe later. Should all

three methods arrive at the same estimate of ρQ
R , then all are correct, or all are incorrect and an

improbable relationship exists between the various errors and instrumental variables.

We now turn to a description of our data and estimates of ρQ
R based on the estimating equations

presented in this section.

2. Data and estimation

We take the (Consolidated) Metropolitan Statistical Area (msa) drawn to 1999 boundaries as our

unit of observation. Since each msa aggregates one or more counties, msa boundaries often

encompass much land that is not ‘urban’ in the common sense of the word. However, msas are

generally organized around one or more ‘urbanized areas’ which make up the core(s) of the msa

and typically occupy only a fraction of an msa’s land area. By using data collected at the level of

‘urbanized areas’ we can distinguish more from less densely developed parts of each metropolitan

area.
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To measure each msa’s stock of interstate highways and traffic we use the us Highway Perform-

ance and Monitoring System (hpms) ‘Universe’ and ‘Sample’ data for 1983, 1993, and 2003.6 The

data appendix provides a more detailed description of the hpms. The us Federal Highway Ad-

ministration collects these data, which are used by the federal government for planning purposes

and to apportion federal highway money. For each year, for the entire universe of the interstate

highway system within their boundaries states must report the length, number of lanes, and the

number of vehicles per lane per day passing any point. This last quantity is referred to as the

average annual daily traffic (aadt). We use a county identifier to match every segment of interstate

highway to an msa. We then calculate lane kilometers, vkt, and aadt per lane km for interstate

highways within each msa.

In the Sample data states report the same information (and more) for every segment of interstate

highway within urbanized areas. By merging the Sample with the Universe data we distinguish

urban from non-urban interstates within msas.

The Sample data also report information about a sample of other roads within urbanized areas.

This sample is intended to represent all major roads in urbanized areas within the state. From the

sample data we calculate road length, location, aadt and share of truck traffic for all major roads

in the urbanized area. The hpms sample data also assigns each segment to one of six functional

classes, described in us Federal Highway Administration (1989). One of these classes is ‘interstate

highway’. We group four of the remaining five classes; ‘collector’, ‘minor arterial’, ‘principal

arterial’, and ‘other highway’ into a measure of major urban roads, omitting the last class, ‘local

roads’.7 Our definition of ‘major urban road’ thus includes all non-local roads that are not interstate

highways. Within urbanized areas, interstates represent about 1.5% of all road kilometers and 24%

of vkt while major urban roads represent 27% of road kilometers and another 62% of vkt (United

States Federal Highway Administration, 2005a). The data appendix provides more detail.

Table 1 presents msa averages of aadt for the 228 msas with non-zero interstate milage in

1983, 1993, and 2003. These data show that aadt, the number of vehicles passing any point on

an average lane of interstate highway, increased from 4,832 in 1983 to 9,361 in 2003. Thus, at the

6The hpms is available annually. We focus on 1983, 1993 and 2003 because these dates are close to census years and
to the years for which we have data on public transportation. In addition, we sometimes make use of the 1995 and 2001

hpms.
7Loosely, a ‘local road’ is one that primarily provides access to land adjacent to the road and every other class of road

serves to connect local roads. The hpms does not require states to report data on local roads, although some local roads
appear in the data.
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Table 1: Summary statistics for our main HPMS and public transportation variables (averaged over
MSAs, means and standard deviations between brackets).

Year: 1983 1993 2003

Mean daily VKT (IH,’000 km) 7,777 11,905 15,961
(16,624) (24,251) (31,579)

Mean AADT (IH) 4,832 7,174 9,361
(2,726) (3,413) (4,092)

Mean lane km (IH) 1,140 1,208 1,280
(1,650) (1,729) (1,858)

Mean lane km (IH, per 10,000 pop.) 26.7 24.3 22.1
(26.9) (20.9) (16.4)

Mean daily VKT (MRU,’000 km) 14,553 22,450 31,242
(36,303) (49,132) (70,692)

Mean AADT (MRU) 3,146 3,646 3,934
(847) (947) (1,059)

Mean lane km (MRU) 3,885 5,071 6471
(7,926) (9,119) (12,426)

Mean VKT share urbanized (IHU/IH) 0.38 0.44 0.48
Mean lane km share urbanized (IHU/IH) 0.29 0.36 0.40
Mean share truck AADT (IH) 0.11 0.12 0.13
Peak service large buses per 10,000 pop. 1.20 1.09 1.34

(1.02) (0.98) (0.98)
Peak service large buses 169 165 217

(563) (562) (742)
Number MSAs 228 228 228
Mean MSA population 753,726 834,290 950,054

IH denotes interstate highways for the entire MSA. IHU denotes interstate highways for the urbanized areas
within an MSA. MRU denotes major roads for the urbanized areas within an MSA.

end of our study period, an average lane of interstate highway carries almost twice as much traffic

as at the beginning. We also find that lane kilometers of interstate highways increase by about

6% between 1983 and 1993 and between 1993 and 2003. Together, the increase in lane kilometers

and the increase in aadt imply that interstate vkt in an average msa more than doubled over our

twenty year study period.

Table 1 also presents descriptive statistics for major urban roads. Major roads represent between

three and five times as many lane kilometers as interstate highways but only twice as much vkt.

Note that urbanized area boundaries, unlike msa boundaries, are not constant over our three cross-

sections, so the dramatic increase in urbanized area vkt and lane kilometers over our study period

may partly reflect increases in the extent of urbanized areas.

Cross-sectional estimates of the roadway elasticity of VKT

We now turn to estimating the elasticity of msa vkt to lane kilometers for each of the following

categories of roads and travel: All msa interstates (ih), urbanized msa interstates (ihu), non-urban

msa interstates (ihnu), and major urban roads (mru). Table 2 presents estimates of this elasticity

8



Table 2: VKT as a function of lane kilometers, OLS by decade.

[1] [2] [3] [4] [5] [6] [7] [8] [9] [10] [11] [12]
Year: 1983 1983 1983 1983 1993 1993 1993 1993 2003 2003 2003 2003

Panel A. Dependent variable: ln VKT for Interstate Highways, entire MSAs
ln(IH lane km) 1.24a 0.92a 0.94a 0.92a 1.25a 0.73a 0.76a 0.77a 1.23a 0.71a 0.75a 0.76a

(0.04) (0.06) (0.06) (0.05) (0.02) (0.05) (0.04) (0.04) (0.02) (0.05) (0.04) (0.04)
ln(pop.) 0.43a 0.42a 1.01a 0.54a 0.51a 0.46c 0.53a 0.49a 0.39

(0.04) (0.05) (0.37) (0.04) (0.04) (0.25) (0.04) (0.04) (0.35)
Elev. range -0.057 -0.076 -0.027 -0.038 -0.026 -0.030

(0.060) (0.054) (0.056) (0.054) (0.053) (0.048)
Ruggedness 6.81c 5.29 5.86c 3.90 5.72c 3.46

(3.46) (3.24) (3.00) (3.00) (3.06) (3.11)
Heating d.d. -0.014a -0.015a -0.012a -0.013a -0.011a -0.013a

(0.004) (0.01) (0.003) (0.004) (0.003) (0.004)
Cooling d.d. -0.019c -0.027b -0.019a -0.022b -0.019b -0.020b

(0.010) (0.012) (0.007) (0.009) (0.007) (0.009)
Sprawl 0.0059c 0.0061c 0.0033 0.0019 0.0021 0.0016

(0.0031) (0.0036) (0.0028) (0.0029) (0.0027) (0.0027)
Census div. Y Y Y Y Y Y
Hist. pop. Y Y Y
Socio-econ. char. Y Y Y
R2 0.86 0.93 0.94 0.95 0.87 0.94 0.95 0.96 0.88 0.94 0.96 0.96

Panel B. Dependent variable: ln VKT for Interstate Highways, urbanized areas within MSAs
ln(IHU lane km) 1.26a 1.04a 1.05a 1.06a 1.23a 0.95a 0.97a 1.00a 1.20a 0.92a 0.94a 0.97a

(0.02) (0.03) (0.03) (0.03) (0.02) (0.03) (0.03) (0.04) (0.02) (0.03) (0.03) (0.04)

Panel C. Dependent variable: ln VKT for Major Roads, urbanized areas within MSAs
ln(MRU lane km) 1.08a 0.90a 0.89a 0.88a 1.13a 0.72a 0.78a 0.80a 1.14a 0.66a 0.67a 0.70a

(0.02) (0.03) (0.03) (0.03) (0.01) (0.04) (0.04) (0.04) (0.01) (0.04) (0.04) (0.04)

Panel D. Dependent variable: ln VKT for Interstate Highways, outside urbanized areas within MSAs
ln(IHNU lane km) 1.06a 0.83a 0.85a 0.84a 1.03a 0.81a 0.83a 0.82a 1.00a 0.82a 0.84a 0.83a

(0.03) (0.05) (0.04) (0.03) (0.03) (0.04) (0.03) (0.03) (0.04) (0.03) (0.03) (0.03)

The same regressions for different types of roads are performed in all four panels.
All regressions include a constant. Robust standard errors in parentheses.
228 observations for each regression in panel A and 192 in panels B-D. a, b, c: significant at 1%, 5%, 10%.

for four specifications of the cross-sectional equation (2) for each type of road in 1983, 1993, and

2003.

In panel a of this table, the dependent variable is msa interstate vkt. Columns 1 to 4 consider

the 1983 cross-section. In the first column we include only our variable of interest, the log of lane

kilometers of road, and a constant. In the second we add msa population. In the third, we add nine

census division dummy variables along with five measures of physical geography: elevation range

within the msa, the ruggedness of terrain in the msa, two measures of climate, and a measure of

how dispersed is development in the msa. Details about these variables are available in the data

appendix. In column 4 we also add socio-economic controls; share of population with at least

some college education, log mean income, share poor, share of manufacturing employment, and

an index of segregation. We also add decennial population variables from 1920-1980 to control for
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the long-run growth of msas. Because past population and socio-economic variables are likely to

correlate with unobserved attributes of msas that determine the demand for driving, regressions

including these variables are useful robustness checks. Columns 5 to 8 replicate these regressions

for 1993, while columns 9-12 are for 2003.

Depending on the decade, the elasticity of msa interstate highway vkt with respect to lane

kilometers is between 1.23 and 1.25 when estimated without controls, ranges between 0.71 and

0.94 in specifications with controls, and is estimated precisely in each specification. While some

estimates are statistically different from one, all are positive and greater than 0.71.

Turning to the other explanatory variables, we also note that the elasticity of msa interstate

highway vkt with respect to population is much less than one in all specifications. This will persist

in nearly all of our estimations and suggests that people in larger cities drive much less, per capita,

than they do in smaller cities. We consider the possible endogeneity of this variable below. We also

note that vkt is higher in msas with mild weather, neither cold nor hot. For the other measures

of geography, including the extent to which development is scattered or compact, as measured by

the variable ‘sprawl’, we do not find a robust association with msa interstate highway vkt.

Panel b of table 2 is similar to panel a, but the dependent variable and the measure of roads

are based on urban interstates. The estimations in panel b suggest that the urban interstate vkt

elasticity of urban interstate lane kilometers is closer to one and larger than for all interstates when

controls are included. Panels c and d of table 2 are also similar to panel a, but investigate major

urban roads and non-urban interstates. These results are close to those presented in panel a.

Columns 1-4 of table 3 replicate the four specifications of table 2 for all interstate highways

but pool the three cross-sections. Unsurprisingly the estimates for the roadway elasticity of vkt

are in-between the estimates of table 2 for the different decades. Column 3, which controls for

population and geography but not for (possibly endogenous) socio-economic characteristics of

msas, is our preferred specification. Hence, we take the value of 0.86 as our preferred ols estimate

of the elasticity of msa interstate highway vkt with respect to lane kilometers (but note that ols is

not our preferred estimation method).

Appendix table 1 (in a separate appendix) reports further regressions pooling all three cross-

sections for different types of roads in urbanized areas and outside. The results of this table

generally confirm those of table 2, with the caveat that some changes in roads and traffic may

reflect changes in urbanized area boundaries.
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Table 3: VKT as a function of lane kilometers, pooled OLS.

[1] [2] [3] [4] [5] [6] [7] [8] [9] [10]
MSA sample All All All All All All All w. IHU Big Small

Dependent variable: ln VKT for interstate highways, entire MSAs
ln(IH lane km) 1.24a 0.82a 0.86a 0.85a 1.05a 1.06a 1.05a 0.95a 1.05a 1.12a

(0.02) (0.05) (0.05) (0.04) (0.04) (0.04) (0.04) (0.03) (0.04) (0.08)
ln(pop.) 0.48a 0.44a 0.32a 0.34a 0.39a 0.32a 0.44a 0.31b

(0.04) (0.04) (0.12) (0.09) (0.09) (0.09) (0.11) (0.12)
Geography Y Y
Census div. Y Y
Socio-econ. char. Y Y
Hist. pop. Y
MSA fixed effects Y Y Y Y Y Y
R2 0.88 0.94 0.95 0.96 0.94 0.94 0.95 0.94 0.96 0.93

All regressions include year effects. Robust standard errors in parentheses (clustered by MSA in col. 1-4).
Complete sample of 228 MSAs (684 observations) with interstate highways in columns 1-7;
192 MSAs (576 observations) with urban interstate highways in column 8;
114 MSAs (342 observations) above the median population size in 1990 in column 9;
114 MSAs (342 observations) below the median population size in 1990 in column 10.
a, b, c: significant at 1%, 5%, 10%.

Fixed effects and time series estimates of the roadway elasticity of VKT

Thus far we have reported estimates of ρQ
R which exploit cross-sectional variation. We now turn to

estimates of ρQ
R based on time series variation. Because the data is fully comparable over time only

for all interstate highways within msas, we focus on this type of road.

Columns 5-10 of table 3 estimate equation (3) by including msa fixed effects in our cross-

sectional regression. Because they condition out permanent determinants of vkt for each city

which are potentially correlated with roadway, we prefer the specifications with msa fixed effects

to those without. In column 5 we replicate column 1 of the same table but include msa fixed

effects. In column 6, we augment the specification of column 2 with msa fixed effects. In column 7,

we repeat this for column 4. In column 8 we replicate column 6 using only the 192 msas which have

urban interstate highways in all years instead of the 228 msas which report interstate highways in

all three of our sample years. Columns 9 and 10 run the same regression again on msas with below

and above median 1990 population size respectively. All the fixed-effect estimates of the interstate

vkt elasticity of interstate lane kilometers are slightly above one except for column 8 where the

estimate is slightly below one. This is obtained for the more restricted sample of msas with

interstate highways in their urbanized area. However, given the similarity between the results,

we do not concern ourselves further with sample selection. While it is estimated precisely in all

specifications, ρQ
R is not statistically different from one at standard levels of confidence in columns

5 through 10. Overall, we note that including msa fixed effects leads to slightly higher estimates of
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Table 4: Change in VKT as a function of change in lane kilometers.

[1] [2] [3] [4] [5] [6] [7] [8] [9] [10]
MSA sample All All All All All Lane ↑ Lane ↑ Lane ↓ All All

Panel A. Dependent variable: ∆ ln VKT for interstate highways, entire MSAs, OLS

∆ ln(IH lane km) 1.04a 1.05a 1.02a 1.00a 0.93a 1.09a 0.90a 0.82a 1.03a 1.03a

(0.05) (0.05) (0.04) (0.04) (0.04) (0.06) (0.06) (0.09) (0.05) (0.05)
∆ ln(pop.) 0.34a 0.40a 0.44a 0.39a 0.31c 0.45b 0.16 0.51b

(0.10) (0.10) (0.11) (0.13) (0.17) (0.21) (0.22) (0.20)
ln(initial VKT) -0.047a -0.057a -0.12a -0.15a -0.13a

(0.006) (0.007) (0.02) (0.03) (0.04)
Geography Y Y Y Y
Census div. Y Y Y Y
Socio-econ. char. Y Y Y
Hist. Pop. Y Y Y
MSA fixed effects Y Y
R2 0.87 0.87 0.89 0.90 0.91 0.91 0.94 0.69 0.91 0.94

Panel B. Dependent variable: ∆ ln VKT for interstate highways, entire MSAs, TSLS

∆ ln(IH lane km) 1.05a 1.02a 1.00a 0.92a 1.07a 0.90a 0.82a 1.03a

(0.05) (0.04) (0.04) (0.04) (0.06) (0.05) (0.09) (0.03)
∆ ln(pop.) 0.093 0.34b 0.45 1.02b -0.16 1.14 1.50 0.62c

(0.18) (0.16) (0.32) (0.45) (0.29) (0.72) (1.45) (0.37)

First stage Stat. 63.3 54.3 29.2 23.9 45.7 12.3 4.05 20.1
All regressions include a constant and decade effects. Robust standard errors clustered by MSA in
parentheses. 456 observations for each regression in columns 1-5 and 9-10, 205 in columns 6-7 which
consider only increases in lane kilometers of more than 5%, and 115 in column 8 which considers declines
in lane kilometers greater than 5%. Instrument for ∆ ln(pop.) is expected population growth
based on initial composition of economic activity. a, b, c: significant at 1%, 5%, 10%.

ρQ
R .

We now estimate the interstate vkt elasticity of interstate lane kilometers using our first differ-

ence estimating equation (4). Unlike the fixed effects estimations of table 3, in the first difference

regressions of table 4, we allow the levels of msa initial characteristics to affect the growth of traffic.

Using our three cross-sections we compute two cross-sections of first differences. In panel a of

table 4 we pool these two cross-sections of first differences to estimate equation (4). Our dependent

variable is the 10 year change in interstate vkt. In column 1, we include only a constant and year

dummies as controls. In column 2, we add changes in msa population. In column 3, we also control

for initial vkt. In column 4, we add physical geography and census division dummies. Column 5

adds decennial msa population levels from 1920-1980 and initial socioeconomic characteristics of

cities. In each case, our point estimate of ρQ
R is very close to one and is precisely estimated.

Columns 6-8 consider more restricted samples of observations. Column 6 replicates column 2

using only observations with increases in lane kilometers greater than 5%. Column 7 uses the same

selection rule to replicate column 5. Column 8 replicates column 5 again but this time using only

observations with declines in lane kilometers greater than 5%. The results for large increases in
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lane kilometers are the same as for the whole sample of msas. The elasticity we estimate in column

8 is 0.8. These estimations do not allow us to determine whether the response of traffic to roads

is non-linear in the amount of change to the road network, or if metropolitan areas experiencing

large changes are different from those experiencing small changes.8

Finally, column 9 of table 4 estimates equation (4) including msa fixed effects and year fixed

effects as controls, while column 10 adds msa population. These estimates are second difference

estimates which exploit changes in the rate of change of roads and traffic. Strikingly, these regres-

sions also estimate the interstate vkt elasticity of interstate highways to be very close to one.

In panel b of table 4, we repeat the first difference regressions of panel a except that we instru-

ment for the change in population. Following Bartik (1991) and others after him, we construct

our instrument for msa level population growth from the initial shares of sectoral employment

in the msa and the national growth rate of each sector during the study period. Interacting these

quantities yields the msa population growth that would occur if all msa sectors grew at the national

average rate with sectoral shares constant. To construct our population growth instrument we use

employment data for each msa and the entire us for two-digit sectors from the County Business

Patterns.

Despite the strength of the instrument, when running these regressions on a complete sample

of msas, the standard errors for the coefficient on population change are much larger than in

ols. The ols range for this coefficient is between 0.3 and 0.5. When instrumenting the range is

broader, from close to zero to above unity. We draw two conclusions from this second panel. First,

there is a suggestion that the tsls coefficient on population changes is above its ols value when

more controls are introduced. This is consistent with population migrating to msas where vkt

increases more slowly, all else equal. Second, the coefficient on changes in lane kilometers of roads

is unaffected by this change in estimation strategy. This strongly suggests that even if population is

endogenous, our estimate for the elasticity of interstate highway vkt is unaffected. Our preferred

estimate for the roadway elasticity of vkt in table 4 is 1.00 from column 3 in panel b. This is the

first-difference estimate for our preferred specification which takes into account the endogeneity

of population.

In the separate appendix, we perform a number of further checks on our first difference results.

8Apart from measurement error, decreases in lane kilometers are likely to reflect temporary closures while increases
reflect new and permanent construction.
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Appendix table 2 presents regressions conducted on each of our two cross-sections of first differ-

ences separately. They confirm results of table 4 but, like table 2, indicate a slight decrease of ρQ
R

over time. In appendix tables 3 and 4 we perform two simple falsification tests. In appendix table

3 we focus on changes in vkt between 1993 and 2003 as dependent variable. We show that the

coefficient on contemporaneous changes in lane kilometers of interstate highways (i.e., between

1993 and 2003) is unaffected by the inclusion in the regression of earlier changes in lane kilometers

of interstate highways (i.e., between 1983 and 1993). The coefficient on earlier changes is always

insignificant. In appendix table 4, we focus on changes in vkt between 1983 and 1993 as dependent

variable. We show that the coefficient on contemporaneous changes in lane kilometers of interstate

highways (i.e., between 1983 and 1993) is unaffected by the inclusion in the regression of later

changes in lane kilometers of interstate highways (i.e., between 1993 and 2003). The coefficient of

the later changes variable is small, positive, and significant when we include contemporaneous

changes in the regression.9

IV estimates of the roadway elasticity of VKT

In order for estimates of equations (2), (3), and (4) to result in consistent estimates, we require

that the unobserved error be uncorrelated with the stock of roads (or changes in this stock). If

the demand for vkt helps to determine an msa’s road network, then our measure of roads is

endogenous, and this assumption does not hold. To address this possibility, we estimate the

instrumental variables system described in equation (5).

We rely on three instruments: planned interstate highway kilometers from the 1947 highway

plan; 1898 railroad route kilometers, and the incidence of major expeditions of exploration between

1835 and 1850. Baum-Snow (2007), Michaels (2008), and Duranton and Turner (2008) also use

planned interstates as an instrument for features of the interstate system. Duranton and Turner

(2008) use the 1898 railroad system for the same purpose. The exploration routes variable is new

to the literature.10

Our measure of msa kilometers of 1947 planned interstate highways is based on a digital image

of the 1947 highway plan created from its paper record (United States House of Representatives,

9This may reflect either by serial correlation in roadway changes or a lagged response in the supply of roadway to
increases in vkt.

10The discussion of the 1947 highway plan and 1898 railroad routes is derived from, and abbreviates more extensive
discussions of these variables by these earlier authors, particularly Duranton and Turner (2008).
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Figure 2: 1947 us interstate highway plan from United States House of Representatives (1947).

1947) and converted to a digital map as in Duranton and Turner (2008). Kilometers of 1947 planned

interstate highway in each msa are calculated directly from this map. Figure 2 shows an image of

the original plan. Our measure of msa kilometers of 1898 railroads is based on a digital image of a

map of major railroad lines in 1898 (Gray, c. 1898). This image was converted to a digital map as

in Duranton and Turner (2008). Kilometers of 1898 railroad contained in each msa are calculated

directly from this map. Figure 3 shows an image of the original railroad map. Our measure of

early exploration routes is based on a map of routes of major expeditions of exploration of the US

between 1835 and 1850 (United States Geological Survey, 1970). An image based on this map is

reproduced in figure 4. Note that, in addition to exploration routes, this map also shows the routes

of major roads established prior to 1835 in the more settled eastern part of the country. The data

appendix provides more detail about these variables.

Common sense suggests that all three instruments should be relevant. The 1947 plan describes

many interstate highways that were subsequently built. Many 1898 railroads were abandoned
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Figure 3: Image based on Gray’s map of 1898 railroads (Gray, c. 1898).

Figure 4: Routes of major expeditions of exploration in the US between 1835 and 1850. Image
based on United States Geological Survey (1970) [p. 138].
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and turned into roads. Many current interstate highways follow the same routes taken by early

explorers. Estimates of the reduced form equation predicting roads as a function of our instru-

ments confirm this intuition. In almost all specifications predicting interstate lane kilometers,

the first-stage statistic for the instrumental variables is large enough to pass the weak instrument

tests proposed in Stock and Yogo (2005). We generally report the results of conventional tsls

estimations, but in the few cases where our instruments are weak, we also report the corresponding

liml estimates.11

A qualifier is important here. Our instruments are good predictors of msa level stocks of inter-

state highways and urban interstate highways. They are not good predictors of msa level stocks of

major roads or of non-urban interstate highways. For this reason, we conduct iv estimations only

for interstate highways and urban interstate highways.

We now turn to the conditional exogeneity of our two instruments. The 1947 highway plan

was first drawn to ‘connect by routes as direct as practicable the principal metropolitan areas, cities

and industrial centers, to serve the national defense and to connect suitable border points with routes of

continental importance in the Dominion of Canada and the Republic of Mexico’ (United States Federal

Works Agency, Public Roads Administration, 1947, cited in Michaels, 2008). That the 1947 highway

plan was, in fact, drawn to this mandate is confirmed by both econometric and historical evidence

reviewed in Duranton and Turner (2008). In particular, in a regression of log 1947 kilometers

of planned interstate highways on log 1950 population, the coefficient on log 1950 population is

almost exactly one, a result that is robust to the addition of various controls. On the other hand

population growth around 1947 is uncorrelated with planned highway kilometers. Thus, the 1947

plan was drawn to fulfill its mandate and connect major population centers of the mid-1940s, not

to anticipate future population or traffic demand.

Note that the exclusion restriction associated with equation (5) requires the orthogonality of

the dependent variable and the instruments conditional on control variables. This observation is

important. Cities that receive more roads in the 1947 plan tend to be larger than cities that receive

fewer. Since we observe that large cities have higher levels of vkt, 1947 planned interstate highway

kilometers predicts vkt by directly predicting population and indirectly by predicting 1980 road

kilometers. Thus the exogeneity of this instrument hinges on having an appropriate set of controls,

11Limited information maximum likelihood (liml) is a one-stage iv estimator. Compared to tsls, it provides more
reliable point estimates and test statistics with weak instruments.
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population in particular.

Next consider the case for the exogeneity of the 1898 railroad network. This network was built,

for the most part, during and immediately after the civil war, and during the industrial revolution.

At this time, the us economy was much smaller and more agricultural than during our study

period. In addition, the rail network was developed by private companies with the intention to

make a profit from railroad operations in the not too distant future. See Fogel (1964) and Fishlow

(1965) for two classic accounts of the development of us railroads. As for the highway plan,

the same qualifying comment applies: instrument validity requires that, conditional on control

variables, rail routes be correlated with the dependent variable only through contemporaneous

interstate highways. With this said, after controlling for historical populations and physical geo-

graphy, it is difficult to imagine how a rail network built for profit could anticipate the demand for

vehicle travel in cities 100 years later save through its effect on roads.

Finally, consider the case for the exogeneity of routes of expeditions of exploration between 1835

and 1850. Among these routes are; a Mexican boundary survey, the Whiting-Smith 1849 search for

a commercial route between San Antonio and El Paso, the 1849 Warner-Williamson expedition in

search of a route from Sacramento to the Great Basin, the 1839 Farnham-Smith expedition from

Peoria to Portland, and the Smith scientific expedition to the Badlands of South Dakota. Some of

these expeditions were explicitly charged with finding an easy way from one place to another and

it is hard to imagine that this objective was not also important to the others. While we expect that

these early explorers were drawn to attractive places, after controlling for historical populations

and physical geography it is difficult to imagine how these explorers could select routes that

anticipate the demand for vehicle travel in cities 150 years later save through their effect on roads.

Table 5 presents instrumental variables estimations where our dependent variable is all msa

interstate vkt. In panel a we use all three of our instruments, and we pool our three decennial

cross-sections. Column 1 includes only interstate lane kilometers and decade effects as controls.

Column 2 adds population as a control, column 3 adds our physical geography variables and

census division indicators, column 4 adds our other city level demographic variables, and column

5 adds decennial population levels from 1920 to 1980. We pass standard over-identification test in

all specifications, and the values of our first-stage statistics suggest that they are either strong, or

near the critical values suggested by Stock and Yogo (2005). In columns 2 through 5 we see that
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Table 5: VKT as a function of lane kilometers, IV.

[1] [2] [3] [4] [5]

Panel A (TSLS). Dependent variable: ln VKT for interstate highways, entire MSAs.
Instruments: ln 1835 exploration routes, ln 1898 railroads, and ln 1947 planned interstates
ln(IH lane km) 1.32a 0.92a 1.03a 1.01a 1.04a

(0.04) (0.10) (0.11) (0.12) (0.13)
ln(pop.) 0.40a 0.30a 0.34a 0.23c

(0.07) (0.09) (0.10) (0.12)
Geography Y Y Y
Census div. Y Y Y
Socio-econ. char. Y Y
Hist. pop. Y
Overid. 0.60 0.11 0.26 0.24 0.29
First stage Stat. 42.8 16.5 11.8 11.5 8.84

Panel B (LIML). Dependent variable: ln VKT for interstate highways, entire MSAs.
Instruments: ln 1835 exploration routes, ln 1898 railroads, and ln 1947 planned interstates
ln(IH lane km) 1.32a 0.94a 1.05a 1.02a 1.06a

(0.04) (0.11) (0.12) (0.13) (0.15)

Overid. 0.60 0.11 0.26 0.25 0.30

Panel C. (TSLS). Dependent variable: ln VKT for interstate highways, entire MSAs.
Instruments: ln 1947 planned interstates
ln(IH lane km) 1.33a 1.00a 1.10a 1.08a 1.12a

(0.05) (0.11) (0.13) (0.13) (0.15)

First stage Stat. 99.7 41.5 29.8 29.5 26.7

Panel D. (TSLS). Dependent variable: ln VKT for interstate highways, entire MSAs.
Instruments: ln 1898 railroads
ln(IH lane km) 1.31a 0.83a 1.03a 1.00a 1.02a

(0.06) (0.15) (0.18) (0.18) (0.22)

First stage Stat. 23.7 25.8 19.0 21.1 11.9

Panel E (TSLS). Dependent variable: ln VKT for interstate highways, entire MSAs.
Instruments: ln 1835 exploration routes
ln(IH lane km) 1.25a 0.63a 0.75a 0.68a 0.72a

(0.08) (0.17) (0.18) (0.21) (0.22)

First stage Stat. 53.6 13.8 9.91 7.15 6.32

Panel F (LIML). Dependent variable: ln VKT for interstate highways, entire MSAs, 1983.
Instruments: ln 1898 railroads and ln 1947 planned interstates
ln(IH lane km) 1.39a 1.09a 1.18a 1.15a 1.20a

(0.04) (0.10) (0.11) (0.13) (0.16)

Overid. 0.69 0.10 0.31 0.25 0.29
First stage Stat. 37.9 17.7 12.1 14.4 9.51

Panel G (LIML). Dependent variable: ln VKT for interstate highways, entire MSAs, 1993.
Instruments: ln 1898 railroads and ln 1947 planned interstates
ln(IH lane km) 1.33a 0.98a 1.13a 1.08a 1.13a

(0.05) (0.13) (0.16) (0.15) (0.17)

Overid. 0.91 0.53 0.97 0.88 0.81
First stage Stat. 53.1 22.7 14.4 15.8 11.7

Panel H (LIML). Dependent variable: ln VKT for interstate highways, entire MSAs, 2003.
Instruments: ln 1898 railroads and ln 1947 planned interstates
ln(IH lane km) 1.26a 0.82a 0.93a 0.92a 0.97a

(0.05) (0.11) (0.13) (0.13) (0.16)

Overid. 0.77 0.55 0.96 0.98 0.93
First stage Stat. 52.2 21.0 14.2 14.4 9.76

All regressions include a constant (and year effects for panels A-E). Robust standard errors in parentheses
(clustered by MSA in panels A-E). 684 observations corresponding to 228 MSAs for each regression for
panels A-E and 228 observations for panels F-H. a, b, c: significant at 1%, 5%, 10%.
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our estimates of ρQ
R are within one standard error of 1. In column 1, the coefficient of interstate

highways is larger because of the correlation between interstate highway lane kilometers and

population levels.

We note that the iv estimates of the roadway elasticity of vkt are slightly higher than their ols

counterparts (in tables 2 and 3) by 0.1 to 0.2. While the differences between iv and ols are not all

significant, they are suggestive of a negative feedback between vkt and the allocation of roadway.

More precisely, lane kilometers of interstate highways appear to be allocated to msas with a lower

demand for travel. This would be consistent with the finding of Duranton and Turner (2008) that

there is more road construction in cities that experience negative shocks to employment.

In columns 3, 4, and 5 of panel a our instruments are near the critical values suggested in Stock

and Yogo (2005), so in panel b we present the corresponding liml estimates. These estimates are

essentially identical to the tsls estimates of panel a.

In panels c, d, and e, we repeat the tsls estimates of panel a using each of our instruments alone.

We find that using the 1947 highway instrument alone results in slightly higher estimates, that

using 1898 railroads alone results in essentially identical estimates, and that using 1835 exploration

routes alone results in slightly lower estimates. In all, the iv estimates presented in panels a-e of

table 5 strongly suggest that the interstate vkt elasticity of interstate highways is close to one.

In panels a-e of table 5 we pool our three cross-sections. This may conceal cross-decade vari-

ation in our parameters. To address this issue, in panels f-h we report iv estimates of ρQ
R using each

of our cross-sections separately. We see that the roadway elasticity of vkt decreases from slightly

above one in 1983 to slightly below one in 2003. However this decline is not statistically significant

when including geographic and other controls. This (admittedly weak) trend downward suggests

the conjecture that more roadway can lead to a more than proportional increase in traffic when

roads are not congested. Alternatively, it may be that the most useful highway segments are

developed earlier and receive more traffic. This second conjecture is consistent with Fernald’s

(1999) conclusion that the productivity effects of the us interstate system shows a marked decline

over time. We hope future research will more completely investigate these issues.

In table 5, our preferred estimate for the elasticity of interstate highway vkt with respect to

lane kilometers is from panel a and column 3 at 1.03. This estimate also constitutes our preferred

estimate overall since it is obtained using our preferred estimation method, which controls for the

endogeneity of roads, and our preferred specification, which includes geographical controls but
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not the socio-economic characteristics of msas.

3. Implications of the fundamental law of road congestion

We now note two logical implications of the fundamental law of road congestion. By confirming

that these implications are consistent with observation, we provide further indirect evidence of the

law.12

Traffic and transit

The fundamental law of road congestion requires that new road capacity be met with a propor-

tional increase in driving. A corollary is that if we were to somehow remove a subset of a city’s

drivers from a city’s roads, then others would take their place. We can think of public transit in this

way. Public transit serves to free up road capacity by taking drivers off the roads and putting them

in buses or trains. Thus, the fundamental law implies that the provision of public transit should

not affect the overall level of vkt in a city. We now investigate this proposition.

To measure an msa’s stock of public transit, we use msa level data on public transit. These data

are based on the Section 15 annual reports, and measure public transportation as the daily average

peak service of large buses in 1984, 1994, and 2004. We note that these data do not allow us to

investigate other forms of public transportation, such as light rail, independently of buses.13

Since we expect that the stock of public transit in an msa may depend in part on how congested

is the road network, we are concerned that our measure of public transit will be endogenous in a

regression to explain msa interstate vkt. To deal with this issue, we again resort to instrumental

variables estimation. In addition to the 1947 highway plan and 1898 railroad kilometers, we use the

msa share of democratic vote in the 1972 presidential election as an instrument in this estimation.

The 1972 us presidential election between Richard Nixon and George McGovern was fought on

the Vietnam War and McGovern’s very progressive social agenda. It ended with Nixon’s landslide

victory. Places where McGovern did well are also arguably places which elected local officials with

12In the working paper version of this article (Duranton and Turner, 2009), we also show that if the long run variable
costs of producing vkt is approximately constant returns to scale, the fundamental law of road congestion then implies
that the demand for travel should be flat. We provide evidence to this effect and use this result in a welfare calculation.

13There are too few msas with light rail to permit informative cross-sectional analysis. Our data indicate that there
are only 11 msas with any light rail at all in 1984, and of these only 6 had more than 100 rail cars. The situation is only
marginally better in 1994 when 21 msas had light rail or commuter rail service and 7 had more than 100 cars. We have
experimented with an index that sums large buses and rail cars.
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a strong social agenda. Importantly, this election also took place shortly after the 1970 Urban Mass

Transportation Act and it only briefly predates the first oil shock and the 1974 National Mass Trans-

portation Act that followed. While total federal support for public transportation was less than 5

billion dollars (in 2003 dollars) for the entire decade starting in 1960, the 1970 act appropriated

nearly 15 billion dollars and the 1974 act appropriated 44 billion dollars. Similar levels of funding

persist to the time of this writing (see Weiner, 1997, Hess and Lombardi, 2005, for a history of us

public transportation). More generally, during the 1970s public transit expanded and evolved from

a private fare-based industry to a quasi-public sector activity sustained by significant subsidies.

In order for a 1972 election to predict 1984 levels of public transit infrastructure, public transit

funding must be persistent. In fact, the ‘stickiness’ of public transit provision is widely observed

(Gomez-Ibanez, 1996) and is confirmed in our data. The Spearman rank correlation of bus counts

between 1984 and 2004 is 0.90. Our data also suggest that msas which voted heavily for McGovern

in 1972 made a greater effort to develop public transit in the 1970s, and these high levels of public

transit persisted through our study period. Furthermore, the raw data confirms the relevance of

our instrument. The pairwise correlation between log 1984 buses and 1972 democratic vote is

0.34. This partial correlation is robust to adding controls for geography and past population. In a

nutshell, the 1972 share of democratic vote is a good predictor of the 1984 msa provision of buses

which then grew proportionately to population.

The argument for the exogeneity of the 1972 democratic vote is less strong than that for the road

instruments.14 Nonetheless, a good argument can be made that funding for public transportation

in American cities in the early 1970s was a response to contemporaneous social needs. More

specifically, the provision of buses at this time did not seek to accommodate traffic congestion

during the 1983-2003 period.

Two facts strengthen the case for our empirical strategy. First, as we show below, the results for

public transportation are robust and stable as we change specifications. Second, when it is possible

to conduct over identification tests, our results always pass these tests.

14In particular, it is possible that a high share democratic vote in 1972 was associated with a variety of other policies
and local characteristics that affected subsequent vkt. Since we control for 1980 population (and thus implicitly for
growth between 1970 and 1980), we would need these policies to have long-lasting effects and not be reflected in
population growth. In this respect, Glaeser, Scheinkman, and Schleifer (1995) find very weak or no association between
a number of urban policies (though not public transport) and urban growth between 1960 and 1990. In addition, recent
work by Ferreira and Gyourko (2009) could find no evidence of any partisan effect with respect to the allocation of
municipal expenditure.
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Table 6: VKT as a function of lane kilometers and buses, pooled regressions.

[1] [2] [3] [4] [5] [6] [7] [8] [9] [10]
OLS OLS OLS OLS OLS OLS LIML LIML LIML LIML

Dependent variable: ln VKT for interstate highways, entire MSAs
ln(IH lane km) 1.07a 0.82a 0.86a 0.86a 1.06a 1.06a 1.38a 0.96a 1.09a 1.18a

(0.04) (0.05) (0.05) (0.04) (0.05) (0.05) (0.08) (0.10) (0.13) (0.17)
ln(bus) 0.14a -0.023 0.026 0.039b 0.021b 0.012c -0.035 -0.081c 0.12 0.21

(0.02) (0.017) (0.019) (0.018) (0.009) (0.008) (0.049) (0.046) (0.10) (0.14)
ln(pop.) 0.51a 0.40a 0.26b 0.32a 0.50a 0.079 -0.15

(0.05) (0.05) (0.12) (0.10) (0.12) (0.207) (0.27)
Geography Y Y Y Y
Census div. Y Y Y Y
Socio-econ. char. Y Y
Hist. pop. Y Y
MSA fixed effects Y Y
R2 0.90 0.94 0.95 0.96 0.94 0.94 - - - -
Overid. 0.90 0.46 0.47 0.38
First stage Stat. 23.3 21.1 9.53 5.68

All regressions include a constant and year effects. Robust standard errors clustered by MSA in parentheses.
684 observations corresponding to 228 MSAs for each regression. Instruments for buses and lane kilometers
are ln 1898 railroads, ln 1947 planned interstates, and 1972 presidential election share of democratic vote.
a, b, c: significant at 1%, 5%, 10%.

Regressions in table 6 are similar to regressions in tables 3 and 5 except that we also include the

log count of large buses in an msa as an explanatory variable. In columns 1 through 6 we present

ols regressions while in columns 7 through 10 we report liml regressions (rather than tsls since

our set of instruments is sometimes marginally weak). Our dependent variable is log vkt for all

interstates. As in results reported earlier, the lane kilometer elasticity of vkt is close to one in all

specifications. The second row gives our estimates of the bus elasticity of vkt. These estimates are

consistently small, are in general precisely estimated, do not have a consistent sign, and are often

statistically indistinguishable from zero.

To check the robustness of our results, appendix table 5 (in a separate appendix) repeats some

of the regressions of table 6 for each of our three cross-sections. The resulting estimates of the

bus elasticity of vkt are qualitatively unchanged. As a further check, appendix table 6 repeats the

regressions of table 6 using a broader measure of transit adding all train cars to our count of buses.

The resulting elasticity estimates of this table are virtually identical to those of table 6.

Consistent with the fundamental law, these results fail support the hypothesis that increased

provision of public transit affects vkt. This finding also should be of independent interest to policy

makers.
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Convergence of AADT levels

The fundamental law of road congestion requires that each msa have an intrinsic natural level of

traffic conditional on lane kilometers of roadway. An implication of this is that a deviation from

this natural level ought to be followed by a return to it. Traffic flows should exhibit convergence to

this natural level. In this subsection we thus examine the evolution of average annual daily traffic

(aadt) rather than vehicle kilometers traveled (vkt).

The raw data suggest that such convergence may occur. From 1980 to 2000 the cross-msa

standard deviation of all interstate aadt decreases from 1.40 to 1.28. To investigate the possibility

of convergence more carefully, table 7 presents the results of ‘aadt growth regressions’ in which

we pool first differences in interstate aadt for 1990 and 2000 and regress them on initial interstate

aadt levels.

In the first four columns of table 7 we see that for interstate aadt the relationship between initial

levels and changes is negative in the cross-section, even as we add an exhaustive set of controls.

In column 5 we see that mean reversion persists if we include msa fixed effects and consider only

time series variation.15 In column 6 we account for the possibility of an endogenous relationship

between changes in aadt and changes in population by instrumenting for the latter using our

population change instrument described above. This iv estimate shows mean reversion similar to

what we see in the ols regressions.

In appendix table 7 (in a separate appendix), we replicate these regressions for corresponding

measures of aadt for interstate highways in urbanized areas, non-urban interstates, and major

urban roads and find evidence of convergence for these roads as well.

4. Where does all the VKT come from?

Our data show that building roads elicits a large increase in vkt on those roads. We now turn our

attention to understanding where all the extra vkt comes from. In particular, we consider four

possible sources of demand for vkt: changes in individual behavior; the migration of people and

15The much higher coefficient obtained in this regression is reminiscent of results in gdp growth regressions and might
be explained by the greater importance of measurement error for differences than for levels. However our results in the
other columns do not appear to be driven by measurement error. Traffic convergence during the 1990s is the same in
ols or tsls when instrumenting initial aadt with its 10-year lagged value.
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Table 7: Convergence in daily traffic.

[1] [2] [3] [4] [5] [6]
OLS OLS OLS OLS OLS, FE TSLS

Dependent variable: Change in ln daily traffic (AADT) for interstate highways, entire MSAs.
Initial ln IH AADT level -0.11a -0.12a -0.17a -0.22a -0.98a -0.17a

(0.02) (0.02) (0.02) (0.03) (0.05) (0.02)
∆ ln(pop.) 0.38a 0.48a 0.29b 0.69b

(0.10) (0.11) (0.14) (0.31)
Geography Y Y Y
Census div. Y Y Y
Initial Share Manuf. Y Y
Hist. pop. Y
Socio-econ. char. Y
R2 0.26 0.32 0.39 0.44 0.82 -
First stage Stat. 47.6

All regressions include decade effects. Robust standard errors in parentheses (clustered by MSA).
456 observations corresponding to 228 MSAs for each regression. a, b, c: significant at 1%, 5%, 10%.
Instrument for ∆ ln(pop.) is expected population growth based on initial composition of economic activity.
interacted with the national growth of sectors.

Table 8: Truck VKT as a function of lane kilometers, pooled regressions.

[1] [2] [3] [4] [5] [6] [7] [8] [9] [10]
OLS OLS OLS OLS OLS OLS OLS OLS TSLS TSLS

Dependent variable: ln Truck VKT for interstate highways, entire MSAs
ln(IH lane km) 1.30a 1.16a 1.20a 1.25a 1.19a 1.46a 1.48a 1.52a 2.09a 2.32a

(0.07) (0.13) (0.13) (0.13) (0.14) (0.26) (0.27) (0.27) (0.44) (0.43)
ln(pop.) 0.16c 0.13 0.23b 1.79b 2.14b 2.02b -0.48 -0.77b

(0.08) (0.11) (0.10) (0.79) (0.94) (0.91) (0.31) (0.34)
Geography Y Y Y Y
Census div. Y Y Y Y
Socio-econ. char. Y Y Y
Hist. pop. Y
MSA fixed effects Y Y Y
R2 0.53 0.54 0.58 0.59 0.61 0.31 0.34 0.34 - -
Overid. 0.27 0.18
First stage Stat. 16.5 11.8

All regressions include a constant and year effects. Robust standard errors clustered by MSA in parentheses.
Instruments are ln 1835 exploration routes, ln 1898 railroads, and ln 1947 planned interstates.
684 observations corresponding to 228 MSAs for each regression. a, b, c: significant at 1%, 5%, 10%.

economic activity, increases in the commercial transportation sector, and diversion of traffic from

other roads.

Commercial VKT

To investigate the relationship between changes in the road network and changes in truck vkt we

first use the hpms Sample data’s reports of the daily share of single unit and combination trucks

using each road segment on an average day. With our other data, this allows us to calculate truck

vkt for all roads in our sample. With these measures of truck vkt in hand, we replicate our earlier

analysis of all vkt for truck vkt.
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Table 8 reports these results. Our dependent variable is all interstate highway truck vkt and the

explanatory variable of interest is lane kilometers of interstate highways. In columns 1 through

5, we report ols estimates. In columns 6, 7 and 8 we include msa fixed effects and identify the

effect of interstate highways on truck vkt using only time series variation. In columns 9 and 10 we

report tsls where we use our three historical variables to instrument for contemporaneous lane

kilometers. In every case, our estimate of the highway elasticity of truck vkt is above one and

is estimated precisely. While the ols and fixed-effect estimates are generally within two standard

deviations of one, the iv estimates in columns 9 and 10 are above 2 and are more than two standard

deviations above one.

In all, we find that a 10% increase in interstate highways causes about a 10-20% increase in truck

vkt, so that commercial traffic is at least as responsive to road supply as other traffic.

We confirm these results for all interstate highways in Appendix table 8 which runs separate

regressions for each decade. We also replicate these regressions for urbanized roads. Interestingly

truck vkt in cities responds less to changes in major roads than does interstate truck traffic to

changes in interstates.

In a separate appendix, we also examine the relationship between roads and employment

in traffic intensive activities. We use County Business Patterns data for 1983, 1993, and 2003.

These data provide county level information on employment in "Motor freight transportation and

warehousing" (sic 42). Appendix tables 9 and 10 present results of regressions predicting log msa

employment in trucking and warehousing. These regressions show that employment in this sector

increases with interstate lane kilometers, that it is more responsive to the supply of non-urbanized

area interstate than to the supply of urbanized area interstate, and that it has become more sensitive

to changes in the supply of interstate highways over the course of our study period.

An interesting explanation for our findings is that improvements to highways cause large

increases in the use of these routes by long-haul truckers, while improvements to the local road

network cause smaller increases in local commercial traffic.

Individual driving behavior and highways

We now investigate the extent to which individual or household driving behavior changes in

response to changes in the extent of an msa’s interstate network. To accomplish this, we look
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at the relationship between lane kilometers of interstate highway and three different measures of

individual and household driving taken from the 1995 and 2001 npts.

The npts actually consists of four parts. The ‘household survey’ provides categorical variables

describing the age, race, education, and income of the household head or the principal respond-

ent.16 Confidential geocode information allows us to assign all households to msas.17 The ‘vehicle

survey’ provides a detailed description of each household motor vehicle including the survey

respondents’ report of how many kilometers it was driven in the past twelve months. We use the

vehicle survey to construct an estimate of total vkt for the household during the survey year. The

‘person survey’ describes travel behavior for household members over the past week, commuting

behavior in particular. We use the person survey to measure commuting behavior for the average

commuter in a respondent household. Finally, the ‘trip survey’ describes all household travel on a

given randomly selected day. We use this survey to measure all household daily vkt.

While we provide more detailed discussion of the npts and some descriptive statistics in the

data appendix, it is useful to discuss the relationship between the npts and hpms based measures

of vkt. The npts reports a per household measure of vkt on all roads while the hpms reports

aggregate vkt on interstates and major urban roads within msas. Thus, the hpms looks at all

traffic on a subset of roads while the npts looks at all household driving on any roads, but ignores

commercial or through traffic and changes in population.

To investigate the extent to which individual or household driving behavior changes in re-

sponse to changes in the extent of an msa’s interstate network we look at the relationship between

lane kilometers of interstate highway and our three npts derived measures of individual and

household driving.

We perform two series of estimations using our two pooled cross-sections of the npts. The first

uses our city level cross-section estimating equation (2), adjusted to reflect the fact that our unit of

16It is worth noting that the npts survey protocol requires a phone call, a house visit, and that respondents keep a
travel diary. Thus it should be regarded as accurate relative to other sources self-reported travel data. The 2000 us census
provides an alternative source of information regarding commute times. This information is reported for a sample of
the population using 12 time-bands. A comparison between 2000 census and 2001 npts data of mean commute times
across 227 msas yields a raw correlation of 0.63. This correlation is 0.85 when considering only msas with population
above 1 million. Means computed from the npts appear more noisy. Regressing log census mean commute times for all
commuters (including those using public transportation) against mean npts car commute times yields a coefficient of
1.05 in a regression without constant.

17The public use data only reveals respondents’s msas for respondents residing in large msas. We do not use earlier
waves of the npts because they cannot be geocoded.
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Table 9: Individual travel as a function of interstate lane kilometers.
ln commute

distance
ln HH daily

VKT
ln HH annual

VKT

[1] [2] [3] [4] [5] [6] [7] [8] [9]

Panel A (OLS) on interstate highways, entire MSAs.
ln(IH lane km) 0.094a 0.074a 0.074a -0.028 0.087a 0.082a -0.047a 0.055a 0.054a

(0.013) (0.022) (0.021) (0.020) (0.022) (0.020) (0.016) (0.016) (0.015)
ln(pop.) 0.022 0.25 -0.091a 0.12 -0.075a -0.046

(0.021) (0.17) (0.019) (0.20) (0.014) (0.116)
Geography Y Y Y Y Y Y
Census div. Y Y Y Y Y Y
Hist. pop. Y Y Y
Observations 51447 51447 51447 65318 65318 65318 60320 60320 60320
R2 0.06 0.06 0.06 0.10 0.10 0.10 0.18 0.19 0.19

Panel B (TSLS) on interstate highways, entire MSAs.
Instruments: ln 1898 railroads and ln 1947 planned interstates

ln(IH lane km) 0.097a 0.10b 0.10a -0.017 0.11b 0.089c -0.040b 0.056b 0.049c

(0.014) (0.04) (0.04) (0.021) (0.05) (0.053) (0.016) (0.027) (0.028)
ln(pop.) -0.00072 0.22 -0.11b 0.11 -0.076a -0.040

(0.0331) (0.17) (0.04) (0.21) (0.022) (0.119)

Observations 51447 51447 51447 65318 65318 65318 60320 60320 60320
Overid 0.063 0.36 0.52 0.28 0.14 0.45 0.12 0.63 0.94
First stage F 51.7 18.6 16.8 50.1 17.5 15.5 49.1 16.9 14.6

All regressions include a constant and control for individual characteristics (income, education, gender,
age, and race). Robust standard errors in parentheses (clustered by MSA).
228 MSAs represented in all regressions. a, b, c: significant at 1%, 5%, 10%.

observation is now a person or household in a particular city and year. In particular, we estimate,

ln(Qar

j ) = A0 + ρQar

Rih ln(Rih

ij ) + A1Xij + εj, (6)

where Qar

j denotes vkt on all roads for household (or individual) j and i indexes msas. Because

of the log specification, the coefficient on lane kilometers is the elasticity of household vkt on all

roads with respect to interstate highway lane kilometers. We include as control variables both msa

level characteristics and individual demographic characteristics, and allow for clustering of errors

at the msa level.

Our second set of estimations is the individual or household level analog of our instrumental

variables estimating equation (5). Here, except for the presence of controls for individual charac-

teristics, our first stage equation predicts interstate kilometers and is identical to the first stage in

equation (5), the second stage corresponds to equation (6).

Table 9 reports the results of regressions to explain three measures of individual driving using

pooled cross-sections from the 1995 and 2001 npts. Panel a of the table presents ols estimates

and panel b presents tsls estimates. In the first three columns our dependent variable is commute

kilometers on a typical day for all npts individuals who commute. In columns 4 through 6 our
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dependent variable is total household vehicle kilometers on a particular travel day. In columns 7

through 9, our dependent variable is total vkt by all household vehicles in the survey year.

With the exception of the regression in column 7, for which there is no measurable relationship

between interstate kilometers and household vehicle kilometers, all estimates suggest a positive

and statistically significant relationship between the extent of the highway network and individual

travel. Our preferred estimates are the tsls estimates in panel b. These estimates suggest that a 10%

increase in the extent of the interstate network causes about a 1% increase in individual driving on

all roads. While the npts data does not reveal which classes of roads accommodate this increase in

driving, below we use the hpms to explore the diversion of traffic between classes of roads.

Population growth

By reducing the cost of transportation within a city, all else equal, improvements to a city’s road

network make a city more attractive relative to other cities. Given the high mobility of the us

population, this suggests that changes to a city’s road network should be met with changes to a

city’s population. In fact, this conjecture appears to be true, and the extant literature estimates the

size of this effect.

Michaels (2008) and Chandra and Thompson (2000) provide suggestive evidence. Both papers

consider the effect of improvements in access to the interstate system on rural counties in the us.

Michaels (2008) finds that an interstate highway in a rural county leads to large increases in retail

earnings. Chandra and Thompson (2000) find that improved access to the interstate system causes

an overall increase in firm earnings. Together, these results show that interstate highways cause

increases in the level of local economic activity. To the extent that population levels and overall

economic activity are linked, this suggests that improvements to the interstate network lead to

population increases.

Duranton and Turner (2008) provide more direct evidence. Duranton and Turner (2008) con-

sider us msas between 1980 and 2000, and investigate the way that population growth responds

to changes in the road network. Like the current paper, they rely on an early plan of the interstate

highway network and 1898 railroad routes as instruments for the modern road network. They find

that a 10% increase the extent of the road network causes a 1.3% increase in msa population over

10 years, and a 2% increase over 20 years.
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Diversion from other roads

We measure traffic and lane kilometers for three exclusive classes of roads in each msa; urbanized

area interstates, non-urbanized area interstates, and major urbanized area roads. These data allow

direct tests of whether changes to one class of roads affects vkt on the others. In particular, we

estimate each of the three following variants of equation (2),

ln(Qihu

it ) = A0 + ρQihu

Rihu ln(Rihu

it ) + ρQihu

Rihnu ln(Rihnu

it ) + ρQihu

Rmru ln(Rmru

it ) + A1Xit + εit (7)

ln(Qihnu

it ) = B0 + ρQihnu

Rihu ln(Rihu

it ) + ρQihnu

Rihnu ln(Rihnu

it ) + ρQihnu

Rmru ln(Rmru

it ) + B1Xit + γit (8)

ln(Qmru

it ) = C0 + ρQmru

Rihu ln(Rihu

it ) + ρQmru

Rihnu ln(Rihnu

it ) + ρQmru

Rmru ln(Rmru

it ) + C1Xit + νit. (9)

In equation (7), ρQihu

Rihnu is the urbanized area interstate vkt elasticity of non urbanized area interstate

lane kilometers. If, for example, this parameter is -0.1 then a 10% increase in non-urbanized area

interstate lane kilometers results in a 1% decrease in urbanized area interstate vkt. Interpretation

of other coefficients is similar.

Table 10 reports estimates of equations (7)-(9). In all regressions we pool our three cross-sections

of hpms data and use ols. Panel a presents estimates of equation (7). In these regressions our

dependent variable is urbanized area interstate vkt and the dependent variables of interest are

the three measures of lane kilometers. We exploit cross-sectional variation and from left to right,

use progressively more exhaustive lists of controls. Panels b and c are similar to panel a, but use

non-urbanized interstate vkt and major urbanized area road vkt as dependent variables.

Consistent with our earlier results we see that vkt elasticity of own lane kilometers is close to

one for all specifications in panel a and above 0.8 for all specifications in panels b and c. The largest

estimated cross elasticity is 0.22 for the non-urbanized area interstate vkt elasticity of urbanized

area major road lane kilometers, in column 1, row 3 of panel b. This estimate is not robust to

the addition of controls, and is negative or indistinguishable from zero in other specifications.

The estimate of the urbanized area interstate vkt elasticity of urbanized area major road lane

kilometers in row 3 column 1 of panel a is similar. Other cross-elasticities are generally quite small.

Our preferred regressions are reported in column 5. In this specification, all cross-elasticities are

negative with magnitudes no larger than 0.1. In sum, table 10 suggests that, while traffic diversion

does occur in response to changes in the road network, the fundamental law of road congestion

mainly reflects traffic creation rather than traffic diversion.
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Table 10: VKT as a function of lane kilometers for different types of roads, pooled OLS.

[1] [2] [3] [4] [5]

Panel A. Dependent variable: ln VKT for interstate highways, urbanized areas within MSAs
ln(IHU lane km) 1.09a 1.01a 1.04a 1.03a 1.04a

(0.03) (0.03) (0.03) (0.03) (0.03)
ln(IHNU lane km) -0.026 -0.083a -0.086a -0.087a -0.099a

(0.031) (0.025) (0.024) (0.024) (0.023)
ln(MRU lane km) 0.22a -0.13b -0.12b -0.12b -0.100b

(0.04) (0.06) (0.06) (0.05) (0.05)
ln(pop.) Y Y Y Y
Geography Y Y Y
Census div. Y Y Y
Socio-econ. char. Y Y
Hist. pop. Y

R2 0.96 0.97 0.97 0.98 0.98

Panel B. Dependent variable: ln VKT for interstate highways, outside urbanized areas within MSAs
ln(IHU lane km) 0.032 -0.049 -0.030 -0.030 -0.013

(0.037) (0.034) (0.031) (0.030) (0.032)
ln(IHNU lane km) 0.87a 0.81a 0.84a 0.85a 0.83a

(0.04) (0.03) (0.03) (0.02) (0.02)
ln(MRU lane km) 0.22a -0.14b -0.053 -0.046 -0.013

(0.05) (0.05) (0.052) (0.050) (0.050)

R2 0.85 0.88 0.92 0.92 0.93

Panel C. Dependent variable: ln VKT for Major Roads, urbanized areas within MSAs
ln(IHU lane km) 0.015 -0.049a -0.049a -0.057a -0.048a

(0.021) (0.018) (0.016) (0.014) (0.015)
ln(IHNU lane km) 0.042b -0.0038 0.00063 -0.0044 -0.0042

(0.021) (0.0181) (0.0150) (0.0133) (0.0133)
ln(MRU lane km) 1.09a 0.81a 0.82a 0.81a 0.82a

(0.03) (0.03) (0.03) (0.03) (0.03)

R2 0.97 0.98 0.99 0.99 0.99
All regressions include a constant and year effects. Robust standard errors clustered by MSA in parentheses.
572 observations corresponding to 192 MSAs for each regression. a, b, c: significant at 1%, 5%, 10%.

In a separate appendix, we confirm these results in appendix tables 11 and 12. In these tables

we replicate the results of table 10 in decade by decade ols regressions and in first difference

regressions.

An accounting exercise

The fundamental law of road congestion requires that changes in the extent of the road network are

met with proportional changes in traffic. We have suggested four possible sources for this increase

in traffic; changes in trucking and commercial driving, changes in individual or household driving

behavior, changes in population, and diversion of traffic. We now consider whether these four

sources are sufficient to explain the fundamental law and assess their relative importance.

To begin, consider a 10% increase in the interstate network of an average msa around 2000.

Using our preferred estimate from column 3 of table 5, this increase causes a 10.3% increase in vkt
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on the interstates of our hypothetical city.

In table 1 we see that in 2003, trucks accounted for 13% of vkt on interstate highways in an

average msa. In table 8, our preferred specification is column 10, where the truck vkt elasticity

of interstate highways is about 2.3. This means that a 10% increase in the stock of roads causes

about a 23% increase in truck vkt and a 3.0% increase in overall interstate vkt, about 29% of the

total increase in vkt caused by our 10% increase in roads. While our preferred elasticity of 2.3 may

seem high, the average of all estimates in panel a of table 8 is 1.5. This lower value would imply

that trucks represent 18% of the total increase in vkt. Therefore, we estimate that trucks account

for between 19 and 29% of the total increase in interstate vkt that results from our hypothetical

10% increase in interstate lane kilometers.

For migration, taking the preferred estimate from Duranton and Turner (2008), our 10% increase

in the interstate network causes about a 2.1% increase in population. From column 3 of table 5, the

msa population elasticity of interstate vkt is 0.30. Together, these two elasticities suggest that a 10%

increase in population results in about a 0.6% increase interstate vkt, about 6% of the total increase.

This elasticity of 0.30 is estimated in a regression that also controls for decennial population levels

between 1920 and 1970. Because decennial population levels are highly correlated, this may

understate the effect of population on vkt.

Panel b of table 4, which controls for the endogeneity of population in first difference estimates,

reports higher estimates. The estimate in column 5 is 1.02. This alternative value implies that

population growth represents 21% the total effect of an extension in interstate lane kilometers.

Therefore, we estimate that migration accounts for between 5 and 21% of the total increase in

interstate vkt that results from our hypothetical 10% increase in interstate lane kilometers.

Turning to substitution across roads, we suppose that the 10% increase in our msa’s interstate

lane kilometers network is accomplished by increasing both urbanized and non-urbanized inter-

states by 10%. Since we are considering increases to both classes of interstate highways, we need

only be concerned with diversion of traffic from major urbanized area roads. This is estimated

in panel c of table 10. In rows 1 and 2 of column 5, we see that a 10% increase in urbanized

and non-urbanized interstate causes a decrease in major urban road vkt of 0.48% and 0.04%,

respectively (and basing our calculation on column 3 or 4 would yield similar results). That is,

our 10% increase in interstate lane kilometers diverts 0.52% of traffic from major urban roads.

Using the levels of vkt for major urban and all interstates given in table 1 allows us to calculate
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that this diversion amounts to about a 1% increase in interstate vkt, or about 10% of the total effect

of our hypothetical 10% extension. Because many estimates in table 10 (or in appendix tables 12

and 13) indicate no substitution from major urban roads towards interstates, we cannot rule out

the absence of a substitution effect. Therefore, we estimate that the diversion of traffic from other

classes of roads accounts for between 0 and 10% of the total increase in interstate vkt that results

from our hypothetical 10% increase in interstate lane kilometers.

Calculating the contribution of changes to household behavior is more difficult. Table 9 estim-

ates the effect of interstate lane kilometers on individual driving behavior. We take the estimate of

0.11 given by column 5 of panel b (which is very close to the corresponding estimate for alternative

measures of vkt in columns 2, 3, and 6 of both panels). A 10% increase in interstate lane kilometers

causes a 1.1% increase in household annual vkt. Unfortunately, our data do not allow us to appor-

tion household driving to different road networks. A first possibility is to assume that this 1.1%

increase in driving is proportional to current driving across all road networks. Since households

represent 87% of interstate vkt, this 1.1% increase represents an increase in interstate vkt of 0.9%

or 9% of the total increase in interstate vkt caused by a 10% increase in lane kilometers. This is

arguably an unrealistic lower bound. Alternately, suppose that the 1.1% increase in household

driving takes place only on interstates (recall that we earlier reported that about 24% of vkt takes

place on interstates). In this case, the increase in interstate vkt would account for 4.1% of the total

change in vkt or 39% of the effect of our expansion in lane miles. This constitutes an upper-bound.

Therefore, we estimate that increases in household driving account for between 9 and 39% of the

total increase in interstate vkt that results from our hypothetical 10% increase in interstate lane

kilometers.

To sum up, of four possible sources for the new traffic following an increase in lane kilometers

of interstates, changes to individual behavior and changes in commercial driving are the most

important. Migration and traffic diversion are significantly less important. We also note that if

we take the upper bounds for the shares of all four sources we account for just about the entire

increase in vkt.

5. Conclusion

This paper analyzes new data describing city level traffic in the continental us between 1983 and

2003. Our estimates of the elasticity of msa interstate highway vkt with respect to lane kilometers
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are 0.86 in ols, 1.00 in first difference, and 1.03 with iv. Because our instruments provide a

plausible source of exogenous variation, we regard 1.03 as the most defensible estimate. We take

this as a confirmation of the ‘fundamental law of highway congestion’ suggested by Downs (1962)

where the extension of interstate highways is met with a proportional increase in traffic for us

msas.

We also provide suggestive evidence that this law extends beyond urban highways, a ‘funda-

mental law of road congestion’. For a broad class of major roads within the ‘urbanized’ part of

msas we estimate a roadway elasticity of vkt between 0.67 and 0.89 depending on the decade in

ols. Changes in the boundaries of urban areas over time and the weakness of our instruments for

this class of roads preclude reliable first-difference and iv estimates.

Beyond direct evidence we confirm two implications of the fundamental law of road congestion;

we find no evidence that public transit affects vkt and there is convergence of traffic levels. Our

results also suggest that roads are assigned to msas with little or no regard for the prevailing level

of traffic.

We also consider the sources of new traffic elicited by extensions to the interstate network. We

find that changes to individual driving behavior and increases in trucking are most important.

Migration is somewhat less important. Surprisingly, diversion of traffic from other road networks

does not appear to play a large role.

These findings suggest that both road capacity expansions and extensions to public transit are

not appropriate policies with which to combat traffic congestion. This leaves congestion pricing as

the main candidate tool to curb traffic congestion.

Appendix A. Description of data

A.. Consistent MSA definitions

msa’s are defined as aggregations of counties. We use the 1999 msa definitions. In order to insure

that our definitions are constant over time, we track changes in county boundaries back to 1920

and make adjustments to msa definitions as required in each decade.
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B.. HPMS data

We rely extensively on the Highway Performance Monitoring System (hpms) data for 1983, 1993,

and 2003, and slightly on the hpms data for 1995 and 2001. These data are collected and maintained

by the us Federal Highway Administration in cooperation with many sub-national government

agencies. Documentation is available in United States Department of Transportation, Federal

Highway Administration (2005b), United States Department of Transportation, Federal Highway

Administration (2003a) and United States Department of Transportation, Federal Highway Ad-

ministration (2003b).

The hpms consists of two parts. The Universe data is supplied for most road segments in the

interstate highway system and some other major roads and provides a description of each segment.

The Sample data provides additional information about all segments in the Universe data, including

an urbanized area code for segments falling in urbanized areas. For a sample of smaller urbanized

area roads, the Sample data also provides all data fields that occur in the Universe and Sample

data.

In general, each segment reported in the hpms represents a larger set of similar segments

(typically of the same road), called a sample. Thus, each reported segment is associated with

an expansion factor which relates the length of the segment described in the data to the length

of the sample it represents. Since states are required to report information on every interstate

highway segment, all interstate highway segments should have an expansion factor of one. In

fact, the average expansion factor for these segments is about 1.5, so that states seem not to be in

compliance with reporting requirements. For non-interstate segments, principally smaller classes

of roads, reporting requirements permit expansion factors of up to 100. In fact, a small number

of larger expansion factors occur but we exclude these segments from our sample. For urbanized

area roads in the relevant classes, reporting rules require that the union of all samples be the set

of all urbanized area roads. Loosely, urbanized area road segments are partitioned into sets of

similar segments, and one segment from each set is reported in the hpms sample data. In this

sense, Sample data represents all urbanized road segments subject to reporting requirements.

For the interstate highway system the hpms records number of lanes, length, aadt, and county.

By construction, road segments do not cross county borders. For segments in urbanized areas, the

hpms also provides an urbanized area code. Since msas are county based units, these data allow

us to calculate vkt for the urbanized and non-urbanized area interstate systems by msa.
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Within urbanized areas, the hpms, not only describes the interstate highway system, but also

all roads in the following functional classes: Principal arterial - Other freeways and expressways,

Principal arterial - other, Minor arterial, Collector, Local. There is no mandated reporting of local

roads, so they make up only a small share of the hpms data and are excluded from our analysis.

Our ‘major roads’ are defined as the union of the remaining classes. The definitions of these road

classes are given in United States Department of Transportation, Federal Highway Administration

(1989) and span about 20 pages. Loosely, a local road is one which is predominantly used to access

addresses on that road, e.g., a residential street. Any road used principally to connect local roads

(but not an interstate) falls in one of the larger classes that we consolidate into major roads.

C.. NPTS data

In appendix table 11, we report some descriptive statistics about our two waves of the npts. Sur-

prisingly, these data show that driving distances per person, household, and vehicle all declined

between 1995 and 2001.

The ‘vehicle survey’ provides a detailed description of each household motor vehicle including

the survey respondents’ report of how many kilometers it was driven in the past twelve months.

We use this information to construct an estimate of total vkt for the household during the survey

year. This information is reported in the top section of appendix table 11. The ‘person survey’

describes travel behavior for each household member on a typical travel day. From this, we

construct household mean commute distance, time and speed for household members who drive

to work. Table 11 shows that mean commute distance decreased from 20.4 km in 1995 to 19.4

in 2001. This decrease in distance resulted in a small decrease in mean commute times despite

a decline in speed. Finally, the ‘travel day’ survey collects detailed information about each trip

taken by each household member on a randomly selected travel day. These data allow the calcu-

lation of household person-kilometers of vehicle travel, along with the person-minutes required

to accomplish this travel, and the average speed of this travel. Table 11 shows that total daily

household person-kilometers of travel was approximately constant over the study period, but that

the time required to accomplish this travel increased from 147.7 minutes to 160.9 minutes and

speed decreased from 48.4 to 43.9 km/h.

The descriptive statistics in appendix table 11 point at stability or a small decline in vkt per
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Table 11: Summary statistics for our main NPTS variables (averaged over individuals or HH, means
and standard deviations between brackets) and HMPS VKT for corresponding years.

Year: 1995 2001

NPTS vehicle survey (annual)
Mean vehicle km (person) 12,436 12,203

(7,737) (8,398)
Mean vehicle km (HH) 32,546 30,352

(19,672) (20,198)
Mean vehicle km (vehicle) 19,560 17,573

(9,355) (9,030)
NPTS person survey (daily)
Distance to work (km) 20.4 19.4

(21.6) (20.2)
Minutes drive to work 22.4 21.3

(17.3) (16.3)
Speed to work 50.9 49.6

(21.1) (22.1)
NPTS trip survey (daily)
Total HH person-km 134.8 134.5

(119.9) (112.0)
Total HH person-minutes 147.7 160.9

(88.7) (90.7)
Mean HH km/h 48.4 43.9

(12.2) (15.1)
Total HMPS VKT
Interstate Highways (’000 km) 2,876,074 3,484,750
Major Urban Roads (’000 km) 5,530,845 6,624,656
Number MSAs 228 228

household between 1995 and 2001. For the same period, the hpms indicates increases of around

20% for vkt, as reported at the bottom of appendix table 11. It is natural to wonder whether

these two findings are contradictory. To see that they are not, note that the npts and the hpms

report different measures of vkt.18 The npts reports a per household measure of vkt on all roads.

On the other hand, the hpms reports aggregate vkt on interstates and major urban roads within

msas. Thus, the hpms looks at a different set of roads than the npts and the 2001-1995 difference

reflects changes in commercial traffic and number of households, in addition to changes in vkt per

household.
18We rule out sampling errors. npts data sample a large number of households, are broadly acknowledged to be of

high quality, and their correlation with census data is also high as mentioned above. Schipper and Moorhead (2000)
also provide evidence that reported vkt in the npts is highly consistent with odometer vkt from the 1994 Residential
Transportation Energy Consumption Survey. As for the hpms, it is carefully scrutinized by the Bureau of Transportation
Statistics which uses it as the basis of its Transportation Statistics Annual Report.
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Figure 5: Right panel gives detail of original map of 1835-1850 exploration routes for a segment
of the Oregon trail near Salt Lake City. Left panel shows incidence of exploration routes in same
region. For this region, our measure of exploration routes is the count of grey pixels in the right
panel.

D.. Instruments

Our measures of the 1947 interstate highway plan and the 1898 railroad network are taken from

Duranton and Turner (2008) and are documented there. Further discussion of the 1947 highway

plan is available in Michaels (2008) and Baum-Snow (2007).

While our exploration routes variable is new, Duranton and Turner (2008) experimented with

a different formulation and found that it did not have much predictive ability. In this initial

formulation of the exploration route data, we treated the exploration route map in exactly the

same way as we did the 1947 highway plan and the 1898 railroad map. That is, all routes are

treated in exactly the same way and receive exactly the same weight. In particular, this means that

well used and important routes, such as the Oregon or Santa Fe trails, are given the same weight

as less successful routes. With this said, since the exploration routes map provides a line for each

expedition it describes, even if this line is very close to the line for another expedition on the same

route, the map does permit us to distinguish more intensively used routes from less. In particular,

if we digitize the map and count all pixels assigned to any route, we have a measure of the intensity

with which a region was used by explorers between 1835 and 1850. This is precisely what we did.

Figure 5 illustrates.

The share of the democratic vote in the 1972 presidential election is calculated from the General

Election Data for the United States, 1950-1990, from the Inter-university Consortium for Political

and Social Research (icpsr).
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E.. Geography

Our data includes five measures describing the physical geography of an msa taken from the

data used by Burchfield, Overman, Puga, and Turner (2006). The particular measures of physical

geography that we use are: elevation range within the msa, the ruggedness of terrain in the

msa, heating degree days, and cooling degree days and ‘sprawl’ in 1992. Elevation range is the

difference in meters between the elevation of the highest and lowest point in the msa. Ruggedness

is calculated by imposing a regular 90 meter grid on each msa and calculating the mean difference

in elevation between each cell and adjacent cells. Heating and cooling degree days are engineering

measures used to assess the demand for heating and cooling. Sprawl is the measure of sprawl

calculated in Burchfield et al. (2006) and measures the share of undeveloped land in the square

kilometer surrounding an average structure. More detail about these variables is available in

Burchfield et al. (2006) and at http://diegopuga.org/data/sprawl/.

F.. Employment

To measure employment we use the County Business Patterns data from the us Census Bureau.

These data are available annually from 1983 to 2003. We construct disaggregated employment data

at the two digit-level (with 81 sectors) to investigate whether the supply of interstate highways and

other major roads affects the composition of economic activity and, in particular, employment in

transportation-intensive sectors. Between 1983 and 2003, three different industrial classifications

have been used in the us: the standard industrial classification (sic) which remained unchanged

at the two-digit level until 1997, the 1997 North American Industry Classification System (naics)

from 1998 to 2002, and the 2002 naics for 2003. Using the same cross-walk as in Duranton and

Turner (2008), we perform our employment regressions using sic categories.

G.. Public transit infrastructure

To comply with Section 15 of the Urban Mass Transportation Act, all public transit districts in the

us submit annual reports to the federal government detailing their assets and activities over the

course of the year. Our data for 1984 bus service comes from table 3.6, p3-308, of United States

Department of Transportation, Urban Mass Transit Administration (September 1986). The section

15 reports are available in electronic form starting in 1984. While these reports do not assign transit
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districts to an msa, they contain enough geographic information, e.g., zipcode, so that about 700

of the 740 transit districts that operate during 1984, 1994, or 2004 can be assigned to a non-msa

county or to an msa.

With this correspondence constructed, we count all ‘large buses’ in each msa at peak service for

1984. We use this daily average number of large buses operating at peak service in 1984 to measure

an msa’s stock of public transit infrastructure. In our definition of large buses we include buses in

the following Section 15 reporting classes: articulated bus; bus A (>35 seats); bus B (25-35 seats);

bus C (<25 seats); double deck bus; motor bus; motor bus (private); street car; trolley bus.

H.. Socio-economic characteristics:

To measure msa socio-economic characteristics, we use three data sources. The share of manufac-

turing employment is computed from the County Business Patterns for 1983, 1993, and 2003 to

match the years of data for vkt and roadway. The 1980 segregation index is calculated from 1980

census tract level data and is based on the measure of housing segregation described in equation

(3), p. 836 of Cutler and Glaeser (1997). Finally, the share of college educated workers, share

of poor, and average earnings are computed using data from the 1980, 1990, and 2000 decennial

censuses. From the education questions in these three censuses, we are able to build a consistent

variable capturing the share of residents with some college education (or more) by msa. The

three censuses also contain a question about poverty which can be aggregated in the same way.

Individual earnings are also aggregated in a similar fashion with the caveat that the bands and the

top code differ across censuses.
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Jennifer Burdick - Panda Buffet demolition, Guest Opinion attached 

  
2/3/14 
 
Subject/Project: 
Panda Buffet demolition, Guest Opinion attached 
 
Mayor Rothschild 
Ms Uhlich, Council Member 
Mr. Kozachik, Council Member 
 
Dear Mayor Rothschild, Ms. Uhilch, and Mr. Kozachik, 
Please review the attached Guest Opinion, my personal opinion, for your information and understanding 
for the preferred demolition of this building. 
 
I can not attend the Study Session scheduled for tomorrow. 
 
I have submitted this opinion to the Daily Star for their consideration. 
 
If you have any questions, please contact me. 
Thank you for your efforts for a better Tucson. 
 
Sincerely Yours, 

 
 
Joseph Maher, Jr. AIA 
architect 

 
Cc: Ms Jenn Burdick 

From:    
To:    <mayor1@tucsonaz.gov>, <Karin.Uhlich@tucsonaz.gov>, <Ward6@tucsonaz.gov>
Date:    2/3/2014 7:54 AM
Subject:    Panda Buffet demolition, Guest Opinion attached
CC:    , <Jennifer.Burdick@tucsonaz.gov>
Attachments:   1PANDA~1.PDF
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 Guest Opinion: 
 “Empathy for A Building” 
  Broadway’s “Sunshine Mile”: A “Panda” Design Discussion 

 
  As an architect, it’s not unusual to have respect, adoration and even empathy for 
inanimate objects such as an excellently designed & important building. 
  For the Panda building, it’s better that we create “lemonade” from this lemon. 
   
The facts are: 
 The building is not historic nor important ‘rchitectural design. 
 Restaurants are the most difficult to remodel for many design reasons including 
costs beyond the vandalism.  In several locations, existing restaurants were demoed, 
replaced with new restaurants. 
 This building is too near the street right of way (ROW), which in this area is only 
eighty-feet (80) in width. Most boulevards contain a 100 foot or more ROW.   
 This building will probably be demolished for minimal improvements: a wider bike 
lane & sidewalk and street landscaping—all of these are missing and desperately needed 
to beautify the Sunshine Mile streetscape and historic buildings. 
 Apparently, City funds will be saved by the demolition, with the hope these are 
utilized more constructively at this site. 
 
So how do we mix the “lemonade”? 
 In a brief meeting last week headed by Jennifer Burdick, Project Manager for the 
Broadway Corridor Committee and several interested individuals, many excellent, 
positive ideas were discussed on how to utilize resources saved to enhance the site 
temporarily or preferably permanently as part of the Sunshine Mile. 
 I look forward to final suggestions from Jennifer and this group. 
 
 However, my design vision is to place these enhancements at the west portion and/or 
southwest corner of the site, positioned to avoid a future ROW widening—preferably 
permanent---but retain the majority of the site for future improvements, which hopefully 
respect Sunshine Mile’s ‘Rchitectural Design Integrity. 
  
 Some of my favorite design ideas: 
  Install an historic signage on the site, similar to the famous El Con Mall sign. 
  Install a kiosk to display future events, activities and other Sunshine Mile 
information. 
  Provide bicycle parking for possible Neighborhood or Community events 
held on site or elsewhere. 
  Install large shade trees at the south edge which can be relocated if needed. 
  Create a plaza for seating and gathering. 
  Probably the most difficult is to relocate the bus stop & shelter to this site; 
these must be located a required distance from a street corner. 
 
 
 
 
 



 
 “How do we respect Sunshine Mile’s ‘Rchitectural Design Integrity? 
 These aspects would assist in a design vision, add to the Design Integrity: 
  The sign code limits installations of historic signs, and needs to be revised. 
  The Sunshine Mile nor the Broadway Corridor Project provides any 
“‘Rchitectural Design Guidelines” to enhance the streetscape & building facades with 
cohesive, pleasing designs applicable to the Sunshine Mile and future construction. 
  Cash investments, donations or sponsorships by the Community and the 
Sunshine Mile businesses may be needed to supplement the city monies provided. 
  The existing zoning is inconsistent related to the existing buildings desired 
for retention.  
  Hence, the creation of a “district overlay” is critical to provide a path for 
building retention, shared parking, building & site architectural design guidelines, and 
incentives for design excellence. 
   The most enduring asset of the Sunshine Mile is the new respect for  
 “rchitectural Design missing or misunderstood in our beloved Tucson. 
  Enduring design elements would increase protection for the adjacent 
Neighborhoods but also benefiting our entire Community in a vastly improved   
   “Boulevard of Dreams & Destinations” in a future multi-modal  
  corridor known as the Sunshine Mile.  
Fin 
 

   Please Note: This is my personal opinion. 
 

 
 
 

  
 Joseph Maher, Jr. AIA  
 Architect 

   “Great Design and Planning can solve any ‘Rchitectural situation.” 
 

   A local architect, UA Grad, AZ native, self proclaimed ‘Richitectural Criti”,  
   active in several City of Tucson Citizen Committees;  Liaison to the   
   Broadway Corridor project from the City of Tucson     
   Planning Commission; Executive Board Member, the Southern Arizona  
   Chapter of the American Institute of Architects (SAC/AIA) 
 
   “Support for Reading, Riting, Rithmatic and Rchitecture can provide a path  
  for Community Design success.” 

 
 Address/contact: 
  
  
  
  



 



Broadway - Fwd: RE: GPC (2445 E. Broadway) 

  
 
 
>>> On 2/4/2014 at 3:48 PM, Daryl Cole wrote: 

Mr. Homan, we look forward to the process in improving the Panda Site with aesthetics that compliment the 
area.  
 
GPC our contractor is using this existing building as best usage possible, we are working with them to keep 
the site clean, as well their contribution to our community in eradicating graffiti in our city.  
 
We appreciate your support of the public process in working towards an alignment along Broadway that 
works for  all users along the corridor.  
 
Sincerely, 
 
 
 
Daryl W. Cole, Director 
Tucson Department of Transportation 
201 N. Stone Avenue, 6th Floor North 
Tucson, AZ 85701 
(520) 791-4371 
(520) 791-5902 (Fax) 
daryl.cole@tucsonaz.gov 
 
 
>>> MARK S HOMAN  2/4/2014 1:51 PM >>> 
 
 
Steve, Daryl, and Jenn, 
 
Thanks for recognizing that the City's own attention to its properties either enhances or degrades this area.  I 
appreciate your moving forward to enhance this section.  Given the Panda's demolition the City's 
contemporaneous improvement of the GPC site will send an important message that may moderate the 
effects of seeing buildings in the area destroyed. 
 
Thanks again, 
Mark 
 
> Date: Sun, 2 Feb 2014 18:08:40 -0700 
> From: Steve.Kozachik@tucsonaz.gov  
> To: Daryl.Cole@tucsonaz.gov; Jennifer.Burdick@tucsonaz.gov  

From:    Jennifer Burdick
To:    Broadway
Date:    2/4/2014 3:49 PM
Subject:   Fwd: RE: GPC (2445 E. Broadway)
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> CC: ; Richard.Miranda@tucsonaz.gov  
> Subject: GPC 
>  
> Following up on the condition of the GPC building we own at Tucson / Broadway. It looks like hell. They're 
our contractor. What are the terms of our letting them lease that space? Are they responsible for its 
appearance, or are we? How do we hide the ugly that sits in plain view behind the chain link fence?  
>   Thx - SteveK 
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Broadway - Fwd: Broadway Project and Panda Buffet 

  
 
 
>>> On 2/11/2014 at 4:25 PM, Jennifer Burdick wrote: 

Jason, 
  
It was a pleasure to meet you today.   
  
I will work to keep you informed regarding the demolition of the Panda Buffet. 
  
If you have any questions about anything, please feel welcome to call or email.   
  
Respectfully, 
Jenn 
  
********************************************** 
Jennifer Toothaker Burdick, Project Manager 
Broadway: Euclid to Country Club Roadway Improvement Project 
City of Tucson Department of Transportation 
  
Direct:  (520) 837-6648    Cell:  (520) 390-7094 
Web:  <www.tucsonaz.gov/broadway> 
********************************************** 

From:    Jennifer Burdick
To:    Broadway
Date:    2/22/2014 4:10 PM
Subject:   Fwd: Broadway Project and Panda Buffet
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Broadway - Re: Car Shopping Trips 

  
 
 
>>> On 2/22/2014 at 3:40 PM, Jennifer Burdick wrote: 

Ron, 
  
Thank you for sending this in.  I will add to the Public Input Report. 
  
~Jenn 
 
>>> On 2/13/2014 at 10:01 AM, Ronald spark  wrote: 

Peak Shopping and Decline of Traditional Retail  
Transportationist 
  
Shopping trips now comprise fewer than 9% of all trips, down from 12.5% in 2000, 
according to our analysis of the Twin Cities Travel Behavior Inventories. They are down 
by about one-third in a decade. 
 
Read On 
http://transportationist.org/2014/02/12/peak-shopping-and-the-decline-of-traditional-
retail/ 
  

From:    Broadway
To:    Jennifer Burdick
Subject:   Re: Car Shopping Trips
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Peak Shopping and the Decline of Traditional Retail

 FEBRUARY 12, 2014   DAVID LEVINSON   3 COMMENTS  

Cross posted at the OUP Blog (http://blog.oup.com/2014/02/transportation‐peak‐shopping‐traditional‐retail‐
decline/)

Shopping trips now comprise fewer than 9% of all trips, down from 12.5% in 2000, according to our 
analysis of the Twin Cities Travel Behavior Inventories. They are down by about one‐third in a decade.

When we want to eat at home but not prepare the food, urban dwellers have options. Some restaurants 
offer Delivery as well as Take‐Away, others offer Take‐Away but don’t Deliver, and some specialize in 
Delivery and avoid the storefront. For the customer who is not out and about, Delivery is more 
convenient. For the customer who is passing by the restaurant anyway. Ordering ahead and doing Take‐
Away makes a lot of sense, since there is no waiting for the delivery, the additional distance is small to 
nil, and tipping charges (or delivery surcharges) are avoided. Drive‐thru is Take‐Away for fast food 
(though you can still go into the establishment and take‐away as well), which avoids the pre‐ordering 
step, arguably at the cost of food quality.

When we want to consume non‐food items, we also have options. There is of course the store.

The block I live on mostly single family homes with some duplexes and apartments, in a quiet 
Minneapolis neighborhood once had two small grocery stores, founded before the days of cheap at 
home refrigeration and before larger grocery chains took off. One is now housing, the other a small 
restaurant.

If we did not have easy access to the store, or its storage capacity limited in the number of goods, we 
could order from a catalog. The Sears Wish Book being one of many, and delivery, especially enabled by 
Rural Free Delivery, was as fast as the supply chain of the time (which is to say, as fast they could, but 
nothing like today). Door‐to‐door sales was also common in this period, as there would be more likely to 
be someone at home to sell to.
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Catalogs were replaced by the Internet, and Sears by Amazon. Not only can we do the same thing 
differently, we can do many more things with the technology of the world wide web. Amazon is now 
nearing twenty years old, so we cannot really consider this new anymore.

The early dot com boom had a number of firms attempting same day if not same hour delivery. That 
didn’t work out as well as hoped, but like video conferencing and automated (if not flying) cars, it is an 
inevitable part of the future. There are lots of models out there: lockers, peer‐to‐peer delivery services 
(friends will pick up goods for you), and so on, but we already have 3 national networks doing delivery 
which are cost effective for many types of goods (USPS, UPS, FedEx), as well as specialists (local stores 
that deliver their own products (furniture, appliances, grocers, newspapers, milk), though one can 
certainly imagine some others emerging. Amazon is trying to patent pre‐cognition, sending you what 
you are going to order before you order it.

What goods will you have delivered? Anything that is standardized, commodified, and whose delivery 
is easily automated. Amazon entered the market with books, and decimated the big box book sellers like 
Borders and Barnes and Noble (who had earlier acquired and then put‐down many mall‐based 
neighborhood bookstores (Walden, B‐Dalton), which had themselves pushed out the independent 
neighborhood bookstores). For the book reader, we now have access to many more books than we did 
20 years ago. For the nostalgic, we obviously lost something as well. Such is progress. Books were 
relatively easy kindling for this revolution, the ISBN code had been around for a long time. There is a 
long‐tail of desired, but still standard items. There are economies of scale. They are easy to ship (and 
even easier to ship in electronic versions).

Music is seemingly similar. Once there was the neighborhood record shop, then the national (mall‐
centric) chain, then big boxes started to get in on the act. The technology of music changed faster than 
the book, moving from vinyl to tape to CD. In contrast with books, customers digitized and shared their 
music before the music industry could get their act together. Ultimately Apple’s iTunes brought prices 
down enough that listening to music is again more legal than illegal, and then new distribution 
mechanism (internet radio) changes the market again. Music is standardized, commodified, and the 
sequence in which you listen is automatically customizable using services like Pandora and iTunes 
Radio, among many others. While there is copyright‐violating sharing of eBooks, it is not of the same 
order of magnitude as music. (Just search for your favorite book followed by PDF, you might be 
surprised to find it on a non‐US website). Is downloading my own book illegal?

And then we get other items, all commodified though not digitized, that are amenable to the new 
distribution system: from clothing to lightbulbs, from batteries to baked goods, from Kindles to kites, 
which can all be ordered and delivered within 48 hours (if not sooner). Even custom goods get sold on 
places like Etsy. While used (and new) items both standard and non‐standard are offered on Ebay.

All of these deliveries reduce my travel to the store, while increasing travel in the logistics supply chain, 
but generally reduce travel overall.

The decline of shopping travel is one aspect of the decline of personal travel overall, and has many 
knock‐on effects. We need fewer roads (http://transportationist.org/2014/01/01/when‐will‐we‐reach‐peak
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Broadway - Fwd: Broadway Roadway Improvement Project and 2311 E. Broadway 

  
 
 
>>> On 2/14/2014 at 4:11 PM, Jennifer Burdick wrote: 

Mr. De Paolis, 
  
It was nice to talk to you by phone today.  I will keep you informed about progress with the Panda Buffet 
building demolition, and also the Broadway Roadway Improvement Project. 
  
If at any time you have questions, please let me know.  I am including my contact information below. 
  
Sincerely, 
Jenn 
  
********************************************** 
Jennifer Toothaker Burdick, Project Manager 
Broadway: Euclid to Country Club Roadway Improvement Project 
City of Tucson Department of Transportation 
  
Direct:  (520) 837-6648    Cell:  (520) 390-7094 
Web:  <www.tucsonaz.gov/broadway> 
********************************************** 

From:    Jennifer Burdick
To:    Broadway
Date:    2/14/2014 4:12 PM
Subject:   Fwd: Broadway Roadway Improvement Project and 2311 E. Broadway
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Broadway - Fwd: Broadway Roadway Improvement Project and 2435 E. Broadway 

  
 
 
>>> On 2/14/2014 at 4:10 PM, Jennifer Burdick wrote: 

Eric, 
  
Nice to talk to you by phone today.  I will keep you informed about progress with the Panda Buffet building 
demolition, and also the Broadway Roadway Improvement Project. 
  
If at any time you have questions, please let me know.  I am including my contact information below. 
  
Sincerely, 
Jenn 
  
********************************************** 
Jennifer Toothaker Burdick, Project Manager 
Broadway: Euclid to Country Club Roadway Improvement Project 
City of Tucson Department of Transportation 
  
Direct:  (520) 837-6648    Cell:  (520) 390-7094 
Web:  <www.tucsonaz.gov/broadway> 
********************************************** 

From:    Jennifer Burdick
To:    Broadway
Date:    2/14/2014 4:12 PM
Subject:   Fwd: Broadway Roadway Improvement Project and 2435 E. Broadway
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Jennifer Burdick - Re: Parking and Sidewalk papers 

  
Excellent - thanks, Margot.  It is right up front in a vertical magazine holder with a yellow sticky note with your 
name on it. 
  
~Jenn 
 
>>> On 2/21/2014 at 3:59 PM, Margot W Garcia < > wrote: 

Thanks, 
I guess what works best for me now that it is so late in the day is to pick them up on Monday when I come 
for the TTF at 4. So I will come over to the front desk on 6th floor at 3:30 or thereabouts. 
Margot 
 
 
On Fri, Feb 21, 2014 at 10:23 AM, Jennifer Burdick <Jennifer.Burdick@tucsonaz.gov> wrote: 

Margot, 
Danny was able to finish copying and compiling a copy each of the reports for you. He just brought them 
in to me. I can leave them up front for you here at TDOT, or figure out how to get them to you. What 
would work best for you? 
~Jenn 
 
 
>>> On 2/18/2014 at 11:54 AM, Margot W Garcia > wrote: 

Yes, I can come down and get them. Let me know when they are available. 
Margot 
 
 
On Mon, Feb 17, 2014 at 5:26 PM, Jennifer Burdick <Jennifer.Burdick@tucsonaz.gov> wrote: 

Margot, 
I just realized that I did not answer about getting you a copy of the reports. I can run 1 copy of 
each for you, but will not be able to bind them with the comb-binding. I will let you know when 
they are ready.  
Will you be downtown this week that you could pick them up? 
~Jenn 
>>> On 2/17/2014 at 4:08 PM, Margot W Garcia > wrote: 

Jenn, 
At the last CTF meeting there were two studies handed out to the CTF members and a copy of 
each available to the public. We were told we could download those from the website. I am 
unable to find those files. Could you please tell me where to find them? 
Better yet, I would like a hard copy of each. Is that possible? 
 
Margot 

From:    Jennifer Burdick
To:    Margot W Garcia
Date:    2/21/2014 4:18 PM
Subject:   Re: Parking and Sidewalk papers
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P.S. I don't think I told you, I told others, that I thought the last CTF meeting was well 
orchestrated. The presentations went well, were logical and easy to follow with good pictures. 
People stayed pretty much on time. I thought the break went very well. People were in clusters 
all over the room talking to each other - CTF members to each other too. After the break, CTF 
members appeared refreshed, refocused on the job at hand. Good job. 
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Jennifer Burdick - Comments on EPS White Paper 

  

February 17, 2014 

  

Benjamin Sigman 

Jason Moody 

Economic and Planning Systems 

One Kaiser Plaza, Suite 1410 

Oakland, CA 94612 

  

  

Greetings, 

  

Thank you for the opportunity to comment on the Draft White Paper “Broadway Boulevard Corridor 
Revitalization” of January 7, 2014. We have organized our comments in two parts. First some general 
comments as to tone and approach, and secondly some specific comments. 

  

  

General Comments 

  

1) Most importantly, the report does not recognize that the draft goals of the Broadway Boulevard 
Citizens’ Task Force (CTF) emphasize the retention and enhancement of the existing character and 
environment (i.e. local businesses and business incubator etc.).  This is the key issue.  Instead of looking 
at individual buildings and providing examples and case studies of chains, the report needs to focus 
more on what is needed to create and retain districts and corridors that promote place-making and 
provide opportunities for local businesses to thrive.  In other words, what is needed is a holistic 

From:    Margot W Garcia 
To:    <Jennifer.Burdick@tucsonaz.gov>
Date:    2/17/2014 9:28 AM
Subject:   Comments on EPS White Paper
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approach that examines the entire two-mile stretch. 

  

2) We are glad to find generally supportive comments about the economic vitality of the Broadway 
Boulevard as stated in the first of the key findings, “Today, Broadway Boulevard is an economically 
viable commercial corridor that supports a mix of retail, office and other uses;” and that, “Broadway 
Boulevard is an economically viable commercial corridor that has adapted over time to evolving 
physical and market conditions.” (Pages 1 and 2). We are delighted that you understand that; however 
the rest of the report tends to contradict this, and proposed actions that do not build upon the existing 
character of Broadway. An example occurred at the Citizens’ Task Force meeting on January 23 in the 
response to the CTF member who suggested that there was no major problem given the low vacancy 
rates, etc.  The response implied that many of the existing businesses were not thriving and that over 
time the mix will change.  While this may be true in some instances (and no one expects that all of the 
existing businesses, or even the current mix will remain), it seems that this not only contradicts the 
statements in the white paper, but that a more appropriate response would have been to suggest that the 
goal of future actions should be the enhancement of the corridor’s existing character so that overall 
vitality will occur.  

  

3) The examples of new investment along the two-mile stretch mentioned in the white paper, are only 
those of new construction, mostly on the south side of the roadway, which according to the 1987 plan 
was to be spared any acquisitions. The real story of the viability of the corridor is the continuing 
investment and repurposing of existing buildings, historic and other, on the north side, as they come 
available despite over three years of active public discussion of the street widening and that the 
widening could result in a taking of most of the north side parcels.  We ask that you document and call 
attention of the new (last five years) uses of existing buildings on the north side of Broadway. Here are 
some examples in in the last year on the north side of the street:  

      Chanel 14 AZTECA at 1201 E. Broadway 

      Flanagan’s Celtic Corner at 2719 E. Broadway  

      Nonesuch Gift Shop that is in a remodeled house at 2801 E. Broadway 

      Western Dentist and Orthodontic at 2901 E. Broadway 

On the south side of the street, new businesses include: 

      Russell’s Retro Furnishings at 1132 Broadway 

      Fast Medical Urgent Care at 2500 E. Broadway 

      Falora’s Pizza and Espresso at 3000 E. Broadway 

  

As one can see from the above list, new businesses going in maintain the character of the corridor by 
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continuing the mix of businesses and services; mostly small, independent businesses. Your report could 
help this phenomenon by emphasizing how this could be enhanced. While there are turnovers for a 
variety of reasons, for instance Thomas Reprographics gave up its Tucson store on Broadway because of 
changes in the way governments and companies put buildings out to bid, in general new or existing 
businesses move into vacancies.  

  

Specific Comments  (The statement from the white paper is in italics, our comments are in regular font.) 

  

Page 2: Major retailers need larger spaces (i.e., Safeway) than is currently available on Broadway.  The 
report needs to discuss the implications of this and how it affects what are feasible futures for the 
corridor. 

  

Page 3: Best practices include nodes, traffic calming, place-making, and pedestrian environment.  These 
improvements can enhance economic vitality through creating a better “place.”  Firstly, the report 
needs to look at what is envisioned in the spaces between the nodes, where these nodes would occur 
(which does ignore the existing character to some degree), how to integrate nodes with the strip, and 
what can these nodes provide.  Secondly, and more importantly, the idea that improvements will 
enhance the existing environment needs to be emphasized. 

  

Page 3: Can create places on busy thoroughfares using CSS solutions. The report cites Feast (on 
Speedway) as an example.  However, Feast is an individual business and the improvements apply only 
to it; there is no identifiable district or place in the area Feast is located.  People don’t go to Feast to 
hang out or stroll along Speedway at that location. The emphasis should be on districts not individual 
buildings.  Also, Feast has a similar depth (the building is over 120 feet deep) to buildings on 
Broadway.  Further, Feast’s parking solution is only for it and the model would not work for an entire 
corridor or district or even a block, i.e. each business providing its own parking to the side unless one is 
willing to significantly reduce the number of businesses. 

  

Pages 3-4: Significant widening will lead to significant acquisition and demolition on corridor that 
abuts lower intensity neighborhoods and currently exhibits shallow lot depths.  Demolition for widening 
will leave remnant parcels that will be shallower and increase impacts to neighborhoods. In addition, the 
report states that most major developers will not invest in such an area though possibly niche  “micro 
developers” might come forward in the very long term. Large-scale development would require 
significant parcel consolidation and this would reduce the number of businesses, etc., which could have 
a negative impact on the ability of Broadway to accommodate local businesses.  It will certainly 
significantly change the character of the corridor.  More importantly, this touches one of the key issues; 
that the remnant parcels will not be deep enough to be viable either by themselves or as a corridor or 
district; and even if developed, would probably significantly alter Broadway’s existing character. 
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Page 4: Probably needs various development incentives. Here would be the place to talk about in some 
detail what development incentives exist, and what other ones might help. 

  

Page 4:  Some large underutilized sites could serve as catalysts to retaining and enhancing the existing 
historic and urban fabric of the corridor.  These sites, especially at western end could be mixed-use 
developments. Most likely the sites being referred to are the Volvo Site and City-owned site across the 
street. Most of the land in the project area is in small parcels, is developed, and there are few 
opportunities for large developments. Just look at the property maps and see the small lot sizes, though 
often the same person owns a number of them. 

  

Pages 6-7: In regards to chart of best practices steps, emphasize steps 5, 7, 8 (create nodes, create 
place, diversify character).  However, we would also state that calming traffic is important. There needs 
to be a better discussion of nodes and related development between them along corridor (especially from 
Campbell to Country Club that is primarily strip commercial). 

  

Page 7:  Further, in relation to nodes, paper states that prime function of corridor is conveyance and 
nodes are the areas for “places.”  This contradicts much of the current literature, including the book the 
ITE recently wrote in conjunction with the Congress of New Urbanism (Designing Walkable Urban 
Thoroughfares: A Context Sensitive Approach), which states that a street is combination of conveyance 
and place in at least equal importance.  We fear that the paper’s statement could otherwise degrade 
importance of the areas between nodes.  The emphasis should be on the entire corridor being a 
destination (or a couple of destinations), not just the nodes. 

  

Page 7:  Emphasizes the need for more diversity and development within an overall place concept.  
However, the paper’s reference to lifestyle centers (and upscale restaurants and retail with 
entertainment) seems to contradict the idea of diversity and would significantly change the character of 
the area.  We do not need another La Encantada (located in the Foothills). Also, given the shallow lot 
depths, especially after widening, how could a lifestyle center be feasible without destroying a large 
section of housing in a neighborhood? 

  

  

Suggestions 

  

For your white paper to be effective, it needs to provide guidance on what is feasible and what happens 
if widening impacts this corridor. 
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We would ask you to be clear on your terms – perhaps it is even necessary to define some of them since 
the audience for this paper is a citizen’s task force. 

      What is shallow lot development? (The report needs to differentiate between development such as 
Feast, which has a depth similar to that for most of the buildings on Broadway, and what would occur on 
Broadway after widening in which lots would be significantly reduced.) 

      What is a node? 

      What do you mean by revitalization?  

      What do you mean by viability? 

      When you say new development, do you mean new construction or repurposing an existing building?

      How do you define lifestyle center? 

      What do you mean by “real estate development opportunity”? 

  

Thank you for this opportunity to comment on the report. We look forward to a new version that 
incorporates some of our suggestions and recognizes the unique and special area, a mix of retail, 
services, restaurants, and offices, many in historic post modern buildings that we have along Broadway 
for much of these two miles. 

  

Sincerely, 

  

  

  

Marc Fink, AICP                                                                  Margot Garcia, PhD, AICP 

  

  

Copy: Jennifer Toothaker 

            OIP: Nicole Ewing-Gavin, Rebecca Ruopp, and Camila Bekat, Andrew Squire 

            Steve Kosachik, Councilmember, Ward 6
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Broadway - Fwd: FYI 

  
>>> On 2/18/2014 at 12:14 PM, Jennifer Burdick wrote: 

Thank you for trying again.  Wow - Buenos Aires would be amazing, but alas, I think you are correct that such a trip would not be in our current budget tea leaves.   
  
I will look at the web site referenced by the project leader, though - futureofplaces.com  
  
Thanks, Margot! 
~Jenn 
 
 
>>> On 2/18/2014 at 11:37 AM, Margot W Garcia wrote: 
Jenn, Wouldn't it be wonderful if the city could find the money to send you to this conference. What a great investment in our future! But with the budget the way it is, I don't give it 
much hope! But we can always dream. 
Margot 
  
  
>>> On 2/18/2014 at 12:06 PM, Margot W Garcia  wrote: 

From:    Jennifer Burdick
To:    Broadway
Date:    2/22/2014 4:34 PM
Subject:   Fwd: FYI

CALL FOR PAPERS 
================================================= 
The Second Future of Places Conference: "Streets as Public Spaces" 
1-3 September 2014 * Buenos Aires, Argentina 
 
THEME 
======= 
Following the 2013 Future of Places conference in Stockholm, Sweden, Ax:son Johnson Foundation, together with its partners UN-Habitat and Project for Public Spaces, are pleased to 
announce the next conference in the series. The theme of the 2014 conference, "Streets as Public Spaces," reflects the importance of modern street design in enabling - or damaging - the 
well-being of city dwellers.  Streets serve a broader function than the efficient conveyance of vehicles or pedestrians from one location to another.  They, and their adjacent spaces, form a 
critical connective network within the City, profoundly influencing, and potentially limiting, social and economic development.  
 
This year's conference, and the series as a whole, is built on the recognition that cities are more than technical creations: they are above all places of human interaction, allowing exchange, 
creativity, access to resources, pleasure, and at times, conflict.  Moreover, city design in the last half-century has made serious mistakes that have damaged human well-being (along with 
natural resources, ecologies and other critical systems).  It is only by recognising the fundamental activities of human beings, operating within networks of urban places, that we can 
understand how they may interact, use resources, develop their capabilities, promote their well-being, and advance the well-being of the city as a whole. 
 
This topic takes on special urgency in light of the growing challenges that cities face, including rapid urbanisation in many parts of the world.  The conference will therefore move beyond an 
understanding of the characteristics of streets as public space, and seek to identify and to disseminate a core agenda of action for science, education, policy and best practice.  
 
CONFERENCE TRACKS 
====================== 
 
The conference is divided into four tracks: 
 
Science:  Research into the role of streets as public spaces, the outcomes of different design approaches, and the priorities for further research.  
 
Education:  Curriculum development and evaluation related to street and public space design, in engineering, urban planning, landscape architecture, architecture and other fields.  
 
Policy:  New initiatives and their outcomes; new priorities for policy changes, with a focus in national differences as well as commonalities. 
 
Best Practice:  New tools, practices, standards, strategies and models, and evaluations of their outcome; new priorities for changes to practice.  
 
Sub-themes for each track will include (subject to revision):  
 
- Urban networks and urban places 
- Economic spillovers and social dynamics 
- Ingredients of successful urban places 
- Urban capacity and capability 
- Diversity and equity 
- Multi-modal mobility 
- Street design for health  
- Emerging tools and toolkits 
- Priorities for research, education, policy and practice 
- Streets as drivers for urban prosperity 
 
 
KEYNOTE SPEAKERS 
===================== 
 
Invited speakers include: 
 
Jan Gehl 
Enrique Peñalosa 
Victor Dover 
Setha Low 
Fred Kent 
Juan Clos 
 
And others to be announced 
 
VENUE 
======= 
 
Panamericano Hotel 
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Carlos Pellegrini 551 
1009 Buenos Aires, Argentina 
 
CALL FOR PAPERS 
================== 
 
Abstracts will be reviewed by a qualified panel of referees, and selected abstracts will be invited to submit full papers.  Abstracts should be no more than 300 words, on one page, including 
author(s)' name and contact information at the top of the page.  Email submissions to the address below by the dates specified. 
 
KEY DATES 
=========== 
 
Call for Papers - Abstracts Due ............. 1 April 2014 
Notification of Selected Abstracts .........  1 May 2014 
Invited Papers Due................................... 1 June 2014 
Notification of Selected Papers................1 July 2014 
Final Revised Papers Due........................1 August 2014  
 
Early Registration Begins ...................... 1 March 2014 
Early Registration Ends ......................... 1 July 2014 
Conference ..........................................  1-3 September 2014 
 
CONFERENCE FEES AND PAYMENT 
================================== 
 
The conference is free for invited attendees (including those with accepted papers) and includes all meals. 
 
PUBLICATIONS 
=============== 
 
Abstracts will be reviewed by a qualified panel of referees. Selected papers will be invited to participate in a second round of peer review toward publication in a conference proceeding 
volume or partner journal to be announced, in the field of urban design and development. 
 
SCIENTIFIC COMMITTEE  
======================== 
 
A Committee of distinguished international researchers, scholars and practitioners with noted work in the field will supervise the process. 
  
 
CONTACT INFORMATION 
======================== 
 
Future of Places 
Project leader Peter Elmlund <peter@futureofplaces.com> 
 
Send your abstract and paper to: 
 
academic@futureofplaces.com 

 
Emily Talen, FAICP, PhD 
Professor 
School of Geog. Sciences & Urban Planning 
School of Sustainability 

 
 
Co-Editor 
Journal of Urbanism 
http://mc.manuscriptcentral.com:80/rjou 
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Jennifer Burdick - Re: 

  
Mr. Wang, 
The Camino Seco-Houghton Road segment of Broadway, which is part of the Regional Transportation Authority 
(RTA) Plan as Project 29 is slated to begin in Period 3 (2017-2021). 
  
You can find out more about the project online via this web page: 
http://www.rtamobility.com/RTAPlan/RTAPlanDocumentsandMaps.aspx 
  
I am managing a different Broadway project segment closer to downtown Tucson. 
  
I do not know anything more about Project 29 at this time, but will see if I can find some more information for 
you.   
  
~Jenn 
 
>>> On 2/20/2014 at 4:29 AM, ian wang < > wrote: 

DEAR DIRECTOR 
I BELIEVE CONSTRUCTION ON BROADWAY BOULEVARD FROM CAMINO SECO TO HOUGHTON ROAD IS 
SCHEDULED TO TAKE PLACE IN FISCAL YEAR 2016-17. 

From:    Jennifer Burdick
To:    ian wang
Date:    2/21/2014 5:49 PM
Subject:   Re: 

Page 1 of 1

2/22/2014file://C:\Users\JBurdic1\AppData\Local\Temp\XPgrpwise\53079191PWDOM2PWPO110...

jburdic1
Text Box
#148



Broadway - Re: Wide street don't make sense 

  
 
 
>>> On 2/22/2014 at 3:39 PM, Jennifer Burdick wrote: 

Thank you, Ron, for providing this link.  We will add it to the Public Input Report. 
  
~Jenn 
 
>>> On 2/20/2014 at 7:57 AM, Ronald spark wrote: 

From:    Broadway
To:    Jennifer Burdick
Subject:   Re: Wide street don't make sense

 

Why Does This Street Have So Many Lanes?  
Smart Growth for Conservatives 
  
The street in the picture below is 400 South in downtown Salt Lake City. In 
general, it's a massive and massively unpleasant street: 
 
Read On 
http://www.smartgrowthforconservatives.com/2014/02/19/why-does-this-street-
have-so-many-lanes/ 
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Smart Growth for 
Conservatives
Fiscal and market perspectives on transportation and land 

use
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About the blog■

Backgrounders■

← Previous Next →

Why Does this Street Have So Many Lanes?
Posted on February 19, 2014 by jabacon@baconsrebellion.com 

by Jim Dalrymple

The street in the picture below is 400 South in downtown Salt Lake City. In general, it’s a massive and 

massively unpleasant street:
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Including turn lanes, there are a full six lanes of traffic for cars just in one direction. Here are the reasons 

this is a major problem:

1. It’s expensive. Maintaining this type of street is vastly more expensive than the analogous-but-smaller 

version of a downtown street you’d see in most cities.

2. It encourages speeding, which problem is exacerbated by Salt Lake City’s long blocks. That, in turn, 

increases the frequency and severity of accidents.

3. It’s extremely unpleasant to walk on. Note the small sidewalks and the lack of a buffer between the 

street and the pedestrian space.

4. It reduces the economic value of the street. Fast cars aren’t going to stop and even if they did 

complete streets have shown more economic strength than horrible stroads like this.

(Cross posted from About Town.)
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About jabacon@baconsrebellion.com

Editor James A. Bacon publishes the blog with financial support from Smart Growth America. A 

life-long journalist, Jim was publisher & editor-in-chief of Virginia Business magazine before 

launching Bacon’s Rebellion, a blog dedicated to building more prosperous, livable and 

sustainable communities in Virginia. He is the author of “Boomergeddon: How Runaway Deficits 

Will Bankrupt the Country and Ruin Retirement for Aging Baby Boomers — and What You Can 

Do About It.” 

View all posts by jabacon@baconsrebellion.com → 

Like  Loading...

This entry was posted in Streets, roads, highways and tagged Jim Dalrymple by 

jabacon@baconsrebellion.com. Bookmark the permalink. 

�

Page 3 of 3Why Does this Street Have So Many Lanes? | Smart Growth for Conservatives

2/22/2014http://www.smartgrowthforconservatives.com/2014/02/19/why-does-this-street-have-so-m...



Jennifer Burdick - Re: Fwd: Upcoming Broadway CTF Design Charrette Dates and Locations 

  
Margot, 
I appreciate your willingness to at least try to see how this will work.   
  
I acknowledge your concern about whether our meeting format will in fact meet Open Meeting Law.  The first two meetings 
should not present issues with anyone hearing the CTF doing their work.  I believe your concerns will relate to the small group 
work planned, which will mostly take place on March 6, possibly some on March 7.   
  
I have already communicated with the City Clerk's Office to make sure we were following OML.  However, in light of your 
concerns, I will contact both Attorney's Office and City Clerk's to verify.  If the Attorney's Office or City Clerk's Office require 
modification to our meeting design, we have time to make a change.   
  
Given that so many people are on this email exchange, I would like to confirm: 
- We have gotten out advertising regarding the meeting dates and locations.  
- The 2/25 and 2/27 agendas and meeting information are now loaded on the Broadway project web page 
(www.tucsonaz.gov/broadway), and due to the hour, likely posted on Monday by the City Clerk's Office. 
- We will have space for the public to observe at every meeting (which includes hearing, not just seeing) the CTF work.  There 
will be audio recordings - for large and small group work.  These will be posted online with the Legal Action Reports.  Any 
small group work will include report outs to the room.   
  
March 7th is the meeting when a lot of the decisions will be clarified/crystalized related to the charrette goals.  The decision-
making will occur as a large group at that point.   
  
~Jenn 
  
  
 
>>> On 2/21/2014 at 3:44 PM, Margot W Garcia  wrote: 

Jenn, 
Thank you for the detailed explanation. I am willing to see how your vision of this works out, but I remind you this is a 
public meeting and therefore the public is suppose to be able to hear what the conversations are that are going on. To not 
allow the public to hear the conversations would make it, I contend, not legal under the open meetings law. 
Margot 
 
 
On Fri, Feb 21, 2014 at 1:44 PM, Jennifer Burdick <Jennifer.Burdick@tucsonaz.gov> wrote: 

Margot, all - 
Thanks for communicating your concerns by your email, and for calling me to talk about them. As we discussed, I'll 
respond in writing to try to communicate back out to everyone on this email what we discussed. 
As of right now, I will not change locations. I have provided some additional information below to help explain why we 
made the decisions we have. While the solutions are not ideal, they did meet criteria we have.  
Since our conversation included more than just the selection of the meeting locations, I have also included more 
information about the meeting formats and space layout.  
My specific comments to your points are included in bold for ease of reference, and I have included more explanation 

From:    Jennifer Burdick
To:    Margot W Garcia
Date:    2/21/2014 5:24 PM
Subject:   Re: Fwd: Upcoming Broadway CTF Design Charrette Dates and Locations
CC:

   

Colby and Karen;  Daryl Cole;  J.D. Garcia;  JD Garcia;  JessicaShuman;  John O'Dowd (Sam Hughes);  John O'Dowd;  
Katya Peterson;  Laura - (tabili) Tabili;  Laura Tabili;  Les Pierce (Arroyo Chico);  Linda Dobbyn;  Marc Fink;  MARK S 
HOMAN;  Mary Terry Schiltz (Broadmore Broadway Village);  ;  Richard Roati;  Ron Spark;  
Ruth Beeker;  Steve Kozachik
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below that, between the ">>>>>" brackets. 
Please let me know if you have more questions. (We are under deadline to get materials out today, so I may not be able 
to respond immediately - and likely not until tomorrow.) 
~Jenn 
 
>>> On 2/21/2014 at 9:17 AM, Margot W Garcia  wrote: 

Jenn, 
I am very disturbed by the choice of space for the three meetings noted above. 
1. It is not very close to Broadway project area and that has been a criterion for selecting a meeting space. We did 
try to seek closer locations. Please see more about the challenges and why we chose this location in the 
longer message below. 
2. Parking is a major problem. Will the public works garage be open until 9? I know that the underground garage at 
the city is not. Where are we to park? The public works garage will be open (open from 6am-9pm, M-F). 
http://www.pima.gov/parking/ 
There are also metered spots and other parking lots within the near vicinity. An online map can be found at: 
http://www.tucsonaz.gov/files/parkwise/PW_0113_map.pdf 
Bicycle parking is provided in front of the TransAmerica building. 
3. Many people will not come just because it is downtown. They get confused by the one-way streets. I understand 
this can be an issue. This is not the only opportunity for public input. We will have another CTF meeting prior 
to public meeting #4.  
4. I do not believe the room is any bigger than the one currently being used. So why move? 
Did you try going to the church on Broadway? or try the Synagogue on Country Club? or back to the Shriner's 
Temple? Size was not the only factor we had to consider. See more in message below. 
The wording of the message makes it look like you don't want the public there. I had understood from earlier 
presentations you made at CTF meetings that there would be opportunities for stakeholders to interact with their 
representatives on the CTF during the Charrettes. Is that still your intent? Yes, caucusing is still going to be 
planned in to the activity schedules. The intention of the wording was to help set expectations about the fact 
that these are working style meetings for the CTF, which will be different from the styles of CTF meetings we 
have had to date, which have been predominantly presentation/team-CTF interaction style meetings.  
Please explain.  
>>>>>>More explanation: 
Meeting Formats and Layouts 
* The focus of all 4 meetings is on a design charrette for the Task Force - this is not a charrette designed for broad 
public engagement. Rather, this is the time for the Task Force to be able to work together both in large group and 
small group formats to arrive at: 
- Understanding of the data and performance assessments of the different alternatives; 
- Recommended changes to the drawings, performance measures and goals, and assessments; 
- Recommendations on the alternatives to move forward into further design and analysis; 
- Input on what to obtain from the public at Public Meeting #4, to be held in ~May, 2014, at which time the results 
from this charrette will be shared with the public.  
* The activities we conduct with the CTF will provide breaks to allow the Task Force to caucus with their 
stakeholders.  
* Nights 2, 3, and 4 will provide 2 Calls to the Audience each, at the beginning and at the end. 
* The room will accommodate the CTF at large tables to be able to review the various information. The public will 
have materials available for their review as well. The meeting location at TransAmerica provides the CTF conference 
room and the TransAmerica building 1st floor lobby. We will make copies of materials available for public review for 
sure in the lobby, and as space allows, in the conference room. 
* The TransAmerica lobby will allow access to restrooms and, as mentioned, will include displays. 
Factors involved in the room choice 
Regarding the room choices, the factors involved were: 
- Schedule availability for one space on the last 3 dates of the charrette. (Less confusion about where the meetings 
will be, for everyone.) 
- Logistical needs for the work we will be doing. (We need large swaths of wall space for the group activities we are 
undertaking with the Task Force.) 
- Cost. (The rooms we have found are free, and hiring extra security by the building management is not required.) 
Child & Family Resources is available for 2/25, 2/27, and 3/7. It is not available for 3/6. However, the work we will be 
doing with the Task Force will include needing large swaths of wall space to tape up some "sticky walls". That 
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presents a logistical challenge with the conference room layout at CFR. The discontinuous dates and the logistical 
space issues prompted us to look for space elsewhere for the last three nights of meetings  
We looked into public and private locations in the project area, and outside, for meeting rooms and found that 
either: 
- we could not get consecutive meeting dates scheduled (meaning we could potentially be meeting at more than 3 
venues, which I find problematic),  
- that the venues would not be available for public meetings given heightened security requirements (this was for 
both public and private spaces), and/or  
- the costs were prohibitive. 
TransAmerica building's conference room is accessible from the street and we can use it for the Task Force 
meetings. The lobby will be available for us to have information available, and provides an area for public attending 
to have conversations themselves, without drowning out or interrupting the CTF.  
I recognize that this is not the ideal solution, but we worked hard to find something that would work. 
* The room will accommodate the CTF at large tables to be able to review the various information. The public will 
have versions available for their review as well. The meeting location at TransAmerica provides the CTF conference 
room and the TransAmerica building 1st floor lobby. We will have materials available for public review for sure in 
the lobby, and as space allows, in the conference room in the audience area. 
* There will be a physical separation in the conference room we will be using between the Task Force and the public 
I want to help clarify this for everyone's expectations. As the focus is on the CTF doing their work, I want them to the 
have physical, personal, and secure space to do that. 
A row of thin tables will be placed between the public and CTF to "cordon" off the tables where the Task Force will 
be working. I acknowledge that you do not agree with this approach. However, I am firm on this.  
This physical separation will create a space for the Task Force to work together without having observers standing 
over their shoulders, intentionally or unintentionally intimidating them. The CTF members have asked for the time 
and ability to work together. We are working to give them the ability to do so.  
Team members will assist as needed.  
Observers will be within 10+ feet of the table(s) when the Task Force is doing their group work.  
* The activities we conduct with the CTF will provide breaks to allow the Task Force to caucus with their 
stakeholders. The caucusing will happen outside of the working space for the Task Force.  
* Nights 2, 3, and 4 will provide 2 Calls to the Audience each, at the beginning and at the end. 
* The TransAmerica lobby will allow access to restrooms and, as mentioned, will include displays. 
Regarding the room choices, the factors involved were: 
- Schedule availability for one space on the last 3 dates of the charrette. (Less confusion about where the meetings 
will be, for everyone.) 
- Logistical needs for the work we will be doing. (We need large swaths of wall space for the group activities we are 
undertaking with the Task Force.) 
- Cost. (The rooms we have found are free, and hiring extra security by the building management is not required.) 
Child & Family Resources is available for 2/25, 2/27, and 3/7. It is not available for 3/6. However, the work we will be 
doing with the Task Force will include needing large swaths of wall space to tape up some "sticky walls". That 
presents a logistical challenge with the conference room layout at CFR. The discontinuous dates and the logistical 
space issues prompted us to look for space elsewhere for the last three nights of meetings  
We looked into public and private locations in the project area, and outside, for meeting rooms and found that 
either: 
- we could not get consecutive meeting dates scheduled (meaning we could potentially be meeting at more than 3 
venues, which I find problematic),  
- that the venues would not be available for public meetings given heightened security requirements (this was for 
both public and private spaces), and/or  
- the costs were prohibitive. 
TransAmerica building's conference room is accessible from the street and we can use it for the Task Force 
meetings. The lobby will be available for us to have information available, and provides an area for public attending 
to have conversations themselves, without drowning out or interrupting the CTF.  
I recognize that this is not the ideal solution, but we worked hard to find something that would work. 
>>>>>>>>>>>>>>>>>>>>>>>>>>>>>>>>>>>>>>>>>>>>>>>>>>>> 
 
---------- Forwarded message ---------- 
From: Josh Weaver <josh@kaneenpr.com> 
Date: Wed, Feb 19, 2014 at 2:21 PM 
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Subject: Upcoming Broadway CTF Design Charrette Dates and Locations 
To:  
 
 

Broadway Boulevard 
Euclid Avenue to Country Club Road 

Greetings! 

The project team would like to remind you of the following dates and locations 

of the upcoming four day Broadway Boulevard Citizens Task Force 

Design Charrette:  

 Tuesday, February 25, 2014 - 5:30 p.m. - 2800 E. Broadway (Child and 

Family resources).  

 Thursday, February 27, 2014 - 5:30 p.m. - 177 N. Church Avenue (1st 

Floor Conference Room, TransAmerica Building)*.  

 Thursday, March 6, 2014 - 5:30 p.m. - 177 N. Church Avenue (1st Floor 

Conference Room, TransAmerica Building)*.  

 Friday, March 7, 2014 - 3 p.m. - 177 N. Church Avenue (1st Floor 

Conference Room, TransAmerica Building) *. 

*Entrance is off of Alameda Street, near the Old Pueblo Credit Union ATM. 

Click here to view a map of the building's location.  

Please note that days two and three of the charrette will primarily be 

working sessions for the CTF; during these meetings there will not 

be many presentations for the public to observe. However, there will 

be two call to the audience opportunities. Day four of the charrette 

will culminate with recommendations from the CTF to provide 

direction to the project team. 

These focused meetings will allow the Task Force time to immerse themselves 

in detailed materials to help them arrive at a consensus of what design 

February 19, 2014 

This e-newsletter is sent 
to groups and 
individuals who have 
expressed interest in 
the Broadway 
Boulevard, Euclid to 
Country Club project. 

Useful 
Links 
> Broadway Project 
Website 

> RTA website 

> MainStreet Business 
Assistance 
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alternatives and performance goals and measures to advance into further 

study. The decisions made by the Task Force at these meetings will be shared 

at the next public workshop, which is tentatively scheduled for May 2014. 

Agendas and materials will be available online soon at: 

www.tucsonaz.gov/broadway. 

As always, if you have any questions or need more information, please feel 

welcome to contact one of our team by emailing broadway@tucsonaz.gov or 

calling 520.622.0815. 

Thank you for your continued interest and involvement! 

Jenn and the Project Team 

For more information about the Broadway Boulevard, Euclid to Country Club 

project, please visit the project on the web at www.tucsonaz.gov/broadway or 

call the info line at 622-0815. 

©Tucson Department of Transportation | 201 North Stone Avenue, Tucson, Arizona 85701
Telephone (520) 791-4371, FAX (520) 791-5641 
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Jennifer Burdick - Lee Walker 

  
Discussed the approval of the Panda Demolition and schedule, and installation of the lights on the TEP poles in 
the parking lot.  Discussed the church's need for additional parking from time to time for their conferences a few 
times/year.  Mr. Walker contacts other properties to share parking, when needed.  Also discussed the current 
planning and design schedule for the Broadway Roadway Improvements project and that the scope is not 
determined. 
  
Mr. Walker will look into whether the church could host a community meeting on the post-demo site treatment 
of the Panda building and let us know.  

From:    Broadway
To:    Broadway;  Jennifer Burdick
Date:    2/22/2014 4:24 PM
Caller:    Lee Walker
Company:   Church of Latter Day Saints, 105 N. Norton Ave.
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Broadway - Fwd: FYI 

  
>>> On 2/18/2014 at 12:14 PM, Jennifer Burdick wrote: 

Thank you for trying again.  Wow - Buenos Aires would be amazing, but alas, I think you are correct that such a trip would not be in our current budget tea leaves.   
  
I will look at the web site referenced by the project leader, though - futureofplaces.com  
  
Thanks, Margot! 
~Jenn 
 
 
>>> On 2/18/2014 at 11:37 AM, Margot W Garcia  wrote: 
Jenn, Wouldn't it be wonderful if the city could find the money to send you to this conference. What a great investment in our future! But with the budget the way it is, I don't give it 
much hope! But we can always dream. 
Margot 
  
  
>>> On 2/18/2014 at 12:06 PM, Margot W Garcia  wrote: 

From:    Jennifer Burdick
To:    Broadway
Date:    2/22/2014 4:34 PM
Subject:   Fwd: FYI

CALL FOR PAPERS 
================================================= 
The Second Future of Places Conference: "Streets as Public Spaces" 
1-3 September 2014 * Buenos Aires, Argentina 
 
THEME 
======= 
Following the 2013 Future of Places conference in Stockholm, Sweden, Ax:son Johnson Foundation, together with its partners UN-Habitat and Project for Public Spaces, are pleased to 
announce the next conference in the series. The theme of the 2014 conference, "Streets as Public Spaces," reflects the importance of modern street design in enabling - or damaging - the 
well-being of city dwellers.  Streets serve a broader function than the efficient conveyance of vehicles or pedestrians from one location to another.  They, and their adjacent spaces, form a 
critical connective network within the City, profoundly influencing, and potentially limiting, social and economic development.  
 
This year's conference, and the series as a whole, is built on the recognition that cities are more than technical creations: they are above all places of human interaction, allowing exchange, 
creativity, access to resources, pleasure, and at times, conflict.  Moreover, city design in the last half-century has made serious mistakes that have damaged human well-being (along with 
natural resources, ecologies and other critical systems).  It is only by recognising the fundamental activities of human beings, operating within networks of urban places, that we can 
understand how they may interact, use resources, develop their capabilities, promote their well-being, and advance the well-being of the city as a whole. 
 
This topic takes on special urgency in light of the growing challenges that cities face, including rapid urbanisation in many parts of the world.  The conference will therefore move beyond an 
understanding of the characteristics of streets as public space, and seek to identify and to disseminate a core agenda of action for science, education, policy and best practice.  
 
CONFERENCE TRACKS 
====================== 
 
The conference is divided into four tracks: 
 
Science:  Research into the role of streets as public spaces, the outcomes of different design approaches, and the priorities for further research.  
 
Education:  Curriculum development and evaluation related to street and public space design, in engineering, urban planning, landscape architecture, architecture and other fields.  
 
Policy:  New initiatives and their outcomes; new priorities for policy changes, with a focus in national differences as well as commonalities. 
 
Best Practice:  New tools, practices, standards, strategies and models, and evaluations of their outcome; new priorities for changes to practice.  
 
Sub-themes for each track will include (subject to revision):  
 
- Urban networks and urban places 
- Economic spillovers and social dynamics 
- Ingredients of successful urban places 
- Urban capacity and capability 
- Diversity and equity 
- Multi-modal mobility 
- Street design for health  
- Emerging tools and toolkits 
- Priorities for research, education, policy and practice 
- Streets as drivers for urban prosperity 
 
 
KEYNOTE SPEAKERS 
===================== 
 
Invited speakers include: 
 
Jan Gehl 
Enrique Peñalosa 
Victor Dover 
Setha Low 
Fred Kent 
Juan Clos 
 
And others to be announced 
 
VENUE 
======= 
 
Panamericano Hotel 
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Carlos Pellegrini 551 
1009 Buenos Aires, Argentina 
 
CALL FOR PAPERS 
================== 
 
Abstracts will be reviewed by a qualified panel of referees, and selected abstracts will be invited to submit full papers.  Abstracts should be no more than 300 words, on one page, including 
author(s)' name and contact information at the top of the page.  Email submissions to the address below by the dates specified. 
 
KEY DATES 
=========== 
 
Call for Papers - Abstracts Due ............. 1 April 2014 
Notification of Selected Abstracts .........  1 May 2014 
Invited Papers Due................................... 1 June 2014 
Notification of Selected Papers................1 July 2014 
Final Revised Papers Due........................1 August 2014  
 
Early Registration Begins ...................... 1 March 2014 
Early Registration Ends ......................... 1 July 2014 
Conference ..........................................  1-3 September 2014 
 
CONFERENCE FEES AND PAYMENT 
================================== 
 
The conference is free for invited attendees (including those with accepted papers) and includes all meals. 
 
PUBLICATIONS 
=============== 
 
Abstracts will be reviewed by a qualified panel of referees. Selected papers will be invited to participate in a second round of peer review toward publication in a conference proceeding 
volume or partner journal to be announced, in the field of urban design and development. 
 
SCIENTIFIC COMMITTEE  
======================== 
 
A Committee of distinguished international researchers, scholars and practitioners with noted work in the field will supervise the process. 
  
 
CONTACT INFORMATION 
======================== 
 
Future of Places 
Project leader Peter Elmlund <peter@futureofplaces.com> 
 
Send your abstract and paper to: 
 
academic@futureofplaces.com 

 
Emily Talen, FAICP, PhD 
Professor 
School of Geog. Sciences & Urban Planning 
School of Sustainability 

 
Co-Editor 
Journal of Urbanism 
http://mc.manuscriptcentral.com:80/rjou 
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Broadway - Re: Car Shopping Trips 

  
Ron, 
  
Thank you for sending this in.  I will add to the Public Input Report. 
  
~Jenn 
 
>>> On 2/13/2014 at 10:01 AM, Ronald spark  wrote: 

Peak Shopping and Decline of Traditional Retail  
Transportationist 
  
Shopping trips now comprise fewer than 9% of all trips, down from 12.5% in 2000, 
according to our analysis of the Twin Cities Travel Behavior Inventories. They are down by 
about one-third in a decade. 
 
Read On 

From:    Jennifer Burdick
To:    Ronald spark
Date:    2/22/2014 3:40 PM
Subject:   Re: Car Shopping Trips
CC:    Broadway
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Broadway - Re: Save May 1 for us 

  
Thank you for the heads-up, Ruth!  I will make note of that so we do not double-book. 
  
~Jenn 
 
 
>>> On 2/24/2014 at 8:33 AM, "beekerr2@netzero.com"  wrote: 

Hi, Jenn, 
I have been reading the e-mail exchanges about the Broadway Task Force future meetings.  I saw where it is 
hoped to have another public meeting in May.  Please avoid scheduling that on May 1.  That is the evening 
that a new citizens' coalition, to be called Tucson Residents for Responsive Government, is having its initial 
Annual Meeting at the Ward 6 Office.  I know that people involved with the Broadway Coalition will want to 
come. 
Thanks, 
Ruth 
  

From:    Jennifer Burdick
To:    beekerr2@netzero.com
Date:    2/24/2014 10:24 AM
Subject:   Re: Save May 1 for us
CC:    Broadway
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Broadway - RE: Broadway Boulevard CTF Meetings this Week - New Location: Public Works,201 N. Stone 
Ave 

  
I no longer wish to receive these emails. 
 
Sincerely, 
 
Michelle M. Haden 
owner 

 
 

 
 

 
 

  
 

 
 

 
  
  
  
  
 
 

-------- Original Message -------- 

Subject: Broadway Boulevard CTF Meetings this Week - New Location: 

Public Works, 201 N. Stone Ave 

From: broadway@tucsonaz.gov 

Date: Tue, March 04, 2014 4:04 pm 

To:  

 

From:    < >
To:    <broadway@tucsonaz.gov>
Date:    3/4/2014 4:53 PM
Subject:   RE: Broadway Boulevard CTF Meetings this Week - New Location: Public Works,201 N. Stone Ave

Broadway Boulevard
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Jennifer Burdick - Re: Broadway Should Stay In Existing Right-of-Way 

  
Mr. Manning, 
  
Thank you for your email and suggestions for the Task Force.  My apologies to you for not responding 
sooner.  Luckily, Mary Durham Pflibsen was included on your email and was able to see your comments.  I will 
include this their Public Input Report for their upcoming meeting on 5/22.   
  
The funding for this project comes from voter approved County bonds and from voter-approved 
Regional Transportation Authority plan and sales tax collections.  The funding cannot be reallocated to fund 
pothole repair.  However, the City voters did pass Proposition 409, which is a bond program focused solely on 
repairing roads within the City.  You can read more about that program and where repairs are programmed 
online at:  http://www.tucsonaz.gov/street-bonds   
  
The intent of the project is not to turn the roadway into an expressway; however, we have a responsibility to be 
sure that whatever facilities we construct will support the immediate and future transport needs of our 
community - for pedestrians, bikes, transit, and auto.  
  
The work the volunteer Citizens Task Force is weighing numerous considerations, including how to effectively 
use investments already made to acquire properties on the north side of the roadway, and widening only as 
much as needed to achieve a progressive roadway design, and connecting appropriately with existing roadways 
at either end.   
  
We appreciate your concern for fiscal responsibility, and are working hard to find the most appropriate solution 
and recommendations. 
  
We hope you will consider coming to upcoming meetings to learn more about the project and provide 
additional thoughts: 
  
- Broadway Citizens Task Force Meeting 
  Thursday, May 22 
  5:30pm 
  Child & Family Resources (2800 E. Broadway) 
  
- Broadway Project Open House 
  Thursday, June 5 OR June 12 
  5-8pm 
  Sabbar Shrine Hall (450 S. Tucson Blvd.) 
  
The Task Force will continue to meet as design moves forward and you are on the project listserv, so you will 
continue to receive updates. 

From:    Jennifer Burdick
To:    John Manning
Date:    5/16/2014 6:09 PM
Subject:   Re: Broadway Should Stay In Existing Right-of-Way
CC:    Broadway;  Mary Durham-Pflibsen
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Thank you, again, for emailing your comments and suggestions to the Task Force. 
  
Sincerely, 
~Jenn 
  
 
********************************************** 
Jennifer Toothaker Burdick, Project Manager 
Broadway: Euclid to Country Club Roadway Improvement Project 
City of Tucson Department of Transportation 
  
Direct:  (520) 837-6648    Cell:  (520) 390-7094 
Web:  <www.tucsonaz.gov/broadway> 
********************************************** 
 
 
 
>>> On 3/5/2014 at 11:19 PM, John Manning < > wrote: 

Dear Broadway Task Force, et al 
  
      As I understand, the Broadway widening proposal calls for the acquisition of north side properties 
resulting in a Euclid and Country Club corridor that is wider than any other part of the Boulevard.    If so, I 
ask why ?  
      Certainly the money saved from those acquisitions would go a way toward permanent re paving of so 
many Tucson streets that were never paved properly when they were built and require constant repair. 
      Is the intent to eventually turn Broadway from a boulevard into cross town expressway ?   I  think such a 
plan would hurt remaining Broadway businesses and would negatively impact their tax revenue.    
      Can't the corridor be widened enough using the existing city right-of-way on the north side ?  To my 
untrained eye it would then match, but not exceed, what already exists on either end.   
      I realize there was a bond issue approved for this project, but I don't think it needs to be blank check, 
especially in the times we now face.  Isn't it time to re think this entire proposal ?                    
  
  
Respectfully submitted,     
  
John Manning 
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Broadway - We&#39;re Driving Less, So Should We Stop Building New Roads? 

  

http://www.theatlanticcities.com/commute/2014/02/were-driving-less-so-should-we-stop-building-new-
roads/8507/#.UxbBgdaID1U.email 

--- This message was sent by tabili@u.arizona.edu via http://addthis.com. Please note that AddThis does 
not verify email addresses. 

Make sharing easier with the AddThis Toolbar: http://www.addthis.com/go/toolbar-em 

To stop receiving any emails from AddThis, please visit: http://www.addthis.com/privacy/email-opt-
out?e=a8gUoRmyEqQXqjanA7AFvBiyDP0RvAA 

 

From:    < >
To:    <broadway@tucsonaz.gov>
Date:    3/5/2014 2:03 AM
Subject:   We&#39;re Driving Less, So Should We Stop Building New Roads?
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Broadway - RE: 3/13/14 Community Meeting - 2419 E. Broadway Post-DemolitionSite Treatment 

  
Please remove me from this distribution list.  
  
Thanks. 
  

From: broadway@tucsonaz.gov [mailto:broadway@tucsonaz.gov]  
Sent: Monday, March 10, 2014 3:54 PM 
To: Kaufman, Curtis 
Subject: 3/13/14 Community Meeting ‐ 2419 E. Broadway Post‐Demolition Site Treatment 
  

Dear community member, 

2419 E. Broadway, formerly the Panda Buffet restaurant, will be torn down near the end of March.   PLEASE NOTE:  This is 
the ONLY demolition approved by the Mayor and Council.   Demolitions along the Broadway project area are on hold until 
a design decision is achieved for the project (current schedule estimates a decision in early 2015).  NO ADDITIONAL 
DEMOLITIONS ON BROADWAY ARE PROPOSED AT THIS TIME.  Demolitions for this project area must be approved by the 
City of Tucson Mayor and Council. 

The Broadway: Euclid to Country Club Roadway Improvement project manager  would like to alert you to a special 
meeting that will provide an opportunity to discuss ‐ and to brainstorm ‐ what treatments* to the remaining land, post‐
demolition, would be supported by the community at this site.    

Our Family Services’ Center for Community Dialogue and students at the University of Arizona College of Architecture, 
Planning, and Landscape Architecture are coordinating this meeting on behalf of the City of Tucson, and invite your to join 
in.   

The meeting will be interactive and include small group discussions focused on ideas, and conversations will help elevate 
ideas suggested at the meeting that the attending public would support:   

Date:                     Thursday, March 13, 2014  

Time:                     6pm‐8pm (light beverages and snacks will be provided)  
Location:              The Church of Jesus Christ of Latter‐day Saints 
                                 Cultural Hall, South Entrance  

105 N. Norton Avenue 

Click here to see the event flyer for map and details! 

*Selected treatment(s) must meet the City of Tucson’s allocated budget (not cost more than $9,000), and be a temporary 
use that will not constrain future reuse of the property. 

FOR MORE INFORMATION 
For more information about the March 13, 2014 Community Meeting, please call 520.837.6648.  
For more about the Broadway: Euclid to Country Club Roadway Improvement project, please visit 

From:    "Kaufman, Curtis" < >
To:    "broadway@tucsonaz.gov" <broadway@tucsonaz.gov>
Date:    3/10/2014 2:12 PM
Subject:   RE: 3/13/14 Community Meeting - 2419 E. Broadway Post-DemolitionSite Treatment
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(3/24/2014) Broadway - FW: Demolition on Broadway Seite 1

From: "Bell, Dawn" < >
To: "broadway@tucsonaz.gov" <broadway@tucsonaz.gov>
Date: 3/11/2014 8:36 AM
Subject: FW: Demolition on Broadway

I won't be able to attend the Community Input meeting on Thursday, but my 2-cents' worth is to make the 
area a temporary parking lot (maybe a "Park and Ride" one).  I can't see spending much money on plants 
that will ultimately destroyed for whatever comes next, or a little park  in an area that is already known to 
attract vagrants and drug-dealers.  
Keep it open and obvious!

Thank you for all you do concerning this ongoing project.

Linda Miku
Sam Hughes neighborhood resident
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(3/20/2014) Jennifer Burdick - Re: Panda Building Issues Seite 1

From: Rebecca Ruopp
To: Burdick, Jennifer
CC: Ewing-Gavin, Nicole
Date: 3/18/2014 4:31 PM
Subject: Re: Panda Building Issues

Thanks for the quick response, Jenn.  I will follow up with JD to make sure he received this information 
and whether he needs any further clarification.

>>> Jennifer Burdick 3/18/2014 3:41 PM >>>
J.D., Rebecca -
 
I will take a stab to provide some answers to this, since they were provided at the December 13, 2013 
meeting with community members held at Ward 6.  I am copying our colleagues so they are aware of 
what information I share, and can provide corrections in case I misstate something or elaborate on 
anything.  And, because I am referencing a meeting at the Ward 6 office, I am including Council Member 
Kozachik and Molly Thrasher. 
 
The December 13, 2013 meeting at Ward 6 was convened to discuss the proposed demolition of Panda 
Buffet.  A group of staff came to discuss with the Council Member, Ward staff, and  community members 
in attendance the proposed demolition, including: City Attorney Mike Rankin, Assistant City Manager 
Albert Elias, Daryl Cole (TDOT Director), Hector Martinez (Real Estate Office Director), Tim Murphy (Real 
Estate Office), and myself.  Also in attendance was Swain Chapman, owner of Chapman Property 
Management company.
 
The questions you raise in your email were asked then, and I am providing the answers given then (I have 
copied and pasted your questions in groupings to respond to):
 
1)  Responsibility for the vandalism, theft of kitchen equipment, and stripping of the copper?  Has 
there been an investigation of these criminal acts?  Has anyone been held responsible?  
The vandalism and stripping of the copper are separate issues from the kitchen equipment, which was 
removed when the owners of Panda Buffet restaurant ended their lease voluntarily and left the building 
(Sept. 2012).  
 
The vandalism and copper theft occurred in Fall 2013.  On Nov. 4, 2013, a call was made to TPD by the 
property management company, and a police report was issued for the break-in to the property and the 
theft of the copper wiring.  The damage done to the building rendered the electrical system completely 
unusable, and damaged the AC units and other mechanical systems.  Estimated costs to repair just the 
electrical system alone were upwards of $50,000.
 
No one has been apprehended for the criminal acts at this time.
 
It has come to light that two privately-owned properties in the vicinity of Panda Buffet also experienced 
copper theft within the same time period.  The Continental Building property owners had to replace their 
elevators (a roughly $60,000 investment).  Just west of that building, a property owner of vacant space 
experienced similar damage as occurred in Panda Buffet (copper wiring theft from electrical and 
mechanical systems).  I am not aware that the owner has decided to invest in repairs.
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(3/20/2014) Jennifer Burdick - Re: Panda Building Issues Seite 2

 
2)  Do we know who was supposed to be taking care of the property? 
The City hired Chapman Property Management Company in Fall of 2012 and their property management 
staff has been monitoring the City-owned properties along Broadway.  They conduct regular drive-
throughs of the area, and are very responsive to calls in regarding dumping/trash, graffiti, and 
weeds/appearance.  They have done - and continue to do - everything that they have been hired to do.  
 
Unfortunately, copper theft occurs wherever the criminals attempt it.  City Attorney Rankin clarified at the 
Dec. 13, 2013 meeting that the property management company is not at fault.
 
It was asked at the meeting if insurance claims could help restore the Panda property.  Because the City is 
self-insured, it is our understanding that the City would be responsible for paying the claim to itself.  This 
approach is not recommended by any city staff.  
 
 
I hope this information helps to answer your questions.
 
Respectfully,
~Jenn
 

>>> On 3/18/2014 at 6:35 AM, Rebecca Ruopp wrote:
Good morning, JD:

Thanks for your email, JD.  I will follow up with others in the City to see if I can get answers to the 
questions you have asked.  I know that the oversight of vacant properties is of concern to many citizens.

Rebecca

>>> "Garcia, Jose D - (jdgarcia)"  03/17/14 10:09 PM >>>
Rebecca,

Encouraged by your note, I would like to raise the issue of responsibility for the vandalism, theft of kitchen 
equipment,  and stripping  of the copper while the City owned the building.  Has there been an 
investigation of these criminal acts?  Has anyone been held responsible?  Do we know who was supposed 
to be taking care of the property?  

Many citizens have commented on this.  

Are there answers to these questions?

Please let us know.

JD Garcia

________________________________________



(3/20/2014) Jennifer Burdick - Re: Panda Building Issues Seite 3

From: Rebecca Ruopp [Rebecca.Ruopp@tucsonaz.gov] 
Sent: 07 March 2014 17:13
To: Garcia, Jose D - (jdgarcia)
Cc: Nicole Ewing-Gavin
Subject: Re: Broadway Corridor CTF meetings

Greetings, Jose:

Thank you for your email expressing your concerns about several aspects
of the Broadway Task Force meetings.  Next week I will share these
issues -- several of which I have heard from other members of the public
-- with my colleagues in the Office of Integrated Planning, so that we
may consider them in terms of the Broadway Corridor Project specifically
and City public participation activities more broadly.  Improving our
public participation process to increase active engagement, inclusivity,
and transparency is an important goal.  We encourage you continue
sharing your observations and experiences -- both positive and not so
positive - you from participation efforts in which you have been/are
involved.

Have a good weekend,
Rebecca

Rebecca R. Ruopp
Principal Planner
Office of Integrated Planning
City of Tucson
(520) 837-6973 - direct line
(520) 401-1185 - cell
Rebecca.Ruopp@tucsonaz.gov 

>>> "Garcia, Jose D - (jdgarcia)"  3/6/2014
10:55 PM >>>
March 6, 2014

To: Office of Integrated Planning

       Attn: Rebecca Ruopp

I am writing to convey my disappointment with the conduct of the
City's Broadway Corridor Project Citizens' Task Force (CTF)
meetings.  The Task Force has had very little face-to-face discussion



(3/20/2014) Jennifer Burdick - Re: Panda Building Issues Seite 4

time thus far.  The meetings, of which I have attended all but two, have
been dominated by lectures from the consultant, Phil Erickson, who only
occasionally listens to CTF members, often talks over what they are
saying, and steers the conversation with personal biases which are not
informed by the express wishes of the CTF, nor do these biases appear to
me to be consistent with the facts.  The CTF needs unbiased professional
consultation.

Case in Point: tonight was scheduled to be a Charrette, a discussion
among CTF members, to try to begin to reach consensus through small
group meetings about the roadway options.  Instead, Erickson lectured
from about 5:45 PM after call to the audience, until 7:40, when there
was a 15 minute break, followed by a whole group meeting, also led by
Erickson, which was ended at 8:20.

It is, in my view, unprofessional for the Design Team to have set
pluses and minuses for all of the design criteria prior to the CTF even
seeing or discussing them, thus biasing the guideposts to be used in
deciding about roadway designs.

Tonight's meeting was also advertised on the Project website as one
in which the CTF members could interact with their constituents at
certain points.  That was not going to happen, except that an audience
member asked about it, but little time was allowed.  I believe that
shows serious disregard of the public who might have made a special trip
for that purpose.

These discussions by Erickson continue to disregard and play down the
expressions by an overwhelming majority of the public who attended
during the two Open Houses, who asked for a minimum of widening and of
destruction of historic buildings, and emphasized that Broadway has a
sense of place that should not be destroyed.

I hope the City can do better.



Broadway - Re: Widening Broadway? 

  
Pastor Munns, 
  
I appreciate that you reached out to help clarify this issue for us.  I know you have been very busy and expected I 
would hear back from you as time permitted. 
  
It has long been my assumption that you did have at least one official representative (or more) tracking our 
project process and speaking on your behalf.  I now understand I should have contacted you directly, and have 
taken this lesson to heart. 
  
I believe this is helpful information to share with the Task Force, and will include your letters as part of our 
project Public Input Report and share them with the Citizens Task Force.   
  
We are still in the planning and design phase for the street design.  I cannot promise that the project design will 
be altered as a result of receiving your letters, however, it is important clarification for all involved in this 
planning and design process - for many reasons. 
  
If there is any further information I can provide you or your congregation or board, please let me know.  I will 
add your contact information to our project listserv to keep you apprized of the process, too.  Again, thank you 
for thinking to reach out and clarify this issue.  
  
~Jenn 
  
********************************************** 
Jennifer Toothaker Burdick, Project Manager 
Broadway: Euclid to Country Club Roadway Improvement Project 
City of Tucson Department of Transportation 
  
Direct:  (520) 837-6648    Cell:  (520) 390-7094 
Web:  <www.tucsonaz.gov/broadway> 
********************************************** 
 
 
>>> On 3/20/2014 at 2:10 PM, <jimmunns@cox.net> wrote: 

First Assembly of God Church 
Pastor Jimmy Munns 
1749 E Broadway Blvd.   
Tucson, AZ 85719 
office (520) 624-0981 

 
 

From:    Jennifer Burdick
To:    
Date:    3/20/2014 4:43 PM
Subject:   Re: Widening Broadway?
CC:    Broadway
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Thursday, March 20, 2014  
 
Jenn,  
 
I'm sorry to take so long to get back with you. Thanks for being so quick  
to respond to my questions. 
 
We do want to go on record with the church's official stance.  
Please, feel free to share anything that I have sent to you with the Broadway Citizens Task Force, especially 
the young age of the building, and any info to anyone else concerned.  
 
If it would be helpful to have more documentation of  anything stated as the Official Board's position, just 
contact me. 
 
Please respond if I can be of any further assistance. 
 
Thanks,  
Jim Munns 
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FIRST ASSEMBLY OF GOD 
 
 
Jennifer Toothaker Burdick, Project Manager 
Broadway: Euclid to Country Club Roadway Improvement Project 
City of Tucson Department of Transportation 
Tuesday, March 18, 2014 
 
Good afternoon Jennifer, 
 
Thank you for your calls and email to follow up on the Pastor and official Board's position on 
the expansion of Broadway, that could possibly impact our church property.  
 
It is now our concern that many voices have spoken on behalf of the “church” who are in no 
official capacity to represent us, and most of them obviously have no real interest in the church.  
We plan to remain viable in today’s community, not just polishing the history of yesteryear. We 
believe our investments in property should be for lifting up and building people, not just 
maintaining a museum. Therefore, we are open to relocation if that is necessary to complete the 
design voters ask for.        
 
We do realize that the current location will not allow for our future growth. The location has 
been great for many years, but, now, without the possibility of expansion, other options are 
being considered. However, having reached maximum capacity at our current location, it would 
not be in the best interest of the church to take just part of the property.  
 
We totally support decisions made for the benefit and betterment of all our community.  
 
You may share this information with anyone you choose. 
 
Sincerely, 
Jim Munns 
 
 



 
 
 

 
 
 

FIRST ASSEMBLY OF GOD 
Pastor Jimmy Munns 

1749 E Broadway Blvd 
Tucson, Arizona 85719 
Church Office(520) 624-0981 

email jimmunns@cox.net 

 
Jenn,  
This is just to point out some of the exaggerations sent to the RTA and is on file with Ralph Armenta’s petitions 
about First Assembly.  
 

“ATTENTION REGIONAL TRANSPORTATION AUTHORITY  
The enclosed documentation refers to the Broadway corridor. Enclosed you will find a 
picture of the original pastors and builder of First Assembly of God Church Lenard 
Gilmore and Fanabell Gilmore who pastor the longest of any pastor approximately 35 
years. Since then in my 54 years as member we've had twelve different pastors. Pastors 
come and go.  
In my opinion if this building is save from demolition in a short few years it will be 100 
year old historic building. What can be more appealing to anybody driving into 
downtown in a brand new Broadway corridor and notice the first l00 year old building 
into town.  
All this can be accomplished by a gentle curve to the south at this point. In the process 
saving the city hundreds of thousands of dollars. Also, a petition of most of the current 
members is enclosed” 

 
Ralph said, “Enclosed you will find a picture of the original pastors and builder of First Assembly of God 
Church Lenard Gilmore and Fanabell Gilmore who pastor the longest of any pastor approximately 35 years.”  

 
Verifiable Facts: 
The church was founded by Pastor John Eiting from Douglas, AZ, on April 24, 1934.   
The original pastor of the officially recognized First Assembly of God, Tucson,  
AZ, was Pastor Charles O. Green.  
L. G. Gilmore did pastor the church for about 22 years, from 1947 until 1969.   
In the last 54 years there has been a total of 8 different pastors. 
The current main building was completed in 1950. 64 years old? Not even close to 100.     
The petition only includes 35 of  108 members. Some of them have expressed regret that  
they were persuaded to sign.   
 
Thanks,  
Jim Munns 



Jennifer Burdick - Re: 2510 & 2526 E. Broadway Blvd. 

  
My apologies for the delayed response.   
  
The two 4-lane maps do not show curb cuts in front of your properties right now, but the 6 + 2 dedicated transit 
lanes map does. 
  
As I indicated before, I would not put much stock in ANY maps right now, because they are the first maps 
produced for the project and are very draft concepts.  
  
We are working to create 6-lane maps and will be bringing those to the Task Force at the next meeting, which 
may be held on Wednesday, April 30.  Those will be posted online as well. 
  
I can add you to our project listserv so that you can stay up-to-date on the project's progress, if that works for 
you? 
  
~Jenn 
 
 
>>> On 3/20/2014 at 10:10 PM, Terry Dahlstrom > wrote: 

Hi Jenn,  
 
Did you check to see if my two properties maintained the Broadway curb cut to each of the properties? 
 
Sent from my iPhone 
Terry Dahlstrom 
Volk Company 

 
 

 
 

 
Sent from my iPhone, please forgive misspellings and auto correct errors 
 
> On Mar 13, 2014, at 9:32 AM, Terry Dahlstrom  wrote: 
>  
> Hi Jenn,  
>  
> I looked at all the conceptual maps.   
>  
> Sent from my iPhone 
> Terry Dahlstrom 
> Volk Company 

From:    Jennifer Burdick
To:    Terry Dahlstrom
Date:    3/21/2014 3:57 PM
Subject:   Re: 2510 & 2526 E. Broadway Blvd.
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>  
 

 
 

>  
> Sent from my iPhone, please forgive misspellings and auto correct errors 
>  
>> On Mar 13, 2014, at 9:02 AM, "Jennifer Burdick" <Jennifer.Burdick@tucsonaz.gov> wrote: 
>>  
>> Mr. Dahlstrom, 
>> It might be useful to our engineers if I ask which map specifically you are referring to?   
>>  
>> ~Jenn 
>>  
>>  
>>>>> "Terry Dahlstrom"  03/12/14 9:47 PM >>> 
>> Thank you Jenn for your quick reply.  I am confused because I can see 
>> Broadway curb cuts drawn for other properties nearby, but I didn't see the 
>> two Broadway cub cuts I currently have for each of the properties and there 
>> is a straight line across the Broadway frontage.  Thanks for looking into 
>> it.  I look forward to your conformation.   
>>  
>>  
>>  
>> Terry Dahlstrom 
>>  
>> Volk Company 
>>  

 

#105 

>>  
 

  
  
  

>> From: Jennifer Burdick [mailto:Jennifer.Burdick@tucsonaz.gov]  
>> Sent: Wednesday, March 12, 2014 8:07 PM 
>> To: Terry Dahlstrom 
>> Subject: Re: 2510 & 2526 E. Broadway Blvd. 
>>  
>>  
>>  
>> Mr. Dahlstrom, 
>>  
>> I just happen to be here in the office and received your email. 
>>  
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>>  
>>  
>> Given the shape of your property, and the location, I am fairly certain that 
>> your property would have curb cuts in every concept we draw up.   
>>  
>>  
>>  
>> I will confirm this with our engineers and designers who created the maps, 
>> however, and let you know for sure. 
>>  
>>  
>>  
>> Respectfully, 
>>  
>> Jenn 
>>  
>>  
>>  
>>  
>>  
>>>>> On 3/12/2014 at 7:59 PM,  

 > wrote: 
>>  
>> Hi,  
>>  
>>  
>>  
>> I own the properties at the above referenced addresses.  Both properties 
>> have a Broadway curb cut and I can't tell for sure from the conceptual plans 
>> I saw on the Broadway expansion website if these properties will have the 
>> two curb cuts based on the conceptual Broadway Blvd. plans.  Please let me 
>> know who I should discuss this matter with further to clarify.  Thanks.  
>>  
>>  
>>  
>> Terry Dahlstrom 
>>  
>> Volk Company 
>>  

 
  

 
  

 
 

 
  

 
>>  
>>  
>>  
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Broadway - Re: Broadway Project Update: Demolition begins at 2419 E. Broadway 

  
Ms. Galante, 
  
Thank you for emailing your thoughts on this issue.  We asked for some volunteers to meet with us after the 
public meeting to talk through the designs brainstormed, develop some more refined designs and potential 
costs, and to help prepare the information to come back to a second public meeting (date not yet determined).  
  
We'll be meeting with them soon, so I will share your email with the group for their consideration. 
  
Thank you, again, for sending this idea in! 
  
~Jenn 
  
********************************************** 
Jennifer Toothaker Burdick, Project Manager 
Broadway: Euclid to Country Club Roadway Improvement Project 
City of Tucson Department of Transportation 
  
Direct:  (520) 837-6648    Cell:  (520) 390-7094 
Web:  <www.tucsonaz.gov/broadway> 
********************************************** 
  
 
 
>>> On 3/24/2014 at 2:42 PM, Janet Galante > wrote: 

I am so sorry I was not able to attend the meeting. The corridor is a blight and the restaurant sits next to a 
hideous pile of chain link fencing in ill repair. I doubt that the expenditure of $9,000 is going to do much 
more than pay for gravel. Leave it alone and apply the money to something that will actually benefit the 
community. JMHO 
 
Janet Galante CPDT-ka 
Sit! Stay! Play! dog daycare and training 

 
 

 
 
On Thu, Mar 20, 2014 at 6:36 PM, <broadway@tucsonaz.gov> wrote: 

PLEASE BE ADVISED:  

From:    Jennifer Burdick
To:    Janet Galante
Date:    3/24/2014 2:47 PM
Subject:   Re: Broadway Project Update: Demolition begins at 2419 E. Broadway
CC:    Broadway
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The City of Tucson has begun the demolition of 2419 E. Broadway, the former Panda Buffet restaurant. It is 
anticipated that the demolition could be complete sometime next week. 

Fences have been put up temporarily while the demolition occurs, and will be removed when the site is safe. The 
site will be cleared of the building, signage, and palm trees, and then leveled and covered with a layer of 
decomposed granite. 

Regular access to Brio Salon and Top Hat Formal Wear is available through the parking lot. 

This demolition is the ONLY demolition that the Mayor and City Council have approved so far during the current 
planning and design phase of the project.  

The design of the project is progressing, and a recommendation on the design and the roadway widths is 
anticipated later this year. Construction will begin in 2016. 

If you have any questions, please email broadway@tucsonaz.gov, or call 520.837.6648. You can also find more 
information online at www.tucsonaz.gov/broadway. 

Jenn Toothaker Burdick 
Project Manager 
Tucson Department of Transportation 

This project is funded by the City of Tucson, Pima County and the Regional Transportation Authority (RTA), and is part of the voter-
approved, $2.1 billion RTA plan that will be implemented through 2026. Details about the plan are available at  

www.RTAmobility.com. 
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Broadway - Re: Please do not widen Broadway between Euclid and Country Club 

  
Ms. Classen, 
  
Thank you for emailing to share your concerns regarding the Broadway widening.  You are not alone in your 
concern regarding the widening.  I have copied Mary Durham-Pflibsen, a representative on the volunteer 
Broadway Citizens Task Force representing North side neighborhood interests, and Sam Hughes Neighborhood 
is one of her stakeholders - and her own neighborhood.   
  
Your email will also be shared with the Task Force in the next issue of our Public Input Report. 
  
The stage we are at in the process is still narrowing down the alternatives for the roadway design through our 
work with the Broadway Citizens Task Force.   
  
By the first week of March, we completed compiling a full spectrum of data for the roadway that helps us see a 
lot more of the benefits and trade-offs for each alternative: 
- existing traffic counts 
- traffic simulations and analysis of the 4 alternatives we have been reviewing (4 mixed-flow (bus and car) lanes 
similar to today's configuration; 4 lanes with 2 dedicated transit lanes (4+2T); 6 mixed-flow lanes;  and, 6 lanes 
with 2 dedicated transit lanes (6+2T), the latter being the scope of the RTA Plan Project #17.) 
- early estimates of impacts to adjacent properties and counts, 
- early estimates of construction costs, and  
- early estimates of Right-of-Way acquisition costs, and, 
- rough indicators of whether remaining land has potential for reuse/infill. 
  
What we found with the traffic analysis is that even the 22% growth in traffic, which is a conservative estimate: 
- The 4 lane/existing configuration creates a lot of congestion because the additional traffic queues up at the 
signals.  And while some technology can create enhanced service, it does not really support a reliable, fast-
running local bus service today, or tomorrow - a key performance factor that can grow ridership with 
discretionary riders.   
- The 6 lanes, plus 2 dedicated transit lanes runs very well, but provides signs that it is overbuilt - the extra 
vehicle lane and the additional dedicated transit lanes aren't being used as much as they should be to warrant 
the investment in the capital improvements.  The width of the roadway is a challenge for pedestrians, and makes 
the signal timing a challenge, as well.  
- The 6 lanes actually performs better than the 6+2T in the modeling, and because of the interest in being able 
to run future transit that is higher speed/higher capacity than local bus service, provides the opportunity to 
convert to a 4+2T into the future.   
  
The Task Force has asked the project team to bring back revised drawings for a 4-lane and for a 6-lane/4+2T.  
We will be doing that soon.  We will be able to compare the impacts, costs, and future potential details, and the 
related performance for traffic.  The Task Force has done an amazing job of working to identify areas to narrow 

From:    Jennifer Burdick
To:    Carolyn Classen
Date:    4/7/2014 1:59 PM
Subject:   Re: Please do not widen Broadway between Euclid and Country Club
CC:    Albrecht Classen;  Broadway;  Mary Durham-Pflibsen;  Nanci Beizer
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designs, as we can, and provided suggestions for how to create fewer impacts.  We will continue to work with 
them and hope to land on a detailed roadway concept within the year. 
  
Preserving the option to expand Route 8 on Broadway, which has maintained the highest ridership in the region 
for decades, to add light rail, Bus Rapid Transit (buses that operate like light rail), or even the streetcar in the 
future is an important consideration in the current design process.  We are working to identify ways that current 
local bus service can be enhanced, in an effort to nurture its growth.   
  
Lastly, we do have to consider the funding agencies.  59% of the project is funded with Regional Transportation 
Authority sales taxes and 35% with Pima County 1997 Bonds.  RTA has given the City and the Task Force leeway 
to prove that a resulting design from our process will "not diminish the functionality" of the original RTA project 
scope.  It can be expected that RTA will want to see how a new design will provide an improved roadway that will 
make improvements for each mode of transportation (car, bus, bike, and pedestrian).  Pima County bond funding 
is available for a project that is "6- or 8-lanes".  Anything smaller will require multiple public hearings to redefine 
the Bond project, assuming political support from both the City of Tucson and Pima County. 
  
Weighing all of these factors will be vital to choosing a roadway option that we can get majority support for.  We 
are working towards a design decision by the end of the year.   
  
My apologies for the long response!  I hope this is helpful and that it identifies for you the different angles we 
are using to approach the design process.  Please let us know if you have additional questions or thoughts.   
  
Respectfully, 
~Jenn 
  
********************************************** 
Jennifer Toothaker Burdick, Project Manager 
Broadway: Euclid to Country Club Roadway Improvement Project 
City of Tucson Department of Transportation 
  
Direct:  (520) 837-6648    Cell:  (520) 390-7094 
Web:  <www.tucsonaz.gov/broadway> 
********************************************** 
 
 
>>> On 3/26/2014 at 6:07 AM, Carolyn Classen > wrote: 

Once again we (my husband Prof. Albrecht Classen) and I are writing to you to request that Broadway Blvd. 
NOT be widened, but just improved by RTA funds.  We need bettter sidewalks, bike lanes, bus pullouts but 
not more road concrete on Broadway.  The City of Tucson can barely maintain the existing streets, why 
would we need more street coverage?  We have not witnessed the need for a wider Broadway Blvd. even 
during rush hours (since July 1987). 
  
Thank you. We live in Sam Hughes Neighborhood, on the north edge of Broadway. 
  
Regards,  
 
Carolyn Classen, J.D.  
Blogger at Blog for Arizona,  
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Jennifer Burdick - Re: Broadway Citizens Task Force -- concern 

  

Hi Jenn, 

Thanks so much for your fast and thorough reply! I am exploring the process at this point, not 
suggesting that we would like to try to make a change right now. I completely understand what you're 
saying about the time Jamey has invested so far. There has not been a high level of involvement in our 
NA and we are trying to improve that for May to ensure that folks in our neighborhood are clear on the 
discussions taking place and have a way to make their opinions known.  

I'm hoping that with greater NA involvement we can be sure that our neighborhood is being well 
represented on the Citizens Task Force. Should I continue to have concerns, I will be back in touch. 
Again, thanks for your work and for your very efficient reply!  

Sarah  

On Apr 19, 2014 1:03 PM, "Jennifer Burdick" <Jennifer.Burdick@tucsonaz.gov> wrote: 
Ms. Tarver-Wahlquist, 
 
I am in receipt of your email and am concerned about the issues you are raising with regard to the 
service Jamey Sumner has provided since his appointment to the Task Force in April 2012. He was 
appointed as a representative of neighborhood interests, specifically for the southwest quadrant of the 
project area that includes Miles Neighborhood. (Appointments were reviewed and endorsed by both 
the Ward 5 and 6 Council Members.) The Task Force members are expected to represent their 
stakeholders as we move through the design process, and to help communicate back to the 
stakeholders progress and decisions being made on the project. 
 
Jamey invited me to attend a Miles NA meeting in January to provide an overview of the project, and 
to answer questions. I did not have the sense at that time that the neighborhood has taken a clear 
stance yet regarding the project, but that there was interest in continuing to discuss it and potentially 
come to consensus. Jamey has been careful in recent decision-making meetings to state that he needs 
to check in with his stakeholders. 
 
He has invested over 18 months of time to the project so far; I would need to be absolutely certain that 
taking recourse with his appointment is warranted. It is important to me to ensure that the integrity of 
the process is being upheld. 
 
I believe a fair approachat this point would be to provide a written statement of the primary concerns 
you have, which will be shared with Jamey in order to give him an opportunity to respond to. If the 
concerns are truly supported by the whole neighborhood by consensus, I would need a letter from the 
association stating that, and approved minutes from a Miles NA meeting approving the letter as to 
content (and what the full content of the letter is, so that there is not doubt as to what the NA is 
approving). 

From:    Sarah Tarver-Wahlquist 
To:    Jennifer Burdick <Jennifer.Burdick@tucsonaz.gov>
Date:    4/19/2014 1:33 PM
Subject:   Re: Broadway Citizens Task Force -- concern
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If you have any questions, or would like to discuss, please let me know. I am currently out of state 
visiting an ill family member, but will return to the office on Tuesday morning and can be available to 
discuss with you then. 
 
~Jenn 
work: 520.837.6648 
cell: 520.390.7094 
 
 
>>> Sarah Tarver-Wahlquist  04/19/14 11:49 AM >>> 
Hello, 
 
I am a resident of the Miles neighborhood and have a question about the 
Broadway Citizens Task Force that is looking at the issue of widening 
Broadway Blvd. There is growing concern in our neighborhood that the 
resident appointed to the task force from our region is not representing 
the best interests of our neighborhood (or the city in general), and is 
certainly not representing the preferences and opinions of our 
neighborhood. Were task force members appointed with the intention of 
actually representing their wards and neighborhoods? If we find our 
representative to be mis-representing our neighborhood interests, do we 
have any recourse? 
 
Thank you! 
 
Sarah Tarver-Wahlquist 
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(5/16/2014) Broadway - 2419 E Broadway Seite 1

From: W Craig 
To: "broadway@tucsonaz.gov" <broadway@tucsonaz.gov>
Date: 4/23/2014 12:59 AM
Subject: 2419 E Broadway

Jenn I would love to be there for the meeting. Unfortunately I will be in Pennsylvania on that date. What 
the Project Team decides for that area is of vital importance to myself and the entire Sam Hughes 
community. Please know that whatever you decide it would be appreciated if the betterment of the 
neighbors surrounding that area be given first priority. The Broadway Boulevard Project has put some 
very real stresses on that area. The uncertainty of the entire project has left neighbors feeling quite 
anxious about the future of their historic buildings on Broadway. This destruction signals a very real fear 
for the future of the street. Perhaps a well thought out yet not too disruptive design for this lot would allay 
those fears a bit. The unknown nature of the Project has held this portion of the neighborhood in a form of 
limbo. The buildings on Broadway cannot be kept up in all good faith when the owners may find them 
under the wrecking ball when The Project goes forward. This painful time has translated to other parts of 
the neighborhood as the Historic Designation itself may be endangered if enough Historic Buildings are 
changed or raised.  
Thank you for your consideration of Hess factors when making decisions not only for this lot. It also for 
the entire Broadway Boulevard Project. 
Respectfully yours,
Bill Craig
Sent from my iPhone
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Broadway - Fwd: RE: Next Broadway CTF Meeting - corrected date 

  
 
 
>>> On 4/23/2014 at  9:02 AM, Josh Weaver <Josh@kaneenpr.com> wrote: 

Hello John,  
The meeting will be from 5:30 - 8:30 at the Child and Family Resources building - 2800 e. Broadway.  
 
Best  
 
 
 
 
Joshua Weaver 
Kaneen Advertising & Public Relations 
110 S. Church Avenue, Suite #3350 
Tucson, AZ 85701 
Phone: (520) 885-9009 
Mobile: (520) 360-5346 
Fax: (520) 885-0311 
Josh@kaneenpr.com 
 
-----Original Message----- 
From: [mailto:crowesq@cox.net]  
Sent: Tuesday, April 22, 2014 7:51 PM 
To: broadway@tucsonaz.gov 
Subject: Re: Next Broadway CTF Meeting - corrected date 
 
what time? 
 
John Crow 
---- broadway@tucsonaz.gov wrote:  
 

From:    Jennifer Burdick
To:    Broadway
Date:    5/16/2014 3:47 PM
Subject:   Fwd: RE: Next Broadway CTF Meeting - corrected date
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Broadway - Re: 1201 E Broadway Blvd 

  
Absolutely, and very glad to hear of your interest.  I have attached the recent email that went out regarding the 
project.   
  
The next Task Force meeting is next Wed.. April 30 evening, 5:30pm, at 2800 E. Broadway.   
  
I will add your email to our list serv so that you get these meeting notices into the future. 
  
~Jenn 
 
 
>>> On 4/24/2014 at 10:52 AM, "vanessa.mendivilvalencia"  wrote: 

 
Hi we are interested I'm attending your next meeting.  Can you PLEASE advise us of the upcoming meeting.  
 
From my Android phone on T-Mobile. The first nationwide 4G network. 

From:    Jennifer Burdick
To:    
Date:    4/24/2014 11:09 AM
Subject:    Re: 1201 E Broadway Blvd
CC:    Josh Weaver
Attachments:   Broadway Boulevard Project Upcoming Meetings; Next Broadway CTF Meeting - corrected date
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A cyclist rides a public hire "Boris Bike" in central London, November 2013. 

City cycling: Road to fitness, or accident 
waiting to happen?

By Lesley Evans Ogden 
March 4, 2014 -- Updated 1042 GMT (1842 HKT)
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Editor's note: CNN.com is showcasing the work of Mosaic, a new 
digital publication that explores the science of life. It's produced by 
the Wellcome Trust, a global charitable foundation that supports 
research in biology, medicine and the medical humanities, with the 
goal of improving human and animal health. The content is produced 
solely by Mosaic, and we will be posting some of its most thought-
provoking work.

(CNN) -- It was just another morning commute. That is, until a bus 
driver ran a red light, turned right, and drove straight into Ann-
Doerthe Hass Jensen. The bus knocked the social worker off her 
bike, trapping her underneath, a wheel pinning down and crushing 
her left foot. It was a school bus heading to a Copenhagen 
kindergarten, and the children aboard were screaming. Ann was 
rushed to hospital in excruciating pain, every bone in her foot 
shattered.

In the six weeks of hospitalization that followed, part of Ann's foot 
was amputated. Salvageable bones were wired back into place and 
skin grafts were taken from her thigh to replace the torn and missing 
flesh. "I'm pretty lucky," says Ann. "People normally die when this 
happens."

It was a year before she could walk again. During that 
year, she had to take a taxi to work every day. "I hated it," 
she says. "Here, the taxi drivers are a menace, and I was 
really scared of accidents." She also hated having to wait. 
Traveling by bike in Copenhagen is often the fastest way 
to get around, which is the top reason why 
Copenhageners cycle.

Ann's physiotherapy was tricky. The missing portion of her 
foot is a crucial stepping point, and its absence affects her 
balance. But walking wasn't the only part of her 

rehabilitation. In Copenhagen -- where people own 5.2 bicycles for 
every car, over a third of residents pedal to work, school or college. 
So rehabilitation often literally means getting you back in the saddle. 
The City of Copenhagen helped Ann get a specially adapted Nihola 
cycle: a sturdy, stable three-wheeler that has allowed her to regain 
independent mobility.

In cities across the world, researchers, planners and policy makers 
are examining the many potential plus points of cycling. Increasing 
the proportion of people who cycle or walk, rather than drive, could 
not only reduce air pollution and greenhouse gas emissions, but also 
lower people's risk of developing a number of diseases. But at what 
cost? To what extent does cycling in cities expose you to the risk of 

STORY HIGHLIGHTS

Some argue that cycling can 
lower risk of certain diseases - 
but at what cost? 

Copenhagen, Amsterdam are 
bike-friendly cities, with 
extensive cycle routes

Studies show that safety 
improves in a city as the total 
number of cyclists increases 

Northern Europe leading the 
way for city cycling infrastructure

Here, the taxi 
drivers are a 
menace, and I 
was really scared 
of accidents. 
Ann-Doerthe Hass Jensen, cyclist, 
Copenhagen
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injury or death? What makes some cities so much safer and 
attractive for cyclists than others?

The drastically different design and policy approaches taken by large 
cities in Europe and North America provide some stark comparisons 
on cycling safety, equity and its impact on public health. To weigh up 
the risks and benefits of city cycling, and explore what can be 
learned where public health, urban design and transport engineering 
meet, I did what I had to do: I hopped on a bike.

Paris

In Paris, new bike lanes are pervasive. Though many of the streets 
are centuries old, sometimes cobbled, and claustrophobically narrow, 
bike lanes have been prominently marked. There are also some 
segregated cycle paths, often crazily disconnected -- disappearing 
and appearing again in a seemingly random fashion. Skinny one-way 
streets might have bike lanes on the right, so you cycle with the 
direction of the traffic, or on the left, so you're in the contraflow.

Oddly though, I didn't feel unsafe cycling these narrow lanes. Many 
are marked 30 kph for cars. Having parked cars on the right of the 
bike lane, so they're facing you, can be advantageous: it's the 
passenger-side door that opens into bike traffic, so it's less likely 
you'll be struck than if it were the driver's side exposed. And if you 
were to cycle into an open passenger door, you're more likely to 
close it than open it further.

Cycling smart, in Paris, France. JEAN-PHILIPPE KSIAZEK/AFP/GETTYIMAGES
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On some major streets, like Boulevard Saint-Michel, there 
are special lanes shared by bikes and buses. Though I felt 
less squeezed cycling in these wide lanes, where traffic 
was much lighter than the adjacent lanes for cars, I did 
feel a little intimidated about sharing the lane with buses. 
That said, the Parisian bus drivers gave me plenty of 
space, and didn't behave aggressively. I did get a sense 
that traffic here has become accustomed to bicycles. 
There are some off-street cycle paths too. Zooming 
alongside the Seine on the elevated bike path, totally 
segregated from motorized traffic, was pure delight.

Velib' bikes, from Paris's bicycle-sharing system, were in 
use everywhere. I saw men in suits, teenagers, women in 
chic business attire, pensioners, and female university 
students riding side by side on the bikes. Posting celebrity 

Velib' sightings on social media has apparently become something of 
a local pastime. The bikes are such a fixture that I saw one young 
man taking a break on a parked Velib', feet on the handlebars, 
chatting on his mobile phone.

Read: Why bike is best for precious cargo

In the midst of Paris's cycling revolution, it seemed fitting to meet Ari 
Rabl at Le Procope, a city restaurant where some of the leaders of 
the French Revolution gathered. With Audrey de Nazelle, a Lecturer 
at the Center for Environmental Policy at Imperial College London, 
Rabl, a consultant and retired senior scientist at the Centre 
Energetique et Procédes of the Ecole des Mines in Paris, has looked 
at the health benefits when people move from cars to walking or 
cycling.

Rabl explains that they found that the population-level costs due to 
fatal accidents are outweighed at least 10-fold by the health benefits 
of walking or cycling. Monetizing the costs and benefits, Rabl and de 
Nazelle estimated that for a driver who switches from driving to 
cycling for their 5 km commute, the overall health benefit from 
physical activity is worth about €1,300 ($1,795) per year. Of course, 
it's important to point out that while fatal accidents might be reported 
as small "population-level costs" in public health studies, they have 
tragic, catastrophic costs for individuals and their loved ones.

Copenhagen

Four days earlier, and some 1,000 or so kilometers north-east, I'm 
sitting in a conference room at the University of Copenhagen's 
Department of Public Health, overlooking the picturesque Lakes 

Staying safe on the bike

Could lasers save cyclists' lives?
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area. Around the table are health researchers Astrid Ledgaard Holm, 
Henning Langberg and Henrik Bronnum-Hansen.

Ledgaard Holm, a doctoral student, has modeled the 
health impacts of increased cycling. Accounting for 
physical activity, exposure to accidents and air pollution, 
she and colleagues found that the overall burden of 
disease -- including heart disease, stroke, type II diabetes, 
breast cancer, colon cancer, cardiopulmonary disease 
and lung cancer -- was reduced in people who cycled. The 
positive health effects of increased cycling were more 
than a third larger than the potential loss of health from 
bicycle accidents and air pollution.

Other studies investigating the health impacts of cycling 
have found similar positive benefits, although the 
magnitude varies. In a different study based in 
Copenhagen, researchers analyzed data from over 
13,000 women and 17,000 men to explore the impact of 
physical activity on mortality. Even after adjusting for other 
factors, such as physical activity in leisure time, they 
found that people who did not cycle to work experienced a 

39% higher mortality rate than those who did. In other words, cycling 
improved longevity.

One of the most interesting insights the Danish researchers share is 
how they've discovered that many Danes don't consider cycling 
exercise. "People here can easily be riding back and forth 5 km per 
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day, and if you ask them on a questionnaire if they are physically 
active, they will say 'No, I don't do any exercise'," says Holm. For 
many here, she says, it's not a choice of activity, but your mode of 
transport.

Read: The laser light that could cut cyclist deaths

What's immediately striking about cycling in Copenhagen is the 
incredible diversity of individuals on bicycles. Embedding myself in 
the morning rush-hour traffic on Norrebrogade, one of Copenhagen's 
busiest cycle routes, I see a woman in a long flowing black jilbab 
pedaling a cargo bike with two small children in the basket. I see men 
of all ages in suits; women in dresses, high-heeled boots and smart 
coats, flowing garments protected from the spokes by metal skirt 
guards on the wheel hub. I see university students and children 
cycling to school; toddlers strapped into child seats on the front or 
back of mum or dad's bike; and baskets of children pedaled along in 
sturdy Christiana or streamlined Bullit bikes. Some children ride the 
cycle paths independently. Others are shepherded by parents cycling 
alongside, who guide their charges with the occasional gentle hand 
on the back.

While cycling to interviews at the University of 
Copenhagen one morning, I happen upon a makeshift 
memorial on the side of the street. At the intersection of 
Store Kongensgade and Dronningens Tværgade in the 
city center, a stretch of tarmac the length of a body is 
adorned with fresh flowers and candle jars inscribed with 
handwritten notes. I discover later that it's where a 20-
year-old woman on her bike was struck and killed several 
weeks earlier by a tourist bus making a right-hand turn.

Decades after streets were first painted with white crosses 
to mark fallen cyclists, cycling accidents, although rare, 
are still not taken lightly here. Only one Copenhagen 
cyclist was killed in 2012, and no year from 1998 to 2012 
has seen more than seven cyclists killed in the city, 
according to Statistics Denmark. These figures are quite 
something in a city where the population cycles an 

estimated 1.27 million km every day. The risk associated with being a 
cyclist in Copenhagen "has dropped by more than 70% over the last 
15 years" according to Niels Torslov, the City of Copenhagen's traffic 
director. "And it's a very strong story about finding the right 
measures, and designing a road space in a way that protects the 
users, especially those cycling."

The use of cycling helmets is growing among Copenhageners, 
noticeably more than in Amsterdam, where helmet wearing is still 

It's a very strong 
story about 
finding the right 
measures, and 
designing a road 
space in a way 
that protects the 
users, especially 
those cycling. 
Niels Torslov, traffic director, City of 
Copenhagen
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very much an exception. At the time of her accident, in 2006, Ann-
Doerthe Hass Jensen was wearing a helmet, though clearly, as she 
says herself, a helmet protects your head but not your feet. She says 
that working at Copenhagen's Center for Rehabilitation of Brain 
Injury, as she does, makes you fanatical about helmets. "There is no 
way I would not have a helmet on," she says.

After several days of exploring Copenhagen by bike, I meet Ann at 
the Center, where she leads me outside to see her specially adapted 
tricycle. Her sense of pride is palpable. It takes her between 30 and 
40 minutes to make the trip from home to work. "The first few times I 
got back on a bike again, it was hard. Really, really hard," she says. 
"There was a lot of crying." Now, though, there is no stopping her.

In her first year of recovery, Ann's rehabilitation team felt 
she needed to re-establish both the freedom of mobility 
and the quality of life that her bicycle had previously 
allowed. It wasn't easy. Beyond the physical challenges of 
getting Ann back in the saddle, there was another hurdle: 
her enormous fear. "I had to work with a psychologist... 
because I was scared like hell," she says. Using cognitive 
therapy, she and her psychologist worked through the 
entire experience, going over the incident report in 
excruciating detail. Pushing through that fear was tough. 
"It wasn't my perception that was off that day. It was 
somebody who actually did something wrong. And it took 
me a while to get my confidence again," she says. Ann's 

fear was not unreasonable. Her experience wasn't just "an accident." 
It was the action of a negligent driver, whose license was revoked 
when the case came to court two years later.

London

Research shows that perceived safety -- how safe you feel -- is at 
least as critical as measured safety to the willingness of citizens to 
hop on a bike. For me, of all the cities I cycled in, London was the 
most terrifying.

Cyclists were prevalent in the center of the city, and what 
immediately struck me, beyond the dense, fast-moving 
traffic they were attempting to navigate, was the rapid 
speed they were cycling at. In impromptu interviews with 
cyclists stopped at traffic lights, I asked one woman why 
she cycled. Her answer: "I hate the Tube [London's 
underground train system], it's really unhealthy and 
sweaty and overcrowded." Asked if she felt safe cycling, 
she said, "No. That's the honest answer." But her 
sentiments weren't shared by everyone I asked. A student 

"The first few 
times I got back 
on a bike again, it 
was hard ...There 
was a lot of 
crying 
Ann-Doerthe Hass Jensen, cyclist, 
Copenhagen
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who had just moved to London said, "It's about five to 10 
years ahead of New York," adding that she felt quite safe 
cycling on London's cycle superhighways.

I, on the other hand, did not. I spent some time watching cyclists 
crossing the Southwark Bridge section of one of the cycle 
superhighways. Riding along CS7's blue painted bike lane on a Boris
Bike (the nickname for bikes in London's cycle hire scheme, 
introduced in 2010 under Mayor Boris Johnson) largely unseparated 
from mixed, fast-moving traffic, made me anxious and uneasy. 
What's more, I suffer from asthma, making me a bit of a human 
canary for air pollution. After the noticeably clean air of Copenhagen, 
the polluted air of London made for labored breathing.

London is beginning to make progress on provisions for 
cyclists, and there are good sections of the growing 
infrastructure, but I saw plenty of room for improvement. 
On both sides of Southwark Bridge, which crosses the 
river Thames, the short, separated span of blue bike lane, 
protected by a concrete barrier, fed straight into a bus 
stop. This forced cyclists to choose between two 
unappealing options: wait like a sitting duck behind the bus 

while it stops, or pull out into traffic to overtake, and risk being in one 
of the bus's many blind spots when it pulls out from the curb. Peter 
Wright is the delivery planner for cycling at Transport for London 
(TfL), the local government body chaired by Johnson. Wright 
explains that bus-stop bypasses are planned, "to try and avoid 
conflict so that cyclists don't have to come out into general traffic." A 

Cycling in the shadow of a London bus. PETER MACDIARMID/GETTY IMAGES

London cyclist

Folding bikes revolutionize commuting
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similar hazard was delivery vehicles parked in bike lanes, a common 
sight in London and Paris.

In November 2013, when asked about the spate of cycling 
deaths, Johnson told the Guardian that if cyclists did not 
follow the rules, "there's no amount of traffic engineering 
that we invest in that is going to save people's lives." 
Growing evidence suggests that statement is untenable, 
not to mention that it blames the victim. I requested an 
interview with Johnson. His press office did not reply.

To be fair, though, London's Mayor -- a cyclist himself -- is 
making gradual progress. In 2013, TfL announced its Safe 
Streets for London plan, which aims to reduce the number 

of people killed or seriously injured by 40% by 2020. Ben Plowden 
from TfL Surface Transport said: "In 2015, we will be spending £145 
million ($240 million) a year on cycling, or roughly £18 ($30) a head, 
up with the best in Germany and almost on a par with the 
Netherlands. This represents around 2% of TfL's overall expenditure 
and is roughly proportionate to the current 2% mode share of 
cycling." He added that cycle spending would total £913m ($1.5 
billion) during the next 10 years, more than treble previously planned 
levels.

Safety in numbers

It is not completely clear how and why accident rates change as the 
number of cyclists varies, but a "safety in numbers" effect seems to 
occur: safety improves in a city as the total number of cyclists 
increases. This effect has been seen in studies in Denmark, the 
Netherlands, 14 other European countries, Australia and 68 cities in 
California.

"It is likely that causation runs in both directions: safer cycling 
encourages more cycling, and more cycling encourages greater 
safety," writes John Pucher, Professor of Urban Planning at Rutgers 
University, in his recent book "City Cycling." Motorist behavior 
probably contributes to this phenomenon. In places like Copenhagen 
-- where four out of five individuals have access to a bicycle -- most 
drivers are also cyclists, and so are accustomed to sharing public 
space with bicycles.

It can be difficult to compare safety between cities because of the 
lack of consistency in data collection and because of the need to 
frame injuries and deaths within the context of "exposure" -- the 
overall numbers of trips, total distance or time spent cycling. Under-
reporting of cycling crashes is also a well-documented problem. 
Nevertheless, Pucher's 2012 book written with Ralph Buehler, "City 
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million) a year on 
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Ben Plowden, TfL Surface Transport 
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Cycling," listed figures for annual fatalities per 10,000 daily cyclists 
(see sidebar).

Unless you are traveling at breakneck speed, though, there is 
nothing inherently dangerous about cycling -- it's the environment 
you're in that creates danger. Ian Roberts, professor in the Nutrition 
and Public Health Intervention Research Unit at the London School 
of Hygiene and Tropical Medicine, began his career as a pediatric 
trauma doctor. "I saw lots of children hit by cars," he says, "and it 
really is awful." He describes these deaths as "kinetic energy 
disease" -- a reference to the idea of mismatched masses in motion. 
When one of those masses is protected by metal casing, but the 
other isn't, it's clear who is more likely to be hurt.

One of the trends Roberts has puzzled over is the long-
term decline in the death rates of British pedestrians, 
despite an increase in motorization. "Road safety people 
would point to it as an example of how roads are getting 
safer. But I was a little bit skeptical... because [the] 
volume of kinetic energy on the road was going up."

An alternative hypothesis was that in industrialized 
countries, there were fewer people walking, something 
investigated in research he conducted while working in 
New Zealand. "Over the years it became obvious that 
people were walking and cycling less than ever before in 
the history of humans on the planet," says Roberts. "The 
world was not getting safer, it was getting more hostile, 
and people were voting with their feet by getting out of the 
way."

"Vehicular cycling"

In North America in the 1970s, cyclists -- or at least the most vocal 
advocacy groups purporting to represent them -- did not want to get 
out of the way. So-called vehicular cycling was emerging, a 
philosophy that has influenced transport policy in both North America 
and Britain. Fathered by Californian industrial engineer and cycling 
activist John Forester, vehicular cycling encourages cyclists to travel 
on the road in mixed traffic. On his website, Forester writes: 
"Vehicular cycling, so named because you are acting as the driver of 
a vehicle, just as the traffic laws require, is faster and more 
enjoyable, so that the plain joy of cycling overrides the annoyance of 
even heavy traffic."

In 1970s California, lots of athletic cyclists were forming touring 
groups for riding fast on roads, explains Anne Lusk, a research 
scientist at the Harvard School of Public Health. Back then, she says, 
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such groups may have legitimately feared that U.S. 
adoption of Dutch-style cycle paths would restrict bike 
access to roads. "At the time, paths were becoming 
crowded by joggers, walkers, in-line skaters and baby-
carriage pushers," says Lusk, so cycling advocates fought 
forcefully against proposals for cycle paths.

The vehicular cycling philosophy became incorporated into 
U.S. guidelines for transport design, and its influence was 
felt for decades, limiting the building of physically 
separated cycle tracks and putting cyclists on the road 
with cars. "It's something that really stuck in North 
America," says Meghan Winters, assistant professor in the 
Faculty of Health Sciences at Simon Fraser University, 
Canada. Asked if the philosophy of vehicular cycling is 
evidence-based, she says no. "But it's something that was 

sticky and was adopted very broadly for very, very many years," she 
adds.

Forester's teachings included how to operate as a motor vehicle, with 
skills like not riding in the door zone (the area next to a parked car 
where an opened door could hit a moving cyclist). They were useful, 
says Lusk, in that they did teach people how to bike with cars if they 
had to. But she does not endorse Forester's view that there should 
be no cycle lanes painted on the road, no separate cycle tracks and 
no cycle symbols.

Vehicular cycling in Buenos Aires, Argentina. DANIEL GARCIA/AFP/GETTY IMAGES

Used bikes change kids' lives

New bicycle is even more eco-friendly
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Lusk, and other researchers who have studied the 
particular needs of certain groups of cyclists -- such as 
women, children, elderly people and parents transporting 
children -- point out that many of these riders cannot 
operate as a vehicle as confidently as, say, a fit young 
man on a racing or touring bike. Utilitarian cycling, with 
bike-specific transport infrastructure, is about being 
inclusive, addressing the needs of cyclists young and old, 
male and female. The need for speed is not universal 
among cyclists, nor is feeling comfortable cycling in 
heavy, motorized traffic.

It's precisely the recognition that cyclists come in all 
shapes and sizes, and with all kinds of needs, that has 
driven the last several decades of cycling infrastructure 
and policy in Denmark and the Netherlands. Tom 

Godefrooij of the Dutch Cycling Embassy writes: "Cycling is too 
important as a mode of transport to leave it only to the daring 
helmeted cycle warriors in conspicuous jackets. Cycling should not 
be elitist, but for all.

Amsterdam

Outside Amsterdam's Schiphol airport, I see a worker giving his 
colleague a lift to the airplane on the back of his bike, an example of 
just how deeply embedded cycling is in Dutch culture.

A bicycle is by far the best and quickest way to get around 
Amsterdam, local journalist Bennie Mols tells me. One new hazard 

Cycling is too 
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mode of transport 
to leave it only to 
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helmeted cycle 
warriors in 
conspicuous 
jackets.  
Tom Godefrooij, Dutch Cycling Embassy
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he laments is tourists on bikes, who lack the understanding of how 
and where to ride. His description stirs a guilty pang. I learn quickly 
(but too late) that the hand signal for "stop" is essential in busy bike 
traffic. Failing to use it as I slow down to navigate, I cause a near-
collision as a herd of bicycles behind me screeches to a halt, one 
woman yelling "Seriously?" at me multiple times as she skids to a 
stop on the grassy verge. Wishing I could dissolve into the bike path, 
I sheepishly review the hand signals in my guidebook. It's a mistake I 
don't make again.

Amsterdam and Copenhagen weren't always the cycle-
friendly cities they are today. In the Netherlands, as car-
buying wealth grew in the postwar era, cycling rates 
dropped precipitously from about 85% of all trips in the 
1950s to about 20% in the early 1970s. As the numbers of 
cyclists fell, discontent grew over the increasing numbers 
of cyclists and pedestrians killed in traffic accidents. A 
journalist whose daughter had been killed in traffic 

launched the "Stop Kindermoord" (stop the child murder) movement. 
There were widespread street protests.

Danish transport policy reached a tipping point in the 1970s and 
1980s, when the nation veered away from urban planning dominated 
by provisions for motorized vehicles, towards the establishment of 
cycling-specific infrastructure and traffic calming. As Stop 
Kindermoord emerged in the Netherlands, a coincident movement 
grew in Denmark. The public rose up against a proposal to build a 
major motorway alongside a picturesque area of Copenhagen known 
as the Lakes. Massive demonstrations ensued. It was during this era 
that protesters began painting white crosses on the streets where 
cyclists had been killed in traffic.

So while most other developed nations continued through the 1980s 
and beyond with road transport design that prioritized the needs of 
motorized vehicles, a dramatic change was taking place in northern 
Europe. The shift in thinking catalyzed by public protest was that, 
rather than requiring children and cyclists to adapt to motorized 
traffic, traffic should adapt to children and cyclists.

Northern Europe's shift towards a safer, more convenient 
infrastructure for cyclists and pedestrians created an 
unplanned natural experiment -- albeit one fraught with 
uncontrolled variables including car taxes, climate, 
topography, political differences and dependence on the 
car industry for employment. Nevertheless, in cities 
oriented towards motor vehicles, the limited provision of 
transport routes that safely accommodate bikes and a 
default assumption that riders will adopt vehicular cycling 
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have resulted in stagnantly low numbers of (mostly male) 
cyclists, for the best part of three decades.

"There are dramatic differences in terms of cycling rates 
and cycling safety between those two places [northern Europe and 
North America]," says Winters. "So I think the evidence clearly 
illustrates which one of these strategies is effective if your goal is to 
get large segments of the population cycling, and cycling safely... In 
a sense, this is a global experiment on that, and I think North 
America may be coming around now," she says. Perhaps. But there's 
a long road ahead.

Toronto

In the summer of 2013, Toronto traffic was a mess. In the midst of 
major street reconstruction and resurfacing, traffic queued bumper-to
-bumper heading south on Bay Street, near City Hall. There were a 
few demarcated bike lanes, and only one separated bike path (not 
including the completely off-street routes like the largely recreational 
path along the lakeshore). Taxis wove in and out of lanes, sometimes 
coming very close to the curb -- the space shared with bicycles. It felt 
like a hostile environment for cyclists, and I did not sense much 
tolerance of bikes from motorists.

One of the cyclists I speak to in an impromptu interview says that it's 
pedestrians rather than vehicles that he worries about most. Other 
hazards for Toronto cyclists include streetcars. Their tracks, which 
can trap a bicycle wheel if crossed in parallel, are particularly nerve-
wracking. Toronto is not an unfamiliar city to me -- I lived there for 

Meghan Winters, Simon Fraser University, 
Canada.

Toronto, Canada CHIP SOMODEVILLA/GETTY IMAGES
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more than a decade -- but returning to cycle downtown was not a 
pleasant experience.

Vancouver

In Vancouver, however, there's a shift in transportation thinking. I 
noted a growing number of bike lanes, segregated bike paths, and 
painted bike boxes at junctions, which give cyclists a safe place to 
await a green light and turn safely, ahead of motorists.

Though recreational cycling in places like Stanley Park has been 
possible for decades, it's cycling as transportation that is the focus of 
the Vancouver City Council and Mayor Gregor Robertson, who 
cycles to work. Some of the new separated bike paths feel very safe 
and easy to use. But there are still places where lanes end in a fairly 
hazardous way, such as one junction where the bike lane ends 
abruptly only to reappear a few meters later in the middle of two 
lanes of car traffic. Cycling along Dunsmuir and over the bridge 
viaduct on the fully segregated bike lane feels incredibly liberating. 
Perhaps I'm pushing my luck riding a bike around downtown 
Vancouver on Friday the 13th, but where the bike routes are marked, 
or traffic is calmed, I feel relatively safe.

The science of urban cycling is messy, but the case for separated 
bike lanes combined with traffic-calming measures (to reduce vehicle 
speed) is mounting. A 2009 paper that examined findings from 23 
studies from across the world suggested that "purpose-built bicycle-
specific facilities reduce crashes and injuries among cyclists."

Recumbent cycling in Vancouver, Canada MARK RALSTON/AFP/GETTY IMAGE
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Recent research in Vancouver and Toronto by a collaboration of 14 
researchers, including Winters, found that "at local street 
intersections, traditional stops are safer than traffic circles 
[roundabouts], and at non-intersections, cycle tracks alongside major 
streets and traffic diversion from local streets are safer than no 
bicycle infrastructure."

Montreal

Montreal was the most cycle-friendly Canadian city I visited. Even 
where bike lanes were not explicitly marked, motorists were generally 
patient and considerate in terms of sharing space with cyclists. 
Though definitely more hilly than Amsterdam and Copenhagen, the 
undulating topography doesn't seem to be an impediment to 
Montrealers.

Montreal means "Mount Royal," referring to the steep -- if not entirely 
mountainous -- hill and park near the center of town. The Plateau 
area, an uphill climb from the city center, is one of the most heavily 
cycled parts of the city. It hosts the city's oldest major bike path, 
along Rue de Brébeuf, a route that spans the entire island of 
Montreal. During morning rush hour, I saw a steady stream of bikes 
along Boulevard de Maisonneuve, one of several bi-directional, fully 
segregated bike paths with bike-specific traffic lights. Bikes are also 
allowed in Montreal's parks, many of which have trails for 
recreational or commuting use.

It was in Montreal, the only large North American city to have cycling 
infrastructure dating back to the 1980s, that Anne Lusk and 

Braving the snow in Montreal, Canada ROGERIO BARBOSA/AFP/GETTY IMAGES
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colleagues tested the safety of separated cycling infrastructure 
versus road cycling. They found that separated cycle tracks have 
lower crash and injury rates (or at least no higher) than the street, 
and have seen a similar trend in the USA. And research by Winters 
and colleagues adds to the evidence, finding that bicycle-specific 
infrastructure that reduces interactions between cyclists and motor 
vehicles can reduce the occurrence of injuries, potentially by more 
than 50%.

Safe cycling

So, how do we make our cities better for cyclists? Safe-cycling cities, 
policies and legislation already exist, and can inspire others. In 
Oregon, Portland's "vulnerable user law," for example, is modeled on 
a European safety concept, says Portland attorney Ray Thomas, a 
partner at Swanson, Thomas, Coon and Newton, who specializes in 
cycling law. In Copenhagen, in one of many chance interviews with 
cyclists on city streets, I happen upon a young American student -- 
Mike Milan, from Greenville, South Carolina -- who is studying 
architecture there. "As I've learned in my urban design class here, 
Copenhagen has tried to slow down the city to a human pace, and a 
human scale," he says. His thoughts conceptually crystallize the 
city's transport philosophy, and are equally applicable to Amsterdam.

"Making people feel safer on bikes should not mean 
equipping them with high-vis and reflective helmets," says 
Jack Harris, owner of London's Tally Ho! Cycle Tours. 
"We need infrastructure that allows a broader cross-
section of society to get onto a bike." The places that are 
serious about encouraging cycling as a safe, accessible 
and pleasant mode of transport have some tough 
decisions to make about vulnerable users, including 
cyclists, in the allocation of urban space.

At the Copenhagen rehabilitation center where Ann-
Doerthe Hass Jensen works, her physiotherapist 

colleague Daniel Thue Bech-Pedersen says: "Our main goal of 
rehabilitation is to allow any individual to be more active again." This 
can mean being active for work, for leisure, for getting yourself 
around. "When you can transport yourself and make sure you lower 
your risk of having another stroke or whatever," he says, "then one 
plus one equals three."

Ann suffers chronic pain from her foot, wears special orthopedic 
shoes and walks with a cane, so getting back to cycling made a 
massive difference to her mobility. It also gave her back her 
independence. On her cargo trike, she can take her two-year-old 
niece out on excursions, something that would be impossible on foot 

We need 
infrastructure that 
allows a broader 
cross-section of 
society to get 
onto a bike. 
Jack Harris, Tally Ho! Cycle Tours, London
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or by bus. Asked how she feels at this point along her recovery and 
about riding to work each day, she replies confidently and without 
hesitation: "I love it." Her tricycle has given her much more than just 
a means of getting about. Being mobile means being independent, 
but even more, it means being free.

Research for this article was supported in part by a journalism award to Lesley Evans 
Ogden from the Canadian Institutes of Health Research. #citycycling

Copyright 2014 The Wellcome Trust. Some rights reserved. 
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Broadway - Re: Reminder: Next Broadway CTF Meeting 

  
Your email has been removed.  Thank you for letting us know your change in preference. 
  
~Jenn 
  
 
 
>>> On 4/30/2014 at  7:11 AM, kluver john  wrote: 

please remove me from all your mailing lists....thanks!!! 
On Tuesday, April 29, 2014 12:11 PM, "broadway@tucsonaz.gov" <broadway@tucsonaz.gov> wrote: 

From:    Broadway
To:    kluver john
Date:    5/12/2014 6:12 PM
Subject:   Re: Reminder: Next Broadway CTF Meeting

Broadway Boulevard 
Euclid Avenue to Country Club Road 

Greetings! 

The project team would like to remind you that the next meeting of the 

Broadway Citizens Task Force is tomorrow evening, Wednesday, April 30, 

2014 starting at 5:30 p.m., at the Child & Family Resources building (2800 

E. Broadway). 

An agenda and materials are available online: www.tucsonaz.gov/broadway. 

As always, if you have any questions or need more information, please feel 

April 29, 2014 

This e-newsletter is sent 
to groups and 
individuals who have 
expressed interest in 

the Broadway 
Boulevard, Euclid to 
Country Club project. 

USEFUL LINKS 

> Broadway Project 
Website 

> RTA website 

> MainStreet Business 
Assistance 
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(5/16/2014) Broadway - Functionality: an alternative definition Seite 1

From: "Tabili, Laura - (tabili)" 
To: "broadway@tucsonaz.gov" <broadway@tucsonaz.gov>
Date: 5/1/2014 3:29 PM
Subject: Functionality: an alternative definition
Attachments: FunctionalityVer3.doc; FunctionalityVer3.pdf

Dear CTF,

Attached is a digital version of Broadway Coalition's pamphlet on Functionality.

As you will see, it offers alternative definitions to the auto-centric definition criticized last night.

Thank you for your grueling service.

Laura Tabili
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Broadway Boulevard has been called Tucson’s Main Street –
recognition that it is a special place of business, community
interaction and a destination people choose to visit. A Boulevard
connotes a grand place that people frequent. It is also part of a
transportation system that enables people to move among various
sections of a city by car, bicycle, transit, or on foot. Much of
Tucson’s history and character is associated with this boulevard.

Many municipalities are being called upon by their citizens to plan,
build, and operate transportation systems that in addition to
achieving the important goals of mobility and safety – support a
variety of economic and community objectives. Stakeholders at the
past two public meetings regarding the Broadway Boulevard Project
have said they value Broadway – The Sunshine Mile – as a
destination, a place, and part of the vital midtown of Tucson.

The Broadway Coalition advocates for the definition of
functionality, which is echoed in the motion adopted by the lead
agency, the City of Tucson. The Mayor and Council on September
19, 2012’s motion was:
“…and gave direction to the Broadway Boulevard Citizens Task
Force to conduct their work under a definition of functionality that
allowed for consideration of performance measures detailed in the
EPA’s “Guide to Sustainable Transportation Performance
Measures.””

Functionality n. Engineer talk for: what is the purpose of a road, and
how to design it to meet that purpose.

How does a planner/civil engineer decide how big to build a road?

In the 1920s and 1930s a road classification system was devised to
help professionals establish priorities and criteria for road building.
The classification concept was applied in two ways; one functional
and other administrative. The functional breakdown was related to

how the facilities were or would be used. The administrative concept
was related to the authority responsible; federal, state, country or
local.
Four categories of street were developed according to function:

1. Expressway; some degree of access control and should be
reserved for multilane, divided roads. They serve large
volumes of high-speed traffic and serve long trips.

2. Arterial: serves the major movements of traffic within or
through the urban area; length of typical trip is more than one
mile.

3. Collector; serves internal traffic movements within an area of
the city and connects this area with the arterial system.

4. Local; sole function is to provide access to adjacent land.
These streets make up a large percentage of total street
mileage, but carry a small proportion of vehicle miles of
travel. 

Classificatio
n

M o v i n g
L a n e
Width

P a r k i n g
L a n e
Width

T o t a l
S t r e e t
Width

D e s i g n
Speed

M a j o r
Arterial

4-6@12’ 2@12’ 92-116 50 mph

Arterial 4 @ 12’ 2@10’ 68’ 40 mph
Collector 2@ 12’ 2@ 8’ 40’ 35 mph
Local 2@ 10’ 20’ 30 mph

When does the transportation planner/civil engineer know it was
time to change a road classification and enlarge it?

Road professionals made an assumption that people did not like
waiting at stoplights and having to slow down due to roadway
congestion. So, they developed a metric “Level of Service” or LOS
that is a letter grade based on how long it takes to get through an
intersection, as the major criterion.



LOS Average delay
in seconds per
vehicle

Motorists’ perception

A < 10 Free flowing – good

B 10.1-20 Reasonable free flow

C 20.1-35 Stable, but unreasonable delay begins
to occur

D 35.1-55 Borderland bad

E 55.1-80 Bad – long queues

F >80 Unacceptable, long delay, congestion 

“LOS analysis seems like a science, free from political and
ideological consideration, the perfect traffic engineering tool to
rationalize our cities, but the methodology behind it is far from
precise,” writes Mathew Rich. When the US prioritized the
expansion of roads everywhere, cities were seen as merely job
centers to be driven to and from. LOS was the lubricant to facilitate
the growth of suburban and exurban rings. While this may have been
the idea behind the 1987 plan for Broadway, it is no long the case.
Broadway from Country Club to Euclid is a series of historic
buildings, shops, business that create a vital midtown living
experience.

And why is it unacceptable for a person to sit in an air conditioned
car for 35 seconds, about ½ a minute, but it is acceptable for a

pedestrian or a bicyclist to wait out in the hot sun for a minute? And
then in addition, have to cross many feet of hot pavement? The
traditional LOS is for cars only.

What about other forms of transportation like bicycles, buses and
walking? How are they factored into road design?

The challenge is to incorporate environmental, economic, and social
sustainability into transportation decision-making through the use of
performance measures that value all modes of transportation, not just
cars and trucks. EPA suggests 12 performance measures that can
readily be applied in transportation decision-making.

1. Transit accessibility; measures ability of people to reach a
destination using public transportation.

2. Bicycle and pedestrian mode share; measures the proportion
of trips taken by bicycle and walking.

3. Vehicle miles traveled per capita: measure of amount of
vehicle activity normalized by population.

2 4. Carbon intensity; measure the amount of CO emitted from
transportation per person

5. Mixed land uses: measures the proportion of residents living in
locations with mixed land uses.

6. Transportation affordability: measures of cost of
transportation relative to income

7. Distribution of benefits by income group: measures
transportation plan benefits by income group so that one can
evaluate that transportation plans do not disproportionately
burden low income and minority communities and those groups
receive a fair share of benefits of transportation system
improvements.

8. Land consumption: measures the amount of land consumed by
new transportation infrastructure and/or new development
served by new transportation infrastructure.

9. Bicycle and pedestrian activity and safety: measures the level



of bicycle and pedestrian activity and safety in specific
locations.

10. Bicycle and pedestrian level of service: measures the quality
of service from perspective of a bicyclist or pedestrian such as
auto traffic volumes and perception of safety.

11. Average vehicle occupancy: measures the average number of
people in each vehicle.

12. Transit productivity: average number of riders on transit
vehicles.

Using a definition such as the 12 metrics above will serve as an
important complement to the Context Sensitive Solutions (CSS)
design approach being used by the Broadway Boulevard Design
team. It recognizes the function of Broadway is to be a place, a
destination, as well as a multimodal corridor connecting people
between neighborhoods.  No longer is the road a way simply for cars
to move from Tucson’s far east side to the downtown. It is part of
the life of the community, a place, and a destination where we can
all meet and interact.

This project is an opportunity for Tucson to be a leader in how to use
new ideas, new understandings of how people move about, and
preserve the historic and economic fabric of the community. We call
on all involved to get creative and enhance the city we love.

You are welcome to join us

The Mission of the Broadway Coalition is to educate and organize
citizens in Tucson to guide planners and implementers of the Pima
County Regional Transportation Plan Project 17 (The Broadway
Corridor) to improve Broadway Boulevard between Euclid and
country Club within the existing right-of-way and thereby make the

roadways as efficient as possible without causing the demolition of
historic structures and displacement of viable small businesses that
contribute to the culture and commerce of the community. Widening
the street would worsen air quality and increase noise in adjoining
neighborhoods. It would tend to isolate the residents of adjoining
neighborhoods from each other and discourage the common use of
their streets, open spaces, recreational, commercial and educational
facilities. Walking and bicycling across the widened street would be
more hazardous especially for the young, elderly, and people with
special needs. The Coalition urges citizens who value Tucson’s
urban core to protest the doubling of the width of Broadway between
Euclid and Country Club.

Broadway  Coalition
 A New View of

Functionality

Broadway Coalition 

P.O. Box 40232

Tucson, AZ  85717

broadwaycoalition@gmail.com



Broadway - Re: Broadway Widening and upcoming study session 

  
Robert, 
My apologies for not getting back to you in a more timely fashion. 
  
Thank you for taking the time to write in your concerns and support for considering alternative multi-modal 
capacity on Broadway.   
  
As has come to light, we now have a host of data that we have never before had on this project.  It has taken us 
time to get here, and allowed us to begin the process of comparing alternatives based on a number of 
performances, such as transport performance for all four modes, cost, and impacts.  What we have learned 
is that: 
- the 4-lane (4) does not allow enhanced performance for all four modes of transport, which is a minimum 
criteria for receiving funding from the Regional Transportation Authority.  It also precludes the addition of future 
dedicated transit ways, be it for light rail or bus rapid transit or other mass transit option.  Staff identified this as 
a fatal flaw of the 4-lane design. 
- the 6-lanes, plus 2 dedicated transit (6+2T) lanes would be over-building and providing more capacity than is 
warranted.   
- the 6-lanes (6) demonstrates improved performance for all four modes of travel (pedestrian, bike, transit, auto), 
and 
- the 4-lanes plus 2 dedicated transit (4+2T) lanes does well for three modes, but not autos.    
  
The roadway width for a 6-lane and a 4+2T are similar, and the high ridership on Broadway (highest in the 
region) is a clear indicator that transit will continue to be an important mode on this corridor.  While we are 
constructing a 2-mile segment with this project, it is a portion of a significant 11-mile transit corridor for our 
entire region.  Investigating how transit can be better served as part of this roadway design is a priority topic of 
current project conversations. 
  
Recent discussions with the Mayor and Council resulted in their expressed support for continuing to work with 
the Citizens Task Force on this issue of transit.    
  
The Task Force is weighing all of the cost and performance considerations, including the desire to construct a 
progressive roadway that addresses the needs of our community.  The planning and design process is an 
important phase in which the input of the community can influence the design.  Input like this email is helpful to 
the Citizens Task Force and project team as we work towards finding the most beneficial design that benefits the 
entire community.  I am including it in the materials they will be receiving for the upcoming 5/22 Task Force 
meeting.    
  
There are more opportunities for you to provide input, and I you, your family, and neighbors will participate: 
- Miles Neighborhood Association 
   Wednesday, May 21 

From:    Jennifer Burdick
To:    Richard G. Fimbres;  Robert Hadel
Date:    5/16/2014 5:26 PM
Subject:   Re: Broadway Widening and upcoming study session
CC:    broadway@tucsonaz.gov
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   6:30 pm 
   Miles School Gymnasium (1400 E. Broadway) 
  
- Broadway Citizens Task Force Meeting 
  Thursday, May 22 
  5:30pm 
  Child & Family Resources (2800 E. Broadway) 
  
- Broadway Project Open House 
  Thursday, June 5 OR June 12 
  5-8pm 
  Sabbar Shrine Hall (450 S. Tucson Blvd.) 
  
The Task Force will continue to meet as design moves forward and you are on the project listserv, so you will 
continue to receive updates. 
  
~Jenn 
  
********************************************** 
Jennifer Toothaker Burdick, Project Manager 
Broadway: Euclid to Country Club Roadway Improvement Project 
City of Tucson Department of Transportation 
  
Direct:  (520) 837-6648    Cell:  (520) 390-7094 
Web:  <www.tucsonaz.gov/broadway> 
********************************************** 
 
 
>>> On 5/1/2014 at 12:43 PM, Robert Hadel > wrote: 

Hi, 
 
My name is Robert Hadel and I live in the Miles Neighborhood. I feel compelled both as a resident, and on 
behalf of my family , and several other neighbors that share my sentiment on Broadway and the planning 
process for improving it. 
 
Broadway is a very important place. Not only does it carry quite a bit of vehicles on it, but it also serves as 
the vital connection that ties many neighborhoods. It serves as the primary place for those neighborhoods to 
conduct their commerce, and it serves as an urban gateway to downtown. 
 
Currently the recommendation given to the task force only recommending viability of a 6-lane road seems 
contrary to the many functions that Broadway already serves, and what has come from the city as wanting 
this to be an urban corridor. First, and quite importantly, adding this extra lane which is suppose to alleviate 
traffic congestion comes at a cost of anywhere from 70 million to 90 million dollars and even per the 
technical advisory committee only adds .1 minute to the vehicle travel time. Is this to say that it is worth not 
only the monetary cost of the project but also the potentially catastrophic impacts to both small local 
businesses and community accessibility for one tenth of a minute of travel time on Broadway far cars? 
 
Second, It's not that I and my neighbors are not against progress. On the contrary, we are for smart progress, 
that takes responsibility for all the people in our community, especially the most vulnerable population. By 
saying Tucson is only counting cars and not accepting the real price of making that decision we are telling 
those people that can't afford to have a car, choose not to drive a car, or may not choose to drive a car in the 
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future that their decision to do so removes them from Tucson's transportation network. Also, it reaffirms 
Tucson's commitment to not creating walkable, urban places that engage people in the community.  
 
Third, Broadway has already seen exciting growth in small local businesses that are popping up and moving 
in, even in the past few months. It also seems contrary to put their investment and the communities 
investment in them at risk for these seemingly negligible results. 
 
It seems as though my neighbors and our surrounding neighborhoods are sending a clear message to the 
task force and mayor and council in saying that as neighborhoods and as a city we cannot sacrifice our 
communities, connectivity, and urban vitality for mere seconds of travel time for automobiles. I urge you to 
send a clear message that Tucson supports urban vibrancy and connected communities by not adding any 
vehicular lanes to Broadway. 
 
Thank you for all your work, 
 
Robert Hadel 
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Broadway - Please widen Broadway 

  
To Whom It May Concern: 
 
I am a resident of the Miles Neighborhood, an owner of property on the south side of Broadway in the central segment of the 
Broadway Corridor Project, and a Tucson resident who uses Broadway Boulevard for transportation on a daily basis. 
 
I was alarmed to learn recently that the Citizen’s Task Force for the Broadway Widening Project is working to thwart 30 years 
of planning, land acquisition, and the citizen-approved RTA funding initiative for widening Broadway between Park Avenue and 
Country Club Road.  Recent task force proposals to minimize widening and to change the alignment of the project the south 
side of Broadway -- rather than the north as has always been planned -- are an insult to good and inclusive city and 
transportation planning and to the democratic process. 
 
I feel strongly that the Broadway Boulevard widening project should proceed in the manner planned since the early- to mid-
1980s, and in the manner that voters committed to funding in 2006 -- to be a transportation and commercial corridor that 
allows the free flow of vehicular traffic and expands to the north side of the current roadway between Park and Country Club. 
 
While I appreciate the flexibility of the City of Tucson’s transportation department to update the study and the design of the 
Broadway Boulevard widening project to reflect current and future use, I feel that the Citizen’s Task Force’s recent second-
guessing of the project and efforts to reduce the size and scope of the roadway improvement project to be shortsighted and 
unfair.   
 
Beginning in the 1980s, Broadway Boulevard was recognized as a roadway in need of expansion.  The length of Broadway 
was seen as a thoroughfare that should have vibrant commercial, retail shopping, and office districts along its edges and 
should be one of Tucson’s main east-west transportation arteries.  The project back then was promoted to be the “Broadway 
Commercial Corridor.”   The expansion of Broadway was to concentrate people and traffic along a wide and easily navigable 
roadway between east-side and downtown Tucson in a way that would be good for commerce, business and development all 
along the route.  Since 1987, property owners, business owners and residents of the surrounding neighborhoods have known 
that Broadway is slated for widening and that the road will expand into the properties along the north side of the road and that 
south side will be protected and available for business and commercial development. 
 
For a minimum of 27 years, land sales and purchases, investment, and land use decisions have been made based on open, 
actively promoted, and well-publicized Broadway widening plans. The City of Tucson has actively acquired property on the 
north side of Broadway for the Broadway widening project.  Since 1987, development and demolition projects on both sides of 
Broadway have been steered, planned, approved and completed with the widening project to the north in mind.  This status of 
the widening project changed from proposed to guaranteed in 2006 when the Regional Transportation Authority bond package 
was approved to provide the majority of funding for the project.  The citizen-approved commitment was for a wider Broadway 
that expands toward the north side of it’s current boundaries.  At the time voters were assured that the projects in the RTA 
ballot would be carried out as promised. 
 
People need to be able to depend on the City’s development plans and promises. People who travel on Broadway need to 
realize the benefits of an expanded and improved road. Voters who approved the widening and improvement project need to 
get the wider and better road that they asked for.  Perhaps most importantly, all people need to know that that election results 
are binding -- that they will be honored, not ignored. 
 
Broadway needs to be widened.  It is only right that it be done toward the north. 
 
Sincerely, 
 
Greg Clark 

 
 

From:    Greg Clark <
To:    <broadway@tucsonaz.gov>
Date:    5/5/2014 6:42 AM
Subject:   Please widen Broadway
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Broadway - Fwd: Re: RTA Broadway widening project 

  
Mr. Foster, 
  
Thank you for taking the time to convey your concerns about the Broadway project.  Attending and voicing your 
concerns at an upcoming meeting would be helpful for the Task Force to hear.   
  
Broadway Citizens Task Force Meeting 
Thursday, May 22 
5:30pm 
Child & Family Resources, 2800 E. Broadway 
  
I will be sure to share your comments as part of the Public Input Report the Task Force receives, as well. 
  
  
A public Open House will be scheduled in early June.  Your attendance, and helping get the word out about the 
meeting, would be much appreciated.  I will be sure you receive an announcement, but the following might help 
in the meantime: 
  
Broadway Project Open House 
Thursday, June 5 OR June 12 (date not yet confirmed) 
~6-8pm (time not yet confirmed) 
Sabbar Shrine Hall, 450 S. Tucson 
  
If you additional questions, or if I can be of assistance in providing additional information to you, please feel 
welcome to contact me:  837-6648 (work) or 390-7094 (cell). 
  
~Jenn 
  
********************************************** 
Jennifer Toothaker Burdick, Project Manager 
Broadway: Euclid to Country Club Roadway Improvement Project 
City of Tucson Department of Transportation 
  
Direct:  (520) 837-6648    Cell:  (520) 390-7094 
Web:  <www.tucsonaz.gov/broadway> 
********************************************** 
  
 
>>> Greg Foster  05/08/14 20:51 PM >>> 

From:    Jennifer Burdick
To:    
Date:    5/12/2014 11:44 AM
Subject:   Fwd: Re: RTA Broadway widening project
CC:

   
broadway@tucsonaz.gov;  Daryl Cole;  Farhad Moghimi;  fmoghimi@pagregion.com;  Greg Foster;  
Jarrett Reidhead;  Kent Simpson;  Mayor1;  Steve Huffman;  Tom Fisher;  Ward 3;  Ward6;  William 
Arnold
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City of Tucson Mayor and Council insisted that the Streetcar be built for $200M because it was voted in as part 
of the Regional Transportation Plan. But the Broadway widening to 6 lanes can be reduced to 4 lanes because 
the voters do not deserve to get what they voted for. 
 
The Regional Transportation Plan was only regional for the other communities, not the COT? The COT NIMBYs 
again void decisions made by of the majority of the community. Not all of the property owners along the other 
projects, LaCanada, La Cholla, Magee, etc were happy either but the Regional Plan was to get our entire 
community building for the future not the status quo. I will never vote yes for any regional plan or tax that 
includes Tucson. 
 
Greg Foster 
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Broadway - Re: Broadway widening project 

  
Ms. Reyes,  
Thank you for sharing your concerns and desires regarding the Broadway roadway improvement project.  This 
period of the planning and design for the project is an important time to participate.  No decision has been 
made yet on the placement of the roadway alignment.  All efforts will be made to reduce impacts as much as 
possible. 
  
The volunteer Citizens Task Force is working hard with the project team to identify the best design 
recommendations for the improvements, and where they will go.  They are looking at a variety of options now, 
including options to weave the roadway to the south side of Broadway.   
  
I will share your email with the Citizens Task Force as part of the project's Public Input Report.   
  
Some additional information you may find helpful: 
- 5/21 Miles Neighborhood Association Meeting:  Wednesday, May 21,, starting at 6:30pm in the Miles 
Gymnasium, and a primary topic of the meeting will be the Broadway project and potential impacts to the south 
side. 
- 5/22 Broadway Citizens Task Force Meeting:  The group meets next on May 22, 5:30pm, at 2800 E. 
Broadway.  There will be 2 calls to the audience, which allows members of the public opportunities to present 
opinions to the Task Force in 2-3 minute speeches. 
  
- 6/5 OR 6/12 Broadway Project Community-Wide Open House:  An Open House will be held in June - 
potentially June 5 or June 12, 5-8pm.  I will add your email to our listserv so that you are notified as soon as we 
define the date with the Task Force next week.  Input opportunities at the Open House will exist, though likely 
not in the form of Calls to the Audience.   
  
If you have additional questions or would like more information, please feel welcome to contact me.   
  
Respectfully, 
~Jenn 
  
837-6648 work direct 
jennifer.burdick@tucsonaz.gov  
www.tucsonaz.gov/broadway  
  
 
 
>>> On 5/13/2014 at 12:59 PM, Gina Reyes  wrote: 

Dear Ms. Burdick, 
 
I'm writing to voice my strong opposition to the proposed widening along 

From:    Jennifer Burdick
To:    Gina Reyes
Date:    5/16/2014 1:42 PM
Subject:   Re: Broadway widening project
CC:    broadway@tucsonaz.gov;  jamison001@earthlink.net
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Broadway that would cut into the facicilities at Miles Exploratory Learning 
Center, as well as impact dozens of businesses up and down the block. 
 
The proposed widening of Broadway to carry MORE car traffic is misdirected. 
We should be looking at policies that reduce car traffic. 
 
My children attend Miles and the front gardens are as essential to the 
school's functioning as the main structures. As living, breathing 
classrooms they have deep history and meaning for all of the students at 
the school who spend close to a decade watching the space evolve and grow. 
It is a unique learning experience for each new class. 
 
Please consider the entire impact of this project and the solutions needed 
to satisfy all interested parties. 
 
Sincerely, 
Gina Reyes 
Miles parent 
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Broadway - Fwd: Re: Broadway Expansion Project 

  
 
 
>>> On 5/14/2014 at  1:31 PM, Jennifer Burdick wrote: 

Absolutely - you have been added! 
  
~Jenn 
 
>>> On 5/14/2014 at 11:55 AM, Niki vonHedemann  wrote: 

Hi,  
I am interested in getting emails about meetings and announcements with regards to the Broadway 
Expansion Project. Can you add me to your email list? 
Thanks,  
Niki  
 
--  
Niki vonHedemann  
 
University of Arizona  
School of Geography and Development 
PhD Student 
 

 

From:    Jennifer Burdick
To:    Broadway
Date:    5/16/2014 11:50 AM
Subject:   Fwd: Re: Broadway Expansion Project
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Broadway - Re: Broadway Project 

  
Ms. Mairs, 
  
Thank you for taking the time to write your email.  I will provide it to the Citizens Task Force for their 
consideration.    
  
I do not know to what extent you have been following the project.  It is only recently that we have a variety 
of data, and traffic modeling of the different alternatives, that indicate that the original scope for the project -  6-
lanes plus 2 dedicated transit lanes - would be providing too much capacity for what is expected.  The data we 
have suggests we could defend narrowing the scope of the voter-approved project to something that would 
accommodate current and future vehicle, bus, bike, and pedestrian traffic. 
  
The data suggests that a project design that allows enhanced capacity for all 4 modes of travel resides in a 
roadway width that could accommodate 6-lanes of mixed traffic, or 4-lanes for vehicles and 2 lanes for dedicated 
transit.   
  
Our data does not suggest that 4-lanes would work, nor that it would be an appropriate width to accommodate 
future light rail, or even dedicated transit ways for larger/articulated buses running at increased frequencies.  For 
these reasons, City of Tucson Department of Transportation has raised the issue that this puts funding in 
jeopardy for the current project.  
  
The design decision has not yet been made for the project.  There will be more time to attend a public meeting 
to learn more about this: 
  
- Broadway Citizens Task Force Meeting 
   May 22, 5:30pm, 2800 E Broadway 
  
- Broadway Project Open House 
   June 5 or 12, 5-8pm, Sabbar Shrine Hall (450 S. Tucson Blvd.) 
  
I will add your email to our listserv and we will keep you apprized of the upcoming opportunities to learn more 
and provide more input. 
  
Thank you, again, for taking the time to write your email. 
  
Sincerely, 
~Jenn 
  
********************************************** 
Jennifer Toothaker Burdick, Project Manager 
Broadway: Euclid to Country Club Roadway Improvement Project 

From:    Jennifer Burdick
To:    Nancy Mairs
Date:    5/16/2014 4:19 PM
Subject:   Re: Broadway Project
CC:    Broadway
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City of Tucson Department of Transportation 
  
Direct:  (520) 837-6648    Cell:  (520) 390-7094 
Web:  <www.tucsonaz.gov/broadway> 
********************************************** 
 
 
>>> On 5/1/2014 at  4:07 PM, Nancy Mairs <  wrote: 

I opposed the Broadway Project altogether because it doesn't take into account the 
reality that automobile transportation will become less and less possible as we 
exhaust fossil fuel supplies.  But if shortsighted people prevail, I prefer Plan 4 to 
Plan 6. 

Nancy Mairs, Writer 

 

 

 

 

 

"Life is a test.  It is only a test.  If it were real, we would have been given better instructions." 

Page 2 of 2Broadway Project
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Jennifer Burdick - Re: Webinar 

  
Ms. Steinberg, 
  
Thank you for sharing this webinar.  I am including it in materials for the Citizens Task Force to review. 
  
Respectfully, 
~Jenn 
 
>>> On 5/6/2014 at 10:32 AM, "Robin Steinberg" > wrote: 

Please forward information about this free webinar  to members of the task force and to transportation professionals associated with 
the project. 
  
Thank you, 
Robin Steinberg 
  
http://www.pdx.edu/ibpi/trip‐generation‐webinar 
  
  

Advances in Estimating the Transportation Impact of Development for Urban Locations: 

State-of-the-Practice, Urban-Sensitive Methods and Future Advances in Traffic Impact Analysis 

From:    Broadway
To:    Robin Steinberg
Date:    5/16/2014 3:53 PM
Subject:   Re: Webinar
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Free IBPI Webinar 

Thursday, May 22, 2014 

10:00 - 11:15 AM PST 

Instructor: Kristina Currans, PhD student, Portland State University 

 

Too often our transportation systems detract from the very communities they aim to serve. Many of the hurdles keeping local and 

regional areas from developing more sustainable and livable environments are the result of institutionalized engineering practice. The use 

of the Institute of Transportation Engineers Trip Generation Handbook has been known to hamper the ability for jurisdictions to build new 

developments in multimodal (e.g., transit, pedestrian, and bicycle), urban contexts without overestimating the vehicle trips generated, 

thereby limiting the implementation of emissions-reducing, mixed-use, developments supporting multimodal travel. This webinar provides 

an overview of the current trip generation estimation practice and describes both alternative and substitute methods to estimate 

multimodal, urban-sensitive trip generation rates for new development. 

 

The webinar is free through registration; early registration is encouraged. An archived video will also be posted after the webinar.  

  
  
  
  
http://www.pdx.edu/ibpi/trip‐generation‐webinar 
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May 6, 2014 

 

Subject:  Update Regarding RTA Project #17:  Broadway, 
Euclid to Country Club (Wards 5 and 6)  

Page:  1 of 5 

 
Issue – This item is presented to the Mayor and Council to provide an update regarding the 
planning and design process that has been underway since June 2012 and to request feedback 
and direction.  The project has reached a critical juncture:   
 

1) Comparative analyses and research were recently completed, providing needed 
information to assist with selection of appropriate roadway cross section 
alternatives;  

2) The Citizens Task Force (CTF) is in the process of making recommendations 
regarding which alternatives to move forward into further design and analysis;  

3) A large-scale community meeting – Public Meeting #4 – will be scheduled in 
late May/early June and the public will be asked to weigh in on the Task Force 
and agency recommendations being made; and,  

4) A new contract with the Regional Transportation Authority will be needed in 
June 2014, and funding being requested will be contingent on the City’s ability 
to demonstrate that the project can meet the May 2016 construction deadline and 
the policy parameters of ‘no diminishment of functionality’.   

 
City Manager's Office Recommendation – Based on the contemporary data collected regarding 
future capacity needs and recent reductions to population that Federal and State agencies have 
ascribed to the region that have resulted in reduced traffic projections, staff recommends that 
the Broadway Project resources be focused on the most financially feasible and functionally 
viable option of the alternatives being considered so far–the 6-lane alternative.  This 
recommendation supports the work done to date by both the CTF and the project team.  It 
further provides a sense of certainty to the CTF and general public regarding what would be 
acceptable at the end of this design process.  This is an appropriate time to provide direction to 
the CTF, to the project team, and to the community. 
 
There are a number of reasons to focus on the 6-lane alternative:  
 

• It provides enhanced capacity for all modes: pedestrian, bicycle, vehicle, and 
bus–key criteria for the Regional Transportation Authority (RTA).   

• It outperforms the 6-lane plus 2 dedicated transit lanes (6+2T).   
o The additional width of the roadway creates greater crossing distances 

and timing needed to cross.   
o The greater distance negatively impacts the pedestrian crossings and bike 

crossings, and can also have a negative impact on transit as a result.   
o The amount of projected traffic that will use the vehicle and dedicated 

transit lanes is less than 50% of the lanes’ capacities.  This means there 
is more lane than is needed, suggesting over building and also low 
benefit-to-cost ratio.   
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• The overall project cost is more affordable than the 6+2T, is expected to fall 
within project budget, and will not cost as much to maintain as the 6+2T.   

• It provides continuity with the configuration of Broadway east of Country Club, 
which is 6 lanes and ranges between 115’-120’ width between Country Club and 
Columbus. 

• Contemporary literature and practice in other cities with successful High 
Capacity Transit systems (including light rail, Bus Rapid Transit, or streetcar 
systems) indicate that transit corridors succeed when the “human scale” is 
supported with both the roadway and transit facilities design, as well as adjacent 
development and land use–which Transit Oriented Development embodies.  The 
6-lane alternative would support this approach significantly better than the 
6+2T.   

• It meets the Pima County 1997 Transportation Bond Program project description 
for the Broadway project (DOT-56) of a ‘6-or 8-lane’ roadway, making it 
financially feasible for Pima County funding sources.   
o A 4-lane roadway would not meet the current County bond project 

description.  An amended project description is possible, but would 
require a time-consuming public process: a City of Tucson public 
hearing; a Pima County Board of Supervisors public hearing; and 
adoption by the Pima County Bond Oversight Committee. 

• Similarly, it meets the ‘No Diminishment of Functionality” criteria set by the 
RTA Board because all modes are enhanced and the project costs are within 
range of the approved project budget of $71.2 million.  For these reasons, it is 
feasible that the RTA will support and fund it. 

• Finally, the 6-lane shares a similar Right-of-Way width as the 4-lane plus 2 
dedicated transit lanes (4+2T) and could convert to such a configuration into the 
future.  Staff would recommend that the project team investigate roadway 
designs that:  1) can support and enhance existing local bus service immediately 
with the new roadway facilities in order to encourage increasing ridership levels; 
and 2) can accommodate some form(s) of High Capacity Transit in the future.   

 
Background – The Regional Transportation Authority (RTA) Plan was approved by voters in 
2006, funded with a half-cent sales tax through 2026.  The plan includes Roadway 
Improvement Project #17: Broadway, Euclid Ave. to Country Club Rd.  The scope included for 
Project #17 is: “widen roadway to 6-lane arterial plus 2 dedicated bus lanes, bike lanes and 
sidewalks.”  This project scope was originally conceived in a 1987 study of the Broadway 
corridor from I-10 to Houghton Road.  In March 2012, concerns raised by the Tucson 
community regarding the 6+2T project scope led to the (ongoing) development of the following 
policy parameters by the RTA, Mayor and Council, and Pima County in order to provide 
guidance for reviewing the scope as part of the current process: 
 

• March 2012 – Mayor and Council request hold on new acquisitions and any 
demolitions 
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• June 14, 2012 – RTA Board supports using their 2005 approved policy that there 
should be ‘No Diminishment of Functionality’ of RTA projects from that 
originally envisioned by the Technical Advisory Committee and the Citizens 
Advisory Committee when the project scopes were created 

• June 19, 2012 – Mayor and Council empower Citizens Task Force to use 
creative design 

• Sept. 19, 2012 – Mayor and Council direct CTF to use U.S. EPA’s ‘Guide to 

Sustainable Transportation Performance Measures’ 

• Dec. 18, 2012 – Mayor and Council strongly encourage staff to communicate to 
CTF and to the community that alternatives to the scope will be reviewed, and 
can be built 

• Oct. 10, 2013 – Pima County Administrator communicates that the 1997 
Transportation Bond project description for Broadway (DOT-56) would allow 
for a 6- or 8-lane design; anything less would require an amendment to the Bond 
Ordinance 

 

The project process has adhered to the above parameters in the last 18 months through various 
efforts: 
 

• Adding alternatives to the planning and design process for study and analysis, 
including 4-lane alternative; 4-lanes plus 2 dedicated transit lanes alternative; 
and 6-lane alternative, in addition to the 6 lanes plus 2 dedicated transit lanes 
project scope;  

• Developing 57 performance measures, inspired by the U.S. EPA’s “Guide to 

Sustainable Transportation Performance Measures,” with which to evaluate the 
alternatives’ performance in Transportation Specific and Non-Transportation 
Specific categories;  

• Creating an overarching Vision Statement and Goals to guide the Context-
Sensitive Design process that has incorporated the Citizens Task Force input, 
and public input received through CTF meetings, large-scale community 
meetings, and via electronic and hard copy comment cards and emails; 

• Researching the unique challenges that the roadway improvements will have 
with respect to individual properties being able to function and comply with the 
City’s Unified Development Code and development standards, and the tools and 
solutions that might resolve these issues after construction; and, 

• Providing opportunities for the funding agencies’ strategic decision-makers to 
weigh in on the project progress at key times. 

 

The current milestone in the project progress involves tabling alternatives from further 
consideration in the planning and design process.  With the additional time, effort, and 
resources that have been expended to date, and the looming deadline for project construction, it 
is imperative that the Broadway Project Team and the Citizens Task Force use the next months 
effectively to achieve a decision regarding the roadway width, alignment, and design that will 
be supported by the Mayor and Council.  Input, support, and direction are requested at this 
time. 
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Present Consideration – The Broadway Project Team and the CTF request input and direction 
regarding the alternative(s) that are viable options to move forward for further consideration 
and design.  The CTF has spent hundreds of hours collectively working with the project team to 
develop roadway configurations, street design alternatives, and measures by which to assess the 
performances of the alternatives.  The results of the recent performance analyses provide 
enough data to support providing additional direction to their efforts and eliminating 
alternatives that do not perform well. 
 
Financial Considerations – Project cost estimates are expected to be within the RTA project 
budget of $71,247,000, if staff recommendations are followed.  It is too early to know what the 
exact acquisition costs will be.  For comparison, at 30% design, the Grant Road Phase 1 
intersection improvement at Grant/Oracle acquisition was estimated at $21 million.  Upon 
conclusion of construction, only $9.6 million was spent and the properties that were acquired 
will be put up for sale soon.  It is likely that savings such as these can be achieved throughout 
the Broadway design refinements all the way up to construction.    
 
Operating Cost and Maintenance Input – If staff recommendations are not followed, and the 
Broadway project is not funded with the funding currently available from the RTA and Pima 
County 1997 Transportation Bonds, it is expected that this section of Broadway Boulevard will 
require future pavement preservation maintenance work within the next 5-15 years.  Per the 
2013 joint decision by the U.S. Departments of Justice and Transportation that resurfacing 
roadways triggers compliance with the Americans with Disabilities Act, it is expected that–
again, if staff recommendations are not followed–the potential costs related to resurfacing this 
segment of Broadway are estimated as follows (see ‘Sidewalk Only, No Widening’ summary 
sheet in Appendix A): 
 

Acquisition of Right-of-Way  $17,000,000 – 
$24,000,000* 
   (At least 47 historic properties affected; 

 no direct impacts to buildings)  
Construction of 6’ sidewalks (no widening of roadway)    $    700,000  
Resurfacing of the 2-mile roadway    $  5,000,000  
 Subtotal: $22,700,000 –  
$29,700,000* 

Repayment of RTA and Pima County bond dollars     $  7,000,000  

 Total: $29,700,000 – 

$36,700,000*  
 
* These costs do not include additional costs related full acquisitions, such as relocation 

benefits. 
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Legal Considerations – In order to implement the Broadway Project, the City and RTA will 
need to execute an agreement that will include the scope and description of the Project.  The 
proposed 6-lane alternative does not constitute a “substantial change” or a change to an RTP 
element that, under the RTA statutes, would require prior voter approval.  However, if the 6-
lane alternative is pursued, the RTA will have to agree that this alternative satisfies all legal 
requirements associated with the voter-approved RTP and the RTA’s commitment that the 
functionality of approved RTP projects is not diminished.   
 
 Respectfully submitted, 
 
 
 
 Albert Elias 
 Assistant City Manager 
 
AE/DarylCole/JTB/ts 
Transportation 
 
Attachments:   A. Legal Action Report, March 7, 2014, Broadway Citizens Task Force 

 B. Excerpt from 4/2/2014 Broadway Project Staff Technical Advisory 
Committee Workshop Meeting Summary (Table 1. TAC Recommendations) 

 C. Recommended Alternative: 6-Lane (118’ Right of Way) 
 D. Recommended Alternative/Conversion:  4-Lane, plus 2 Dedicated Lanes 

(118’ Right of Way) 
 E. Recommended Elimination:  4-Lane (98’ Right of Way) 
 F. Recommended Elimination:  6-Lane, plus 2 Dedicated Lanes (150’ Right of 

Way) 
 G. Sidewalk Only, No Widening (Existing Curb-to-Curb) 
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This project is funded by the City of Tucson, Pima County and the Regional Transportation Authority (RTA), and is part of the voter-
approved, $2.1 billion RTA plan that will be implemented through 2026. Details about the plan are available at www.RTAmobility.com. 

Details about the project are available on the web at www.tucsonaz.gov/broadway or by calling (520) 622-0815. 

 

 
 
 
 
 

 
 

March 7, 2014 
5:30 p.m. 

Public Works Building, Basement Conference Room 
201 N. Stone Avenue 

Tucson, Arizona 85701 

Citizen Task Force Members 
Present Absent 
 
Bob Belman 

 
Joseph Maher Jr. 

 
Anthony R. DiGrazia 

Michael Butterbrodt Naomi McIsaac Jon Howe 
Dale Calvert Shirley Papuga  
Mary Durham-Pflibsen Diane Robles  
Bruce Fairchild Jamey Sumner  
Colby Henley   
   

 
ACTION MEETING AGENDA 

 
1. Call to Order/Charrette Agendas Review/Announcements   

Quorum established. A Brief overview of the goals of Charrette #3 was made by the 
project team and handouts were distributed to the Task Force with supplemental 
information. No action taken.  
 

2. Call to the Audience (@ approx. 3:05 p.m., for 15 mins., 2-3 mins./speaker) 
Four members of the public addressed the Task Force.  
 

3. Updates and Clarifications on Street Design Concept Alternatives and Performance 
Measure Assessments from Project Team 
Discussion held. The project team presented updates and clarifications to the 
detailed street design concepts that were requested by the Task Force and engaged 
with them around detailed maps and drawings.  
 
Using the consensus-based decision-making model, which is described in the 
attachment to this report, the Task Force arrived at the following decisions: 
 
o Move forward with a hybrid of each of a 4 lane and a 6 lane street design 

concept for further analysis to take to the public meeting to gain feedback.  
(Hybrid refers to mixing approaches of minimizing impacts to properties to 
one side of the roadway or the other, and minimizing impacts to buildings – 
which may mean impacting both sides of the roadway.) 
 

o Create design vignettes for how to address challenging areas identified by 
the CTF members. 
 

o Illustrate possible infrastructure that can be built for transit in the 6-lane. 

Legal Action Report 
BROADWAY BOULEVARD CITIZENS PLANNING TASK FORCE 



This project is funded by the City of Tucson, Pima County and the Regional Transportation Authority (RTA), and is part of the voter-
approved, $2.1 billion RTA plan that will be implemented through 2026. Details about the plan are available at www.RTAmobility.com. 

Details about the project are available on the web at www.tucsonaz.gov/broadway or by calling (520) 622-0815. 

 

 
o Take the 6-lane, plus 2 dedicated transit lanes (6+2T) off the table for 

further analysis now. 
 

The entire Task Force achieved consensus on these decisions, with one member 
opting to choose consensus rule #4, to ‘stand aside’ (due to the need to talk to 
stakeholders about the decisions): 

 
4. I will stand aside and not block the decision. I will support it because I 
trust the wisdom of the group; however, I do not fully agree with the 
decision and need to register my views about it. 

 
 

4. Review Schedule and Proposed Preparations for Public Meeting #4  
The project team presented potential dates for the next large community-wide 
meeting, as well as the potential design and format of the meeting. Tentatively, the 
meeting is planned to be held during the week of May 19, 2014. The project team 
will email the Task Force members potential dates for the next Task Force meeting, 
to check their availability and to select a date.   
 

5. Call to the Audience (@ approx. 5:40 p.m., for 10 mins.*, 2-3 mins./speaker) 
Four members of the public addressed the Task Force. 

                                                  

6. Next Steps / CTF Roundtable (Future agenda items presented, and requests by Task 
Force for future agenda items or issues to be discussed.) 
Final comments regarding topics discussed during the meeting and requests for 
upcoming meetings and additional information were made. No action taken.    
 

7. Adjourn:  6:50 p.m.  
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 



This project is funded by the City of Tucson, Pima County and the Regional Transportation Authority (RTA), and is part of the voter-
approved, $2.1 billion RTA plan that will be implemented through 2026. Details about the plan are available at www.RTAmobility.com. 

Details about the project are available on the web at www.tucsonaz.gov/broadway or by calling (520) 622-0815. 

 

 
 
 
 
 
 
 
 
 
 
 



 
 
 
 
 

 

 
 

 
 

April 2, 2014 
1-4 p.m. 

UA Downtown Campus, 44 N. Stone, Classroom 119 
Tucson, Arizona 85701 

 

Staff Present (alphabetical by last name):   
John Beall, Planning & Development Services  
Camila Bekat, Office of Economic Initiatives 
Ann Chanecka, Tucson Dept. of Transportation 
Carlos de Leon, Tucson Dept. of Transportation 
Jim DeGrood, Regional Transportation Authority 
Britton Dornquast, RTA MainStreet Business Assistance Program  
Donovan Durband, ParkWise  
Albert Elias, City Manager’s Office 
Rick Ellis, Pima County Dept. of Transportation 
Leslie Ethen, Office of Integrated Planning   
Damian Fellows, City Attorney’s Office 
Nicole Gavin, Office of Integrated Planning 
Mike Holder, Regional Transportation Authority 
Jonathan Mabry, Office of Integrated Planning 
Hector Martinez, Office of Real Estate 
Irene Ogata, Office of Integrated Planning 
Rebecca Ruopp, Office of Integrated Planning 
Adam Smith, Planning & Development Services 
Andy Squire, Office of Economic Initiatives 
Diahn Swartz, Tucson Dept. of Transportation 

 
 
Broadway Project Team Present (alphabetical by last name):  Joan Beckim, Phil Erickson, Myrlene 
Francis, Michael Johnson, Jim Schoen, Tim Smith, Phil Swaim, Jennifer Toothaker Burdick 
 

 Large Group Discussion and Recommendations 
After the presentations, the group focused on what alternatives should be eliminated and why.  
As technical topic matter experts, each Committee member was asked to put up to 3 sticker 
dots on a poster for those alternatives they think should be eliminated at this point in the 
project.  (Only 1 dot per alternative.)  The Committee placed their dots, then the group 
discussed their reasons for eliminating options and notes were captured on the poster (see 
Table 1 on next page). 

Selected Excerpt from DRAFT Meeting Summary 

BROADWAY BOULEVARD STAFF TECHNICAL ADVISORY COMMITTEE 
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The staff Technical Advisory Committee members unanimously recommended the following:   

 Eliminate all alternatives but the 6-Lane and the 4+2T (reasons listed below with each 
alternative).   

 While the TAC does not recommend implementing a 4+2T design immediately, the 
project team should spend time working on:  
o A 6-lane design that can convert to 4+2T; 
o Roadway design features that will enhance existing bus services (regular bus and 

limited stop/express routes); and  
o Design features that can accommodate future High Capacity Transit (whether it is 

streetcar, Bus Rapid Transit, light rail). 
 

 
Table 1.  Summary of Broadway Project Technical Advisory Committee Recommendations and Comments 

Regarding Broadway Street Design Concept Alternatives 
 

Alternatives/ 
      Recommendations 

Overall Properties 
Impacted 

Direct Building 
Impacts Estimated 

Acquisition 
Estimated 

Construction Total Total  (# Historic / # Significant) 

6-Lanes (~118’ Right of 

Way) 
Minimize Building Impacts: 
Minimize Property Impacts: 

 
 

143 (92/2) 
96 (65/2) 

 
 

37 (23/0) 
41 (26/0) 

 
 

$66.4 M 
$44.1 M 

 
 

$ 26.2 M 
$ 26.2 M 

 
 

$92.6 M 
$70.3 M 

Staff Recommendation:  Make this alternative the priority focus of project design now.  Focus 

on how roadway could convert to a 4+2 dedicated transit lanes, as ridership and technologies warrant. 

 Creates enhanced benefit to automobiles 

 Creates enhanced benefit to transit 

 Could accommodate future High Capacity Transit 

 Remnant properties are reasonably sized 

 Fundable by RTA and Pima County 
 

4-Lane + 2 Dedicated 
Transit Lanes (118’ 

Right of Way) 
Minimize Building Impacts: 
Minimize Property Impacts: 

 
 
 

143 (90/2) 
96 (65/2) 

 
 
 

37 (23/0) 
41 (26/0) 

 
 
 

$66.4 M 
$44.1 M 

 
 
 

$ 26.2 M 
$ 26.2 M 

 
 
 

$92.6 M 
$70.3 M 

Staff Recommendation:  Focus on 6-lane design that could convert to a 4+2 dedicated transit 
lanes, when ridership and technologies warrant. 

 Enhances transit, but creates congestion for automobiles 

 Current and modelled transit service does not provide enough functionality to warrant reduction in auto 
lane  

 Congestion worse than for the 4-lane or existing 

 No enhanced benefit to automobiles 

 Not fundable by Pima County or RTA because solution creates no added functionality or benefit to auto-
driving public (the majority of users on Broadway today are in cars) 

o Repayment of expenditures to date would be required by RTA and Pima County (~$7 M) 
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Alternatives/ 
      Recommendations 

Overall Properties 
Impacted 

Direct Building 
Impacts Estimated 

Acquisition 
Estimated 

Construction Total Total  (# Historic / # Significant) 

4-Lane (96’ Right of Way) 
Minimize Building Impacts: 
Minimize Property Impacts: 

 
124 (84/1) 
89 (54/1) 

 
5(4/0) 

28(17/0) 

 
$ 48.6 M 
$ 35.0 M 

 
$ 23.3 M 
$ 22.6 M 

 
$ 71.9 M 
$ 57.6 M 

Staff Recommendation:  Eliminate from consideration. 
 Does not accommodate future High Capacity Transit  

 No enhanced benefit to automobiles 

 No enhanced benefit to transit 

 Not fundable by Pima County or RTA because solution creates no added functionality or benefit to auto-
driving public (the majority of users on Broadway today are in cars) 

o Repayment of expenditures to date would be required by RTA and Pima County (~$7 M) 

 Too far off from the project described in the 2 measures previously voted on (1997 Pima County 
Transportation Bonds;  2006 RTA Plan) 

 Limits future economic vitality because it doesn’t provide enough investment and visible;  it is not a 
catalyst for a better economic future in the area 

 Time and money spent on studying this further takes away from potential of other alternatives 

6-Lanes + 2 
Dedicated Transit 
Lanes (150’ Right of Way) 

 
121 (75/5) 

 
69 (44/0) 

 
$53.0 M 

 
$30.1 M 

 
$83.1 M 

Staff Recommendation:  Eliminate from consideration. 
 Benefits to automobiles and transit worse than the 6-lane 

 Does not serve non-transportation specific measures well (e.g., Economic Vitality, Impacts to Historic and 
Significant Resources, Environmental / Public Health, and others) 

 Does not really allow for building a roadway that relates well to existing context (context sensitive) 

 Shallow lots restrict ability to attract denser infill and businesses 

 Low benefits to cost ratio, given that there are higher impacts and costs, but performance does  not 
improve on a complementary 

 Fundable by RTA and Pima County because meets the bond and ballot language 

 Construction and acquisition costs alone create doubt that option is cost feasible 

Add Sidewalk to 
Existing Roadway (No 

Widening) 

 
104 (47*/0*) 

*full acquisitions 

 
0 

 
$17 -$24 M 

 
$0.7 M 

 
$17.7-

$24.7 M 

Staff Recommendation:  Example of what City would face if widening not undertaken now;  staff 
recommendation is to avoid this situation.   

 Complies with 2013 joint US DOJ/DOT ruling regarding installation of ADA pathways and curb ramps when 
roadways are altered.  If the City resurfaces the roadbed, it will trigger compliance.  Such maintenance will 
be needed within the next 5-15 years.  Roadway resurfacing would cost $5-6 M more than above costs. 

 No enhanced benefit to automobiles 

 No enhanced benefit to transit 

 Does not accommodate ROW for future High Capacity Transit 

 Not fundable by Pima County or RTA because solution creates no added functionality or benefit to auto-
driving public (the majority of users on Broadway today are in cars) 

o Repayment of expenditures to date would be required by RTA and Pima County (~$7 M) 
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Summary of Performance Highlights:  
6-Lane Street Design Concept Alternative (118’ Right of Way) 

 
Description 
 

All alternatives include: 
- 8’ Sidewalks (limited narrowing to avoid impacts, 5’ min.) 

- 8’ Landscaped areas roadside and in medians (limited narrowing to avoid impacts, 6’ 

min. at roadside to allow for some landscape, 3’ min. in median without landscape) 

- 7’-8’ wide cycle tracks with 6’ bike lanes at vehicle crossings 

 

6-Lane Alternatives include: 

- Bus pullouts at all signals; not at midblock bus stops  
 

Two alignment alternatives drawn for charrette; additional “hybrid” option being developed: 
- Minimizing Building Impacts - preserves as many buildings as possible 

- Minimizing Property Impacts - limits impacts (acquisitions and demolitions) to one 

side of the roadway 

- “Hybrid – reduces impacts to both buildings and properties
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Cost Estimates (Same as the 4+2T) 

Alternative Goal 
Construction 

Estimates 
Acquisition 
Estimates 

 
Total 

Potential Remnant 
Land Sq. Ft. 

Potential Costs 
Recovered 

Minimize Building 
Impacts 

Preserve buildings $26.2 M $66.4 M $92.6 M ~892,637 sq. ft. $13.4 – $35.7 M 

Minimize Property 
Impacts 

Limit impacts to one side  $26.2 M $44.1 M $70.3 M ~713,665 sq. ft. $10.7 – $28.5 M 

 

Results of Transportation Analysis (Transportation Specific Measures)   

Assumes a reduced growth rate (22%) from 2040 PAG Projections (33%) 

Mode/Measure Description Performance Highlights 

Vehicle ~4,166 vehicles  
(5,000 people) 

- Vehicle travel time during peak hour EB travel reduced by 1.4% (minus 0.1 min.) 
- Intersection delays are high for all movements, but the 6-lane continuous lanes 

perform better than the 6+2T alternative, which must narrow at both ends of the 
project area resulting in congestion that “backs into” rest of the study area 

- Results are comparable to those achieved in the 6+2T alternative, and better than 
4-lane or 4+2T 

- Signal timing creates delays due to wide crossings 

Transit 500 total riders during PM 
peak hour, assuming local bus 
and limited stop bus running 

- Bus travel during peak hour EB travel reduced by 0.7% (minus 0.1 min.) 
- Local bus service performs well, although not as good as when there are dedicated 

lanes  
- Results are comparable to those achieved in the 6+2T alternative, and better than 

the 4-lane 
- Could accommodate future High Capacity Transit if it is acceptable to reduce the 

number of mixed flow lanes to 4 

Bike 50 bikes - All alternatives provide improved buffered facilities and reduced number of 
conflict points between vehicles and bicyclists 

- Travel time not impacted much across alternatives (assumed 9-11 mph) 
- Provides OK support for bike network connections.  Crossings at key points are 

pretty wide – Campbell, Highland, Treat 

Pedestrian  - All alternatives provide improved facilities 
- Reduced number of conflict points  
- Neutral performance for crossing times same as 4+2T lane, compared to 4-lane 

performing best and 6+2T performing worst 

 
Results of Additional Analysis (Non-Transportation Specific Measures) 
Measure Performance Highlights 

Sense of Place:  Impacts to Historic Resources 

Minimize Building Impacts - 90 Historic Properties impacted of 143 total properties 
- 23 Historic Buildings directly impacted (of 37 buildings total) 

Minimize Property Impacts - 63 Historic Properties Impacted of 96 total properties 
- 26 Historic Buildings directly impacted (of 41 buildings total) 

“Hybrid” - Likely impacts many fewer Historic Properties and Buildings 

Sense of Place:  Impacts to Significant Resources 

Minimize Building Impacts - Total of 2 Significant (Not yet historic) Property (1 at High, 1 at Mod. Risk for Acquisition) 

Minimize Property Impacts - Total of 2 Significant (Not yet historic) Property (2 at Mod. Risk for Acquisition)  

“Hybrid” - Impact to Significant Properties still to be determined, likely similar to other  

Environment & Public Health 

- More cars and vehicle delays lead to higher levels of Greenhouse Gases and other tailpipe emissions than existing; however, performs 
better than 4-lane or 4+2T, and comparably with the 6+2T 

- Has not been evaluated for opportunities for water harvesting and green streets, can be assessed for the “Hybrid” option as it is being 
designed at a detailed level 

Economic Vitality:   Change in Economic Potential 

Minimize Building Impacts - Leaves more existing structures in place compared with other 6-lane alternative (note: “hybrid” 
performs even better), scoring second lowest for change in economic potential for near-term 

- Provides the most remnant property for long-term reuse and infill 

Minimize Property Impacts - Leaves less existing structures in place, second highest of all alternatives 
- Provides less remnant property for long-term reuse and infill, scoring slightly worse than other 6 

lane 

 

Considerations 
- Meets County Bond Project Ordinance description 
- Project does not meet the RTA Plan ballot language, but has more ability to meet the policy “No Diminishment of Functionality” as 

originally envisioned by the original Technical Committee and Citizens Advisory Committee, because its performance in comparison to 
the 6+2T is better. 
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Summary of Performance Highlights:  
4-Lane, plus 2 Dedicated Transit Lanes Street Design Concept Alternative (118’ Right of Way) 
 

Description
All alternatives include: 

- 8’ Sidewalks (limited narrowing to avoid impacts, 5’ min.) 

- 8’ Landscaped areas roadside and in medians (limited narrowing to avoid impacts, 6’ 
min. at roadside to allow for some landscape, 3’ min. in median without landscape) 

- 7’-8’ wide cycle tracks with 6’ bike lanes at vehicle crossings 

4+2T Lane Alternatives include: 

- Dedicated bus lanes 

- Bus pullouts at all signals; not at midblock bus stops  

Two alignment alternatives drawn for charrette; “Hybrid” alternative could be developed: 
- Minimizing Building Impacts - preserves as many buildings as possible 

- Minimizing Property Impacts - limits impacts (acquisitions and  
demolitions) to one side of the roadway 
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Cost Estimates (Same as the 6-Lane) 

Alternative Goal 
Construction 

Estimates 
Acquisition 
Estimates 

 
Total 

Potential Remnant 
Land Sq. Ft. 

Potential Costs 
Recovered 

Minimize Building 
Impacts 

Preserve buildings $26.2 M $66.4 M $92.6 M ~892,637 sq. ft. $13.4 – $35.7 M 

Minimize Property 
Impacts 

Limit impacts to one side  $26.2 M $44.1 M $70.3 M ~713,665 sq. ft. $10.7 – $28.5 M 

 
 

Results of Transportation Analysis (Transportation Specific Measures)   

Assumes a reduced growth rate (22%) from 2040 PAG Projections (33%) 

Mode/Measure Description Performance Highlights 

Vehicle ~4,166 vehicles  
(5,000 people) 

- Vehicle travel time during peak hour EB travel increased by 122.5% (adds 8.7 mins) 
- Intersection delays are high for all movements, but the 4+2T results in queuing at 

intersections and multiple signal cycles for turn lanes to move through  
- This configuration performs worst for vehicles because the added lane is restricted 

only to buses, the wider pedestrian crossings increase signal timing and reduce the 
“green” time for vehicles 

- Signal timing creates delays due to wide crossings 

Transit 500 total riders during PM 
peak hour, assuming local 
bus and limited stop bus 
running 

- Bus travel during peak hour EB travel reduced by 1.4% (minus 0.2 mins.) 
- Local bus service performs well, in both peak and non-peak direction (EB and WB)  
- Results are comparable to those achieved in the 6+2T alternative, and better than the 

4-lane  
- Accommodates future High Capacity Transit well, because of dedicated lanes 

Bike 50 bikes - All alternatives provide improved buffered facilities and reduced number of conflict 
points between vehicles and bicyclists 

- Travel time not impacted much across alternatives (assumed 9-11 mph) 
- Provides OK support for bike network connections.  Crossings at key points are pretty 

wide – Campbell, Highland, Treat 

Pedestrian  - All alternatives provide improved facilities 
- Reduced number of conflict points  
- Neutral performance for crossing times same as 6-Lane, compared to 4-lane 

performing best and 6+2T performing worst 

 
 
Results of Additional Analysis (Non-Transportation Specific Measures) 
Measure Performance Highlights 

Sense of Place:  Impacts to Historic Resources 

Minimize Building Impacts - 90 Historic Properties impacted of 143 total properties 
- 23 Historic Buildings directly impacted (of 37 buildings total) 

Minimize Property Impacts - 63 Historic Properties Impacted of 96 total properties 
- 26 Historic Buildings directly impacted (of 41 buildings total) 

Sense of Place:  Impacts to Significant Resources 

Minimize Building Impacts - Total of 2 Significant (Not yet historic) Property (1 at High, 1 at Mod. Risk for Acquisition) 

Minimize Property Impacts - Total of 2 Significant (Not yet historic) Property (2 at Mod. Risk for Acquisition)  

Environment & Public Health 

- More cars and vehicle delays lead to higher levels of Greenhouse Gases and other tailpipe emissions than existing 
- Vehicle delays and congestion are worse than 6-lane and 6+2T alternatives; however, performs better than 4-lane 

Economic Vitality:   Change in Economic Potential 

Minimize Building Impacts - Leaves more existing structures in place compared with other 4+2T lane alternative, scoring 
second lowest for change in economic potential for near-term 

- Provides the most remnant property for long-term reuse and infill 

Minimize Property Impacts - Leaves less existing structures in place, second highest of all alternatives  
- Provides less remnant property for long-term reuse and infill, scoring slightly worse than other 

4+2T lane 

 
 

Considerations 
- Meets County Bond Project Ordinance description as a 6-lane roadway (language does not specify cross section) 
- Project does not meet the RTA Plan ballot language.  Like the 6-lane, it has some potential to meet the policy “No Diminishment 

of Functionality” as originally envisioned by the original Technical Committee and Citizens Advisory Committee, however 6-lane 
has best chance because its performance in comparison to the 6+2T is better.  4+2T problems with intersection delay for vehicles 
would need to be mitigated through further design and operations studies; are indirect left turns feasible, for example. 
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Summary of Performance Highlights:  
4-Lane Street Design Concept Alternative (96’ Right of Way) 
 

Description 
All alternatives include: 

- 8’ Sidewalks (limited narrowing to avoid impacts, 5’ min.) 

- 8’ Landscaped areas roadside and in medians (limited narrowing to avoid impacts, 6’ 
min. at roadside to allow for some landscape, 3’ min. in median without landscape) 

- 7’ to 8’ wide  cycle track with 6’ bike lanes at vehicle crossings 

4-Lane Alternative includes: 

- Bus pullouts at all signals; not at midblock bus stops  

Two alignment alternatives drawn for charrette; additional “hybrid” option being developed: 
- Minimizing Building Impacts – preserves as many buildings as possible 

- Minimizing Property Impacts - limits impacts (acquisitions and demolitions) to one 

side of the roadway 

- “Hybrid – reduces impacts to both buildings and properties 
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Cost Estimates 

Alternative Goal 
Construction 

Estimates 
Acquisition 
Estimates 

 
Total 

Potential 
Remnant Land 

Sq. Ft. 
Potential Costs 

Recovered 

Minimize Building 
Impacts 

Preserve buildings $23.3 M $48.6 M $71.9 M ~748,171 sq. ft. $11.2 - 29.9 M 

Minimize Property 
Impacts 

Limit impacts to one side  $22.6 M $35.0 M $57.6 M ~591,818 sq. ft. $8.9 – $23.7 M 

 
 

Results of Multimodal Transportation Analysis (Transportation Specific Measures)   

Assumes a reduced growth rate (22%) from 2040 PAG Projections (33%) 

Mode/Measure Description Performance Highlights 

Vehicle ~4,166 vehicles  
(5,000 people) 

- Vehicle travel time during peak hour EB travel increased by 46.5% (adds ~3 mins.) 
- Intersection delays are high during peak hour for all movements 

Transit 500 total riders during PM 
peak hour, assuming local bus 
and limited stop bus running 

- Bus and person travel delays during peak hour EB travel by 35.3% (adds ~5 mins.) 
- Does not help move local bus service through well; buses pulling into bus pullouts 

must wait for break in traffic to resume travel 
- Does not accommodate future High Capacity Transit well (not enough ROW) 

Bike 50 bikes - All alternatives provide improved buffered facilities and reduced number of 
conflict points between vehicles and bicyclists 

- Travel time not impacted much across alternatives (assumed 9-11 mph) 
- Provides best support for bike network connections due to less width, less 

intimidating crossings at key network links – Campbell, Highland, Treat 

Pedestrian  - All alternatives provide improved facilities 
- Reduced number of conflict points  
- Pedestrian crossing times are better than 6+2T or 6/4+2T 

 
 
Results of Additional Analysis (Non-Transportation Specific Measures) 
Measure Performance Highlights 

Sense of Place:  Impacts to Historic Resources 

Minimize Building Impacts - 83 Historic Properties Impacted of 124 total properties 
- 4 Historic Buildings directly impacted (of 5 buildings total) fewest of all alternatives 

Minimize Property Impacts - 54 Historic Properties Impacted of 89 total properties 
- 17 Historic Buildings directly impacted (of 28 buildings total) 

Sense of Place:  Impacts to Significant Resources 

Minimize Building Impacts - Total of 1 Significant (Not yet historic) Property (at High Risk for Acquisition) 

Minimize Property Impacts - Total of 1 Significant (Not yet historic) Property (at Mod. Risk for Acquisition)  

Environment & Public Health 

Minimize Building Impacts - Congestion leads to higher levels of Greenhouse Gases and other tailpipe emissions. 
- Less ROW given to asphalt reduced Urban Heat Island effect 
- Provides opportunities than enhance water harvesting and green streets 

Minimize Property Impacts - Congestion leads to higher levels of Greenhouse Gases and other tailpipe emissions. 
- Less ROW given to asphalt reduced Urban Heat Island effect 
- Provides opportunities than enhance water harvesting and green streets 

Economic Vitality:   Change in Economic Potential 

Minimize Building Impacts - Leaves most existing structures in place, scoring neutral for change in parcel remnant sizes for near-
term 

- Provides more remnant property for long-term reuse and infill compared with other 4-lane alternative 

Minimize Property Impacts - Leaves less existing structures in place than the other 4-lane alternative, scoring slightly worse 
- Provides less remnant property for long-term reuse/infill than other 4-lane alternative, but less 

overall property impact results in slightly better long-term potential 

 
 

Considerations 
- County Bond Project Ordinance would need to be amended, likely resulting in schedule delays.  Process would require:  1 Mayor and Council 

public hearing;  1 public hearing with Pima County Board of Supervisors; and Approval by Pima County Bond Oversight Committee 
- Construction must begin by May, 2016 (to ensure that the RTA project is being delivered as promised) 
- Project does not meet the RTA Plan ballot language, nor the policy “No Diminishment of Functionality” as originally envisioned by the original 

Technical Committee and Citizens Advisory Committee 
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Summary of Performance Highlights:  
6-Lane, plus 2 Dedicated Transit Lanes Cross Section Street Design Concept (150’ Right of Way) 

 

Description 
All alternatives include:: 

- 8’ Sidewalks (limited narrowing to avoid impacts, 5’ min.) 

- 8’ Landscaped areas roadside and in medians (limited narrowing to avoid impacts, 6’ min. at roadside 

to allow for some landscape, 3’ min. in median without landscape) 

- 8’ wide cycle tracks with 6’ bike lanes at vehicle crossings 

 

6-Lane, plus 2 Dedicated Transit Lanes Alternative includes: 

- 2 dedicated transit lanes for local bus and limited stop bus 

- Bus pullouts at all signals; not at midblock bus stops  
 
NOTE:  One alignment was drawn for charrette and Task Force has pulled the 6+2T from further study (a.k.a. – 
“taken off the table”)
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Cost Estimates 

Alternative 
Construction 

Estimates 
Acquisition 
Estimates 

 
Total 

Potential Remnant 
Land Sq. Ft. 

Potential Costs 
Recovered 

6-Lane, plus 2 Dedicated Transit Lanes $30.1 M $53.0 M $83.1 M ~812,406 sq. ft. $12.2 - 32.5 M 

 
 
 

Results of Transportation Analysis (Transportation Specific Measures)  

Assumes a reduced growth rate (22%) from 2040 PAG Projections (33%) 

Mode/Measure Description Performance Highlights 

Vehicle ~4,166 vehicles (5,000 
people) 

- Vehicle delay during peak hour EB travel by 14.1% (adds ~1 min.) from existing 
- Intersection delays are high for all movements 
- 6+2T does not perform significantly better (and in some measures, it performs 

worse) than the 6-lane alternative 
- Analysis shows that the additional vehicle lanes and transit lanes operate at 50% 

of their capacity, which suggests that a 6+2T configuration is overbuilt 
- Signal timing creates delays due to wide pedestrian crossings 

Transit 500 total riders during PM 
peak hour, assuming local 
bus and limited stop bus 
running 

- Bus travel time during peak hour EB travel is the shortest for all alternatives, 
reduced by 7.2% (minus 1 min.) from existing 

- Helps move local bus service through well 
- Additional lane will be used at less than 50% capacity (creates a low benefit to 

cost ratio) 
- Provides space for future High Capacity Transit 

Bike 50 bikes - All alternatives provide improved buffered facilities and reduced number of 
conflict points between vehicles and bicyclists, but this alternative provides an 
opportunity to create more uninterrupted lengths of cycle track facilities 

- Travel time not impacted much across alternatives (assumed 9-11 mph) 
- Provides least support for bike network connections because crossings are wide 

and intimidating at key network links – Campbell, Highland, Treat 

Pedestrian  - All alternatives provide improved facilities 
- Reduced number of conflict points  
- Worst pedestrian crossing times because crossings are widest 

 
 
Results of Additional Analysis (Non-Transportation Specific Measures) 
Measure Performance Highlights 

Sense of Place:  Impacts to Historic Resources 

- 70 Historic Properties Impacted of 121 total properties 
- 44 Historic Buildings directly impacted (of 69 buildings total) 

Sense of Place:  Impacts to Significant Resources 

- Total of 5 Significant (Not yet historic) Properties (at Risk for Acquisition) 

Environment & Public Health 

- Less congestion/vehicle delay, which means lesser levels of Greenhouse Gases and other tailpipe emissions 
- Worst for Urban Heat Island effect, because of total pavement area 
- Provides good opportunities for water harvesting and green streets  

Economic Vitality:   Change in Economic Potential 

- Leaves less existing structures in place and reduces the amount of reusable remnant land, negatively impacting near-term 
economic development, and constraining future long-term economic potential  

 
 
 

Considerations 
- Meets County Bond Project Ordinance description 
- Project meets the RTA Plan ballot language 



Broadway: Euclid to Country Club Roadway Improvement Project 

Updated April 29, 2014  Page 1 of 1 

Summary of Performance Highlights:  
Adding Sidewalk Only – No Widening (Right-of-Way Stays Between Existing Curbs) 

 
Description 
Using ADA and City of Tucson guidelines, assumes the  
additions of: 

-  6’ Sidewalks  

- 3’ street sign/utilities zone between curb and sidewalk  

minimum 

- 2’ building/property frontage zone minimum 
Maintains existing roadbed between curbs, including: 

- 4 mixed flow travel lanes, with 1 center-turning lane 
- 5’ striped bike lane 
 
 

Cost Estimates 

Alternative Goal 
Construction 

Estimates 
Acquisition 
Estimates 

 
Total 

Potential 
Remnant Land Sq. 

Ft. 
Potential Costs 

Recovered 
No widening for traffic or 

bicycles, adding 
sidewalks only 

Meet ADA compliance 
requirements 

~$0.7 M $17 - $24 M* ~$18 - $25 M Not Estimated Not Estimated 

 
 

Results of Transportation Analysis (Transportation Specific Measures)   

Mode/Measure Description Performance Highlights 

Vehicle ~4,166 vehicles  
(5,000 people) 

- Not assessed, would be worse than the 4-Lane alternative because of no 
intersection improvements 

Transit 500 total riders during PM 
peak hour, assuming local bus 
and limited stop bus running 

- Not assessed, would be worse than the 4-Lane alternative because of no 
intersection or signal improvements 

- Does not accommodate well future High Capacity Transit (not enough ROW) 

Bike 50 bikes - Does not provide an improved bicycle facility on the street 
- Travel time not impacted much across alternatives (assumed 9-11 mph) 
- Provides support for bike network connections due to less wide, less intimidating 

crossings at key network links – Campbell, Highland, Treat, but would not include 
signal improvements that could improve bicycle access across the street. 

Pedestrian  - Provides ADA compliant access, but does not provide buffer or sidewalk width to 
allow pedestrians and wheelchairs to comfortably pass one another 

- Does not reduce number of conflict points  
- Pedestrian crossing times would likely be improved to be compliant with MUTCD 

and ADA better than 6+2T or 6/4+2T 

 
Results of Additional Analysis (Non-Transportation Specific Measures) 
Measure Performance Highlights 

Sense of Place:  Impacts to Historic Resources 

- 47 Historic Properties Impacted of 104 total properties 
- 0 Historic Buildings directly impacted (of 0 buildings total) 

Sense of Place:  Impacts to Significant Resources 

- Total of 0 Significant (Not yet historic) Property (at High Risk for Acquisition) 

Environment & Public Health 

- Congestion leads to higher levels of Greenhouse Gases and other tailpipe emissions. 
- Less ROW given to asphalt reduced Urban Heat Island effect 
- Provides good opportunities for water harvesting and green streets 

Economic Vitality:  Change in Economic Potential 

- Leaves most existing structures in place, scoring neutral for change in parcel remnant sizes for near-term 
- Provides the most remnant property for long-term reuse and infill 

 

Considerations 
- County Bond Project Ordinance would need to be amended, likely resulting in schedule delays.  Process would require:  1 Mayor and 

Council public hearing;  1 public hearing with Pima County Board of Supervisors; and Approval by Pima County Bond Oversight 
Committee 

- Project does not meet the RTA Plan ballot language, nor the policy “No Diminishment of Functionality” as originally envisioned by the 
original Technical Committee and Citizens Advisory Committee 



  

 

MAYOR AND COUNCIL – STUDY SESSION 

  

  
LEGAL ACTION REPORT AND SUMMARY 

AND MINUTES FOR THE MEETING OF  

  TUESDAY, MAY 6, 2014 

  MAYOR AND COUNCIL CHAMBERS

  CITY HALL, 255 W. ALAMEDA, TUCSON, AZ 

Mayor Rothschild called the Study Session to order at 12:01 P.M. in the Mayor and Council 
Chambers, City Hall Tower, Tucson, Arizona. 
  
OFFICIAL MEMBERS  
PRESENT:                              Mayor Jonathan Rothschild  

Vice Mayor Paul Cunningham (Ward 2) (arrived at 12:26 p.m.) 
Council Member Regina Romero (Ward 1) 
Council Member Karin Uhlich (Ward 3) 
Council Member Shirley C. Scott (Ward 4) 
Council Member Richard G. Fimbres (Ward 5) 
Council Member Steve Kozachik (Ward 6) 

  
OFFICIAL MEMBERS  
ABSENT/EXCUSED:           None 
  
STAFF:           Richard Miranda, City Manager  
                        Michael Rankin, City Attorney 
                        Roger W. Randolph, City Clerk  

  
AGENDA ITEM / MAYOR AND COUNCIL ACTION

1. 
  

Executive Session – Perales. v. City of Tucson, Pima County Superior Court Case No. 
C20131739 (City Wide) SS/MAY06-14-108 
  

  It was moved by Council Member Romero, duly seconded and CARRIED by a voice vote of 
6 to 0 (Vice Mayor Cunningham absent/excused), to enter into Executive Session for Item 1 
as noticed in the agenda. 
  

RECESS: 12:02 p.m. 
RECONVENE: 12:23 p.m. 
MAYOR & COUNCIL:  All present, except Vice Mayor Cunningham 
STAFF:  All present 
  
Executive Session was held from 12:03 p.m. to 12:20 p.m.
  
It was moved by Council Member Romero, duly seconded and CARRIED by a voice vote of 6 to 0 
(Vice Mayor Cunningham absent/excused), to return to open session. 
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2. 
  

Mayor and Council Direction Regarding Executive Session – Perales v. City of Tucson, 
et al., Pima County Superior Court Case No. C20131739 (City Wide) SS/MAY06-14-109 
  

  It was moved by Council Member Fimbres, duly seconded and CARRIED by a voice vote of 
6 to 0 (Vice Mayor Cunningham absent/excused), to authorize the City Attorney to proceed as 
discussed in Executive Session and settle this matter in the amount of $45,000. 
  
  

3. 
  

Presentation regarding the National League of Cities Service Line Warranty Program 
(City Wide) SS/MAY06-14-107 
  
Introductory comments were provided by Council Member Scott. 
  
Information and presentation was provided by Brian Davis, Utility Service Line Warranty 
Program Vice President, who fielded and answered questions. 
  
(Note: Vice Mayor Cunningham arrived at 12:26 p.m.) 
  
Michael Rankin, City Attorney, stated an RFP would not be required since this is not a 
contract that the City would be procuring.  
  
Discussion ensued. 
  
It was moved by Council Member Scott, duly seconded and CARRIED by a voice vote of 
7 to 0, to direct staff to move forward with the Service Line Warranty Program and provide 
the necessary legal documents to proceed.   
  
  

13. 
  

Updates on State and National Legislation and Regional Committees (City Wide) 
SS/MAY06-14-97 
  
This item was taken out of order.  
  
Introductory comments were provided by Adriana Mariñez, Intergovernmental Relations 
Coordinator. 
  
Information and presentation was provided by Ms. Mariñez and Arizona Lobbyists Doug 
Cole, HighGround, and Kathy Senseman, Policy Development Group, who fielded and 
answered questions. 
  
Discussion ensued; no formal action was taken. 
  
  
  
  

4. 
  

Discussion of Recommended Fiscal Year 2015 Budget (City Wide) SS/MAY06-14-110
  
Introductory comments were provided by Richard Miranda, City Manager.  
  
Information and presentation was provided by Joyce Garland, Budget and Internal Audit 
Department Director, who fielded and answered questions. 
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It was requested by Council Member Scott to retain three superintendent positions and one 
project manager in the Parks and Recreation department.  
  
Albert Elias, Assistant City Manager, answered questions related to staffing within the Parks 
and Recreation Department.  
  
It was MOVED by Council Member Scott to honor the current agreements with employee 
groups and ensure all comments and issues are addressed through the meet and confer 
process.  
  
Michael Rankin, City Attorney, stated he is discussing the issues related to the payout for 
sick and vacation leaves at the time of retirement with the Chief Financial Officer and City 
Manager. He also stated this topic is not within the scope of the budget or the compensation 
plan dispute items.   
  
The motion was WITHDRAWN. 
  
Discussion ensued with questions fielded and answered by Mr. Miranda, Ms. Garland, 
Mr. Elias, Mr. Rankin, and Kelly Gottschalk, Assistant City Manager/Chief Financial 
Officer. 
  
It was MOVED by Vice Mayor Cunningham to utilize the $180,000 allocated to consultants 
for others areas. The motion DIED due to a lack of a second.   
  
No formal action was taken. 
  
(Note: Vice Mayor Cunningham departed at 2:22 p.m.; returned at 2:25 p.m.) 
  

5. 
  

Process for Development of City-Owned Land West of I-10, South of Cushing Street 
(Ward 1) SS/MAY06-14-103 
  
This item was continued to the May 20, 2014 meeting. 

6. 
  

Compensation Disputes FY2015 Compensation Plan (City Wide) SS/MAY06-14-105
  
Introductory comments were provided by Michael Rankin, City Attorney. 
  
Information was provided by Curry Hale, Human Resources Interim Director, and Mayor 
Rothschild.  
  
Questions were fielded and answered by Mr. Rankin and Martha Durkin, Assistant City 
Manager.  
  
Discussion ensued; no formal action was taken.

7. 
  

Update on Broadway Boulevard - Euclid Avenue to Country Club Road Improvement 
Project (Wards 5 and 6) SS/MAY06-14-100 
  
Introductory comments were provided by Richard Miranda, City Manager.  
  
Information and presentation was provided by Daryl Cole, Transportation Department 
Director, and Jennifer Burdick, Transportation Project Manager, who fielded and answered 
questions. 
  
Additional information was provided by Mary Durham-Pflibsen and Dale Calvert, members 
of the Broadway Boulevard Citizens Planning Task Force. 
  

Page 3 of 6MAYOR AND COUNCIL STUDY SESSION

5/14/2014http://www.tucsonaz.gov/sirepub/cache/2/gcyjbdrncpanw5cdzohldi3p/1249051420140236...



Discussion ensued. 
  

  
It was moved by Council Member Kozachik, duly seconded and CARRIED by a voice vote 
of 7 to 0, to proceed with the Broadway Boulevard Citizens Planning Task Force’s 
recommendation for the three options to move forward to the next public meeting.   
  
(Note: Vice Mayor Cunningham departed at 2:54 p.m.; returned at 2:57 p.m.) 
  
  

It was moved by Council Member Scott, duly seconded and CARRIED by a voice vote of 
7 to 0, to direct staff to take the 6+2T design alternative “off the table” because of its lack of 
performance and cost effectiveness.  

8. 
  

Sun Link Service Hours Update (Wards 1 and 6) SS/MAY06-14-104 
  
This item was continued to the May 20, 2014 meeting. 
  

9. 
  

Transit Fare and Service Equity Analysis (City Wide) SS/MAY06-14-101 
  
Information was provided by Albert Elias, Assistant City Manager. 
  
Discussion ensued with questions fielded and answered by Mr. Elias and Carlos deLeon, 
Transportation Deputy Director. 
  
It was moved by Council Member Uhlich, duly seconded and CARRIED by a voice vote of 
7 to 0, to direct staff to place the analysis on the May 20, 2014 Mayor and Council meeting 
for approval and include an analysis from the Transit Task Force.  
  
(Note: Council Member Kozachik departed at 4:04 p.m.; and returned at 4:06 p.m.) 
  
  
  
  

10. 
  

General Provisions Relating to Transit Ordinance Amending the Tucson Code 
(Chapter 30) (Continued from the meeting of April 23, 2014) (City Wide)  
SS/MAY06-14-106 
  
Information was provided by Carlos deLeon, Transportation Deputy Director and Shellie 
Ginn, Transportation Project Administrator, who fielded and answered questions 
  
Michael Rankin, City Attorney, addressed questions related to the enforcement of the 
violations that occur.  
  
It was moved by Council Member Uhlich, duly seconded and CARRIED by a voice vote of 
7 to 0, to direct staff to return to adopt an Ordinance on May 20, 2014.  
  

11. 
  

City of Tucson Parking Ticket Fines and Collections (Continued from the meeting of 
April 23, 2014) (City Wide) SS/MAY06-14-111 
  
Information was provided by Donovan Durband, ParkWise Director. 
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Discussion ensued with questions fielded and answered by Mr. Durband, Daryl Cole, 
Transportation Department Director, and Christopher Hale, Court Administrator.  
  
It was moved by Vice Mayor Cunningham, duly seconded and CARRIED by a voice vote of 
7 to 0, to direct staff to proceed with the City Manager’s recommendation and explore the 
option of comparable parking fines to the State without compromising the revenue.  
  

12. 
  

Compressed Natural Gas (CNG) Plant Replacement at the Thomas O. Price Service 
Center (TOPSC) (Ward 5) (Ward 5) SS/MAY06-14-102 
  
Introductory comments were provided by Richard Miranda, City Manager. 
  
Information was provided by Martha Durkin, Assistant City Manager, Ron Lewis, General 
Services Department Director, and Carlos deLeon, Transportation Deputy Director. 
  
Discussion ensued with questions fielded and answered by Ms. Durkin, Mr. Lewis, Mr. 
deLeon, and Kelly Gottschalk, Assistant City Manager/Chief Financial Officer.  
  
It was moved by Council Member Fimbres, duly seconded and CARRIED by a voice vote 
of 7 to 0, to proceed with the City Manager’s recommendation as stated in the agenda 
materials.  
  
(Note: Vice Mayor Cunningham departed at 4:43 p.m.; and returned at 4:45 p.m.) 
  
  
  
  

13. 
  

Updates on State and National Legislation and Regional Committees (City Wide) 
SS/MAY06-14-97 
  
This item was taken out of order and considered after item 3.  
  

14. 
  

Mayor and Council Discussion of Regular Agenda (City Wide) SS/MAY06-14-98
  
Council Member Uhlich requested Consent Agenda item e and f be considered separately. 
  

Item e: Agreement: Amendment with Pima County for the Neighborhood 
Stabilization Program 2 (City Wide) MAY06-14-129 

  
Item f: Grant Agreement: with the Arizona Department of Transportation 

Multimodal Planning Division for Federal Fiscal Year 2014 Section 5310 
Operating Funding for Sun Van (City Wide) May06-14-134 

  
15. 
  

Mayor and Council Discussion of Future Agendas and Approved Work Plan  
(City Wide) SS/MAY06-14-99 
  
No items were identified for future agendas. 
  

ADJOURNMENT:  4:54 P.M.  
  
AUDIO RECORDING AVAILABLE UPON REQUEST FROM THE CITY CLERK’S OFFICE FOR TEN 
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YEARS FROM THE DATE OF THIS MEETING. 
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(7/10/2014) Broadway - Mr. Huckelberry on Broadway Project Seite 1

From: "Tabili, Laura - (tabili)" <
To: "broadway@tucsonaz.gov" <broadway@tucsonaz.gov>
Date: 5/17/2014 2:47 PM
Subject: Mr. Huckelberry on Broadway Project
Attachments: Huckelberry SCA-COPIER-14050814300.pdf

Notice that Mr. Huckelberry now is clarifying that “there are mechanisms to amend the ordinance, which 
are described in the County Code” and that “the Board is free to direct a bond amendment that would do 
otherwise (than the six-lane road).”
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Broadway - Fwd: Re: Consulting Services 

  
 
 
>>> On 7/10/2014 at  7:22 PM, Jennifer Burdick wrote: 

Mr. Nelson, 
  
I am following up on this to share the following information with you.  The project expenditures to date, as of 
5/30/2014, are $6,921,280.  Of that amount, $3,010,965 has been spent on property acquisition between 
2006-2011.   
  
The remainder, $3,910,315, has been spent on the current planning & design phase of the project.  A 
majority of these costs are for consultant services covering a myriad services.  
  
Best regards, 
~Jenn 
 
 
>>> On 5/20/2014 at  5:50 PM, Jennifer Burdick wrote: 

Mr. Nelson, 
  
To date, approximately $7 million has been spent on the Broadway RTA project to purchase properties 
and fund the planning and design process.   
  
I need to request the specific breakout from our finance folks for consulting services, and will respond 
with that as soon as I can. 
  
Sincerely, 
Jenn 
  
********************************************** 
Jennifer Toothaker Burdick, Project Manager 
Broadway: Euclid to Country Club Roadway Improvement Project 
City of Tucson Department of Transportation 
  
Direct:  (520) 837-6648    Cell:  (520) 390-7094 
Web:  <www.tucsonaz.gov/broadway> 
********************************************** 
 
 
>>> On 5/20/2014 at  5:04 PM, "William I. Nelson" > wrote: 

Could you please send the cost for Consulting Services to date on this project. 
Thank you. 

From:    Jennifer Burdick
To:    Broadway
Date:    7/10/2014 7:23 PM
Subject:   Fwd: Re: Consulting Services
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WILLIAM I. NELSON, PE 
Principal, Mechanical Engineering 

 

 
 

 
  

GLHN.com 
  
| An ESOP Company | 
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Broadway - Re: Circle K Store #1580 - 1602 E. Broadway (SEC Broadway / 
Cherry),Tucson, AZ 

  
Ms. Alaniz,  
  
I appreciate your contacting me to be added to our list.  I will do so today.   
  
I am the project manager and am working with a professional technical team and a volunteer citizens committee 
in this planning and design phase.  We post materials online at the project web site:  
www.tucsonaz.gov/broadway  
  
As you may be aware, the project planning and design phase is currently reviewing different roadway widths and 
options for placement of the improvements.  Some of the options being explored with the Task Force show 
widening of the roadway to the south of Broadway.  These maps are on the home page of the web site. 
  
There are no decisions yet. 
  
The conversations about these options allow for full discussion of the benefits and trade-offs to both the 
property owners, business owners, residents of the area, and visitors/commuters.  The neighborhood near your 
store, Miles Neighborhood, will be discussing this issue tonight at a neighborhood meeting (6:30pm, Miles 
Elementary School gymnasium, 1400 E. Broadway). 
  
By way of this email, I would like to introduce you to the Regional Transportation Authority's MainStreet Business 
Assistance Program manager, Britton Dornquast.  He runs a program that offers an incredible assortment of free 
services to help businesses prepare for construction.  His ombudsman, Jan Waukon, has been through the 
corridor meeting business and property owners.  Your tenant may have been in touch with her.   You can read 
about their program online at: http://www.rtamobility.com/MainStreet.aspx 
  
Please feel welcome to contact me for more information. 
  
Sincerely, 
Jenn 
  
********************************************** 
Jennifer Toothaker Burdick, Project Manager 
Broadway: Euclid to Country Club Roadway Improvement Project 
City of Tucson Department of Transportation 
  
Direct:  (520) 837-6648    Cell:  (520) 390-7094 
Web:  <www.tucsonaz.gov/broadway> 
********************************************** 
  

From:    Jennifer Burdick
To:    Patty Alaniz
Date:    5/21/2014 2:15 PM
Subject:   Re: Circle K Store #1580 - 1602 E. Broadway (SEC Broadway / Cherry),Tucson, AZ
CC:    Britton Dornquast;  broadway@tucsonaz.gov;  Gavin Zindel;  Robert Kelly
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>>> On 5/21/2014 at 10:19 AM, "Alaniz, Patty"  wrote: 

Jennifer, 
  
Circle K Stores Inc. is the tenant in possession under a long term lease with DBNCH on the above 
referenced location.  Please add my contact information to your distribution list for any future notices 
regarding upcoming meetings regarding the Project #107 ‐ Broadway ‐ Euclid to Country Club Road 
Improvement Project.  All correspondence in the future should also be sent to my attention at the address 
below. 
  
Thank you and let me know if you have any questions. 
  
  
  
Patricia Alaniz 
Real Estate Property Supervisor 
Circle K Stores Inc. 
P.O. Box 52085 
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Broadway - Letters from Pastor Munns 

  
Ralph, 
  
The email exchange between the Pastor and I, and the letters he has submitted to me, are online.    
  
While the letter clearly states that the official stance of the church is that they support relocation, the designs we 
are looking at avoid impacting the property.  We cannot promise that - because we received the letters - that the 
design will be altered.  
 
See Item 161 on the list for the Public Input Report:   
http://www.tucsonaz.gov/broadway/public-input-report 
  
In this item, there is: 
An email exchange http://www.tucsonaz.gov/files/projects/broadway/2014_03-18_JMunns-
FirstAssemblyChurchOfficialStance_Attach1.pdf 
  
Letter with the Official Stance of the church: 
http://www.tucsonaz.gov/files/projects/broadway/2014_03-18_JMunns-FirstAssemblyChurchOfficialStance.pdf 
  
Clarifications to the information included on the petition: 
http://www.tucsonaz.gov/files/projects/broadway/2014_03-18_JMunns-
FirstAssemblyChurchOfficialStance_Attach2.pdf 
  
The petition and signatures is also listed on this web page, as item 22: 
http://www.tucsonaz.gov/files/projects/broadway/2012_8-29_RArmenta_FirstAssemblyofGod-Petitions_sml.pdf 
  
Please let me know if you have questions or additional follow-up.   
  
See you tomorrow evening, 
~Jenn 
  

From:    Jennifer Burdick
To:    
Date:    5/21/2014 11:15 AM
Subject:   Letters from Pastor Munns
CC:    broadway@tucsonaz.gov
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(7/9/2014) Broadway - Followup to May 22, 2014 meeting Seite 1

From: "Tabili, Laura - (tabili)" 
To: "broadway@tucsonaz.gov" <broadway@tucsonaz.gov>
Date: 5/23/2014 11:55 PM
Subject: Followup to May 22, 2014 meeting
Attachments: 2012 Traffic Study bwaytraffic_v3-12_01_execsumm.pdf; Huckelberry SCA-COPIE

R-14050814300.pdf; $3 million not $7 million.pdf; SATA 2013_06-20_BroadwayS
ATAStreetDesignConcept.pdf

Dear Task Force members,

It was disappointing to hear in the May 22, 2014 meeting the same myths repeated that the Mayor & 
Council, Broadway Coalition, Southern Arizona Transit Advocates and others have produced evidence to 
dispel.

Let me try again:

Myth #1: Bicyclists will benefit from a wider road.

The RTA’s own 2012 Traffic Engineering Study (attached) admits on p.27 that:

 “The results, provided in Exhibit 19, indicate that a 6-lane roadway with 5-ft or 6-ft bike 
lanes will provide good level of service for transit users and pedestrians, however bicyclists will 
experience poor level of service (LOS E). The primary factors affecting bicycle level of service are high 
traffic volumes and high density of driveways and side streets. Wider multi-use lanes may improve bicycle 
level of service simply based on a more lateral clearance between a cyclist and adjacent traffic, however 
the effects of conflicting transit vehicles and right-turn traffic using the same lane could very well make it a 
worse condition for cyclists.”

Myth #2: The County Board will not fund less than 6 lanes.  The recent letter from County Executive 
Chuck Huckelberry (attached and distributed in the meeting) admits that "there are mechanisms to amend 
the ordinance, which are described in the County Code" and that "the Board is free to direct a bond 
amendment that would do otherwise (than the six-land road)."

Myth #3: A configuration less than 6 lanes will trigger a COT payback of $7 million. Margot Garcia’s 
calculations (attached) show only $3 million of RTA funds expended thus far. This is about two years’ 
worth of tax revenues lost if the north side of the street were demolished. That revenue loss, however, 
would be compounded year after year.

Myth #4: A four-lane configuration would not allow for transit.  The Southern Arizona Transit Advocates 
produced a 5-lane transit plan using existing streets (attached) ranked #1 by stakeholders in the 
September 2013 meeting. Yet somehow it has disappeared from subsequent discussions.

Additionally, a clarification: The COT’s Major Streets & Routes Plan states on p.20 (distributed–again--at 
the May 22  meeting): 

 “a. Landscaped medians shall be provided on routes of more than four through lanes, 
except where the route passes through or adjacent to a historic area and the width of the roadway would 
intrude on the character of historic structures, ...”

All of the Study Area between Euclid and Country Club, on both sides of the street, is historically 
sensitive.

Finally, I think it is reaching to expect the CTF to consider seriously a CART committee meeting held 
nearly a year ago, when major developments, including a new RTA Director, have intervened. The CTF 
got clear direction from the Mayor & Council earlier this month.
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Thank you all for your service.

Laura Tabili





 

 

i 
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EXECUTIVE SUMMARY 

The Regional Transportation Authority (RTA) plan approved by Pima County voters in 2006 includes 

widening Broadway Boulevard from Euclid Avenue to Country Club Road to a 6-lane divided arterial 

with two dedicated transit lanes.  As part of the planning and preliminary engineering phase of the 

project, a traffic study was conducted to determine the capacity requirements of the roadway and 

intersections, traffic control and access control requirements, and facilities to address multi-modal 

needs.   

A preliminary traffic assessment prepared in 2009 evaluated corridor capacity requirements based on 

projected 2030 traffic demands.  This report updates the initial capacity recommendations to reflect 

the 2040 planning horizon and provides a detailed assessment of arterial operations and multi-modal 

needs.   

Analysis of roadway and intersection capacity was conducted utilizing the analytical procedures 

provided in the Highway Capacity Manual.  Detailed evaluation of corridor operations, particularly 

the impact of dedicated transit, or multi-use lanes, was conducted using a microscopic simulation 

model that was developed for a one mile section of the corridor, Cherry Avenue to Tucson Boulevard.  

The findings of this traffic study are summarized below. 

 Current (2010) daily traffic volumes on Broadway Boulevard range from 34,000 to 41,000 

vehicles per day (vpd).  2040 traffic demands are projected to range from 40,000 to 56,000 vpd.  

The capacity analysis indicates that a 6-lane roadway with appropriate turn-lane capacity and 

storage at signalized intersections will be required to serve future demand at a satisfactory 

level of service.  

 At Euclid Avenue, dual left-turn lanes will be required on the eastbound and westbound 

approaches to serve projected 2040 peak-hour traffic volumes.  At Campbell Avenue, dual left-

turn lanes and exclusive right-turn lanes will be required on all approaches.  Even with the 

recommended capacity improvements, some movements at Campbell Avenue will likely 

operate at or near capacity during the evening peak period.  At Country Club Road, dual left-

turn lanes and right-turn lanes are required to serve projected future turning demand, 

however due to constrained right-of-way, it is likely that only single left-turn lanes can be 

provided.  As such, it is expected that this intersection will become congested during the 

evening peak traffic period based on 7-10 years of projected traffic growth. Recommended 

intersection lane requirements are provided in Exhibit 13. 

 A review of historical crash data covering the most recent 3-year period indicated that over 

400 crashes occurred on Broadway Boulevard from Euclid Avenue to Country Club Road. 

Rear-end crashes accounted for approximately 40% of all crashes.  Widening the roadway and 

reducing intersection congestion will reduce rear-end crash potential.  

 Providing a high level of access control will optimize roadway capacity and reduce crash 

potential.  Based on a potential shift of the Broadway Boulevard alignment to the north, a 

conceptual plan for the location of median openings was prepared in this study.  An access 
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management plan should be developed for the corridor based on the final roadway alignment 

and anticipated redevelopment of adjacent properties.  This plan should strive to minimize the 

number of driveways that provide direct access onto Broadway Boulevard. 

 The current pedestrian activity at the Treat Avenue marked crossing does not justify 

installation of a pedestrian signal; however, it is anticipated that a signal will be required in 

the future to accommodate the City’s plan to convert Treat Avenue into a bike boulevard. 

 To optimize Broadway Boulevard operations, it is critical that all pedestrian signals, either 

HAWK or Pelican, be integrated into the corridor’s coordinated signal operations.  This will 

require that the HAWK signals be designed and operated as 2-stage crossings.  

 Based on current side street and driveway traffic volumes, no additional traffic signals will be 

required.  It is recommended that all traffic signals be equipped with transit signal priority 

technology to enhance transit performance and support ridership within the corridor. 

 Microscopic simulation models were developed for the 6-lane and 6-lane with multi-use lanes 

scenarios.  The multi-use lanes are expected to serve three functions – dedicated bus lanes, 

right-turn deceleration lanes, and bike lanes, as they currently do on much of Broadway 

Boulevard to the east of Columbus Road.  The simulation results indicate that the multi-use 

lanes will improve transit performance.  Average delay of buses will be approximately 12% 

less, number of stops will be 15% less, and the average speed of buses will be 6% higher.  The 

benefit to vehicles in the general traffic lanes is marginal.  Considering current local bus 

service and the potential future implementation of Bus Rapid Transit (BRT) service on 

Broadway Boulevard, provision of a dedicated lane is not essential, however it will benefit 

transit operations.  What is essential if multi-use lanes are not included are pull thrus/outs at 

signalized intersections and other major transit stops, although not at minor stops.  Reducing 

driveway density along the corridor will also benefit transit and bicycle operations if multi-use 

lanes are not provided. 
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1. BACKGROUND AND SCOPE 

The City of Tucson Department of Transportation is moving ahead with plans to widen Broadway 

Boulevard from Euclid Avenue to Country Club Road as part of the Regional Transportation 

Authority (RTA) transportation improvement program.  Kittelson & Associates, Inc. (KAI) was 

retained by HDR Engineering to evaluate existing and future traffic conditions along Broadway 

Boulevard.  This report documents the evaluation results, including existing conditions, projected 

traffic growth within the corridor, and roadway capacity and control requirements to serve traffic 

demand.  Specific recommendations were developed for the design of improvements on Broadway 

Boulevard, including the lane configuration at signalized intersections, turn lane storage 

requirements, and needed traffic control.  The study limits are defined in Exhibit 1. 

The traffic assessment conducted included five signalized intersections - Euclid Avenue, Highland 

Avenue, Campbell Avenue, Tucson Boulevard and Country Club Road; four intersections with 

HAWK pedestrian signals - Park Avenue, Cherry Avenue, Norris Avenue and Plumer Avenue; and a 

two-way stop-controlled intersection with pedestrian crossing at Treat Avenue.  Existing intersection 

peak period turning movement counts, 24-hour segment counts with vehicle classification data, and 

24-hour counts on eleven side streets were collected during February 16, 2009 and February 19, 2009 

and were used to establish the existing conditions.  Socioeconomic data, driveway activity data, 

pedestrian counts, lane utilization information, and crash data were also collected. 
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2. EXISTING CONDITIONS 

2.1 ROADWAY 

Broadway Boulevard currently has a 6-lane cross section with a raised between Euclid Avenue and 

Tyndall Avenue, transitioning to a 5-lane cross section with a center two-way left-turn lane (TWLTL) 

between Tyndall Avenue and Park Avenue, and a 5-lane cross section between Park Avenue and just 

west of Country Club Road.  The TWLTL accommodates access to adjacent commercial and 

residential properties.  The current cross sections include 11-foot travel lanes with 5-foot bike lanes.  A 

short frontage road located on the north side of Broadway Boulevard, extending from 400 feet west of 

Treat Avenue to Stewart Avenue provides access to twelve residences.  No on-street parking exists 

within the study corridor.  Sidewalk or paved areas on both sides of the roadway are available for 

pedestrians along the entire roadway section. Current access (driveways and side streets) along 

Broadway Boulevard is summarized in Exhibit 2. 

Exhibit 2 Existing Access Points 

Broadway Section North Side South Side 

Euclid Ave. - Highland Ave. 19 27 

Highland Ave. - Campbell Ave. 23 16 

Campbell Ave. - Tucson Blvd. 37 34 

Tucson Blvd. - Country Club Rd. 19 25 

Total 98 102 

2.2 LAND USE  

The study section of Broadway Boulevard is fully developed. Residential and small retail commercial 

are the principal land uses between Euclid Avenue and Campbell Avenue.  Retail commercial, 

including several strip commercial buildings, is the principal land use between Campbell Avenue and 

Country Club Road.  Nearly all of these developments currently have full access onto Broadway 

Boulevard. 

2.3 SPEED LIMIT 

The existing posted speed limits within the study limits are as follows:  

 Broadway Boulevard - 30 mph from Euclid Avenue to Campbell Avenue, 35 mph from 

Campbell Avenue to Country Club Road. 

 Euclid Avenue - 30 mph north of Broadway Boulevard, 35 mph south of Broadway Boulevard. 

 Highland Avenue - 25 mph. 
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 Campbell Avenue - 35 mph north of Broadway Boulevard, 40 mph south of Broadway 

Boulevard. 

 Tucson Boulevard - 30 mph north of Broadway Boulevard, 35 mph south of Broadway 

Boulevard. 

 Country Club Road - 35 mph. 

 All other side streets - 25 mph. 

2.4 TRAFFIC OPERATIONS 

Traffic counts collected between February 16, 2009 and February 19, 2009 include peak-period turning 

movement counts at the study intersections.  Daily (24-hour) directional traffic counts were collected 

on Broadway Boulevard between Campbell Avenue and Tucson Boulevard and on eleven side 

streets. Recent daily traffic counts were also obtained from the Pima Association of Governments 

(PAG).  The hourly and daily traffic volume data are summarized in Exhibit 7 and the detailed counts 

(including pedestrian counts) are included in Appendix A. 

2.4.1 Traffic Factors 

The traffic factors listed in Exhibit 3 were calculated from the 24-hour roadway counts.  The K-factor 

represents the percentage of daily traffic that occurs during the peak hour and the D-factor represents 

the percentage of traffic in the heaviest direction of travel.  The hourly segment count data indicates 

that existing demand remains heavy throughout the day with the two-way volume exceeding 2,000 

vehicles per hour from 7 AM until 7 PM. 

Exhibit 3 Traffic Factors 

Broadway Boulevard  
K D 

AM PM AM PM 

Campbell Ave. to Tucson Blvd. 7% 8% 56% WB 53% EB 

 

Four hour vehicle classification counts were taken on September 1, 2011 on Broadway Boulevard near 

Norris Avenue.  The observed heavy vehicle percentage during the peak periods (7-9 AM and 4-6 

PM) is about 2%.  The Federal Highway Administration (FHWA) defines 13 vehicle categories.  

Heavy vehicles as those in Categories 5 thru 13.  The vehicle classification data is summarized in 

Exhibit 4.  

Based on the 24-hour segment and peak period intersection turning movement count data, the 

morning peak hour occurs from 7:30 to 8:30 AM and evening peak hour from 4:30 to 5:30 PM.  Traffic 

operations were evaluated for these two peak hours. 
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Exhibit 4 Summary of Vehicle Classification Data 

 1 2 3 4 5 6 7 8 9 10 11 12 13 

Peak 
Period 

Motor-
cycles/ 
Bikes 

Pass. 
Cars 

Trucks, 
Vans, 

etc 

Bus Single Unit Trucks Truck with Trailer Truck with Multi Trailers 

2Axle, 
6 Tire 

3 Axle  4 Axle  <5 Axle  5 Axle  >6 Axle  < 6 
Axle  

6 Axle  >6 
Axle  

AM 0.5% 48.4% 47.1% 1.3% 1.7% 0.0% 0.0% 0.6% 0.3% 0.0% 0.0% 0.0% 0.0% 

PM 0.6% 50.0% 47.9% 0.7% 0.5% 0.0% 0.0% 0.2% 0.1% 0.0% 0.0% 0.0% 0.0% 

2.4.2 Pedestrian and Bicycle Volumes 

Pedestrian counts taken at each of the four existing HAWK signals and at the unsignalized pedestrian 

crossing during the vehicular peak hour (7:30-8:30 AM and 4:30-5:30 PM) on Broadway Boulevard are 

summarized in Exhibit 5.  These data were collected in February 2009 and again in September 2011. 

The 2011 counts also include the number of times that HAWK signals were activated during each 

peak hour.  A detailed evaluation of the impact of these HAWK signals on traffic flow on Broadway 

Boulevard was conducted using a microscopic traffic simulation model (VISSIM) and the results are 

discussed in Section 3.2.4. 

Exhibit 5 Peak Hour Pedestrian Volumes  

Intersection 

2009 Ped. Vol.  
During Pk Hrs 
on Broadway 

2011 Ped. Vol. (Signal Activations)  

During Pk Hrs on 
Broadway 

Peak Ped. Crossing 
Activity 

AM PM AM PM  

Park Ave./Broadway Blvd. (HAWK) 0 19 22 (18) 11 (9) 41 (15); 9:15-10:15 AM 

Cherry Ave./Broadway Blvd. (HAWK) 31 40 19 (11) 14 (12) 21 (9); 7:45-8:45 

Norris Ave./Broadway Blvd. (HAWK) 1 15 3 (3) 6 (5) 15 (9); 3:15-4:15 PM 

Plumer Ave./Broadway Blvd. (HAWK) 16 16 17 (12) 14 (13) 27 (12); 3:15-4:15 PM 

Treat Ave./Broadway Blvd. (marked crosswalk) 3 35 1 (NA) 1 (NA) 6 (NA); 9:45-10:45 

The peak-hour of pedestrian activity at each crossing is also provided in Exhibit 5 for the 2011 counts.  

At Plumer Avenue and Norris Avenue, the number of pedestrians peaked from 3:15 to 4:25 PM; at 

Park Ave, the peak pedestrian activity occurred between 9:15 – 10:15 AM with 41 pedestrians in 15 

signal activations; at Cherry Ave the highest pedestrian volume observed was 21 pedestrians between 

7:45 – 8:45 AM; the pedestrian activity at the Treat Ave crossing was low with a maximum of 6 

pedestrians observed between 9:45 and 10:45 AM.  
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Bicycle counts were collected at the Norris Avenue intersection on September 1, 2011 between 4:30 

and 5:30 PM.  Six bicyclists were observed travelling in the eastbound direction and one in the 

westbound direction along Broadway Blvd. 

2.4.3 Arterial Traffic Flow 

Travel time data was collected on February 19, 2009 between 7 and 9 AM and between 4 and 6 PM 

using the floating car method.  The average travel times on the 1.92 mile section of Broadway 

Boulevardfrom Euclid Avenue to Country Club Road are provided in Exhibit 6.  The Synchro models 

developed for capacity analysis were calibrated to better reflect the observed travel times. The travel 

time and speed outputs given by the calibrated Synchro models are also provided in Exhibit 6 for 

comparison. The results show the Synchro model outputs match the field data reasonably well with 

the exception of the westbound traffic flow during the evening peak period.  This may be due to the 

impacts of the HAWK signals, which are included in the field data, however are not cannot be 

modeled by Synchro. 

Assuming a free-flow speed of 30/35 mph (the same as the posted speed limits) the average delay 

traveling on Broadway Boulevard between Euclid Avenue and Country Club Road is 27 seconds 

during the morning peak period and 57 seconds during the evening peak period in the eastbound 

direction and 56 seconds during morning peak period and 80 seconds during evening peak period in 

the westbound direction. 

Exhibit 6 Travel Time Summary 

Broadway 
Boulevard 

Field Data Synchro Outputs 

# of Runs 
Avg. Travel 
Time (sec) 

Travel Time 
Standard 

Deviation (sec) 

Avg. Travel 
Speed (mph) 

Avg. Travel 
Time (sec) 

Avg. Travel 
Speed (mph) 

AM PM AM PM AM PM AM PM AM PM AM PM 

Eastbound 10 8 240 270 19.4 39.6 28.8 25.6 231 270 30 25.7 

Westbound 10 8 269 293 41.5 38.7 25.6 23.5 262 247 26.4 28.2 

 

2.4.4 Intersection Capacity 

Intersection capacity analysis was performed using the Synchro 7 traffic analysis software which 

utilizes the current Highway Capacity Manual procedures.  The analysis results of existing traffic 

conditions at the signalized intersections are summarized in Exhibit 7.  The detailed capacity analysis 

worksheets are included in Appendix B.  The results show that overall traffic operations at the Euclid 

Avenue, Highland Avenue, Campbell Avenue, Tucson Boulevard and Country Club Road 

intersections are at LOS D or better during the morning and evening peak periods. Several 

movements at some intersections operate at LOS E or F during at least one of the peak periods.  The 

eastbound and southbound left-turn movements at the Euclid Avenue intersection operate at LOS F 

with a volume-to-capacity (v/c) ratio greater than 1.00 during the morning peak period.  A v/c ratio 

exceeding 1.00 indicates significant congestion.  During the evening peak period, the eastbound and  
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westbound left-turn movements at the Campbell Avenue intersection operate at LOS F with a v/c 

ratio greater than 1.00.  The southbound left-turn, through and right-turn movements at the Country 

Club Road intersection also operate at LOS F with a v/c ratio greater than 1.00 during the evening 

peak period. 

2.4.5 Signal Warrants 

Based on peak-hour counts taken at the unsignalized intersections, the highest volume on a side street 

was 79 veh/hr.  To warrant a signal based on vehicular volume, the 8th highest hour side street volume 

would need to exceed 75 veh/hr for Warrant 1 (Eight-Hour Vehicular Volume) and the 4th highest 

hour side street volume would need to exceed 80 veh/hr for Warrant 2 (Four-Hour Vehicular 

Volume).  As such, no additional signals are currently warranted based on existing volumes. 

2.4.6 Pedestrian Signal Warrants 

A marked crosswalk is currently located at Treat Avenue.  A pedestrian signal warrant analysis was 

conducted for this crossing for current conditions following the City of Tucson HAWK signal warrant 

criteria.  Based on the analysis results, the intersection received 16 points which does not meet the 

minimum score of 25 points for consideration of a HAWK signal installation.  The warrant evaluation 

for the Treat Avenue pedestrian crossing is included in Appendix C.  Although a pedestrian signal is 

not currently warranted, future City of Tucson plans to convert Treat Avenue into a bike boulevard 

will increase demand at the Broadway Boulevard crossing, likely requiring the installation of a 

pedestrian signal. 

2.5 CRASH HISTORY 

The City of Tucson provided historical crash data for the 3-year period from January 1, 2008 to 

December 31, 2010.  The data includes the number of crashes and crash type, but not injury level or 

severity.  During the 3-year period no fatalities occurred along Broadway Boulevard within the study 

limits.  The segment and intersection crash data are summarized in Exhibit 8. 

The intersection accident rates ranged from 0.30 to 1.21 accidents per million vehicles entering the 

intersection.  The highest number of accidents occurred at the Campbell Avenue intersection.  Of the 

101 accidents, 41 were rear end crashes, with 20 occurring on Broadway Boulevard, 12 on Campbell 

Avenue, and 9 on Kino Parkway.  As a comparison, the average 3-year (2007-2009) accident rate at 

signalized intersections on the Pima County roadway system was 0.81 accidents per million vehicles 

with a standard deviation of 0.52.  Therefore, the range of observed signalized intersection accident 

rates on the Pima County system was 0.29 to 1.33 accidents per million vehicles, which is consistent 

with the rates observed on Broadway Boulevard.  Average accident rate information within the City 

of Tucson is not available for comparison.  

The 3-year segment accident rates along Broadway Boulevard range from 0.77 to 2.69 accidents per 

million vehicle miles travelled on a segment.  The segment from Campbell Avenue to Tucson 

Boulevard experienced the highest number of crashes (59) with rear-end crashes being the most 
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predominant (33).  Rear-end crashes are typically the most common on roadways that experience 

heavy congestion and which have frequent driveways and side streets.  The average 3-year (2007-

2009) accident rate on high volume roadway segments (daily traffic > 10,000) within Pima County 

system is 1.26 accidents per million vehicle miles with a standard deviation of 1.08. Therefore, the 

range of observed segment accident rates on the Pima County system is 0.18 to 2.34 accidents per 

million vehicle miles.   

Exhibit 8 Crash Data Summary (January 1, 2008 to December 31, 2010) 

Signalized Intersections 

 Euclid Avenue Highland Avenue Campbell Avenue Tucson Blvd Country Club Road 

Total Accidents 67  12  101  51  70  

Angle 5 7% 1 8% 12 12% 2 4% 5 7% 

Rear-End 16 24% 3 25% 41 41% 17 33% 24 34% 

Turning 13 19% 3 25% 20 20% 10 20% 11 16% 

Other 33 49% 5 42% 28 28% 22 43% 30 43% 

Daily ADT: 55,500  36,500  76,500  51,500  63,500  

Accident Rate
1
 1.10  0.30  1.21  0.90  1.01  

Roadway Segments 

 
Euclid Ave to Highland 

Ave (0.5 mile) 
Highland Ave to 

Campbell Ave (0.4 mile) 
Campbell Ave to 

Tucson Blvd (0.5 mile) 
Tucson Blvd to Country Club 

Rd (0.5 mile) 

Total Accidents 27  26  59  21  

Angle 1 4% 1 4% 3 5% 0 0% 

Rear-End 8 30% 9 35% 33 56% 15 71% 

Turning 4 15% 9 35% 11 19%  0% 

Other 14 52% 7 27% 12 20% 6 29% 

Daily ADT: 34,000  40,000  40,000  36,740  

Accident Rate
1
 1.45  1.48  2.69  0.77  

1. Intersection accident rates refer to the number of accidents per million vehicles entering the intersection.  Rate = (number 
of 3-year accidents x 10

6
)/(3 years x weekday entering volume x 365 days). 

2. Segment accident rates refer to the number of accidents per million vehicles-miles of travel.  Rate = (number of 3-year 
accidents x 10

6
)/(3 years x weekday segment volume x 365 days x segment length). 

2.6 TRANSIT SERVICE 

Current Sun Tran service along Broadway Boulevard includes one fixed route and one express route -  

Route 8 (Broadway/6th Ave) and Route 108X (Broadway-Downtown Express).  Route 8 runs from the 

Roy Laos Transit Center on South 6th Avenue to the Ronstadt Transit Center downtown, then to 

Houghton Road.  Route 8 is has the highest Sun Tran ridership.  Bus headways range from 10 minutes 
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during the peak commute periods to 30 minutes during other periods. Sample daily ridership data for 

Route 8 is provided in Exhibit 9.   

Route 108X, the Broadway-Downtown Express, is served by buses stationed at the Ronstadt Transit 

Center with three morning runs and three evening runs.  The route is the same as that of Route 8 but 

has no stop within the study limits.  Route 108X service is planned for expansion to six morning runs 

and six evening runs by 2012.  

There are three bus pull-outs within the project area, two of which are located near the Campbell 

Avenue intersection.  The third one is located on the north side of Broadway Boulevard, between 

Olsen Avenue and Plumer Avenue.  There are 16 bus stops within the study limits.  

Exhibit 9   Sample Route 8 Daily Ridership Data 

 
2009 EB 2009 WB 2011 EB 2011 WB 

Board Alight Board Alight Board Alight Board Alight 

Euclid Ave 168 85 N/A N/A 155 69 34 105 

Park Ave N/A N/A 62 71 N/A N/A 23 45 

Freemont Ave 45 69 62 31 40 49 33 21 

Highland Ave 29 46 41 21 23 35 20 26 

Cherry Ave 45 39 51 29 33 41 42 26 

Campbell Ave 118 153 143 126 125 148 128 116 

Plumer Ave 67 56 63 66 49 61 76 46 

Tucson Blvd 56 76 71 46 52 65 59 68 

Treat Ave 15 38 31 16 7 21 12 21 

Total 543 562 524 406 484 489 427 474 
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3. FUTURE CONDITIONS 

3.1  PLANNED IMPROVEMENTS 

The Regional Transportation Authority (RTA) 20-year improvement plan includes the widening of 

Broadway Boulevard, Euclid Avenue to Country Club Road to a 6-lane divided arterial with two 

dedicated bus lanes, bike lanes, and sidewalks.  The High Capacity Transit (HCT) plan for the PAG 

region has established Broadway Boulevard as a priority corridor, identifying Bus Rapid Transit 

(BRT) as the most viable HCT option.  Beyond the possible addition of a BRT system, no other 

planned roadway improvements within this section of the Broadway Boulevard corridor, including 

the cross streets, are part of the PAG 2040 Regional Transportation Plan. 

3.1.1 High Capacity Transit 

As a primary transit corridor within the region, Broadway Boulevard has long been considered a 

potential candidate for the implementation of a HCT system.  Assessment and planning for HCT on 

Broadway Boulevard began in 1989 with the Broadway Corridor Study.  This study concluded that 

the best long range HCT option was to install dedicated bus lanes between the downtown and 

Pantano Road.  An 8-lane divided cross section that accommodates this option is essentially in place 

between Columbus Boulevard and Pantano Road.  However, the outside “multi-use” lanes that are in 

place do not operate solely as dedicated bus lanes, but serve several other functions including right-

turn deceleration lanes and bike lanes.   

 

The PAG High Capacity Transit Study, completed in 2009, recommended that BRT is the best HCT 

option on Broadway Boulevard.  While the optimal application is to run BRT in dedicated travel ways 

similar to Light Rail Transit (LRT), applications of BRT in general travel lanes on arterials and 

parkways are gaining increasing popularity across the country due to the prohibitive cost associated 

with implementing dedicated transit travel ways.  Both the original Broadway Corridor Study and the 

High Capacity Transit Study concluded that LRT is not a viable long term option on Broadway 

Boulevard due to insufficient ridership and very high cost.  The High Capacity Transit Study did 

suggest that extending the Tucson Modern Streetcar from downtown to El Con Mall could be 

considered depending upon several factors, including the success and cost of the initial streetcar line 

between downtown and the University of Arizona and redevelopment along Broadway Boulevard at 

the mall.  The mall redevelopment is nearly complete and includes no residential uses which are 

integral to supporting a street car option. 

 

BRT operation on Broadway Boulevard can be achieved in both a 6-lane and 6-lane plus multi-use 

lane cross section.  An analysis of the operational characteristics of each cross section was conducted 

as part of this traffic study.  The findings are discussed in Section 3.3.4.   
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3.1 TRAFFIC PROJECTIONS 

Future traffic demands for this study were developed based on the 2040 projections produced by the 

PAG regional traffic forecasting model.  The 2040 PAG traffic projections are provided in Exhibit 10.  

The projections indicate that traffic demand on Broadway Boulevard is expected to see moderate 

annual growth, essentially ranging from 0.5% to 1.3%.  Considering that Broadway Boulevard is 

located within a heavily urbanized and developed area, annual traffic growth ranging from 1% to 

1.5% is reasonable.   

On the major cross streets, Euclid Avenue, Campbell, Avenue, Tucson Blvd, and Country Club Road, 

low to moderate annual traffic growth is projected.  On Highland Avenue, a major collector roadway, 

very high annual growth (6.7%) is projected.  Given the nature and limitations of the regional traffic 

forecasting model, projected 2040 volumes, which is assumed to be the design year for the Broadway 

Boulevard improvements, were adjusted for several roadway segments included in this traffic study.  

These adjustments are discussed below.  

 Euclid Avenue – The roadway capacity, land use, and characteristics of Euclid Avenue north 

and south of Broadway Boulevard are not conducive to a doubling of traffic volumes over the 

next 30 years.  To the north, Euclid Avenue has a 5-lane cross section, however the impact of 

pedestrian crossing facilities at Tucson High and the University of Arizona diminish roadway 

capacity.  To the south, the 5-lane section narrows to 3 lanes at 22nd Street.  As the 2040 

regional plan does not include a project to increase the capacity on Euclid Avenue and since 

the surrounding areas are well developed, more moderate growth rates (1.7% and 2.0%) were 

assumed for this study. 

 Highland Avenue – Highland Avenue is a two-lane residential collector road that has 

historically carried 5,000 to 7,000 vpd.  North of Broadway Boulevard, there exist speed bumps 

that discourage high speed and volume.  South of Broadway Boulevard, Highland Avenue 

terminates at Barraza Aviation Parkway.  As such, it is very unlikely that future traffic growth 

on Highland Avenue can reach 17,000 vpd without substantial capacity improvements.  A 

more reasonable 9,000 to 10,000 vpd was assumed.  

 Campbell Avenue/Kino Parkway – PAG’s 2040 projection for the south Kino Parkway leg is 

70,000 vpd.  Since Campbell Avenue is not planned to be widened beyond its current 6-lane 

cross section, volumes on Campbell Avenue won’t be able to reach this level.  Historically, the 

daily traffic volumes on the north and south legs have been comparable.  As such, annual 

growth rates of 0.7% and 2.2% were assumed for the north and south legs, respectively, 

resulting in a more realistic future volume. 

Using the existing traffic factors, turning movement counts, and design year ADTs, 2040 peak period 

turning volumes were developed for use in the analysis of future intersection and roadway capacity 

requirements.  Worksheets used to develop the future turning movement volumes are provided in 

Appendix D. 
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Exhibit 10 Traffic Projections 

Roadway Segment 

Current 

Daily 
Volume  

(Year) 

PAG Daily Volume 
Projection 

Daily Volume 
Assumed For This 

Study 

2040 
Annual 
Growth 

Rate  

Design 
Year 

(2040) 

Annual 
Growth 

Rate  

Euclid 
Ave 

North 24,000 (10) 46,000 3.0% 36,000 1.7% 

South 18,000 (10) 44,000 4.8% 29,000 2.0% 

Highland Ave 
North 5,000 (04) 17,000 6.7% 9,000 2.2% 

South 7,000
1 

(09) NA NA 10,000 1.4% 

Campbell Ave 

Kino Pkwy 

North 45,000 (10) 55,000 0.7% 54,000 0.7% 

South 34,000 (10) 70,000 3.5% 56,000 2.2% 

Tucson Blvd 
North 12,000 (10) 12,000 0.0% 15,000 0.7% 

South 11,000 (10) 12,000 0.3% 14,000 0.7% 

Country Club 
Rd 

North 20,000 (10) 26,000 1.0% 31,000 1.8% 

South 17,000 (10) 22,000 1.0% 25,000 1.6% 

Broadway 
Blvd 

West of Euclid Ave 35,000 (10) 33,000 -0.2% 39,000 0.4% 

Euclid Ave to Highland Ave 34,000 (10) 41,000 0.7% 41,000 1.1% 

Highland Ave to Campbell Ave 34,000 (10) 46,000 1.2% 46,000 1.2% 

Campbell Ave to Tucson Blvd 40,000 (10) 56,000 1.3% 56,000 1.3% 

Tucson Blvd to Country Club Rd 40,000 (10) 46,000 0.5% 47,000 0.6% 

East of Country Club Rd 41,000 (08) 53,000 1.0% 53,000 0.9% 

 

3.3 MEDIAN OPENINGS 

As specified in the City’s Major Streets and Routes Plan for high volume arterials, the widening of 

Broadway Boulevard will include a raised median.  The City’s Transportation Access Management 

Guidelines specifies 660 feet as the minimum spacing between full access median openings on an 

arterial.  Based on this guideline and examination of existing cross street traffic demand, network 

connectivity, and potential future development, a conceptual median opening plan for Broadway 

Boulevard, Euclid Avenue to Country Club Road is presented in Exhibit 11. 
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3.4 CAPACITY AND LEVEL OF SERVICE ANALYSIS 

3.4.1 Methodology 

Future intersection and roadway lane requirements were determined based on the results of capacity 

and level of service analysis of the 2040 traffic forecasts.  The following criteria were assumed for the 

analysis: 

 Percentages of heavy vehicles are the same as existing conditions if they are greater than 2%, 

otherwise they are 2%. 

 For Broadway Boulevard and major cross streets, peak-hour factors are the same as existing if 

greater than 0.92, otherwise they are 0.92.  A minimum peak-hour factor of 0.92 was used for 

future conditions because variation in traffic demand tends to decrease during peak periods as 

traffic demand increases.  On the minor cross streets, peak-hour factors are the same as 

existing. 

 4-phase signal operation with permitted/protected left-turn phasing. 

 Cycle lengths are 90 seconds with optimized timing to minimize intersection delay. 

 Right-turns on red are permitted. 

 Platoon arrival Type 4, representing coordinated signal operations. 

.3.4.2 Intersection Capacity 

The intersection capacity analysis results indicate that with the provision of sufficient turn lane 

capacity, a 6-lane cross section will provide overall operations of LOS D or better at each intersection.  

Intersection capacity and level of service analysis worksheets are provided in Appendix E.  The 

intersection level of service analysis results are summarized in Exhibit 152.  Intersection lane 

requirements are presented in Exhibit 12.   

At Campbell Avenue, the eastbound and southbound left-turns may operate at LOS F even with dual 

left-turn lanes provided and several through movements are predicted to operate at LOS E.  Several 

potential solutions to increase intersection capacity include utilizing left-turn overlap phasing at the 

Campbell Avenue intersection or potentially implementing a traffic adaptive signal control system on 

Broadway Boulevard.  Adding overlap phasing for the eastbound and westbound left-turn 

movements was evaluated to assess the potential benefit to intersection operations.  The results are 

included in Appendix E.  Overall intersection operations will improve slightly with the greatest 

benefit realized by the eastbound left-turn.  

At the Euclid Avenue intersection, dual eastbound and westbound left-turn lanes are required.   

At Country Club Road, substantial right-of-way constraints, particularly on the southeast and 

southwest corners will make it difficult to achieve the required left-turn lane capacity on the 

southbound approach.  Implementing single left-turn lanes on each approach and right-turn lanes on 

all but the eastbound approach will provide satisfactory operation during the morning peak period,  
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Exhibit 12 Summary of 2040 Capacity Analysis Results 

Intersection  
Movement/ 

Approach 
LOS and Average 

Delay (s/veh) 
  Movement/ 

Approach 
 

LOS and Average  
Delay (s/veh) 

   AM PM AM PM 

Euclid Ave./ 
Broadway Blvd. 

EB 

LT D(38) D(40) 

Tucson Blvd./ 
Broadway Blvd. 

EB 

LT C(33) C(34) 

TH C(34) C(28) TH B(17) C(23) 

RT C(23) B(20) RT B(13) B(15) 

Approach C(34) C(30) Approach B(17) C(23) 

WB 

LT C(30) D(46) 

WB 

LT B(14) B(12) 

TH C(35) C(27) TH A(8) A(8) 

RT D(37) C(27) RT A(1) A(1) 

Approach C(34) C(31) Approach A(8) A(7) 

NB 

LT C(32) C(33) 

NB 

LT D(41) D(52) 

TH D(41) D(36) TH D(47) D(38) 

RT C(24) C(23) RT C(27) C(26) 

Approach D(36) C(34) Approach D(42) D(39) 

SB 

LT D(46) D(43) 

SB 

LT D(36) D(42) 

TH C(32) C(31) TH D(37) D(48) 

RT C(22) C(35) RT C(30) C(27) 

Approach C(33) C(34) Approach C(34) D(42) 

Intersection C(34) C(32) Intersection B(18) C(22) 

Highland Ave./ 
Broadway Blvd. 

EB 

LT C(30) B(11) 

Country Club Rd/ 
Broadway Blvd. 

EB 

LT B(17) D(37) 

TH+RT A(7) A(6) TH A(9) B(15) 

Approach A(8) A(6) RT A(1) A(4) 

WB 

LT A(9) B(11) Approach A(10) B(18) 

TH+RT A(8) A(6) 

WB 

LT C(22) D(42) 

Approach A(9) A(6) TH C(23) C(24) 

NB 

LT D(43) C(34) RT B(18) C(22) 

TH+RT C(34) C(31) Approach C(22) C(26) 

Approach D(37) C(33) 

NB 

LT C(32) D(36) 

SB 

LT D(48) D(38) TH D(36) D(42) 

TH+RT C(28) C(32) RT C(26) C(26) 

Approach D(37) D(36) Approach C(34) D(39) 

Intersection B(13) A(9) 

SB 

LT C(38) E(70) 

Campbell Ave./ 
Broadway Blvd. 

EB 

LT D(44) F(97) TH C(32) D(43) 

TH C(28) E(59) RT C(27) C(26) 

RT C(20) B(19) Approach C(33) D(49) 

Approach C(30) E(62) Intersection C(23) C(30) 

WB 

LT E(60) E(62) 

Country Club Rd/ 
Broadway Blvd. – 

Alternative A: 
single LT Lanes, 
no exclusive EB 

RT Lane 

EB 

LT D(46) D(52) 

TH E(61) C(27) TH+RT D(43) E(71) 

RT C(25) C(22) Approach D(43) E(69) 

Approach E(56) C(32) 

WB 

LT C(29) F(221) 

NB 

LT D(37) D(36) TH D(53) E(78) 

TH E(55) E(78) RT C(24) C(31) 

RT C(20) C(27) Approach D(46) F(86) 

Approach D(50) E(66) 

NB 

LT C(33) D(38) 

SB 

LT F(115) F(104) TH D(42) E(60) 

TH C(29) D(44) RT C(27) C(28) 

RT C(23) C(26) Approach D(39) D(52) 

Approach D(44) E(55) 

SB 

LT D(40) F(198) 

Intersection D(46) D(54) TH C(34) D(39) 

    RT C(27) C(25) 

    Approach C(34) F(81) 

    Intersection D(42) E(74) 
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but will be insufficient for the westbound and southbound left-turn demands in the evening peak.  

Considering the critical intersection movements – southbound left-turn, eastbound through, 

northbound through, and westbound left-turn, this alternative intersection configuration will provide 

sufficient capacity to accommodate 7-10 years of projected traffic growth before movements begin to 

fail.  Potential solutions to optimize capacity include utilizing overlap phasing for the southbound 

and westbound left-turn movements and implementing traffic adaptive signal control. 

The recommended storage lengths for turn lanes at the signalized intersections are summarized in 

Exhibit 14.  They are based on the estimated 95% percentile queue lengths calculated by the Synchro,  

software and the minimum storage requirements specified in the PCDOT/TDOT Pavement Marking 

Design Manual, 2nd Edition.  Storage length calculations are included in Appendix F. 

Exhibit 14 Estimated Queue Storage Length Requirements 

Intersection 

Broadway Blvd at 

Eastbound Westbound Northbound Southbound 

Left Right Left Right Left Right Left Right 

Euclid Ave. 170 x 2 110 150 x 2 290 110 x 2 210 140 350 

Highland Ave 110 110 110 110 140 - 120 - 

Campbell Ave 160 x2 110 130 x 2 200 130 x 2 200 220 x 2 200 

Tucson Blvd 110 110 110 110 170 110 170 130 

Country Club Rd 140 x 2 110 130 x2 220 110 x2 150 160 x 2 130 

Country Club Rd (Alt. A) 300 - 300 150 200 110 400 110 

1. Minimum storage length of 110 ft per PCDOT/TDOT Pavement Marking Design Manual. 
2. Storage lengths do not include tapers. 

3.4.3 Roadway Segment Capacity 

Detailed roadway segment capacity analysis for 6 through lanes was performed using the Synchro 7 

traffic analysis software.  Synchro is not able to evaluate the impacts of continuous multi-use lanes 

used for transit, bicyles, and right-turns.  The analysis results summarized in Exhibit 15 show that a 6-

lane arterial operates at an overall LOS C in both the eastbound direction during the evening peak 

period and the westbound direction during the morning peak period.   

Exhibit 15 Arterial Analysis Results 

Broadway Blvd 

Ave. Travel Time 
(sec) 

Ave. Travel Speed 
(mph) 

Arterial LOS 

AM PM AM PM AM PM 

Eastbound 362 398 20.8 18.9 C C 

Westbound 428 382 20.5 23.0 C C 
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3.4.4 VISSIM Modeling 

In addition to the intersection and arterial capacity analyses, microscopic simulation modeling of 

corridor operations was conducted to more precisely evaluate impacts of the HAWK signals, transit 

signal priority, dedicated transit lanes, bus pull-outs/pull-thrus, and Bus Rapid Transit (BRT).  The 

VISSIM software was used to develop the models.  Since the primary purpose of the VISSIM 

modeling was to evaluate the operational impacts of specific corridor elements and not to determine 

intersection capacity, only a portion of the corridor and only the evening peak hour were modeled.  

The section of Broadway Boulevard modeled extends from west of the Cherry Avenue intersection to 

east of the Tucson Boulevard intersection.  The model was calibrated so that the simulated turning 

movement volumes essentially matched the estimated 2040 turning movement volumes.  Models 

were developed for the following two scenarios: 

 Six general purpose lanes with bus pull thrus/outs at signalized intersections, and 

 Six general purpose lanes with outside multi-use lanes for use by transit vehicles, right-

turning vehicles, and cyclists. 

The following outlines the modeling techniques and assumptions used in the evaluation of the two 

scenarios. 

GENERAL MODEL 

The following features and assumptions were included as part of the model: 

 Intersection lane configurations matched the recommendations (Exhibit 13) developed from 

the capacity analysis.  

 The basic signal timing (cycle length, phasing, phase splits, clearance intervals) were 

consistent with those used for the intersection capacity analysis. 

 The 2040 evening peak-hour was modeled, including a 15 minute warm-up period and 30 

minute cool-down period. 

 Median openings for side street and driveway access were as shown in Exhibit 11. 

 Turning volumes at each minor side street were estimated based on existing traffic counts.  

Due to the complexity of modeling the many closely spaced residential driveways and 

commercial driveways at the strip centers, a single driveway, representing multiple closely 

spaced driveways was modeled at each location.  Peak-hour volumes for driveways and 

minor side streets were as follows: 

 Safeway right-in/right-out driveway – volumes estimated from data collected; 160 in, 70 

out 

 Sonic Drive-In entry/exit –40 right-in, 40 right-out 

 All other driveways – 20 right-in, 20 right-out 

 2% truck volumes assumed  
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 0.5% bike volumes assumed  

 Pedestrian volumes increased 25% for 2040 

6-LANE MODEL 

A typical section of the 6-lane arterial is illustrated in Exhibit 16.  Bus pull-thru/out lanes are provided 

at each signalized intersection.   

6-LANE W/MULTI-USE LANES MODEL 

A typical section of the 6- arterial with multi-use lanes is illustrated in Exhibit 16. The multi-use lane 

is dedicated to buses/BRT and bikes, and also can be used by right-turners for deceleration.  If rail is 

implemented in the future, dedicated transit and bike lanes will be required and right-turning 

vehicles would be prohibited from using either lane. 

HAWK SIGNAL OPERATIONS 

The HAWK signals at Cherry Avenue and Plumer Avenue were modeled as two-stage actuated 

crossings, unlike the current one-stage crossing, allowing them to be included in the coordinated 

system on Broadway Boulevard.  HAWK signal operations were modeled as follows: 

 3 second flashing yellow for vehicles 

 3 second solid yellow for vehicles to come to stop 

 Vehicles are then shown red for 5 seconds while the pedestrian is given the Walk signal 

 The flashing red is then displayed to vehicles while the Flash Don’t Walk is displayed to 

pedestrians  for the appropriate amount of time (12/15/18 seconds depending on number of 

lanes the pedestrian is required to cross) 

 Due to VISSIM’s limitations, it was assumed that cars remain stopped while the flashing red is 

displayed. 

TRAFFIC SIGNAL OPERATIONS 

The traffic signals at Campbell Avenue and Tucson Boulevard were included in the model.  Signal 

phasing and timing was based on the optimized settings developed with the Synchro model, with 

minor adjustments made to accommodate demand.  Each signal was controlled using a Ring Barrier 

Controller, which includes the transit priority feature that can call a phase early or extend a phase (up 

to 3 seconds) to allow a bus or BRT vehicle to continue through the intersection without stopping.  

The signals were coordinated based on start of green for eastbound and westbound Broadway traffic 

(phases 2 & 6).  Protected/permitted left-turns were coded as overlap phases. 
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TRANSIT OPERATIONS 

Local buses were modeled at 10-minute headways (i.e., six buses during the peak hour).  In the 6-lane 

model, the buses either stop in the outside lane at mid-block or unsignalized intersection stops or pull 

into the bus bay at signalized intersections to drop off and collect passengers.  These buses stop at all 

bus stops on the route. BRT vehicles were modeled at 15-minute headways (i.e., 4 buses during the 

peak hour).  BRT vehicles stop only at the Broadway Boulevard/Campbell Avenue intersection, 

pulling into the bus bay.  BRT vehicles are typically articulated buses, 60 feet in length. 

At major transit stops where route transfers occur, such as at Campbell Avenue, bus and BRT vehicles 

dwell for 30 seconds.  At minor bus stops, including Cherry Avenue, Plumer Avenue, and Tucson 

Boulevard, the dwell time is 15 seconds. 

MODELING RESULTS 

Four network performance measures (average delay per vehicle, average number of stops per vehicle, 

average speed, and average travel time) were collected by vehicle type (cars/trucks and transit 

vehicles) from the VISSIM simulation runs for the evening peak-hour, 4:30 to 5:30 PM.  Ten model 

runs were made for each scenario and the performance measures produced by each run were 

averaged.  The network performance results are summarized in Exhibit 17.   

The results show that multi-use lanes will provide marginal improvement, less than 2%, in delay, 

number of stops, and travel speed for general traffic (cars/trucks).  Transit vehicles, bus or BRT, 

would realize benefits from multi-use lanes, with 12% lower delay, 15% fewer stops, and 6% higher 

travel speed.  

Average vehicle travel time by direction (seconds per vehicle) are also graphically depicted in Exhibit 

18.  In the eastbound, or heaviest direction of travel during the evening peak period, a multi-use lane 

reduces car/truck travel time by approximately 6%, however has no impact on bus travel time.  Travel 

times in the westbound direction are 13% and 11% lower for cars/trucks and buses, respectively, with 

a multi-use lane.   

Exhibit 17 Simulation Performance Measures 

Performance Measures 6-Lanes w/Multi-use 
Lanes  

6-Lanes  Percent Change 

General 
Traffic 

Buses General 
Traffic 

Buses General 
Traffic 

Buses 

Average Delay per Vehicle., secs 78.8 92.6 79.3 103.3 +0.6% +11.6% 

Average Number of Stops per Vehicle. 2.12 1.37 2.16 1.58 +1.9% +15.3% 

Average Speed, mph 17.3 16.3 17.1 15.3 -1.2% -6.1% 

Average Eastbound Travel Time; sec  160 260 170 260 +6.3% 0.0% 

Average Westbound Travel Time; sec  142 230 161 255 +13.4% +10.9% 
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Exhibit 18 Travel Time Comparison 

 
 

 

3.4.5 Multi-Modal Operations Analysis 

Evaluation of pedestrian, bicycle, and transit level of service within a widened (6-lane) Broadway 

Boulevard with projected 2040 traffic demand was conducted utilizing the multi-modal urban streets 

methodology (MMLOS) provided in the 2010 Highway Capacity Manual.  The MMLOS analysis 

method assigns LOS for each mode of travel based on a range of parameters that affect the user 

perception of the facility.  The parameters considered for bicycle, pedestrian, and transit travel on an 

urban street are listed on the following page.  Bicyclists, for instance, consider the availability of a 

dedicated bike lane or wide outside travel lane, the volume of traffic in the outside travel lane, the 

amount of truck traffic, the quality of the pavement, traffic speed, density of driveways and sides 

streets and driveways, and width of cross streets at signalized intersections.  These parameters 

generally describe the level of comfort that a bicyclist feels when traveling along an urban street.  

Similar parameters are defined for transit riders and pedestrians.   
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 Bicycle 

 Vehicle volume in outside (right) lane 

 Heavy vehicle percentage 

 Vehicle speeds 

 Travel lane and bicycle lane widths 

 Pavement quality 

 Signalized intersection cross street width 

 Unsignalized intersections/driveways 

Pedestrian 

 Vehicle volume in outside (right) lane 

 Vehicle speeds 

 Presence and width of sidewalk and buffer 

 Lateral separation between vehicles and 
pedestrians 

 Right-turns on red and permitted left-turns 
during “Walk” phase 

 Crossing delay (signalized and uncontrolled) 

Transit 

 Service Frequency 

 Perceived wait time and travel time 

 Actual speed 

 Provisions for waiting passengers 

 

Based on the 2040 evening peak hour volumes in the eastbound direction and a divided 6-lane 

roadway with bicycle lanes or multi-use lanes, transit stops with shelters, and sidewalks, multi-modal 

operations were evaluated. Three bike lane options were evaluated – 5-ft bike lane, 6-ft bike lane, and 

12-ft multi-use lane.  A 6-ft wide sidewalk immediately behind curb was assumed.  The MMLOS 

worksheets are included in Appendix G.   

The results, provided in Exhibit 19, indicate that a 6-lane roadway with 5-ft or 6-ft bike lanes will 

provide good level of service for transit users and pedestrians, however bicyclists will experience 

poor level of service (LOS E).   The primary factors affecting bicycle level of service are high traffic 

volumes and high density of driveways and side streets.  Wider multi-use lanes may improve bicycle 

level of service simply based on a more lateral clearance between a cyclist and adjacent traffic, 

however the effects of conflicting transit vehicles and right-turn traffic using the same lane could very 

well make it a worse condition for cyclists.  The HCM MMLOS methodology does not address these 

effects. 

Exhibit 19 Summary MMLOS Analysis Results 

Broadway Cross Section  Transit Bike Ped 

6 lane divided w/5 ft bike 
lanes & 6 ft sidewalk 

MMLOS Score 1.27 4.37 3.19 

LOS A E C 

6 lane divided w/6 ft bike 
lanes & 6 ft sidewalk 

MMLOS Score 1.27 4.27 3.18 

LOS A E C 

6 lane divided w/12 ft 
multi-use lanes & 6 ft 
sidewalk 

MMLOS Score 0.25 3.59 3.11 

LOS A D C 
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4. CONCLUSIONS 

Proposed roadway improvements are based on the analysis results of the existing and future traffic 

operations, analysis of crash data, and the City’s Transportation Access Management Guidelines.  The 

following proposed roadway improvements are intended to increase the capacity on Broadway 

Boulevard in order to serve future traffic demand which is expected to increase 30-50% over the next 

30 years.  

4.1 ROADWAY CROSS SECTION 

The results of an evaluation of the intersection and roadway capacity requirements utilizing the 

analytical procedures provided in the Highway Capacity Manual and an analysis of traffic operations 

using a microscopic simulation modeling effort both indicate that six through lanes with the 

provision of appropriate turn-lane capacity at signalized intersections and pull thrus/outs at transit 

stops will provide sufficient capacity to serve projected future traffic demands and transit operations 

at acceptable levels of service.  Increased roadway capacity will not only reduce congestion, but will 

also reduce crash potential, particularly rear-end type crashes. 

 

The simulation modeling indicates that adding multi-use lanes for use by transit vehicles, right-

turning vehicles, and bicycles, will provide marginal capacity and operational benefits to general 

traffic.  Transit vehicles, including local buses and future BRT vehicles would benefit using the multi-

use lanes, potentially realizing a 12% reduction in vehicle delay, reduced number of stops, and 

increased travel speed.  While having a dedicated lane for local buses and BRT is optimal, the 

modeling results suggest that the benefits offered by the multi-use lanes for transit operations may be 

diminished due to their multi-functionality.  The results indicate that buses and BRT can operate 

effectively within the general purpose lanes on Broadway Boulevard.  Providing multi-use lanes on 

Broadway Boulevard is not essential, as long as pull thrus/outs that can accommodate buses and 

larger BRT vehicles (60 feet in length) are provided at signalized intersections and other major transit 

stops. Pull thrus/outs would not be required at minor stops.  Implementing transit signal priority 

along Broadway Boulevard will benefit transit operations.  Finally, reducing the density of driveways 

on Broadway Boulevard will benefit general traffic operations.   

 

While BRT can operate in a general purpose lane on an arterial, introducing rail (i.e. a street car) into a 

general purpose arterial lane will adversely impact operations of both general traffic and the street 

car.  Although street car operation was not modeled, the need for frequent stops and the typically 

lower operating speed relative to general traffic requires that a street car be placed within a dedicated 

running way on a higher speed arterial.  Although not desirable a street car could share a multi-use 

lane with right-turning vehicles.  However, a separate bicycle lane would be required due to the 

presence of rail.  The viability of extending street car from Downtown to El Con Mall, as suggested in 

the PAG High Capacity Transit Study, is unclear at this time and will heavily depend upon the 

success of the initial street car route and the redevelopment of Broadway Boulevard to support street 

car usage. 
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4.2 INTERSECTION LANE CONFIGURATION 

Based on the capacity analysis results, the intersection lane configurations provided in Exhibit 13 are 

recommended.  At Country Club Road, since provision of dual left-turn lanes may not be possible 

given right-of-way constraints, the lane configuration provided in Alternative A should be 

constructed.  Recommended storage lengths for exclusive left and right-turn lanes are provided in 

Exhibit 14. 

4.3 SIGNALS 

Unless redevelopment within the corridor produces high access demand onto Broadway Boulevard 

from a side street, no additional traffic signals are expected on Broadway Boulevard between Euclid 

Avenue and Country Club Road.  Several modifications to signal system operations should be 

considered as part of the corridor improvements, including adding transit signal priority and 

potentially implementing adaptive signal control. 

Pedestrian signals will need to be re-installed at Park Avenue, Cherry Avenue, Norris Avenue, and 

Plumer Avenue.  To optimize traffic flow on Broadway Boulevard, the City of Tucson prefers the 

application of a HAWK signal design that allow for a 2-stage crossing so that these signals can be 

included in the coordinated signal operations on Broadway Boulevard.  A Pelican pedestrian signal 

design could be considered instead of the HAWK.  The marked pedestrian crossing at Treat Avenue 

should also be reinstalled and infrastructure for a future pedestrian signal installation included with 

the roadway improvements.  A pedestrian signal warrant analysis of the Treat Avenue crossing 

should be conducted as the roadway construction plans are being finalized.   

4.4 MULTI-MODAL FACILITIES 

Bus pull thrus/pull outs will be required on Broadway Boulevard on the departure side of each 

signalized intersection.  At Campbell Avenue, the bus bays should be of sufficient length to 

accommodate an articulated transit vehicle.  This may require rearranging the location of the right-

in/right-out driveway at the Safeway shopping center on the southeast corner.  Bus pull thrus/outs 

will also be required on the north and south legs of the Euclid Avenue, Campbell Avenue, and 

Country Club Road intersections.  Due to right-of-way constraints, it may not be possible to install a 

bus pull thru on southbound Country Club Road.  Shelters should be provided at all transit stops. 

Continuous sidewalk will be required on both sides of Broadway Boulevard.  Bike lanes will be 

required with a 6-lane section or can be incorporated into the multi-use lane if one is provided and 

provision for future rail is disregarded. 
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4.5 ACCESS 

A raised median, a minimum of 20-ft wide, will be required to provide appropriate access control for 

a 6-lane arterial.  Conceptual median opening locations are presented in Exhibit 11, however 

additional assessment will be required as more information on potential redevelopment within the 

corridor becomes available.  It is recommended that an access management plan be prepared.  The 

plan should include locations of full and partial (left-in only) median openings, driveways, and right-

turn deceleration lanes, if needed.  Reducing driveway density will be important if multi-use lanes are 

not provided.  The City of Tucson typically does not include right-turn deceleration lanes at 

unsignalized side streets or driveways on 6-lane arterials, however including a deceleration lane on 

eastbound Broadway Boulevard at the Safeway center should be considered given the relatively high 

volume of right-in/right-out traffic.  As the existing driveway is located some 120 feet from the 

Campbell Avenue intersection and there is a bus bay present, implementing a deceleration lane may 

require relocating the driveway and bus bay. 

4.6 SPEED LIMIT 

A speed limit of 35 mph is recommended for this section of Broadway Boulevard and is consistent 

with the speed limit to the east. 

4.7 LIGHTING 

Street lighting is currently in place and will need to be included in the roadway widening.  The street 

lighting provides improved visibility of driveways, pedestrians, and bicycles, thereby reducing the 

potential of nighttime crashes.  Street lighting also provides improved security for pedestrians. 
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MEMORANDUM 

To: The Honorable Chair and Members 
Pima County Board of Supervisors 

Re: Broadway Corridor 

Date: May 8, 201 4 

From: C.H. Huckelber~~.I.Llv'1 ~ 
County Admini~ p 

At their Study Session May 6, 2014, the Tucson Mayor and Council discussed the 
Broadway Corridor, or the transportation widening improvements on Broadway Boulevard. 
There was no real conclusion, other than concern regarding funding losses that would 
occur if only the four-lane Broadway improvements were selected. The limited four-lane 
improvements seem to be favored by the citizen committee formed by the Mayor and 
Council to study the issue of increasing transportation capacity along Broadway Boulevard. 

The Mayor and Council indicated that those who were potentially concerned about the loss 
of funds should contact the Board of Supervisors and express their concerns. The purpose 
of this memorandum is to alert the Board that you may receive calls regarding the County's 
position on the allocation of the County's Highway User Revenue (HURF) bond funds for 
Broadway Boulevard improvements. 

The Bond Implementation Plan for Broadway Boulevard calls for a minimum six-lane divided 
facility with appropriate ancillary bicycle facilities and pedestrian improvements. Anything 
less would not conform to the adopted Bond Implementation Plan Ordinance. There are 
mechanisms to amend the ordinance, which are described in the County Code. 

I would not recommend any ordinance amendment that would not increase the capacity to 
a six-lane divided facility; however, the Board is free to direct a bond amendment that 
would do otherwise. 

It also should be remembered that the availability of HURF bond proceeds is subject to the 
cash flow available from annual HURF distributions, which have been previously 
significantly reduced due to decreased fuel consumption and State funding diversions. 

CHH/anc 

c: John Bernal, Deputy County Administrator for Public Works 
Priscilla Cornelio, Director, Transportation Department 



$3 million, not $7 million

The number 7 million dollars is getting thrown around as the money COT will have to pay back
if the Broadway project collapses. This is where the number comes from: See below. Number
refers to a piece of property on the map.  #15 is Albert's Gas Station, I believe #24 is Volvo, and
#16 was Panda Buffet.
Note that not all the money is from RTA, some from PC Bond funds, some from COT. I am told
the COT money was HURF funds and those would be put back into HURF account.
Remember, these properties would be sold, so the money would be recouped.

Margot

Broadway BL: Euclid Av to Country Club Rd. 1989 Right-of-Way Plan & City-owned Parcels to
Date 
Non RTA Project Funding Acquisition costs Relocation costs Total 
1 $216,000 $216,000 
2 $55,000 $55,000 
3 $200,000 $200,000 COT 
4 $78,400 $78,400 COT 
5 $76,500 $76,500 PAG 
6 $71,000 $71,000 PAG 
7 $939,670 $939,670 PAG 
8 $476,453 $476,453 PAG 
9 $98,500 $98,500 97 PC Trans Bonds
10 $188,000 $25,456 $213,456 97 PC Trans Bonds
11 $149,205 $12,500 $161,705 97 PC Trans Bonds
14 $2,008,500 $2,008,500 TDOT 

Total/ Non RTA $4,595,184 

RTA Funding 
12 $197,700 $1,300 $199,000 97 PC Trans Bonds
13 $398,100 $398,100 97 PC Trans Bonds
15 $893,000 $97,465 $990,465 RTA 
16 $858,500 $0 $858,500 RTA 
17 $346,500 $346,500 RTA 
18 $218,400 $0 $218,400 RTA 
Tota/ RTA $3,010,965 

Grand Total $7,606,149 

Taken from Broadway Bl. COT document Dec 19, 2012 



This project is funded by the City of Tucson, Pima County and the Regional Transportation Authority (RTA), and is 
part of the voter-approved, $2.1 billion RTA plan that will be implemented through 2026.   Details about the plan are 

available at www.RTAmobility.com. 
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DRAFT  
SOUTHERN ARIZONA TRANSIT ADVOCATES 

PROPOSED STREET DESIGN CONCEPT 
 

June 11, 2013 
 
 

Per	  the	  direction	  of	  the	  CTF	  at	  their	  May	  30th	  Meeting,	  the	  Broadway	  Boulevard	  Planning	  Team	  has	  
worked	  with	  Gene	  Caywood	  of	  the	  Southern	  Arizona	  Transit	  Advocates	  (SATA)	  to	  prepare	  the	  attached	  
street	  cross	  sections	  that	  are	  illustrative	  of	  SATA’s	  design	  concept	  plans	  and	  design	  considerations	  that	  
were	  presented	  at	  the	  May	  30th	  meeting	  (SATA’s	  description	  of	  their	  design	  considerations	  which	  was	  
handed	  out	  at	  the	  CTF	  meeting	  is	  attached).	  	  
	  
Similar	  to	  what	  was	  done	  with	  the	  other	  initial	  cross-‐sections,	  two	  mid-‐block	  sections	  have	  been	  
prepared,	  one	  to	  the	  west	  and	  one	  to	  the	  east	  of	  the	  Campbell	  Avenue	  intersection	  (see	  attached).	  Both	  
of	  these	  keep	  to	  the	  existing	  curb-‐to-‐curb	  measurements	  and	  roughly	  the	  same	  lane	  widths	  for	  traffic	  
lanes,	  bicycle	  lanes,	  and	  the	  center	  running	  transit	  lane	  (existing	  continuous	  turn	  lane);	  west	  of	  Campbell	  
the	  curb-‐to-‐curb	  width	  is	  60	  feet	  and	  64	  feet	  to	  the	  east	  of	  Campbell.	  The	  transit	  is	  illustrated	  as	  a	  
streetcar	  with	  one	  direction	  of	  travel	  in	  the	  center	  lane	  and	  the	  other	  direction	  in	  the	  adjacent	  travel	  lane	  
going	  in	  the	  opposite	  direction;	  the	  streetcars	  would	  “mix”	  with	  vehicular	  traffic	  for	  much	  of	  the	  length	  of	  
the	  street.	  Per	  the	  SATA	  design	  concept	  plan,	  depending	  on	  location	  along	  the	  roadway,	  the	  streetcar	  in	  
the	  center	  lane	  could	  either	  be	  traveling	  east	  or	  west.	  	  	  
	  
The	  sidewalk/pedestrian	  areas	  that	  are	  illustrated	  in	  the	  cross	  sections	  are	  designed	  to	  allow	  the	  street	  
cross	  section	  to	  fit	  within	  the	  width	  of	  the	  minimum	  typical	  existing	  right	  of	  way	  to	  the	  west	  and	  east	  of	  
Campbell.	  The	  west	  of	  Campbell	  concept	  provides	  5	  foot	  wide	  sidewalks	  with	  no	  additional	  buffer	  from	  
traffic,	  resulting	  from	  a	  70	  foot	  right	  of	  way	  (the	  right	  of	  way	  to	  the	  west	  of	  Campbell	  ranges	  from	  70	  to	  
104	  feet).	  To	  the	  east	  of	  Campbell	  a	  6	  foot	  wide	  sidewalk	  with	  additional	  3	  foot	  wide	  buffer,	  with	  no	  
landscaping,	  is	  illustrated	  within	  an	  80	  foot	  wide	  right	  of	  way	  (the	  right	  of	  way	  to	  the	  east	  of	  Campbell	  
ranges	  from	  80	  to	  145	  feet).	  
	  
The	  Planning	  Team	  has	  also	  made	  revisions	  to	  the	  draft	  proposed	  assessment	  of	  street	  cross	  section	  
concepts	  to	  include	  an	  initial	  assessment	  on	  the	  SATA	  concept.	  Note	  that	  as	  with	  the	  other	  performance	  
measure	  assessments	  completed	  to	  date,	  these	  are	  provided	  as	  a	  starting	  point	  for	  consideration	  and	  
review	  by	  the	  CTF.	  The	  notes	  regarding	  current	  assessment	  methodology	  on	  page	  three	  of	  the	  preferred	  
assessment	  table	  have	  also	  been	  revised	  to	  describe	  the	  methods	  and	  reasons	  behind	  the	  Planning	  
Team’s	  initial	  evaluation;	  please	  see	  the	  assessment	  table	  and	  its	  cover	  memorandum	  for	  more	  
information.	  
	  
The	  CTF	  meeting	  on	  June	  20th	  will	  provide	  an	  opportunity	  to	  discuss	  the	  SATA	  concept	  and	  its	  assessment	  
along	  with	  the	  cross	  section	  concepts	  that	  have	  been	  prepared	  in	  consultation	  with	  the	  CTF,	  to	  date.	  
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SOUTHERN ARIZONA TRANSIT ADVOCATES 

BROADWAY CORRIDOR STUDY 

DESIGN CONSIDERATIONS FOR CONSTRAINED ALTERNATIVE 

This drawing is SAT A's attempt at creating an alternative for Broadway that stays within the 5 lane cross section 

of the existing roadway as much as possible while still providing two lanes and stops for High Capacity Transit 

(HCT). Below are the design considerations/constraints used, or which resulted during design. 

• A goal of no buildings demolished. It was reached with the exception of part of one building already in 

City ownership. 

• Minimum right-of-way "takes". It is to be noted that right-of-way takes are shown on the drawing only 

when on private property, not when impacting City or ADOT owned property. 

• Existing right-of-way used as much as possible, especially where additional right-of-way has been 

acquired over the years with development and is vacant other than landscaping. 

• Transit stops have been placed as near as possible to where Sun Tran buses currently stop. 

• The roadway has been widened only at transit stops. 

• To conserve space, transit typically has been placed in the median as much as possible, and in the left 

travel lane for some distance on the far side of an intersection. 

• While not specifying a particular mode of HCT, the design was done to accommodate the streetcar since 

it stops more frequently than BRT or LRT. 

• The curves used in design match the minimum radius used on Broadway through the U.P.R.R. 

underpass. Design speed was not calculated, but speed limits were presumed to match those currently 

in place in the underpass. 

• Providing transit lanes requires closing median left turns except at X mile spacing as would be the case 

with a 6 or 8 lane divided roadway with raised medians. 

• Sidewalks and crosswa lks, and pedestrian connections to transit stops where not shown but adequate 

space was provided for them. 

• Driveways were not shown on the drawing. 

• Tra nsit connections have been shown west of Euclid Ave. into downtown and east of Country Club to El 

Con. 

• Wide medians were provided at both ends ofthe project which will improve the "first impression" of the 

project and which provide space for a gateway feature. The drawing shows something spanning one or 

more transit "lanes". 

• Medians are not defined as to raised (or curbed) vs. painted, but are shown as curbed in order to more 

clearly define where left turns would be prohibited and where cross streets would be closed. 

• Resultant Right-of-Way needs: 

o 17 parcels impacted 

o 1 partial building demolition 

o 13 impacted parcels conta in a significant building- one shown on the Broadway Corridor Study 

"Summary of National Register Status" map 



Jennifer Burdick - Re: FW: Broadway Coalition statement 

  
Dear Mary and Linda - 
  
Thank you for the emails regarding getting this to the Task Force.  I will make sure it gets into the report and 
distributed to Task Force members.   
  
Respectfully, 
~Jenn 
 
 
>>> On 5/27/2014 at  9:55 PM, Mary Durham-Pflibsen > wrote: 

Hi, Linda, 
Thank you for taking the time to attend our May 22nd CTF meeting and for forwarding  your comments. I'm 
so sorry that you weren't able to participate in our call to audience, but am including Jenn Burdick, our 
project manager, in this email.  Jenn will ensure that your comments are added to the public input report for 
 all of the CTF members to read.  
 
Mary 
 
Mary Durham-Pflibsen 
 
 
 

From:  
To:  
Subject: Fwd: Broadway Coalition statement 
Date: Sun, 25 May 2014 22:09:43 +0000 
 
oops, I think I misspelled your email address. here's another try at it... 
 
Begin forwarded message: 
 

From: LINDA DOBBYN  
Subject: Broadway Coalition statement 
Date: May 25, 2014 at 3:08:22 PM MST 
To: , Colby and Karen  
 
Hi Mary and Colby, 
I was going to read the attached statement (on behalf of the BC - written by Mark Homan) at 
last Thursday's task force meeting, but was never permitted to, given the limited time allowed 
for public statements. I've submitted it on-line to the Broadway Project site, but other BC 

From:    Jennifer Burdick
To:       Mary Durham-Pflibsen
Date:    5/28/2014 10:06 AM
Subject:   Re: FW: Broadway Coalition statement
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members thought I should also send it to you two to make sure it was distributed to the task 
force. 
 
Thanks so much - for all the time and energy you've put into keeping Broadway real,  
Linda Dobbyn 
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Tonight you will hear a presentation from the City about the financial implications 
of some choices regarding the number of lanes.  Again, we hope you look at the 
cross-width of the roadway as the critical issue, rather than just the number of 
lanes. 
 
We expect that the City will be giving you a full, accurate accounting of all 
associated costs to assist in your decision making, not just a partial view, which, of 
course, would be, at best, misleading. 
 
You may hear that a four lane option will result in the loss of money coming from 
the County and the RTA.  Know that not only has the County taken no position on 
the matter, but Pima County Manager Chuck Hukleberry, though advocating 6 
lanes, has reminded the Supervisors that they indeed have options in the matter.  
Again, the County has taken no position.  At best it is speculative to suggest that 
there will be any loss of County funds.   
 
You will also hear that there may be a need to repay money to the RTA.  First, 
much of the money that Mayor and Council were told may be lost isn’t RTA 
money at all.  Second, the RTA decision making body is the RTA Board – a group 
of elected officials, who routinely defer to the wishes of the elected official 
representing the jurisdiction most affected.  In this case, that is our Mayor, 
Jonathan Rothschild.  So, saying the RTA will or will not do something is really 
saying what Mayor Rothschild will do, and it is pretty unlikely that he’d act to 
cause a loss to the City.  Again, the RTA has taken no position on this.  Any other 
suggestion is speculation. 
 
Let’s turn to the costs of the 118 foot, 6 lane right of way that we expect the City 
will review with you.  Again, to withhold this information would paint only a 
partial picture of the matter of costs.  
 
Costs associated with a 118 foot, 6 line right of way that need to be factored into 
any decision are: 

 Costs of acquisition of property  
 Costs of destruction of property 
 Costs of relocation of businesses 
Note that these three items alone represent tens and tens of millions of dollars 
 
Other costs 



 Loss of sales tax revenue – remember this is a loss that will occur year 
after year after year.  So a 1.5 million dollar loss in one year quickly 
mounts to 15 million dollars in just ten years.   

 Loss of property tax revenue – again, year after year after year. 
 Loss of sales tax revenue from special events related to the area. For 

example this year’s Mid Modern Architecture week produced 1.5 million 
dollars to the local economy.  If we decimate the mid modern 
architecture of the area, we lose that event, and any other events related 
to the uniqueness of the area.  Local businesses lose millions of dollars 
and the City loses more sales tax revenue, again, year after year after 
year. 

 Loss of sales tax revenue from a revitalized business district, which is 
likely to occur once this matter is finally resolved, businesses protected, 
and businesses now able to make investments in the future.  Again, this is 
a loss that will happen each and every year. 

 Of course, there’s the cost of maintaining all that extra asphalt – and we 
do so well maintaining our streets in Tucson.  Again, this will not be a 
one time cost. 

 
We expect that the City will have seriously analyzed all these costs and will give 
you a full accounting so that you have a complete picture, not a partial one.  Thank 
you for considering all these matters as you decide what alignment will make our 
community safe, vibrant, and beautiful. 
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From: "Tabili, Laura - (tabili)" < >
To: "broadway@tucsonaz.gov" <broadway@tucsonaz.gov>
Date: 5/28/2014 9:10 PM
Subject: Rincon Heights Resolution on Broadway Project
Attachments: RHNAResolution21September2010.pdf

There seems to be some misunderstanding about Rincon Heights Neighborhood's position on widening 
Broadway.

For the third time since June 2012, I attach (and paste in below) our September 2010 resolution, whose 
gist was:

"Be it therefore resolved that Rincon Heights Neighborhood Association go on record opposing
the 1987 plan to widen Broadway, and propose instead a genuine street improvement within the
existing footprint that will preserve all businesses and other structures on both sides of the street."

Rincon Heights Neighborhood Association Resolution on the Broadway Project

The City of Tucson’s 1987 Draft Final Report on Broadway Boulevard calls for a 150' wide
street with eight lanes and a 24' landscaped median as well as a 30' landscaped buffer and sound
wall. This would necessitate demolishing all structures on the north side of the street between
the alley and Broadway, Euclid and Country Club. This would wipe away virtually all local
businesses, several dozen historic structures, and two churches. It would also jeopardize Rincon
Heights Neighborhood’s Historic District designation by removing 19 contributing properties
that face Broadway, and several others from adjacent side streets.
http://dot.tucsonaz.gov/projects/broadway

Whereas plans to widen the Euclid-to-Country Club section of Broadway were concluded with
almost no public input and despite significant local opposition, both in 1987 and in 2005; and

Whereas this 23 year old plan is based on outdated approaches and inaccurate predictions of
traffic volumes, and would cost $71 million taxpayer dollars we simply do not have; and

Whereas this stretch of Broadway contains several dozen historically and architecturally
significant buildings, including longstanding family businesses, that contribute to the unique
local ambience drawing tourists and tourist dollars to Tucson; and

Whereas the business sector on Broadway Boulevard between Euclid and Country Club contains
287 taxpaying and tax-generating businesses facing the street alone, and over 500 in the vicinity;
and

Whereas the Broadway business district serves local residents for at least a mile radius, some of
whom have no local business strip, and, if elderly, disabled or children, do not drive; and
Whereas destroying viable businesses is counterproductive to job and revenue growth and
recovery; and

Whereas the City of Tucson, Pima County and the Rio Nuevo TIF taxing district derive revenues
from businesses on Broadway; and

Whereas the City, County and other public entities are already facing the worst revenue shortfalls
in decades due to the current depression, and

Whereas destroying local businesses and services is counterproductive to the City and County’s
stated goals of livability, sustainability, walkable streets and accessibility; and
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Whereas small businesses account for 50% of employment and 60% of new employment
nationwide, according to Federal Reserve Chairman Ben Bernanke (12 July 2010 NPR 5 p.m.);
and

Whereas local businesses generate 30%-70% more revenues for localities than chain stores; and
Whereas doubt about when the City will widen the street discourages reinvestment, producing
blight that depresses property values and in turn revenues;

Be it therefore resolved that Rincon Heights Neighborhood Association go on record opposing
the 1987 plan to widen Broadway, and propose instead a genuine street improvement within the
existing footprint that will preserve all businesses and other structures on both sides of the street.

RATIONALE

This decades-old plan is not only gratuitously destructive, but unnecessary given current and
historic traffic volumes. It will also damage the region’s tax base and livability and cost a
projected $71 million taxpayer dollars we do not have to waste.

1. TRAFFIC PROJECTIONS OFF

Traffic projections on which this plan was premised were wildly off. Although the 1987 report
is remarkably short on objective data, it does show the street carried 30,000 cars per day in 1984.
http://dot.tucsonaz.gov/projects/broadway. Over 20 years later, the 2006 Streetcar Study found only
33,600 cars per day on that stretch of Broadway–barely more than 1984, and a far cry from the
40% rise predicted. This was before gas prices started going up, and the economy tanked. The
street may well be carrying less traffic today than in the 1980s.
www.tucsontransitstudy.com/documents/AppendixH:TrafficReport9.14.07.pdf
To solve this non-problem, the project was expected to cost $71 million in 2006 dollars,
money that could be used for more pressing needs.

2. NEGATIVE IMPACTS ON TAX BASE & LIVABILITY

We question whether the expenditure of $71 million taxpayer dollars will provide benefits to the
community outweighing the damage to the regional economy and livability due to the disruption
and loss of commercial activity and tax revenues on Broadway.
We are in the worst depression since the 1970s, some say the 1930s, yet the 1987 plan would
destroy dozens of locally-owned taxpaying and tax-generating businesses, the backbone of our
economy. Businesses on Broadway not only generate revenue for the City, State and County, but
form part of the Rio Nuevo taxing district. Destroying these businesses will further depress
already lagging sales tax revenues needed for other projects.
Further, the 1987 plan would degrade not only the immediate locality but the livability of a large
section of central Tucson. The stretch between Euclid and Country Club is the only commercial
strip on Broadway between Downtown and the El Con Mall, neither of which offer a comparable
variety of businesses and services. These include auto repair, insurance, restaurants, professional
services, and specialty shops of all sorts.
This vibrant commercial cluster serves neighborhoods for at least a mile radius in all directions.
Destroying it would force local residents to drive to businesses and services they can now walk
to–the opposite of PAG’s stated goals for sustainability. This would impose particular hardship
on the elderly, disabled, students and the poor, many of whom do not drive.
This stretch also contains at least 19 contributing properties to Rincon Heights Historic District.
Historic districts boost owner-occupancy, thus tax revenues, stabilizing and strengthening
vulnerable central city neighborhoods critical to Downtown revitalization. It also contains 39
potential contributing properties to Sam Hughes Historic District.

3. THE PLAN IS SIMPLY OUTDATED
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Regional conditions as well as gas prices have changed since 1987. Tucson’s historic fabric and
ambience are now recognized as a resource for the tourist economy. Walkability, livability and
sustainability are now integral to responsible transportation planning. Neighborhood
preservation and mobility are not antithetical but interdependent in planning for our region’s
future.

4. PROCESS ISSUES

The planning process itself has suffered from a lack of transparency and accountability:
Public input into the Broadway project has been nil so far. A meeting scheduled for May
17 was cancelled and never rescheduled. In the meantime, the City has been pressuring
local property owners to sell (blockbusting) by creating an impression of inevitability
about the destruction of their property.

The consultant, HDR has consumed substantial amounts of time and tax money and has
yet to produce the historic property inventory and study of alternative alignments or to
convene the Citizens Task Force, all mandated in Phase I of the project’s Scope of Work



Rincon Heights Neighborhood Association Resolution on the Broadway Project

The City of Tucson’s 1987 Draft Final Report on Broadway Boulevard calls for a 150' wide
street with eight lanes and a 24' landscaped median as well as a 30' landscaped buffer and sound
wall.  This would necessitate demolishing all structures on the north side of the street between
the alley and Broadway, Euclid and Country Club.  This would wipe away virtually all local
businesses, several dozen historic structures, and two churches.  It would also jeopardize Rincon
Heights Neighborhood’s Historic District designation by removing 19 contributing properties
that face Broadway, and several others from adjacent side streets. 
http://dot.tucsonaz.gov/projects/broadway

Whereas plans to widen the Euclid-to-Country Club section of Broadway were concluded with
almost no public input and despite significant local opposition, both in 1987 and in 2005; and 

Whereas this 23 year old plan is based on outdated approaches and inaccurate predictions of
traffic volumes, and would cost $71 million taxpayer dollars we simply do not have; and

Whereas this stretch of Broadway contains several dozen historically and architecturally
significant buildings, including longstanding family businesses, that contribute to the unique
local ambience drawing tourists and tourist dollars to Tucson; and

Whereas the business sector on Broadway Boulevard between Euclid and Country Club contains
287 taxpaying and tax-generating businesses facing the street alone, and over 500 in the vicinity;
and

Whereas the Broadway business district serves local residents for at least a mile radius, some of
whom have no local business strip, and, if elderly, disabled or children, do not drive; and

Whereas destroying viable businesses is counterproductive to job and revenue growth and
recovery; and

Whereas the City of Tucson, Pima County and the Rio Nuevo TIF taxing district derive revenues
from businesses on Broadway; and

Whereas the City, County and other public entities are already facing the worst revenue shortfalls
in decades due to the current depression, and

Whereas destroying local businesses and services is counterproductive to the City and County’s
stated goals of livability, sustainability, walkable streets and accessibility; and

Whereas small businesses account for 50% of employment and 60% of new employment
nationwide, according to Federal Reserve Chairman Ben Bernanke (12 July 2010 NPR 5 p.m.);
and

Whereas local businesses generate 30%-70% more revenues for localities than chain stores; and



Whereas doubt about when the City will widen the street discourages reinvestment, producing
blight that depresses property values and in turn revenues; 

Be it therefore resolved that Rincon Heights Neighborhood Association go on record opposing
the 1987 plan to widen Broadway, and propose instead a genuine street improvement within the
existing footprint that will preserve all businesses and other structures on both sides of the street.

RATIONALE

This decades-old plan is not only gratuitously destructive, but unnecessary given current and
historic traffic volumes.  It will also damage the region’s tax base and livability and cost a
projected $71 million taxpayer dollars we do not have to waste.

1.  TRAFFIC PROJECTIONS OFF

Traffic projections on which this plan was premised were wildly off.   Although the 1987 report
is remarkably short on objective data, it does show the street carried 30,000 cars per day in 1984.

http://dot.tucsonaz.gov/projects/broadway.   Over 20 years later, the 2006 Streetcar Study found only
33,600 cars per day on that stretch of Broadway–barely more than 1984, and a far cry from the
40% rise predicted.  This was before gas prices started going up, and the economy tanked.  The
street may well be carrying less traffic today than in the 1980s.
www.tucsontransitstudy.com/documents/AppendixH:TrafficReport9.14.07.pdf

To solve this non-problem, the project was expected to cost $71 million in 2006 dollars,
money that could be used for more pressing needs. 

2.  NEGATIVE IMPACTS ON TAX BASE & LIVABILITY

We question whether the expenditure of $71 million taxpayer dollars will provide benefits to the
community outweighing the damage to the regional economy and livability due to the disruption
and loss of commercial activity and tax revenues on Broadway.

We are in the worst depression since the 1970s, some say the 1930s, yet the 1987 plan would
destroy dozens of locally-owned taxpaying and tax-generating businesses, the backbone of our
economy. Businesses on Broadway not only generate revenue for the City, State and County, but
form part of the Rio Nuevo taxing district.  Destroying these businesses will further depress
already lagging sales tax revenues needed for other projects.

Further, the 1987 plan would degrade not only the immediate locality but the livability of a large
section of central Tucson.  The stretch between Euclid and Country Club is the only commercial
strip on Broadway between Downtown and the El Con Mall, neither of which offer a comparable
variety of businesses and services.  These include auto repair, insurance, restaurants, professional
services, and specialty shops of all sorts.  



This vibrant commercial cluster serves neighborhoods for at least a mile radius in all directions. 
Destroying it would force local residents to drive to businesses and services they can now walk
to–the opposite of PAG’s stated goals for sustainability. This would impose particular hardship
on the elderly, disabled, students and the poor, many of whom do not drive.

This stretch also contains at least 19 contributing properties to Rincon Heights Historic District. 
Historic districts boost owner-occupancy, thus tax revenues, stabilizing and strengthening
vulnerable central city neighborhoods critical to Downtown revitalization.  It also contains 39
potential contributing properties to Sam Hughes Historic District.

3.  THE PLAN IS SIMPLY OUTDATED

Regional conditions as well as gas prices have changed since 1987.  Tucson’s historic fabric and
ambience are now recognized as a resource for the tourist economy.  Walkability, livability and
sustainability are now integral to responsible transportation planning.  Neighborhood
preservation and mobility are not antithetical but interdependent in planning for our region’s
future. 

4.  PROCESS ISSUES

The planning process itself has suffered from a lack of transparency and accountability:

Public input into the Broadway project has been nil so far.  A meeting scheduled for May
17 was cancelled and never rescheduled.  In the meantime, the City has been pressuring
local property owners to sell  (blockbusting) by creating an impression of inevitability
about the destruction of their property.  

 The consultant, HDR has consumed substantial amounts of time and tax money and has
yet to produce the historic property inventory and study of alternative alignments or to
convene the Citizens Task Force, all mandated in Phase I of the project’s Scope of Work.



Broadway - Re: Letter to the Broadway CTF 

  
Thank you for submitting this letter, which will be forwarded to them for their next meeting. 
  
~Jenn 
 
 
>>> On 5/29/2014 at  1:14 PM, "Garcia, Jose D - (jdgarcia)"  wrote: 

Below is a letter to the Broadway Boulevard Citizens' Task Force. 
  
Thanks. 
  
JD Garcia 
3100 E. Calle Portal 
Tucson, AZ 85716 
  
____________________________________________________________________ 
  
  
 May 29, 2014  
  
Dear Broadway Project Citizens' Task Force, 
  
Thank you for the many hours you have spent working on our behalf.   In the final 4-5 months of the 
planning for the RTA's Broadway Corridor Project, it appears that you are very close to coming up to what 
everybody could consider as a win-win situation.    We see that as follows: a design that has been tailored 
to significantly improve the way in which people are able to move to the Broadway corridor as a destination, 
as well as move through it as a corridor, but a corridor in the heart of a thriving metropolitan area. 
  
The block-by-block analysis of the layout will give you an opportunity to explore in detail the implications of 
the proposed changes.  You have already expressed a strong desire to do as little damage to existing 
business and historical structures as possible, while remaking the roadway to be more efficient in moving 
people by as many means as possible. 
  
Broadway Project staff and Transportation Director Cole have mentioned that a 6 lane, 96 foot right-of-way 
was possible.  Actually, it is not hard at all to conceive of a proper 6 lane road in a right-of-way as narrow as 
88 feet (the minimum right-of-way within the project currently is ~84 feet): 4 car lanes at ten feet, plus 2 
twelve foot transit lanes, plus 2 five foot bicycle lanes, plus 2 four foot sidewalks plus 2 three foot 
separators. Of course, the roadway is already wider than that in most parts of the study area. As you can 
see, the above estimate was obtained without any attempt at using all the tools available for designing 
smart roadways.  A creative design team can use its expertise to find ways to make the throughput per 
minute larger without destroying the sense of place in the process.   This is such a wonderful opportunity for 
the city of Tucson to shine. 
  
We believe you share our goal of a thriving, livable Tucson.  We have a vision of how the Broadway Project 
will contribute to that goal.   We envision an attractive two mile stretch of road that has been tailored to be 
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Date:    5/29/2014 1:20 PM
Subject:   Re: Letter to the Broadway CTF
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a mix of flourishing businesses, from the Sunshine Mile to Broadway Village, and historic properties that 
have been enhanced through reinvestment because the situation has been stabilized, supported by city-
owned parks, parking structures or parking lots (utilizing in part vacant City-owned property).  We see a 
road that periodically has wider right-of-way to accommodate turn lanes, and synchronized traffic control 
lights helping to make automobile throughput more efficient for those wishing they could stay but needing 
to move on.  We see pedestrians being able to get across the street in well-marked, well lit attractive cross 
walks.  And we see the large copper plaque on an elegant pedestal honoring the City of Tucson for best 
design and creative enhancement of an existing destination while improving the functionality of the major 
arterial at its center. 
  
We ask you to challenge the Design team to give you plans that push the limits of minimizing the right-of-
way footprint of the roadway and to incorporate elements that to reinforce a sense of a living community, 
while improving throughput for those who need to move through.  We believe this can be done if we are 
clever and determined.  Be not deterred by the easiest layouts; insist on creating a roadway we can all be 
proud of.  Focusing only on moving automobiles rapidly at the cost of creating a bleak landscape should 
not, in our view, be an option, in part because the traffic data do not support that, but mostly because it 
makes Tucson a much less desirable place to live.  
 
We applaud your efforts to date, and urge you to insist on a creative solution that is truly a win for Tucson. 
  
  
JD Garcia 
For the Broadway Coalition 
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Broadway - Re: Broadway Widening CTF Meeting -- May 22, 2014 

  
Bob, 
  
Thank you very much for forwarding the comments you would have shared at the 5/22 CTF meeting.  We 
appreciate your substantive ideas regarding the project design. 
  
I will enter this into the Public Input Report, and, because of the technical suggestions you make, I 
will forward this email to members of the project technical team for their review and response.  It may be that a 
meeting would be useful to cover the issues you raise, although I believe this will have to wait until after the June 
12 Open House. 
  
I hope we will see you at the June 12 Open House!  A Save the Date announcement is online now, and will be 
distributed soon to the email listserv:  http://www.tucsonaz.gov/files/projects/broadway/Bdwy-PUOH_eblast_06-
12-14.pdf 
  
  
Best regards, 
~Jenn 
 
********************************************** 
Jennifer Toothaker Burdick, Project Manager 
Broadway: Euclid to Country Club Roadway Improvement Project 
City of Tucson Department of Transportation 
  
Direct:  (520) 837-6648    Cell:  (520) 390-7094 
Web:  <www.tucsonaz.gov/broadway> 
********************************************** 
 
>>> On 5/26/2014 at  6:17 PM, "Robert M. Kaye"  wrote: 

Jennifer: 
I'm pleased I was able to attend the meeting last week and sorry that I was unable to stay for 
the second round of public comments. Here are the comments I would have made: 
  

1. Bus Operations on Broadway. As part of the redesign of the ROW and intersections, 
look for ways to fine-tune bus operations to improve speed and efficiency: a) location of 
bus stops in relation to signalized intersections; b) design of bus stops (with "high-
speed" cut-outs from the traffic (per my comment on 4/30)); and, c) installation of 
"smart" signals that can be controlled by "clickers" in emergency vehicles and buses.  

2. Demand-Driven Traffic Management. Design/install new signals and control 
equipment at the major intersections with wired or wireless connections to a new central 
control room. Signals should include cameral equipment so that central monitoring staff 
can watch peak hour operations at each of the signals along the corridor and allocate 
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green time to the peak movements. This can significantly increase capacity at 
intersections and can speed operations along the corridor. In the best of all worlds, this 
would be done along the entirety of Broadway from downtown to Wilmot. Then, the 
Speedway corridor should be retrofitted with this system. Hopefully, this sort of 
equipment is already included in the design specs for the Grant road widening. There 
may even be Federal grant money to support this work, but every city that has installed 
these systems -- and there are many -- has found them to be cost effective, especially 
where there is no available option for widening. Worst case, the most expensive parts of 
the monitoring/control system can be added at a later date. At a minimum, the signals 
should be interconnected and synchronized so that vehicles proceeding east or west on 
Broadway at some specified and knowable speed -- say, 35 mph -- see green at every 
intersection. This was done with the N/S avenues in New York city in the 
1950s...certainly this could happen in Tucson now.  

3. Parking for Businesses. Study and implement the use of corridor-specific signage and 
pavement/curb painting to indicate to commercial patrons the location of driveways and 
parking for the businesses they are visiting.  

4. Landscaping. Focus on planting trees that will create shade along the sidewalks. In my 
opinion, shade is a pre-condition for pedestrian traffic. 

 
I would be pleased to answer any questions you or your colleagues might have about these 
comments. 
  
Regards, 
Bob 
 
 
 
Robert M. Kaye 
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Broadway - Re: Broadway Blvd RTA OpEd 

  
Thank you, Bob, for sending this in.  I have also been alerted that Doug Mance has an editorial in the paper, as 
well (see attached).  
  
Both your's and Doug's OpEds will be shared with the Task Force tomorrow, and I'll include them in the Public 
Input Report. 
  
As we move forward, the 6+2T has been removed from consideration.  Our design process with the Task Force 
will begin to work through with them issues related to the width.  They have already begun to identify the 
'inspiration/pinch points' along the roadway, and we can pursue with them what facilities could be narrowed 
down, as you suggest in your email. 
  
As you mention, transit will be a key point to address, especially how to take advantage of this current project to 
enhance existing local bus transit - and prep for future mass transit (such as streetcar, as well as Bus Rapid 
Transit and/or Light Rail).  
  
Thank you for taking the time to submit your opinions and for drawing attention to key issues at the heart of this 
process, and sharing your thoughtful suggestions for solutions.   
  
See you Thursday! 
  
Respectfully, 
~Jenn 
 
 
>>> On 6/8/2014 at  4:04 PM, Bob Cook > wrote: 

Dear Jenn, 
 
I am writing in response to the Guest Opinion published in the Sunday   
Arizona Daily Star June 8th (see attached) While I was the author   
supporting the vision of the Broadway Coalition and the Citizens Task   
Force, the piece represents the work of hundreds of committed   
professionals and activists in this community who are at the   
forefront of bringing forth solid analyses as well as forward-looking   
ideas about what is to be done. 
 
We want to expand the community's conversation about such complex   
issues -- since that may be the only hope for making better decisions   
and taking more effective actions. The fundamental economic truism we   

From:    Jennifer Burdick
To:    Bob Cook
Date:    6/8/2014 4:20 PM
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CC:    broadway 
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must face is simple: To do what is needed for our prosperity, we have   
to stop public expenditures on what is not needed.  And we do not   
build what we can not maintain. 
 
As I wrote in the Star piece, the design outcome of the City of   
Tucson's Broadway Boulevard, Euclid to Country Club Project is going   
to say a lot about whether we will become a more resilient and   
vibrant region.  There is so much good research out there to show why   
the community stakeholders' vision is the direction we should go. For   
example, a recent study in Omaha, shows that transit incentive   
programs increase demand for transit and are less costly than   
providing parking. We have not even begun to talk about this research   
and its implications for better solutions here in Tucson. 
 
We have heard from Douglas Mance and other proponents of the view   
that every specification in the 2006 RTA Plan must be rigidly   
followed to maintain credibility with the voters. That is nonsense;   
in fact, the opposite is true. Investing precious public funds in   
unnecessary infrastructure raises greater questions about public   
accountability. While I personally believe the RTA is one of the best   
performing local public agencies in managing and delivering projects,   
in this case insisting on a rigid interpretation of the 2006 RTA Plan   
can only damage its reputation. Excellence in public works also   
requires creativity, good design, and responsiveness to quality of   
life issues and the economic realities of the community. 
 
The proponents of the rigid RTA interpretation also tell us that the   
community's preferences for the Broadway redesign would reduce    
"functionality of mobility," a key goal of the Plan. Again, the   
opposite is true. As a "smart growth" strategy, transit-oriented   
development doesn't diminish, but actually increases "functionality   
of mobility." The recent transformation along the Street Car route is   
dramatic evidence that even when no roads are widened, mobility   
functionality as well as economic vitality can increase   
significantly. The UA is planning to serve 20,000 additional students   
in the next decades with thousands more staff and faculty as well.   
The Street Car will play a critical role in their mobility. 
 
While the many benefits of the community-supported design are clear,   
the remaining question is who will pay for the consequences of an   
unsustainable, out-of-scale roadway if we end up rigidly following   
the ballot language specifying a 150ft-wide, 8-lane design?  I think   
the answer is clear --  it's us, our children, our grandchildren and   
the generations to come. 
Contrary to official rhetoric, the RTA and County can remove the   
obstacles to what is best for the region.  So please, join us and   
help make this project one we won't regret, a project which will make   
Broadway Blvd, Euclid to Country Club, a Tucson Centro destination   
that the whole region can enjoy and benefit by. 
 
Thank you for your thoughtful consideration, 
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Robert Cook, 
Member, RTA Citizen's Accountability for Regional Transportation   
Committee 
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Douglas Mance: Options available for Broadway 
project that meet RTA's 'functionality' test

15 HOURS AGO  •  BY DOUGLAS MANCE SPECIAL TO 
THE ARIZONA DAILY STAR

The last time I addressed the Broadway 
Corridor Citizens Task Force, I let them 
know I wanted those dedicated volunteers to 
succeed in their efforts to come up with a 
design that would be acceptable to all of the 
funding entities: the Regional Transportation 
Authority, Pima County and the city of 
Tucson.

On another occasion I addressed the same 
body as the ex-officio liaison to my CART 
Committee (Citizens Accountability for 
Regional Transportation). I let them know 
that I felt that their process now was like a 
“bowling alley with gutters.” My intimation 
was that if the task force put forth a plan that 
ignored the 2006 ballot language, they might 
jeopardize the chances of it being funded at 
all.

The Broadway task force now needs 
regional community guidance so it can avoid 
rolling a gutter ball. On Thursday the entire 
regional public needs to participate in a 

public forum on this important Broadway project.

Prominently stated in the 2006 voter-approved Regional Transportation Plan is the 
overarching policy that “functionality is not to be diminished.” Some of the task force 
proposals would clearly diminish functionality.

At risk here is more than $42 million from the RTA, more than $25 million from Pima 
County and $3 million from the city of Tucson. The obligation that both the RTA and Pima 
County has is to the voters of the entire region and the entire county. The obligation 
attached to the city of Tucson, the Broadway project manager, seems to be to city voters 
only.

The city’s apparent unwillingness to take into account other regional vested interests 
could paralyze the efforts to find a common ground. Or this could be a wonderful 
opportunity to allow three representative governmental bodies to work together to find an 
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elegant compromise solution for this important stretch of Broadway — a gateway to a 
vibrant downtown for the entire greater Tucson region.

I have served on the CART committee since its inception in 2006, and all of us on the 
committee have a stated mission to “ascertain that the Regional Transportation Authority 
plan is implemented as presented to the voters of Pima County on May 16, 2006.” The 
CART is a recommending body of citizen volunteers who will be making our 
recommendation on the Broadway Corridor RTA project directly to the RTA Board.

Like the volunteers on the Broadway Citizens Task Force, we CART members perform 
our duties because we believe in and we are very proud of our community. The CART 
committee is also dedicated to keeping the promises made to the 2006 regional voters. 
The Regional Transportation Plan is a comprehensive plan that contains many hundreds 
of incredible and visionary component projects, and naturally, not all the projects carry 
the same popularity levels.

That being said, the RTA Plan represents one of the most successful compromises that 
the Tucson region has ever agreed upon and funded, and if we endanger the plan now 
by going against the will of the voter and the taxpayer, we run the real risk of affecting the 
credibility of this entire plan and similar future plans.

Within the portfolio of Citizen Task Force Broadway Corridor design options that are now 
on the table, there are options that may meet both the functionality tests that the voters 
approved and the fiduciary responsibility that the RTA plan places upon the RTA Board. 
Unfortunately, there are also some options on the table that will diminish multi-modal 
transportation functionality on Broadway.

We have before us a wonderful opportunity to bowl a good score on this important 
transportation corridor. All we need to do now plan together and avoid gutter balls.

The Broadway Boulevard Project

The Regional Transportation Authority Plan's project No. 17 is described as: widen 
Broadway to six travel lanes, plus two dedicated bus lanes; bike lanes, and 
sidewalks. It includes Broadway from Euclid Avenue, just east of downtown, to 
Country Club Road.

The City of Tucson is leading this project, and is in the planning and design stage. 
Working with a Citizens Task Force, the project scope and roadway configuration 
alternatives are being reviewed.

For details go to http://m.tucsonaz.gov/broadway
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Info box

A planning update and open house on the Broadway Boulevard project will be held 
at the Sabbar Shrine Hall, 450 S. Tucson Blvd., from 5 to 8 p.m. on Thursday, June 
12.
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Work in Progress/ 

  

 
 
 
 
June 15, 2014 

Prepared for:  

Jennifer Toothaker Burdick  

Tucson Department of Transportation  

Project Manager  

 

Planning Update and Public Open House Report	
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Broadway - Re: Broadway widening 

  
Mr. Fahringer, 
  
Thank you for emailing the Citizens Task Force and me, the project manager, with your sensible encouragement.  
I will share this with the Task Force for the upcoming meeting on July 17. 
  
Sincerely, 
~Jenn 
  
********************************************** 
Jennifer Toothaker Burdick, Project Manager 
Broadway: Euclid to Country Club Roadway Improvement Project 
City of Tucson Department of Transportation 
  
Direct:  (520) 837-6648    Cell:  (520) 390-7094 
Web:  <www.tucsonaz.gov/broadway> 
********************************************** 
 
 
>>> On 6/10/2014 at  4:41 PM, Nancy Fahringer  wrote: 

Dear Citizens' Task  Force and Project manager, 
 
      I read the Op Ed views in the Sunday Star.   I write this as a long time Tucson resident, simply to ask that 
you make your decisions on the Broadway widening project based not on which group is the most 
clamorous, but, instead, based on what in your sound professional judgement makes the most sense and is 
best for the future of the Tucson community. 
 
                                                                         Thank you, 
 
                                                                                     Philip Fahringer 
 
                                                     
 
 
 
                                                                        
 

From:    Broadway
To:    Nancy Fahringer
Date:    7/9/2014 5:48 PM
Subject:   Re: Broadway widening

Page 1 of 1

7/9/2014file://C:\Users\JBurdic1\AppData\Local\Temp\XPgrpwise\53BD806APWDOM2PWPO110...

jburdic1
Text Box
#192



(7/9/2014) Broadway - Re: Broadway planning Seite 1

From: Jennifer Burdick
To:
Date: 6/12/2014 6:59 AM
Subject: Re: Broadway planning

Thank you, Helen, for sending in your comments.  These will be added to the Public Input Report and 
shared with the CTF.  

~Jenn

______________________________
*********************************************
Jenn Toothaker Burdick, Project Manager
Tucson Department of Transportation
Phone:  (520) 837-6648
Cell:  (520) 390-7094
Fax:  (520) 791-5902
Web:    www.tucsonaz.gov/transportation
______________________________
*********************************************
>>> Helen Erickson  06/12/14 6:52 AM >>>
As I and most of my fellow historic preservation associates are here in Rio Rico for the annual Arizona 
Historic Preservation Conference, I wanted to let you know that I do not support a road designed to 
increase speed through this area. A narrower road with narrower lanes will calm the traffic, reducing 
bicycle and pedestrian accidents. I understand that one option gives motorists a three- minute reduction 
in driving time. Placing this against greater safety for everyone else, it seems really overvalued.
Thanks for listening,
Helen Erickson

Sent from my iPad
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Broadway - Re: Concerns 

  
Robert,  
  
Thank you for sharing these views, concerns and questions, and the link to the Living Streets Alliance posting 
regarding their ideas about the Broadway project. 
  
The report you submitted:   "The Fundamental Law of Road Congestion: Evidence from US cities", from the 
University of Toronto, published in 2010, has been reviewed, but not yet responded to.  I will make an effort to 
provide that response to you, and copy the CTF and Council member Fimbres, in the near future. 
Sincerely, 
~Jenn 
  
  
********************************************** 
Jennifer Toothaker Burdick, Project Manager 
Broadway: Euclid to Country Club Roadway Improvement Project 
City of Tucson Department of Transportation 
  
Direct:  (520) 837-6648    Cell:  (520) 390-7094 
Web:  <www.tucsonaz.gov/broadway> 
********************************************** 
 
 
>>> On 6/12/2014 at 11:31 AM, > wrote: 

 
Dear Task Force and planning team,  
 
     I do applaud and acknowledge the work the task force and planning team has done thus far. I 
do have a few concerns, however. I do know that many including myself have produced many 
studies that are quite conclusive in evidence that adding lanes to roadways does not work to 
reduce congestion. I was concerned that these are not necessarily being acknowledged in the 
planning and design process as adding automobile lanes is still seen as the primary functionality 
objective that the process is being guided by. Has the project team been able to do a review of 
any of these I know my submission was #136 on the public input record and has not received any 
follow up after being posted to the record.  
 
   I would also like to add that the Living Streets Alliance in Tucson, which has been a very 
reputable advocacy group and has helped get lots of transportation specific funding for 
the Tucson area, echoes these ideas and adds that we must be building “complete streets” and 
that “Adding vehicle travel lanes does not relieve congestion”. 
 

From:    Broadway
To:       Richard G. Fimbres
Date:    7/9/2014 5:43 PM
Subject:   Re: Concerns
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  All of their ideas are on their website at http://www.livingstreetsalliance.org/2014/06/our‐
thoughts‐on‐the‐broadway‐boulevard‐project/ 
 
 
   This group is not only advocates, but planners and engineers who have great deal of public and 
business support. 
 
 
  I hope that these type of smart growth strategies can come into play with the design of this and 
future projects, as this not only lessens financial burden of all parties that build these projects, but 
also puts Tucson in a better place for long term transportation planning and community building. 
 
Thank You 
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Broadway - Re: FW: Broadway Project CTF 6/12 Open House 

  
Dr. Garcia, 
  
I have gone through the maps and displays we had at the Open House in an effort to try to respond to your 
email.  I am not finding what you are describing.  In order for me to be able to provide a sufficient answer to 
you, I need your assistance in pointing out specifically what you are referring to. 
  
All of the materials from the Open House are now online at:  http://www.tucsonaz.gov/broadway/public-
meeting-4 
  
The relevant materials to where we are at in this process were put out at Station 5.  Images with any roadway 
widths shown would have been in the 4-lane and 6-lane refined alternative maps on tables, each with variations 
showing CTF requested refinements: 
  
4-Lane:  http://www.tucsonaz.gov/files/projects/broadway/4-Lane_96x30_Sheet-02ksV2.pdf 
6-Lane:  http://www.tucsonaz.gov/files/projects/broadway/4-Lane_96x30_Sheet-02ksV2.pdf 
  
There was also a board representing potential intersection treatments at the heaviest traveled intersection, 
Broadway/Campbell, which includes turn lanes for left hand turns and right hand turns, and 
possible transit infrastructure - queue jumps and stations.  (This board was positioned next to a picture board 
showing what some of those treatments could look like): 
http://www.tucsonaz.gov/files/projects/broadway/Station5_Campbell-BusStationStudies.pdf 
http://www.tucsonaz.gov/files/projects/broadway/Station5_Campbell-ConceptsIncrTransitImpr.pdf 
  
If you can provide me with the specific examples of what you saw that I can respond to, I will try to address your 
concerns. 
  
~Jenn 
 
 
>>> On 6/20/2014 at 10:29 PM, "Garcia, Jose D - (jdgarcia)"  wrote: 

Jenn, 
  
I was hoping that my letter did not get lost in the ether. 
  
Are there any answers to my implied questions? 
  
JD Garcia 

From: Garcia, Jose D - (jdgarcia) 
Sent: 12 June 2014 22:01 
To: Broadway@tucsonaz.gov 

From:    Jennifer Burdick
To:    Jose D - (jdgarcia) Garcia
Date:    6/23/2014 6:30 PM
Subject:   Re: FW: Broadway Project CTF 6/12 Open House
CC:    broadway@tucsonaz.gov
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Cc: Mayor1@tucsonaz.gov; ward1@tucsonaz.gov; ward2@tucsonaz.gov; ward3@tucsonaz.gov; 
ward4@tucsonaz.gov; ward5@tucsonaz.gov; ward6@tucsonaz.gov 
Subject: Broadway Project CTF 6/12 Open House 
 
June 12, 2014 
  
To: Broadway Project Design Team 
      and to BroadwayCTF 
  
I was extremely disappointed in the design elements displayed at the Broadway Project Open House today.  
In particular, despite the CTF stated goals and criteria concerning minimizing the damage to buildings and 
businesses, and a design criterion that expressly calls for preserving as much as possible the sense of place 
and keeping Broadway a destination, the vast majority of the roadway designs displayed (all but one?) had 
curb to curb widths greater than 120 feet.  One could then calculate from those drawings that the 
corresponding right-of-way was 152 feet or greater!   
  
In fact, there were a many drawings there for which the right-of-way was greater than 170 feet, 
clearly exceeding the   RTA bond language concerning 150 foot right-of-way.   When we inquire about 
keeping the roadway narrow so as to try to minimize the destruction of businesses and enhancing the 
livability of Tucson, we are told that funding depends on carefully following the bond language, but when 
the design team puts forward the list of possible out of compliance designs, then ... 
  
I have been to all three public meetings for this project; in each case, the  public sentiment expressed the 
desire to wanting to minimize the destruction of businesses and historic buildings has been very clear.  Yet 
every effort of the project staff and consultants has been to disregard this public expression.   
  
I do not understand why staff is steering so hard to maximize the right-of-way, rather than attempting to 
follow, as closely as possible, what the Mayor and Council, and the public and the CTF have expressed that 
they want.  There must be a reason. 
  
It seems to be illogical, in light of the facts, and leading to the public distrusting its government, however 
well intentioned these acts may have been. 
  
Nobody has talked about a 170 foot right-of-way in any meetings.  It certainly wasn't at the request of the 
CTF or the Mayor and Council that these designs were so structured. 
  
I hope this can be corrected in the near future. 
  
JD Garcia 
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Broadway - Re: Broadway widening comment 

  
Mr. Cohen, 
  
Thank you for providing your comments for consideration by the Citizens Task Force and project team.  I am 
including this in the upcoming Public Input Report for the next Task Force meeting (July 17, 5:30pm, 2800 E. 
Broadway). 
  
I am not sure if you are aware of the recent data compiled during this process, and offer this information to you 
in order to provide additional context to the discussions that are leading to support for a narrowing of the 
roadway.   We used the most current projections available for the project area and modeled the different 
alternatives under consideration.  The modeling of the original project scope of 6-lanes, plus 2 dedicated bus 
lanes indicates that such a roadway would be building more lanes than is needed.  The capacity of the 2 
additional lanes in each direction (one for automobiles and one for bus) would only be used at 50% capacity or 
less.  The cost-benefit ratio does not support the building of this large of a facility at this time.   
  
The 6-lanes alternative performs the best of all the alternatives right now, and achieves improvements for all four 
modes (car, bus, bike, pedestrian).  As this would be built on a major transit corridor, this configuration could 
also be converted to a 4-lanes plus 2 dedicated lanes when a shift in mode use supports such a conversion. 
  
I mean only to share this information with you in case you are not aware. 
  
Your points about the voter confidence and trust is important, and is not lost on the Citizens Task Force or the 
project team.   
  
Again, as mentioned, this email will be shared with the Task Force for their consideration. 
  
Respectfully, 
~Jenn 
 
********************************************** 
Jennifer Toothaker Burdick, Project Manager 
Broadway: Euclid to Country Club Roadway Improvement Project 
City of Tucson Department of Transportation 
  
Direct:  (520) 837-6648    Cell:  (520) 390-7094 
Web:  <www.tucsonaz.gov/broadway> 
********************************************** 
  
 
>>> On 6/22/2014 at  2:39 PM, David Cohen < > wrote: 

I urge you to keep the originally anticipated design (six lanes plus) instead of narrowing the roadway. Not 

From:    Broadway
To:    David Cohen
Date:    7/9/2014 5:09 PM
Subject:   Re: Broadway widening comment
CC:    Broadway
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only will this make traffic flow better into the six lanes east of Country Club, but wider lanes facilitate the flow 
of commerce and people. One reason that Phoenix has a better economic situation are its roads and overall 
infrastructure. EVERY major east/west street is three lanes. 
 
Despite the additional modes of transportations, vehicle transit in Tucson is not going to be diminished. 
 
Finally, you MUST honor the vote that was taken in passing the Prop. Materially changing ANY part of plan 
jeopardizes the Public's confidence and trust. Of course, the loss of Federal tax funding would be a foolhardy 
thing to jeopardize in these lean economic times. 
 
The citizen's committee should work on aesthetic and mitigation issues but not be allowed to make major 
changes such as what is being discussed. Move forward and get this thing done as originally designed. 
 
David J. Cohen, CPA 
35 year resident 
 
 
 
 

 
 

 
 
 

 
 

 
 
http://beachfleischman.com<http://www.beachfleischman.com/> 
 
 
[http://beachfleischman.com/wp-content/uploads/2014/03/awards2014_100noyear.png]   
[http://beachfleischman.com/wp-content/uploads/2011/02/lea_2011_100h.png] 
<http://beachfleischman.com/about/leading-edge-alliance/> 
 
 
DISCLAIMER - June 22, 2014 
 
Any U.S. federal tax advice contained in this communication (including any attachments) is not intended or 
written to be used, and cannot be used, by the recipient for the purpose of avoiding penalties under the 
Internal Revenue Code or applicable state or local tax law provisions. 
 
CONFIDENTIALITY NOTICE 
 
This email and any files transmitted with it are confidential and intended solely for broadway@tucsonaz.gov. 
If you are not the named addressee you should not disseminate, distribute, copy, alter this email, or take any 
action in reliance on the contents. Any views or opinions presented in this email are solely those of the 
author and might not represent those of the company. Warning: Although we have taken reasonable 
precautions to ensure no viruses are present in this email, the company cannot accept responsibility for any 
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Broadway - Fwd: Information shared with Ward 1 

  
 
 
>>> On 6/23/2014 at  9:38 AM, Jennifer Burdick wrote: 

Drs. Garcia and Tabili, 
  
Attached is a memo and the related attachments that went out to the Mayor and Council members last 
week.  I was asked to respond to information provided by to their office via a meeting and by email.  
  
I am forwarding to provide this information directly to you, and to include this in the Public Input Report.   
  
Please let me know if you have questions. 
  
Sincerely, 
Jenn 

From:    Jennifer Burdick
To:    Broadway
Date:    6/23/2014 10:09 AM
Subject:    Fwd: Information shared with Ward 1
Attachments:   6-19-2014 Reponses to Broadway Coalition.pdf; 6-19-14 Attachments to Respon to Broadway 

Coalition.pdf
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MEMORANDUM 

TO: Council Member Regina Romero 
Ward 1, City of Tucson 

DATE: June 17,2014 

FROM: 2cf!ector 
Department of Transportation 

SUBJECT: Responses and Clarifications to Information Presented by Broadway 
Coalition 

Please find below information to address issues brought to your attention by members of the 
Broadway Coalition via email (Attachment 1 ). 

1) No Diminishment of Functionality: Immediately after adopting the RTP, the Board 
adopted its Resolution No. 2005-02, which approved policies for implementation of the RTP. 
Among these policies was item 2, which read: 

"Functionality Not to Be Diminished- The Technical/Management Committee as well as the 

Citizens Advisory Committee had specific capacity and/or performo.nce improvements in 
mind when recommending highway improvement projects as well as transit improvements. 
This functionality should not and cannot be diminished. The voters, in approving the 
expenditure plan, are relying on the planned improvements actually being implemented. " 

To paraphrase, it is not whether the functionality of the existing roadway is preserved, but 
rather that the functionality as originally envisioned for the project scope included in the 
R T A Plan is not diminished. This means that whatever project design modifications are 
proposed must perform at least as well or better than the project scope originally approved. 
In the case of Broadway, this means that a modified project scope must perform as well as 
widening Broadway "arterial to 6-lane, plus 2 dedicated bus lanes, bike lanes, and 
sidewalks." 

Traffic modeling to date has shown that a six-lane cross section is likely to meet RTA's 
functional requirement, and that a four-lane section or a four-lane plus two dedicated transit 
lanes (the 4+2T) definitely will not. We continue to work with the 4+2T to see if we can 
improve its performance, and if we can envision a circumstance in the future where a six-lane 
could be converted to a 4+ 2T. 

2) $7 Million Expenditures Repayment: In the event that the Broadway project stops, 
repayment to the RTA and Pima County would need to occur. The handout provided to you 
by the Broadway Coalition focuses only a spreadsheet developed in December 2012 that lists 
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out details about the City-owned properties in the project area. These documents can be 
found online, and are attached for ease of reference: 
http://www.tucsonaz.gov/files/projects/broadway/2012 12-20 Bway-COTPropsMap.pdf 
http://www. tucsonaz. gov /files/projects/broadway/20 12 12-20 B way-COTPropsList.pdf 

Actual total expenditures since 2006 range include not only acquisition, but also 
environmental, utilities, project management, and planning/design/engineering. As of May 
30, 2014, $6,921 ,280 has been expended- approximately $1.3 Million is Pima County 
funding and roughly $5.3 Million is RTA funding. The overall expenditures are captured in 
a monthly report provided online at, and a copy of the current report is attached for reference: 
http://sahuaro.tucsonaz.gov/downtown-projects/projects/project!E241008D-B2E9-85B0-
990BOD2D 1 BBBF7F9 

3) Net Project Costs: It is important to note that the Citizens Task Force and community have 
requested that costs be one of the performance measures to assess the alternatives under 
consideration. Yet, it is still too early to know exactly how much money will spent on 
acquisition. That will ultimately only be known at the point in time construction concludes. 

For example, the Grant Road intersection project at Oracle Road estimated that acquisition 
would cost $21 Million when it was at 30% design (meaning, the constructions drawings 
were only 30% complete). At the conclusion of the construction, only $9.6 Million was 
spent. Additionally, the remaining properties the City acquired have been put on the private 
market for sale. Revenues received from sale will reduce the overall net project costs. 

The Broadway Project is currently at less than 5% design. There is time and still many 
opportunities to reduce acquisition costs as we continue to move forward with design 
refinements. In some of the variations we have been exploring, we have already seen the 
potential to reduce property impacts and acquisition costs by varying the alignment and 
judiciously narrowing median, landscape, and sidewalk widths at sensitive locations. 

4) Acquisition and Relocation Costs: The only acquisition estimates reported so far for the 
project that do not include relocation and demolition are those reported in the 'Sidewalk 
Only' scenario. Every other estimate provided for with our process so far includes all aspects 
of acquisition costs, including demolition, environmental, architectural documentation, and 
relocation costs (see attached bar graph presented to the 4/30/14). 

The Task Force is in the process of reviewing alignment variations, and the related estimates 
will continue to be provided. These estimates will vary for the duration of the project, all the 
way up until all acquisition- and construction ofthe improvements- is complete (see Grant 
Road example in Item 3, above). 
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Impacted property owners, businesses and tenants are eligible for relocation benefits, 
including: 
• Relocation Advisory Services: Residential Assistance, Business, Farm, and Nonprofit 

Organization Assistance 

• Individuals, and Families: Moving Costs, Replacement Housing- Purchase 
Supplement, Replacement Housing - Rental Assistance, Replacement Housing -
Downpayment Assistance, 

• Business, Farm, and Nonprofit Organization Assistance: Moving Costs 
Reimbursement, Related Eligible Expenses, Reestablishment Expenses, Fixed Payment 
for move and related expenses 

A full overview of the acquisition and relocation services is included online at the project web 
site. Myrlene Francis of Tierra Right of Way gave an overview to the CTF on Dec. 13, 2012: 
http://www.tucsonaz.gov/files/projects/broadway/2012 12-
13 TierraROW RealEstateAcquisition.pdf 

5) Sales Tax Revenue Impacts: The way in which the issue of sales tax impacts is raised 
suggests that it is presumed that acquisition and relocation takes away sales tax revenues 
from the City. This is an incorrect assumption, particularly in instances where businesses 
choose to relocate within the City to new locations; the time between closure of a business 
and reopening in a new location varies but, typically, the goal of the business is to minimize 
this time and therefore any potential loss of sales tax revenue. When properties are reused, 
and when infill occurs providing new densities, new space for new businesses are created, 
bringing with it the generation of new sales taxes. Construction activities that occur with 
infill or revitalization also generate sales taxes. 

6) Size of Remnant Properties: Variations of the alignment are still under review, and the size 
of remnant properties is a factor that is being considered. However, in general, the remaining 
lots for the various configurations of the 4-lane, 4+2T/6-lane are developable. At the Feb
March 2014 Charrette #3, a summary sheet was shared the approximated how many 
properties would be left, within certain ranges of depths. This can be found online in the 
Charrette #3 Workbook, as part ofPerformance Measure 8a., Change in Economic Potential 
(accessed at 
http://www. tucsonaz. gov /files/projects/broadway/Broadway PerfMeasureBookletFINAL. pdf) , 
on numbered page 64 of 71 . 

80' lot depth and shallower are developable, but have more challenges with smaller uses and 
result in lower density developments or residential uses. There are other factors beyond just 
the depth that impact usability such as their width and the presence of an alley for access or 
adjacent vacant property. Within the current 4+2T/6-lane variations there are only a few 
areas that fall below this 80' threshold. 
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7) Property Tax Impacts: Questions have been asked about whether the widening will 

reduce the amount of taxable land- both in number because the City assumes ownership, 
and in size because the land becomes part of the new roadway- and how that will impact 
our local revenues. To answer this appropriately, it is important to understand the process 

used to assess property taxes on an annual basis. 

Annual Process of Setting Property Tax Rates. Property taxes are the product of 

multiplying a property' s Assessed Value by the Tax Rate for each taxable property within a 

jurisdiction. Each taxing authority (e.g., Pima County, the City of Tucson, Fire Districts, 
School Districts) develops its own annual budget, including what revenues levels are 

needed to balance the budget. The governing entities calculate their jurisdictional tax rates 
factoring all available taxable land within the jurisdiction, how much revenue is needed, 
and what the tax rates need to be in order to achieve the targeted revenues. The tax rate 
may increase or decrease, depending on the revenue needed. The rates are set by the 
governing bodies at public hearings, and are implemented for the next tax year, upon 
approval . 

The effect of removing properties from Broadway from the overall tax rolls generating the 
revenue is small. The amount of taxable real property potentially reduced by the Broadway 
project is very minute as a fraction of the total taxable assessed value within the City. For 
example, assuming only for this example that the 96 tax parcels on the north side of 
Broadway were acquired to complete the project 

Combined 2014 Assessed Value of96 Broadway properties= $5,154, 548 
Combined 2014 Assessed Value of 175,650 parcels in Tucson limits= $3,932,006,710 

The assessed value of the 96 Broadway properties is roughly 0.13109% of the City's total 
overall assessed values. This difference in potential collections, which is very small, will 
simply be shifted to other taxpayers. The next year, based on remaining taxable land, the 
annual process to set the tax rate will begin again, and the burden will be shifted to other 
taxable properties. 

In contrast, the City's primary property tax rate adopted for tax year 2009 was $0.3144. 
For 2013, it was set at $0.4213. This equates to a 34% increase in the last 5 years. 

Government-owned Parcels. It has been noted that the properties acquired for the project 
by the City do not collect any taxes. That statement is correct; Government owned 
property is taken off the taxable rolls, as of the next tax year's roll and will not pay 
property tax from that point forward. The tax rolls are further reduced when improvements 
(the buildings) are acquired. 
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However, the reduction in taxable property should be reversed once the project is complete 

and when any remnant properties not required for the public purpose roadway project can 
be sold back to the private market. These properties can then be redeveloped and put to 
productive use, and generate new property taxes as well as sales taxes. 

Positive Property Tax Impacts from Revitalization Opportunities. After the project is 
complete opportunities will be created for combining remnant parcels, and potentially, for 
new infill construction. New development may be more intense than before- such as 

building a couple of stories rather than only 1 story. Improvements to the road can be 
expected to increase both the value of property and the amount of redevelopment along 
Broadway. This increase in values will help rebuild property tax revenues to make up for 
loss in taxable land area and improvements. 

Commercial Historic Property Tax Break Incentives. If a historic district is created, 
property tax break incentives are available to owners of qualifying contributing properties 
to the district. Contributing commercial properties that choose to improve their properties 
appropriately [to Secretary of Interior's standards] can apply for a 10-year tax abatement 
that has the effect of limiting the amount their assessed value can go up by 1%, per year. 
Restated, the assessed values of the improvements made are subject to a cap of 1% 
increase, per year, for up to 10 years. 

Conclusions. Bottom line, investments in roadway improvements can result in investments 
in the properties adjacent to the roadway following construction, and higher property 
values and property taxes down the line. It should be expected that there will be new 
businesses, and new mixed uses and infill that come into the area. This will bring new 
employment, new population, sales tax revenues, and additional property taxes that will 
benefit the community. Additionally, a more multimodal street can help to create an 
environment that encourages more shopping and dining at restaurants which would help 
increase sales tax generation. 

8) Maintenance and Operation Costs: The total 20-year capital operations and maintenance 
costs related to a newly constructed Broadway asphalt are estimated at approximately $2 
million for a 4-lane roadway and $3 million for a 6-lane roadway. 

We do not have estimates yet for what landscape, lighting, signals, transit, or other 
maintenance would cost. That will come with the design refmements, and would likely not 
change much between a 4-lane and 6-lane (i.e.; extent and size oflandscape areas within 
medians and the along the sides of the street will be very similar between the 4-lane and 6-
lane design alternatives). 



The Honorable Council Member Romero Page 6 of 6 
Responses and Clarifications to Information Presented by Broadway Coalition 
June 17, 2014 

If new construction does not occur on Broadway, and the City' s future maintenance requires 
rehabilitating the existing roadbed, the costs will range from $23-30 Million for 
reconstruction of the asphalt, addition of sidewalks, and acquisition from the 226 properties 
adjacent to both sides of the street to add the sidewalks. 

9) Roadway Dimensions: A map is online that shows the existing dimensions throughout the 
project area. http://www.tucsonaz.gov/files/projects/broadway/03 Table Map.pdf 

tO) Preserving Right ofWay for Transit: The entire 11-mile Broadway corridor is the highest 
ridden bus route in the region. Preserving enough Right of Way now that would allow for 2 
dedicated lanes for future mass transit - whether it is Light Rail, Bus Rapid Transit, or even 
streetcar - is important to allow for future conversion when the funding is found. In the 
meantime, incremental enhancements to a roadway that has that room is highly 
recommended. This is not accomplished in the widths of the existing roadway, nor in the 4-
lane design. 

DWC/JB/rw 

cc: Honorable Mayor Rothschild 
City Council Members 
Mayor and Council Aides 
Jennifer Burdick, TDOT Project Manager 

Attachments: 1) 6/10/14 Email from Laura Dent, subject ' Thank you and more 
information' 

1a) '3 Million not 7 Million' handout from Broadway Coalition 
1 b) 'Potential Acquisition Costs ' handout ( 4/30/14) from Broadway Project 

team 
2) City Project #107 - Broadway: Euclid to Country Club 
3) Broadway: Euclid to Country Club - City Owned Parcels, Indexed Map 

and Properties List (Dec., 2012) 



















Broadway Coalition 

Response to Darryl Cole Memorandum to Councilmember Romero dated  6/17/14. 

 

We appreciate the effort put into the writing of the memo; it addresses some very 
important topics.  We hope this is the beginning of a true dialog on some of the issues 
involved in the Broadway project and allows for a way forward to be found that will 
help make Tucson a thriving, livable community.   
 
The most disappointing overall aspect of the memo is that there is no discussion of 
sense of place, nor any overt effort to help the community and merchants in the project 
corridor maintain Broadway as a destination, nor was there any mention of historic 
preservation.  As is clear to everyone, it is not the number of lanes that matters to being 
able to maintain a sense-of-place, a destination, but the width of the roadway.   Instead, 
what we read as implicit in the memo is that the Broadway Corridor is being considered 
as only an arterial roadway through which automobiles must travel to destinations 
elsewhere, and whatever collateral damage is done in the process of enabling that, is, 
well, an unfortunate consequence of these “improvements”.   
 
We use header quotes from the various sections in that original memo about which we 
are commenting. 
 
 
“1. No Diminishment of Functionality: Immediately after adopting the RTP, the Board 
adopted its Resolution No. 2005-02, which approved policies for implementation of the 
RTP. Among these policies was item 2, which read: 
Functionality Not to be Diminished……” 
The memo goes on to argue that it is “the functionality as originally envisioned for the 
project scope included in the RTA Plan is not diminished.” 
 
Point #1 contains a discussion of functionality, and in the memo, functionality is 
narrowly construed to mean primarily moving automobiles through faster.  There is no 
mention of the instructions from Mayor and Council to examine other definitions of 
functionality as found in modern transportation plans adopted by leading US cities. The 
definition implicitly used by Director Cole, limited as it is to vehicular traffic, is counter 
to the above mentioned instructions to consider the EPA’s twelve criteria for measuring 
functionality on a multi-modal roadway.  ‘Level of Service’ ratings of the roadway 
should not be the only criterion used to decide whether functionality is met. 

jburdic1
Text Box
#198



 
In addition, the data show (see attached Traffic Chart) that traffic has not developed to 
match the projections used as the basis for the Regional Transportation Plan (RTP).  
According to the RTA’s lawyer, Thomas Benavidez, in a presentation to the CART on 
5/22/13, the RTA has a fiduciary responsibility to spend the bond money wisely, and 
can make changes in the plans as needed to fulfill its fiduciary responsibility.  Therefore 
if a road widening is not needed to meet future use, it is a waste of money.  In fact, 
changes have been made in several of the road projects in the RTP. 
 
The Citizens Task Force (CTF) at an early CTF meeting repeatedly asked Jim deGrood 
(Deputy Director, RTA) to define functionality. His reply was that it was the job of the 
CTF to define functionality. The City Council also asked the CTF to do this. At a RTA 
Technical Management Meeting, when Chairman Chuck Huckleberry was asked to 
define functionality, he deferred saying that we was waiting to see what the CTF came 
up with. There is no record that the CTF has adopted a definition of functionality. 
 
We still believe that the definition of functionality for Broadway Boulevard must 
include helping to maintain the existing sense-of-place; this requires that the 
destruction of businesses and historic buildings be minimized, so that people will 
continue to find it attractive to go and to be there.  We need to seek more creative 
solutions to road design, so that this can happen as well. 
 
“2) $7 Million Expenditures Repayment.  In the event that the Broadway project stops, 
repayment to the RTA and Pima County would need to occur. “ 
 
Item #2 in the memo addresses the need for the city to pay back money ($7.1 M) thus far 
spent on the Broadway project.  We do not understand the origin of this ‘need’.  We 
know of no precedent or law requiring such repayment, nor do we know of any 
requests from Pima County   or the RTA to reimburse money that was spent in good 
faith, with their approval, on a project that for some reason could not go forward as 
planned. 
 
There is also some confusion over what money is being discussed. According to your 
memo, since 2006 and as of May 30, 2014 $6,921,280 has been spent in acquisitions, 
planning/design/engineering, project management environmental and utilities, with 
most coming from RTA and some from 1997 Pima County Bond funds. However, this is 
at variance with your document for the CTF, dated 12/19/2012, which states that $7.6 
million has already been spent on acquisitions and relocations. There, you reported the 
sources of this money as being: RTA, Pima County 1997 Bonds, PAG, and the City of 



Tucson (COT), the largest amount, $2,286,900, coming from COT.   We think such 
discrepancies should be resolved.   
Were there in reality a need to do so, you could transfer the property thus far purchased 
to the entity whose funds were used to acquire it, as listed in your 12/19/2012 memo.  
 
In a time of budget austerity, it seems to us that threatening the decision-makers with 
having to return funds is a scare tactic. Please cite precedence where returning funds for 
projects not undertaken has occurred. 
 
In addition, the Broadway Coalition has NOT advocated stopping the project. Rather, 
they have repeatedly asked that needed improvements be made in a way that preserves 
sense of place, helps the local businesses and protects our historic heritage. We believe 
that with context sensitive design, that can be done. 
 
“3) Net Project Costs: It is important to note that the Citizens Task Force and 
community have requested that costs be one of the performance measures to asses the 
alternatives under consideration.” 
 
Item #3 addresses the net costs of the project.  Of course, the net costs of the project will 
not be known until the project is complete.  The prudent project planners will, however, 
have some clear idea as to how much the project should cost, and what the differential 
costs associated with different road widths and profiles will be.  One question that 
needs to be asked before you start construction is: “Is the total budget for the project still 
realistic?”  That of course depends on the road right-of-way choices.   That is what we 
wanted to bring attention to.  Can every possible variation be accomplished within the 
RTP budget?   The numbers we presented are based on our study of the County 
Assessor’s records, and represent our attempt to examine potential differences in 
acquisition costs between the several roadways being proposed.  That has not been part 
of the discussion within the CTF thus far.  
 
In fact it is well known that the County Assessor’s assessed valuation is far below 
market value. For example in the case of Albert’s Garage on the corner of Campbell and 
Broadway, the assessed valuation is $359,284 and price paid was $893,000 (as listed on 
December 19, 2012 document given to the Broadway Blvd CTF.) This purchase price 
was nearly 2.5 times the assessed valuation. That brings into question the amount of 
money required for the extensive acquisitions planned for the wider roadway over the 
narrower one. 
 
 



“4) Acquisition and Relocation Costs: The only acquisition estimates reported so far 
for the project that do not include relocation and demolition are those reported in the 
“Sidewalk Only scenario.” Every other estimate provided for with our process so far 
includes all aspect of acquisition costs, including demolition, environmental, 
architectural documentation, and relocation costs (see attached bar graph presented to 
the 4/30/2014).” 
 
Item #4 deals with relocation costs.  We used the projected numbers for our chart that 
came from the Technical Advisory Committee Report as presented to the Mayor and 
Council on May 6, 2014. 
 
“5) Sales Tax Revenue Impacts: The way in which the issue of sales tax impacts is 
raised suggests that it is presumed that acquisition and relocation takes away sales tax 
revenues from the City. This is an incorrect assumption…” 
 
Item #5 discusses city sales taxes.  That discussion assumes that all the businesses that 
are closed as a result of this project will relocate within the city and do well.  That is not 
an appropriate assumption for a location that currently enjoys a sense of place that 
comes from the synergy of opportunities for eating, purchasing, and services. Some of 
these businesses thrive because they are on this sector of Broadway, which is a 
destination.  Move them elsewhere, and they may languish. 
 
We point to Austin’s a once thriving, well-established and treasured diner and ice 
cream store next to Broadway Village. It moved across from Park Place and in one year 
closed down. There is a synergy between location and a business. Sometimes it 
improves with a change in place, sometimes it doesn’t. Moving businesses off this 
section of Broadway will also impact the Rio Neuvo funding that collects taxes along 
the north side of Broadway and downtown, and not in other sections of the city. 
 
“6) Size of Remnant Properties:   Variations of the alignment are still under review, 
and the size of remnant properties is a factor that is being considered. However, in 
general, the remaining lots for the various configurations of the 4-lane, r+2T/6-lane are 
developable.” 
 
Item #6 addresses the issue of the viability of small remnant parcels. Mr. Cole states that 
parcels greater than 80 feet deep are economically viable; however, the staff, despite 
repeated requests, has not provided any evidence that this is the case for streets similar 
to what is envisioned for Broadway.   
 



While there have been drawings showing how remnant parcels can be developed, these 
examples demonstrate that they will create a very different place. The examples showed 
building several stories high surrounded by parking lots, demonstrating that the 
streetscape will not be pedestrian friendly. Sections of the street, like Solot Plaza and 
Inglis Flower complex, are walkable because the stores/services are adjacent to each 
other. What is proposed in the drawings doesn’t create these types of spaces. Currently, 
the overwhelming majority of non-residential uses on Broadway are buildings greater 
than 80 feet on parcels greater than 135 feet. 
 
This view is shared by the economic consultants, EPS, who wrote a substantial report 
for the Broadway project.  That report stated that there is little demand by developers 
for shallow parcels.  The wider right-of-way variations create such parcels.  That they 
tend not to be viable was also confirmed by Wulf Grote, Director of Transit for 
metropolitan Phoenix, who was also brought to advise the CTF: they also found that 
shallow parcels were not viable.   
 
“7) Property Tax Impacts: Questions have been asked about whether the widening will 
reduce the amount of taxable land – both in number because the City assumes 
ownership, and in size because the land becomes part of the new roadway – and how 
that will impact are local revenues.” 
 
 
Item #7 deals with property tax issues, and describes well the process of setting 
property taxes.  After some discussion, the memo concludes: 
 
“Conclusions. Bottom line, investments in roadway improvements can result in 
investments in the properties adjacent to the roadway following construction, and high 
property values and property taxes down the line. It should be expected that there will 
be new businesses, and new mixed uses and infill that come into the area. This will 
bring new employment, new population, sales tax revenues, and additional property 
taxes that will benefit the community. Additionally, a more multimodal street can help 
to crate an environments that encourages more shopping and dining at restaurants 
which would help increase sales tax generation.” 
 
This conclusion is true only if the improvements increase opportunities for local 
businesses to thrive and well create a built environment that is interesting to 
pedestrians and bicyclists. Road improvements do not necessarily provide these 
benefits. It requires attention in the design to what is needed to attract businesses. 
Alignments that reduce lot depth makes it more difficult to attract businesses that 
everyone states they desire. If Broadway remains a destination, all those things 



mentioned will likely come to pass.  If the Broadway project makes this into just another 
sub-freeway arterial, then the scenario described in that paragraph will not materialize. 
 
We agree with the vision and hope found in the conclusion, with the important caveat that 
it is true ONLY IF the sense-of-place is not fractured by the roadway “improvements”.  
If Broadway remains a destination, all those things mentioned will likely come to pass.  
If the Broadway project makes this into just another sub-freeway arterial, then the 
scenario described in that paragraph will not materialize. 
 
We look at roadway improvements around the town in the style being proposed for 
Broadway – wide landscaping, wide sidewalks, few curb cuts, big medians. For 
example, on Campbell Ave from Speedway to Grant, no new businesses have 
developed.   
   
“8) Maintenance and Operation Costs:  The total 20-year capital operations and 
maintenance costs related to a new constructed Broadway asphalt are estimated at 
approximately $2 million for a 4-lane roadway and $3 million for a 6-lane roadway. “ 
 
Point 8 goes on to state that landscaping, lighting, signal, transit or other maintenance 
costs are expected to be very similar between the 4-lane and 6-lane design alternatives. 
We are glad to see that these costs are finally being stated for the public to understand. 
However, we do note that, as common sense would suggest, that a 6-lane road does cost 
more to maintain than a 4-lane road. 
 
9) Roadway Dimensions: A map is online that shows the existing dimensions 
throughout the project area.” 
 
Point 9 contains the URL to find the latest of the map alignments. The map shows the 
widths of the proposed alignment at a number of different places. In some places the 6-
line 118 feet, but also goes up to as high as 170 feet where there are local access roads  
with parking in front of some of the clusters of small businesses in historic buildings. 
The intersections are also larger than the 118 feet because of the left-turn lanes and right 
turn lanes. We are trying to get the truth out on the table, not hiding behind some 
statement of the roadway being just 118 feet.  
 
We also think that the alignments showing that some of the streets into residential areas 
will be cut off from left hand turns because the median will run through those 
intersections needs to be brought to the attention of the neighborhoods where this is 
happening.  
 



We are asking for full and honest disclosure of the widths in presentations, not just 
relying on the maps to inform people. Many people find the maps hard to read and do 
not understand how the blue lines drawn on the maps relate to cross-sections drawn 
out. 
 
We are also disappointed that we could not locate on any map of the 6-lane alignment 
where the roadway is 96 feet wide as Director Cole promised Council Member  
Cunningham he could provide. 
 
“10) Preserving Right of Way for Transit: The entire 11-mile Broadway corridor is the 
highest ridden bus route in the region.  
 
Point 10 goes on to state that the road alignment should preserve right-of-way for some 
future mass transit. While this idea has been discussed since the 1970s and the RTA 
ballot language for Number 17 specifically mentions 2 lanes for transit, we wonder why 
there was no money put aside for a transit study as part of this roadway project. How 
can the CTF or the City Council make a rational decision with no professional study of 
the options and costs. The last transit study, 1991, stated the area was not yet ready for 
dedicated transit. What has changed since then that would suggest the 11-mile corridor 
is ready today, or even in the near future for rapid transit. 
 
If the transit is added later, as was done in the Phoenix Metro area, it was, in most areas, 
done within the existing right-of-way. The street car was put in without tearing down 
any buildings!  
 
Conclusion 
 
In conclusion the Broadway Coalition states again its support for improving Broadway 
in such a way that multimodal functionality is improved, and sense of place, historic 
buildings, and local business are preserved. We envision a street where pedestrians and 
bicyclists can travel safely, motor vehicles can move smoothly, and transit is inviting so 
people want to use it. It is a destination in that its sense-of-place is maintained and 
people want to stop and hang out there. With creative and sensitive design, we are 
convinced this vision can be made a reality at an affordable price. It is road width, not 
the number of lanes, which is important. 
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From: Jennifer Burdick
To:

 7/2/2014 12:04 PM
Subject: Re: Miles Neighborhood Association resolution on Broadway allignment

Greg,

Thank you for sending this in.  We received it and will provide it to the Citizens Task Force for their 
consideration.  

~Jenn

>>> "Greg Clark" < > 07/02/14 6:52 AM >>>
Please see attached

---
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MILES 
NEIGHBORHOOD ASSOC. 

June 23, 2014 

To Whom It May Concern: 

The Miles Neighborhood Association has resolved that it opposes any alignment proposal for the 
Broadway Widening Project that encroaches southward from the current south edge of Broadway 
Boulevard into the Miles Neighborhood. The neighborhood agreed that the City of Tucson, Pima County 
and the Regional Transportation proposals regarding the project have all planned and approved 
alignments that expand Broadway to the north. Alignment proposals that bring Broadway Boulevard 
into the Miles Neighborhood would directly impact the neighborhood and the many schools, businesses, 
and residences that sit on Broadway. Prior to March, 2014, businesses, schools and residents along the 
south side of Broadway between Park Avenue and Campbell Boulevard had always been assured that 
Broadway will not be widened toward the south, and have made responsible business, education, 

investment, life and neighborhood decisions based on that fact. 

Therefore, on May 21, 2014, the Miles Neighborhood Association resolved that: 

The Miles Neighborhood Association supports the original planned use of right-of-way for improvement 
to the north side of Broadway and opposes bringing the right-of-way to the south side. 

Thank you very much. 
Sincerely, 

Robert Hadel 
Miles Neighborhood Association Co-Chair 

M;~~{bo' ood A_,o,;.t;oo Co-Ch,;, 

Marvf;ny 
Miles Nei hborhood Assoc· tion Secretary 



Broadway - Ralph Armenta (keeping private) 

  
Request to post the comments made by Ralph Armenta and Jack Castleberry at the 5/22/14 Broadway CTF 
meeting during the Call to the Audience. 

From:    Jennifer Burdick
To:    Broadway
Date:    7/10/2014 8:19 PM
Caller:    Ralph Armenta
Phone:   (keeping private)
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I can’t go to the U of A for lunch because it’s just impractical and we have got all 
those great restaurants downtown. So if I don’t want to go to the hospital the 
streetcar doesn’t go anywhere for me. If it went out here to Broadway or to 
Craycroft or Country Club then I could drive my car down and park and ride. I could 
get on the streetcar and ride downtown. If I didn’t want to go to I-10; but that was 
the vision.  
 
The other thing that I want to share with you just from my professional side is that I 
am the guy that goes knocking on the door saying Mr. and Mrs. Homeowner we 
would like to build a road in front of your house and I need to buy as much property 
as I can get from you to get this 150 foot roadway in. I get greeted two ways, I am 
either sign and agree and I am putting grandma on the street, or I am a publisher 
clearing house with a check so big that these people can’t believe they can finally 
sell their house and move forward. Even those that won’t go, sometimes when they 
see the incentive to go then they go, “You know we have been here a long time. 
The house is old, the pipes are rotten. I can’t really afford to bring it up to the 
standards to stay here and live in it. So thank goodness, you came because nobody 
else wants to buy the house on Broadway.” So the project is a little tough but I will 
tell you this as a stakeholder, all of the county was a stakeholder in the RTA. We all 
voted for our pet projects and we voted for everybody else’s pet projects. This was 
somebody’s pet project at the time. So thank you very much and I hope that you 
keep it real.” 
 
Jack Casselberry  
“Hi, my name is Jack Casselberry I am here representing the congregation of First 
Assembly of God. Now for the last (well since 1987) it’s been on and off again about 
whether we are going to take that church out. You understand it’s just a block west 
of Campbell, ok, on the north side. It’s right up on the street (almost) there is a 
sidewalk and then us. My concern is that some emails have come to my attention 
that a pastor now is representing the fact that they are willing to let our church go. 
Ok, and that we are willing to relocate. Well this has never been put before the 
congregation. We have fought for this for thirty years almost and I have another 
member with three hundred signatures and the church cannot be sold without the 
vote of the congregation and the district (assemblies of God) has a lien on the 
property. Ok, and it was considered a vision by God that we would be at the 
crossroads to downtown to service the needs of a growing community even to the 
point of a vision that it would vastly impact and be much larger (and this was back 
in 1950).  
 
So I am here to reiterate the fact that we respect and honor anything that you 
people come up with as far as a corridor; as long as you make a little effort or 
something to not take out that church! And it would be very small, relocation, and 
the street would only have to go a little ways over. If you were to go to six lanes. 
And it’s already been addressed and concerned the obvious bottleneck that you 
have when you go downtown and the fact that they spent money on three lanes 
going through downtown, then they squeezed it back up. I’m just wondering why 
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they didn’t put the hitching post for the horses up. But, never the less it is our 
concern to service this community and stay where we are at and we humbly ask you 
to please let the church stay. There are different properties that may come 
available that we understand that are city owned that we could buy for additional 
parking that may be even open for community use. Thank you.” 
 
Jude Cook  
“Jude Cook, Cook and Company Sign Makers, and Sunshine Mile. I am glad I am not 
on this board, guys. This should be my wife, but couldn’t pull it off today. It’s been 
a frustrating week for the Sunshine Mile and I feel that it reflects the unknown 
issues that businesses and property owners will be facing in the future.  
Specifically right now, I am talking about the Panda property. I initially didn’t 
really feel that this was that relevant but the more that the conversation has gone, 
I do think that it has relevance. The neighbors in the Sunshine Mile worked with the 
city to come up with a plan for the Panda building. My wife, who started the 
Sunshine Mile, embraced the project, but she felt that it could be utilized as a way 
to help encourage the area.  
 
The first project she came up with was with an idea with helping people get in this 
area, so that she could handout flyers about the restaurants, shops and services and 
to try to enhance the area some. In an effort to be sure that we were following the 
rules, the City was contacted. The level of hurdles and the cost is prohibited and 
hence, the intent we agreed to is turning out to be unmanageable. At this point we 
are going to continue to meet with the City but the reason that I bring this up is 
because the effect on this project on other properties is going to be huge and from 
the discussion that I have followed, once things are done (and this ties into what 
Joseph said and what Rocco brought up) parking is going to be a key issue. 
Regardless of what you do on this sucker. It’s got to be thought about now and from 
what I have heard is, you are on your own. The City’s not going to come in and fix 
this thing for us.  They are going to throw it out there, we are going to lose a bunch 
of properties, and we are not really going to be able to know what we are doing 
until it’s over with.  It’s going to destroy a lot of stuff. 
 
I have got some other random thoughts, then I am done. I keep hearing we are 
going to take money off the table. Is this thing going to come in at $71 million and 
if it isn’t, who’s going to put the money on the table to cover the overage?  And I 
have never seen a project come in under budget. Ok, another comment - I am not 
wild about being a gateway to downtown.  And, that is it. Thanks, guys.”  
 
 

5. Discussion/Endorsement of Materials (Drawings and Information) to be 
presented at Public Meeting #4, and Possible Meeting Approach 

The project team presented proposed details of the upcoming Public Meeting #4 to 
the Task Force and asked them for their approval and endorsement. The following 
actions were taken, based on discussion held: 
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occur. It’s like we are all in Harry Potter land and it’s like we have to seriously 
think about what is required to make places? And that is where (and this will be my 
last statement) when Mr. Finrock was talking about the NIMBYs up in the County. I 
was working at the County at the time, there’s a big difference between what 
occurred in the County and what people are talking about on Broadway and that 
issue is (this is my last sentence) that in the County they didn’t want any 
commercial anywhere near them within miles, but what we are talking about is 
that we want more commercial. So it’s a big difference, so let’s talk about apples 
and apples. Thank you.”  
 
Ralph Armenta 
“I’m Ralph Armenta, and I am a member of First Assembly and I have been there for 
fifty three years and we (or rather I) have been hearing rumors that we are trying 
to sell First Assembly. Please don’t believe it. First Assembly has never been up for 
sale and it never will be up for sale. Furthermore, the members there (I have got 
close to 300 signatures of members and non-members) will absolutely not allow any 
one person to try to sell the church. This is what I have been hearing, so it’s not 
going to happen. I just wanted to clear, and put to rest that rumor that is going 
around. So it’s not going to happen, our church is going to stay there. Thank you.”  
 
Margot Garcia  
“I too will be very short. My main thing is that when I was studying the maps, I 
looked and noticed that there were lines going down past the intersections where 
various streets came onto Broadway and I saw that the median went right past 
them. I thought at first, this was a mistake and then when I started asking members 
of the design team I learned that it is not a mistake. There is an intention of which 
those maps (I have put pink stickies up there) for you to see that you will not be 
able to coming out of those residents to make a left hand turn. And you will not be 
able to make a left hand turn into those. I thought it was really surprising that it 
was a pretty important piece of engineering and planning as it impacts the 
neighborhoods, and that has never been stated in front of you when all of these 
presentations have been made. So, please look at the maps very carefully. Again, 
we point out (as was handed out to you) in front of historic areas, Rincon Heights, 
is on the National Register of Historic Places as a neighborhood it does not have to 
have a median in front of it if it will impact those historic residences. That is in the 
City code at this time. Thank you.”  
 
Julian Scheder Black  
 
Robert Hadel  
“Yes, Hello, I am Robert, from the Miles neighborhood.  Just recently we did decide 
as a neighborhood not to allow widening on the south side of the road, as our 
stance. One issue we have with that is that it doesn’t necessarily leave a lot of 
room for dialogue with the neighborhood across the street; we definitely don’t 
want to have that position as saying “not for us”, but putting it all on them. We 
definitely want to have an open dialogue with our Rincon Heights, I know Colby is 
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>>> On 7/10/2014 at  7:03 PM, Jennifer Burdick wrote: 

Ms. Harris, 
I appreciate your view of this, especially in light of the concerns you have with the forms.   
  
I haven't received comments by email from anyone else, or phone calls.   
  
I anticipate, however, that there may be comments from attendees that were submitted on forms or 
comment cards at the event.  Those are still being compiled into a draft report.  I will soon see it, though, as 
we are trying to get it to the Task Force for their meeting next Thursday evening.  I will be more able to 
respond to your requests for another meeting or mechanism then.     
  
Best Regards, 
~Jenn 
  
  
 
 
>>> On 7/10/2014 at  4:33 PM, Sarah Harris  wrote: 

Hi Jennifer, 
 
Thank you for your response. I copied OIP because I saw Rebecca at the meeting, and I assumed she was 
working and part of the event. I appreciate your clarification. 
 
I'd like to know if other attendees had similar problems with the feedback forms. If so, it seems like the 
meeting should be repeated, or there should be another mechanism to gather the needed feedback. 
 
Best regards, 
Sarah Harris 
Feldman's Neighborhood 
 
 
 
On Tue, Jul 8, 2014 at 4:31 PM, Jennifer Burdick <Jennifer.Burdick@tucsonaz.gov> wrote: 

Ms. Harris, 
My sincerest apologies that you were kept waiting on a response! I thought I had responded directly 
to you, but see only my exchange with Mary, below. I understand your dismay at not hearing back, 
and wish that I had not been the cause. 
As the project is part of the Department of Transportation workflow, I want to point out that the 

From:    Jennifer Burdick
To:    Broadway
Date:    7/10/2014 8:21 PM
Subject:   Fwd: Re: Re: FW: Last night's Broadway widening open house
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Office of Integrated Planning has been supportive of our efforts, but not in a lead role. My colleagues 
in that office are not assigned to this project and have offered assistance from time to time when 
asked for it. As in this instance, the OIP staff's role with the public Open House was very limited (and 
very much appreciated!), and I would hope that my lack of response would not color your impressions 
of the incredible work they do. 
Regarding your email, I have included your email and feedback about the meeting and survey in the 
project Public Input Report, which will be part of the Task Force's materials for their meeting next 
week (July 17). I value the constructive ideas that you shared, as well as the issues you had with the 
comment form. Thank you for taking the time to share them with us. 
Again, my apologies to you for this lagging response. 
Respectfully, 
~Jenn 
********************************************** 
Jennifer Toothaker Burdick, Project Manager 
Broadway: Euclid to Country Club Roadway Improvement Project 
City of Tucson Department of Transportation 
Direct: (520) 837-6648 Cell: (520) 390-7094 
Web: <www.tucsonaz.gov/broadway> 
********************************************** 
 
 
>>> On 6/20/2014 at 11:57 AM, Jennifer Burdick wrote: 

Hi, Mary - 
Thank you for forwarding this and I will make sure it ends up in the PIR. I value your quick 
response to her! 
~Jenn 
 
 
>>> On 6/14/2014 at 7:23 AM, Mary Durham-Pflibsen > wrote: 

 
Hello, Jenn and OIP, 
Please see my response to Sarah Harris' email. I meant to "reply all" but my response went 
only to Sarah. 
Thanks, and have a good weekend. 
 
Mary 

From:  
To:  
Subject: RE: Last night's Broadway widening open house 
Date: Sat, 14 Jun 2014 08:15:14 -0600 
 
Dear Sarah, 
Thank you for attending the Broadway Project open house, and for sending your thoughtful 
feedback. We'll keep this in mind for future public meetings.  
 
Also, if you feel that the questionnaire you submitted doesn't thoroughly reflect your input, 
please send your additional thoughts and comments to the Citizen's Task Force and project 
team. Any input received (including this correspondence) will be added to the Broadway 
Project's public input report and shared with the Citizen's Task Force.  
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Thanks again for your interest in the Broadway Project. Please let me know if you have 
additional comments or concerns.  
Mary 
 
Mary Durham-Pflibsen 
 

 
---------- Forwarded message ---------- 
From: Sarah Harris com> 
Date: Fri, Jun 13, 2014 at 2:19 PM 
Subject: Last night's Broadway widening open house 
To: , Jennifer Burdick <Jennifer.Burdick@tucsonaz.gov>, integrated-
planning@tucsonaz.gov 
 
 
Dear Jen, Mary & OIP, 
 
I attended last night's open house with the hope of providing citizen feedback on the 
proposed designs for widening Broadway. The displays were great, with tons of helpful 
information--I learned a lot. But, as you may have heard from other attendees, the multi-page 
feedback survey fell short.  
 
First, the survey document didn't clearly correlate to the 4- and 6-lane illustrations on the 
tables. Despite asking questions of Kevin Saavedra, I couldn't understand how the drawings 
mapped to the options on the page. I was not able to indicate my preference(s) on that page. 
 
Also, on the page that asked us to prioritize the design criteria, a comprehensive list of criteria 
wasn't provided--only about half were. 
 
Overall, my feeling is the compiled survey results won't be an accurate representation of 
respondents' preferences.  
 
Also, the crowd of people and noise made it difficult to focus on the task. As a person who 
hadn't been exposed to the materials prior to the meeting, I had a lot of reading and catching 
up to do in order to provide a considered response. Maybe future feedback sessions could be 
scheduled for a longer time, such all day Saturday, or the materials could be displayed for 
review/feedback over the course of several days, or there could be an online feedback 
mechanism that allows participants to review at their leisure (or a combination of these.) 
 
Thank you for your effort and so much hard work to date on this controversial project that is 
so important to Tucson. 
 
Sincerely, 
Sarah Harris 
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Broadway - Bob Kaye (private) 

  
Called in on July 18, 4:30pm.  Mr. Kaye shared that he found the graphic used on page 36 of the draft 6/12/14 
Open House Report problematic.  The images misrepresents the choices made by respondents.  He 
recommended making it more clear, by possibly stacking the bars for all the 6-lane choices into 1 bar, that there 
were more options selected within the 6-lane/4+2T alternatives than the 4-lane.  As it looks now, the viewer sees 
that the 4-lane had more selections, but that is false.  He also suggested that the 'no selections' could be broken 
out to show that 'no build' and '6+2T' options got some votes. 
  
All in all, he felt the report and data were useful.  He just felt compelled to call and communicate his concerns 
about this graphic in particular. 
  
I shared that I would pass this on to the team and we were considering some revisions already.  This would be 
helpful and useful to us. 

From:    Jennifer Burdick
To:    Broadway
Date:    8/1/2014 1:34 PM
Caller:    Bob Kaye
Company:   attendee at 7/17 Task Force meeting
Phone:    (private)
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Broadway ‐ FW: Jarrett Walker 

  
Hi, Jenn, 
I'm forwarding my email correspondence from Camille Kershner, who has attended numerous CTF 
meetings and participated in CTA at our meeting on 7/17.  Please add this to the Public Input Report. 
 Camille has transcribed the Jarrett Walker talk, plus added her own notes for us to see.  Thank you. 
Mary 
 

Mary Durham-Pflibsen 
 
 
 

From: c  
To:   
Subject: RE: Jarrett Walker 
Date: Tue, 22 Jul 2014 13:43:41 ‐0700 
 
 if it's easier to have all the info on one document, the youtube link is here also :] 
 
 
~camille kershner 

 
 

_________________________"be the change you wish to see in the world..." ‐Gandhi 
 
  

From:   
To:   
Subject: RE: Jarrett walker's Tucson transit talk‐ with quote 
Date: Tue, 22 Jul 2014 11:26:06 ‐0700 
 
 
 
hi mary, glad you find it useful‐ they are my personal notes, and you are quite welcome to share 
them with anyone you like‐ especially the project team/public input report and CFT!  I hope 
everyone else is able to get some valuable information from this event as well. (forgot to add this 
excellent quote :] ) 

From:    Mary Durham‐Pflibsen 
To:    "jennifer.burdick@tucsonaz.gov" <jennifer.burdick@tucsonaz.gov>
Date:    7/23/2014 9:28 PM
Subject:    FW: Jarrett Walker
Attachments:   jarrett walker.doc
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 “A developed country is not a place where the poor have cars. It’s where the rich use public 
transportation.” ‐‐ Gustavo Petro (mayor of Bogotá) 
 

 

 
_________________________"be the change you wish to see in the world..." ‐Gandhi 
 
  

From:
 

Subject: RE: Jarrett walker's Tucson transit talk 
Date: Tue, 22 Jul 2014 09:40:40 ‐0600 
 
Hi, Camille, 
Thank you for this info.  It's very helpful, and I appreciate your included notes.  Would you like me to 
forward this communication to the Project Team for inclusion in the public input report and sharing 
with the  rest of the CTF, or would you prefer I use it myself?  
Mary 
 

Mary Durham-Pflibsen 
 

From:   
To:   
Subject: Jarrett walker's Tucson transit talk 
Date: Mon, 21 Jul 2014 10:37:27 ‐0700 
 
 my notes are included, if you'd rather get the info that way!  the drachman institute (UA) will be 
posting a link on their website as well. 
(p. 1‐8 is bullet‐point notes of his presentation, p. 9‐21 is a transcript of the q/a)   
http://www.youtube.com/watch?v=8MoD4c9WGoQ 
 
~camille kershner 

 
_________________________"be the change you wish to see in the world..." ‐Gandhi 
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 “A developed country is not a place where the poor have cars. It’s where the rich use public 
transportation.” -- Gustavo Petro (mayor of Bogotá) 
 
 tucson talks transit with jarrett walker- 11 july 2014 (notes- by camille kershner) 
http://www.youtube.com/watch?v=8MoD4c9WGoQ 
 
-interesting to look at [historical transit maps] because you see some of the ways in which transit has 
actually gone in circles (appear, disappear, reinvention...) 
 
-abundant access- public transit as an instrument of freedom 
(working title- focus on ideas of the basic sensations of liberty and a free society) 
 -important about what cities do (fostering of a certain kind of liberty) 
 -how transit actually makes that possible 
 
-if transit were the logical choice 
 -affordability 
 -value of travel time 
 -safety 
 -other hassles of driving 
 
-a number of reasons to use transit emerge as things are changing 
 -everything is changing out there  
 -there is no status quo 
 (voters think every day is a choice between the status quo and some kind of change) 
 -the status quo IS changing very rapidly (VMT inflection point) 
  -overall vehicle-miles traveled (overall quantity of driving in the u.s.) since WWII has  
  been increasing, dramatic shift in 2006  
  -fundamental threshold crossed- role of driving, cars in the u.s. changed 
   (can no longer say we “need more highways because there’s more driving”) 
   -may be able to say locally, but no longer a matter of national policy 
    -growth in driving has stopped 
 -something about urbanization itself  
  (more people choosing to live in places where they don’t need to drive) 
-important place to start in thinking about transit- understand all of the reasons that many people 
 already have for not wanting to drive 
 -help get past the idea that transit has to do all the work of enticing everyone 
  -enormous numbers of people don’t need enticing, just need a basic usefulness 
   - already ready, hate driving, want alternatives 
-why?  affordability- we may be actually moving into a society where we aren’t all always doing better 

http://www.youtube.com/watch?v=8MoD4c9WGoQ
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 than our parents did (could in many ways be a good thing- frugality makes us more aware of 
 efficiency, ways to create a quality of life)

 
-technology- (extraordinary liberty) -now we have this expectation/opportunity to be in connection with 
 things and to interact with people and work on relationships/businesses 
 -can do it (use devices) on transit- can’t do it while driving (dead time in your day) 
  -statistics about distracted driving  
 (very dangerous- other than listening to the radio, conversating w/ front-seat passenger) 
  -more than just taking eyes off the road, taking your mind off the road is the danger 
(personal anecdote- want to be able to go somewhere w/ a friend w/out feeling like their life is in your 
 hands- not a “relaxing” prospect to have the capacity to kill all of one’s traveling companions) 
-convergence with popularity of places where not driving is an important part of how everything works 
 
(slide- “the market wants transit-friendly places”) 
-driving is less popular 
 -age at first driver’s license continues to rise (slowly rising- now 19 
  -research-enough urbanization- young people/adolescents living in places where they 
don’t need cars as badly, and even when they have the option to drive, would rather be using their 
smartphone instead- just less interested 
 -wanting continuous connection 
 -concerns- environment 
  -distracted driving 
 -multimodal cities (different things going on around you, and different things are close) 
  -diversity 
  -proximity 
  -opportunity 
  -serendipity 
 -losing the car- key to affordability 
  -especially relating to low-income  
(not as a class- as people on various points on the income spectrum, and hopefully moving along it) 
   -buy a car or save for college?  which is better? 
 
-generalization about Millenials- 
 -have to remind people that their adult children are not “just like them” only younger 
 
-challenge binary thinking:  (utilize lit students!) 
 -choice rider- “make him leave the car in the driveway” 
 -dependent/captive rider- “has to use transit no matter no matter how bad it is” 
-the structure of how we use language gives a perpetual illusion of things being divided into two groups 
 -ex- “tall” (not a category of “tall” people, only “taller”) 

http://www.youtube.com/watch?v=8MoD4c9WGoQ
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 -likewise, not a category of “low-income” people 
  -people in various situations along a spectrum of incomes 
 -easy to use category words and to think we are talking about a group of people that are more  
  or less like each other, in that category   
(elected officials- part of how you organize your basic sense of what a constituency is and who seems to 
 want what) 
-wrong!  -whenever we’re invited to divide things into two, usually there’s actually a spectrum of 
possibilities between them (we don’t properly teach linguistics for engineers! 
 -encountered in technical work- distinction between “choice” and “captive/dependent” riders- 
 -everyone makes choices in the context of their situation  
  (choice/captive- ends of a spectrum w/ everybody in the middle) 
-people are in all different situations, with different options 
 -incremental improvements can change their choice 
-already heard in this, as in other cities- implication that we need a transit system that attracts choice 
riders, and that there’s something else for those low-income riders 
 -heard suggestions that it’s somehow a problem if those two groups mix 
-honestly- encountered more in the Deep South, less on the West Coast, but does need to be confronted 
-fundamentally suburban idea that we can organize our lives so that we can only meet people like us 
 -early suburbia was able to deliver 
 -never been the proposition of urban life (cities are about encountering difference) 
-what are people choosing?  what are people who create economic value choosing?  ask Google. 
 -thought they were doing the “right” thing by building a manicured, luxurious, serene campus in  
  the soundwalled suburbs of the Bay area (jogging trails, gymnasiums, free smoothies,  
  surrounded by lots of nice, elite subdivisions)  
 -discovery- their most creative people, creating the most value for them- all wanted to live in  
  San Francisco, where they step over homeless people to get into the seedy jazz   
  nightclub where they have their best ideas 
(Google needs to spend a fortune on express buses to run their geeks 35 miles between where they 
 thought they would live and where they insist on living- so important to those people to be 
 confronted with diversity every day, including diversity of income) 
-this idea that separation and isolation is the key to any sort of economic success  
 -simply not the proposition of the city, not what the market is moving toward now 
 
-spectrum of choice/captive- changes our notions of what we’re trying to do w/ transit 
 -notion of “two boxes” as categories- heard from both ends (wealthy and low-income) 
 -reality of a spectrum- everybody’s situation is different 
  -that difference is important to transit- transit succeeds in the middle of this spectrum 
   - elite people might never right a bus- doesn’t matter, so few in the top 1% 
   (can have a sustainable utopia w/ them driving their BMW) ex- Germany 
 -successful transit- about the middle 80% 

http://www.youtube.com/watch?v=8MoD4c9WGoQ
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  -succeeds among the people who are comfortable with that diversity 
   -successful people sitting next to the guy washing dishes in their   
   favorite restaurant (not a problem, it’s part of what you expect in a big city) 
  
-next generation owning fewer cars- choice or captive? 
 -desire to sort people out socioeconomically- the death of transit 
  -especially if designed around specific classes 
 
-way we think about technologies- conversations about what rail, and different technologies, actually 
means, and what it means to get excited about a particular technology 
 -“am I a streetcar person?”  (because I get on a streetcar- assumption) 
  (possibility- not interested, but it’s going where I’m going) 
  -may care more about speed, frequency, reliability 
 
-abundant access- (map:  by Convail- would like to see attached to every real estate listing everywhere) 
 -blobs (isochrones)- how far/where you can get with transit + walking in a given amount of time 
(travel time- turned inside out!  includes waiting time- overwhelms-frequency often matters over speed) 
  -blue (:15)- errands, go to lunch, spontaneous 
  -green (:30)- most people willing to commute (commuteshed) 
  -pink (:45)- once or twice/week trips 
 -enables people to take responsibility for the consequences of their own location choice 
 -presents what transportation services do in a different way than we usually talk about them 
  -usually- ridership predictions 
   -development outcomes 
   (still haven’t yet talked about- actually why anyone would ride it) 
   -single service outcome- speed (in vehicle-travel time) 
  (only useful if it’s going, and it’s going where you’re going, and you want to go there) 
 
-new way to think about what we might be trying to do w/ transit 
 -what if we were trying to grow these blobs?  
  -expand the area that people can get to readily in a reasonable amount of time 
   -for the most people overall 
  -start asking what percentage of the city’s “x” can I get to in 15 or 30 minutes? 
   -no longer talking about transportation- talking about the essence of our liberty 
    -how much of the city is available to me? 
   -the reason you live in Tucson (not Ajo) is what’s going on- options and choices 
    -live in a place where there is stuff happening 
     - can’t get to that stuff -> may as well be in a rural village 
  -freedom as an urban resident- has so much to do w/ the city being available 
 

http://www.youtube.com/watch?v=8MoD4c9WGoQ


tucson talks transit with jarrett walker- 11 july 2014 (notes- by camille kershner) Page 5 of 22 
http://www.youtube.com/watch?v=8MoD4c9WGoQ  
 

-abundant access- as many people as possible-  
 -able to reach as many destinations as possible- as quickly as possible (transportation planning) 
  -so that they have as many real choices and opportunities as possible in their lives  
  (therefore- free, as defined for an urban resident- access to your city is freedom ) 
 
-total abundant access is multimodal (no general disapproval for suburban/rural car dependence) 
 -reality- where you live overwhelmingly determines what transportation seems logical to you 
  -everybody believes in what they’ve learned from their own experience  
   (others’ experiences- not “wrong”) 
 -need to talk in a way that doesn’t imply that everybody should be on transit 
  -to achieve high ridership- (design purely high ridership transit network) 
   -smaller in geographic area than current (Tucson) network 
   -current transit system goes to many places where high ridership is not a  
    possible outcome (land-use pattern too unfriendly) 
 (transit can’t be equitable in a “library” sense)  -ridership- generated by high frequency service  
  -serving patterns of density, walkability, contiguity, linearity 
  -need to choose its market, focus on where it can succeed 
 -transit success unavoidably connected to an urban lifestyle 
  -choice more relevant to some neighborhoods than others 
 
-(technology- matters around the extremes)- abundant access= 
 -walking (and sometimes cycling) + a network of routes/lines designed to optimize: 
 -frequency -span -connections -speed -reliability -capacity 
(book- talks about how these variables fit together to create largest possible blobs for the most people) 
 -driverless rapid transit- very efficient delivery of frequency and span  
  (cost of transit- otherwise driven by cost of labor) 
 -rail- needs high number of passengers per driver  
  (if employees are on-vehicle, that cost is the dominant cost of operating transit) 
  -smaller buses not cheaper than larger- cost of the driver is the real determinant 
   (can’t chop a large bus in half to make 2 smaller buses) 
  -carry 300 people/driver (Swiss tram) or 1,000 (Bart- SF Bay)- definitely need rail 
  -common associations- speed and reliability (nothing to do w/ rails vs. tires) 
 -in transit- speed and reliability are about:  
  -how long you spend stopped  
  -what can get in your way 
-enough experience (logic)- buses and rail vehicles can all go as fast as it’s safe to go in an urban setting 
 -speed- determined by the delay they encounter along the way 
  (exclusive lane- not so much delay, non-exclusive lane [mixed traffic]- more delays) 
  -bus/rail distinction- streetcar critique (mixed traffic) 
   -increased reliability if you can maneuver around obstacles that arise  

http://www.youtube.com/watch?v=8MoD4c9WGoQ
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   (bus- advantage in that environment) 
-frequency- (to some extent, span-duration, how long it runs) 
  -invisible (of the 6 factors that makes transit succeed) 
 -particular problem- only transit people understand  
  -incredibly fundamental but hard to talk about 
  (can’t take a picture, mapable- only by intention) 
 -reality- need to build consensus among people who are themselves mostly motorists 
  -[everyone’s] sense of how things work- conditioned by how they get around 
 -a gate that only opens once an hour (frequency- imagination exercise for non-users) 
  -waiting, low-frequency service  
   (lines on a map- don’t impart clarity to understanding the network) 
   -without frequency, don’t know if it is a network 
    -routes need to work together  (first step) 
 -focus- not on rich/poor, any other demographic- class of “people in a hurry” 
  -unifying across the income spectrum 
 (low-income- busy with part-time jobs, evening classes, daycare) 
  -many little trips around the whole day- hard  
   -viable, frequent transit makes all the difference 
    -people locate along those lines in response to frequent service 
-good housing policies- encourages affordable housing, senior facilities, etc. on frequent network 
 -don’t create problems (senior mobile home park at the end of a rural road- too far, not enough) 
 
-world-class frequency map:  Washington, D.C. 
 (used to be color-coded according to if a Maryland or Virginia route, or stayed in D.C.) 
 -most important distinction?  I can see that-  what can it tell me that I don’t know 
  -is it coming any time soon?  is it useful? 
 (black lines- subway system, red lines- frequent buses) 
  -can see if it hooks together- opportunities to connect within it 
 
(drew Tucson high frequency map- not asked to, but if not done for a new city, can’t tell anything) 
 [applause] -what does this map say?  -transit interested in being useful to people in a hurry 
(buses on streets, bus shelters, hot, have to walk- still there, but enough people in the middle with a 
reason to want to try transit if we show them where transit can be useful) 
 -can also see connections (how easy it is to connect in that network) 
  (Tucson’s a lot smaller than D.C.- let’s start w/ celebrating what’s working here!) 
 -with Alvernon and the N/S 16 and 3 big E/W corridors, beginnings of a high-frequency grid 
 -frequent routes going each way, one transfer can get almost anywhere from almost anywhere 
  -rudiments- success of Alvernon corridor (doesn’t go downtown) 1st step to a citywide  
  frequent network that still converges on downtown but also has strong grid element 
   -good design- marries those 2 impulses 

http://www.youtube.com/watch?v=8MoD4c9WGoQ
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 -only after drawing this map do people start asking for more frequent network 
  (have to show them what they want before they ask you for it) 
 -problem- only showing the public maps of where some transit route goes 
  -makes them all look equally important 
  (comments like- drive further out to me, to these 4 mobile homes) 
   -I’m at the UA and want to go out 22nd, what do I do?  -gap @ Campbell 
  -bigger deal than introducing new corridor- frequent, incomplete  corridor  
   (buses and rail- working together) 
-“but I simply wouldn’t ride a bus.” 
 -is your dislike of buses worth shrinking the range of your freedom? 
-problem- not all judgments made on purely aesthetic terms (architects, etc. -their space imagines so) 
 -assumption- choice of transit determined by that tradeoff as most important 
 -ex- CEO of Alaska Airlines- future all about rail?  
  (response- your business is all about the A380?  big planes, not regional jets) 
  -like buses, they have an important purpose 
  
-be prepared to challenge assumptions 
 -“rail is permanent, buses are flexible” (senses in which each are true and false) 
  -ex- 100 years ago, lots of streetcars- most disappeared 
   -mostly bus lines still running there  
  -permanent market -> service was permanent, and continues to be 
   -real permanence lies in the permanence of the market 
  -concerned about a bus route?  ask about productivity- high-performing, won’t change 
   -low-performing, more likely to 
  -ultimately- streetcar is a manifestation of a particularly high-performing corridor 
 -“there are bus people, and then there are rail people” 
  -very much like saying that there are “choice” and “captive” riders 
 -claim- “buses don’t stimulate development, but rail does” 
  -large-number concept of what “stimulating development” means 
-frequent network map- people making logical choices when they move, if they care about frequency 
 -especially low-income people -not people w/out choices, they are making choices in the  
  context of a different set of conditions  
  (impactful choices- when we treat them as dependent, without choices,  
   we fail to see the incredible opportunity)   [applause] 
-someone waiting in a bus shelter in a situation you think you wouldn’t be willing to- 2 ways to react 
 -“oh, that poor person having to use the bus” 
 -“oh, that pioneer of our future transit system” 
[applause] -the thing about that spectrum- people who have a stronger disincentive to driving  
  (income is a good reason to want to not drive) are going to try it first 
   -not all down in a box stuck there, all along the spectrum 

http://www.youtube.com/watch?v=8MoD4c9WGoQ
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  -attractiveness of transit will grow toward the point where it’s useful to you, wherever  
  you are (because- as more people use it, it gets better- positive feedback loop) 
 -more people in somewhat more fortunate situations use it -> you find it useful 
-low-income people pioneered and drove that vector to the point where transit can be useful to you 
-be careful (BRU) about the notion of just sticking up for yourselves, based on your needs 
 -you need respect as leaders 
 -show a useful bus system- people locate in response to it, creates the real estate market 
 -buses may not stimulate high-end development, maybe more likely affordable apartments 
  -an important part of the economy 
-when your inner city does take off (ex- Portland) -all kinds of redevelopment on frequent bus lines 
 -all kinds of development policies (now, high-end, permit lower levels of parking because on  
  frequent bus line that lots of people will use) 
-everything that gets built on a high-frequency line is transit-oriented development (not just rail!) 
 -service, mobility, access- freedom- part of the proposition of living in that place 
 
-successful rail projects (emphasize needs/issues) 
 -makes sense for corridors with very strong endpoints 
  -feature- have to get off at the end of a rail line  
   (not true of BRT corridors- bus can keep going off the end of the infrastructure) 
 -[our] starter streetcar makes a lot of good sense  
(connects two really big dots- lots of people going to both ends of the line, everywhere in between) 
 -east across the grid- different situation  
  (markets gradually peter out- not a single, strong destination to focus on) 
 -succeeds in the context of a robust, frequent (bus) network 
-Portland’s first light rail line- preceded by (4-years prior, in anticipation) urban high-frequency grid of 
buses, developed bus line that did what rail would then do, let the bus line build the market toward the 
rail line (need intersecting bus services to bring people to the rail stations) 
 -rail often grows out of successful bus lines 
  -if you want to see rail in a corridor, BRT isn’t the end of the world to start [applause] 
 
“Western cultures are prone to ‘eat the wrapper and throw away the food.”   
 -Alan Watts, The Wisdom of Insecurity 
 -the thing I want is completely concealed by symbols of the thing I want 
  -I can only chose among the symbols, because I can’t see the thing I want 
  (many cases, the thing I want is concealed by a photograph of the thing I want) 
-we are a symbol-loving culture -spend every day bombarded by symbolic representations of our 
desires, symbols of the thing we want, and we are sold those symbols 
 -symbols of prosperity, success, sex, of whatever we want, freedom  
  -ex-effective symbols of freedom- in certain circumstances, good providers of freedom  
   -in other circumstances, they are not 

http://www.youtube.com/watch?v=8MoD4c9WGoQ
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-the vehicle, the technology- is the “wrap” 
-the freedom to access your city- is the “food” 
[applause] 
 
 

http://www.youtube.com/watch?v=8MoD4c9WGoQ
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jarrett walker- tucson transit talk- Q/A session 
 
-Q- (re:  isochrones)  “The choices that people are making about frequency, that makes complete sense.  
What about price?” 
 
-A- “Let’s start with the understanding that in the larger scheme of pricing, the game is completely 
rigged.  Transit agencies are not profitable, but then, neither is road construction and maintenance.  And 
so anyone who is expecting transit to focus primarily on revenue outcomes is expecting somebody to act 
like a business when they are competing with an entirely socialist enterprise, namely, the way we build 
and manage roads, by and large.  And so, this is pretty well-documented and well understood.  And our 
friends in the car lobby will say, ‘But we have our gas tax, we pay for all that.’  No, at best you pay for 
what are only the most direct costs, you never pay for your indirect costs, you never pay for your 
contribution for air pollution or climate change or you never pay for the true market value of the 
hundred-square feet of expensive real estate that you take up every time that you park your car for 
“free.”  When you take transit to the mall, the price of the things you buy includes the cost of the free 
parking for everybody who drove.  So let’s not even pretend that there’s any sort of fairness to that.  
Nevertheless, transit has to generate some revenue from its riders, and so let me raise this about fare.  
Because it’s one of the most difficult issues when we’re thinking about this income spectrum.  Because 
what we tend to hear from our low-income riders, and our low-income advocates, is that the most 
important thing is the fare.  Whatever you do, don’t raise the fare.  Well as long as we’re in a world 
where the fare we charge affects the quality of the service that we can provide, never raising the fare is 
a real limitation on the ability to ever improve the service.  And that tends to mean an extremely low 
fare transit system tends not to be able to improve in the ways that broaden its constituencies so that 
more and more people care about it. 
And in my experience, the worst possible thing for a low-income person is to be on a transit system that 
only low-income people ride.  Because not enough people will care about that system.  And so we have 
to be able to raise fares.  We have to be able to do that in order to grow the market.  And let me tell you 
how the British and Australians do this.  There are lots of things about them that are not to be envied, 
but this is one.   Their idea is that transit agencies should run transit systems, and that redistributionist 
policies, or policies that are fundamentally about putting a layer of support under low-income people 
are the responsibility of the Health and Human Services department.  And what that means is that the 
transit agency sets the fares, and the social service agencies provide fare subsidies to low-income people 
based on their needs.   This is beautiful, because then you’re no longer trying to achieve, to solve the 
problem of income inequality out of the transit agency’s budget, which is really a lot to ask a transit 
agency to do, you know?  They’re trying to run a transit system.   
And so unfortunately, we’re coming out of a history where in most meetings of government agencies, 
when they get together, the transit agency is the most unimportant person in the room.  And when you 
get a bunch of power figures--I’ve been in this room, many times--if you get a bunch of figures together 
around a table, representing different agencies, they will all agree that the most unimportant agency in 
the room should solve everyone else’s problems on their budget.  That’s always how that works.  And 
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so, the transit agency has this tiny budget, is trying to run a transit system; it is also expected to 
somehow meet the social justice needs of low-income people out of that budget.  That is a colossal task 
to ask the transit agency to do.  And it ultimately--and that does tend to have to be rethought, how we 
think about why we provide discounts to low-income people in whatever ways that we do.  But if you 
expect the fare to be frozen forever, we’re not going to be able to grow things, and we’re not going to 
be able to grow services in the way that bring more people on them, and therefore, this is the important 
thing for low-income people, make more people care.  And so therefore generate more support, and so 
transit continues to grow.  That, in my experience, is the problem.” 
 
-Q- “We’ve been told that when discussing transit nodes, the average person will walk about a quarter 
of a mile.  I happen to live at Alvernon and Broadway, and I’ll walk much further.  I’ll walk to the grocery 
store, all around.  What’s the--how important is looking at that?  Is that fast and true, in terms of 
ridership and getting to these nodes?  Is there ways to expand that?” 
 
-A- “You know, the things about these isochrones, is that they actually--when you start looking at it this 
way, and you imagine that what people really want is simply to be able to get to as many interesting 
places as possible as quickly as  possible, maybe the answer to that question is, ‘People will walk as far 
as it’s logical to walk in order to do that.’  In other words, you start thinking about it this way and you 
don’t need a maximum guideline.  You don’t need to have--I don’t think there is an answer to the 
question of, ‘How far will people walk?’ because I don’t think people frame the question that way.   
So the first thing we observe in response to that question is, yes, lots of people are comfortable walking 
about a quarter-mile to transit, but if the transit is more useful, if it’s rapid transit, if it’s BRT or light rail 
or whatever, if it’s fast and reliable, people walk further to it.  That’s just because the more useful a 
service is, the further it is logical to walk to it, in the context of what is still overall your fastest trip. 
This will happen sometimes, and a good trip planner will tell you to do this.  You can tell it, “I don’t walk 
more than two blocks,” and it will take your [screen?] and shrink your blocks.  But if you’re willing, want 
a maximum range of destinations, the answer is often to walk quite a long distance to a really good 
service.  In fact, you may actually live on an infrequent line and if you want to actually get where you’re 
going, the answer is frequently to ignore that line and walk some distance over to the frequent line.  A 
good trip planner will tell you that that’s actually the rational thing to do. 
So I’m opposed to all those kinds of guidelines and rules of thumb if what they’re doing is obscuring the 
notion that maybe people are just doing what’s logical.  And while lots of people have lectured me over 
the years about how irrational people are, and it’s not like I don’t know that, fundamentally we are, in 
the presence of good information, which is the thing we have mostly been lacking, capable of making 
reasonably clear decisions about what’s best way to [do things?]. 
Oh, and in case anyone is thinking, “But, it’s hot in Tucson,” January, I was in Edmonton, we had the 
same conversation about Edmonton in January, I hear this everywhere.  Human beings are incredibly 
resilient.  They put up with, on practice, with all kinds of things that they think they would not put up 
with.  And fundamentally, when we study walking distance across different climates, the climate matters 
remarkably little.  Because people have adapted to wherever they are, and you live in Edmonton, 
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walking in negative twenty and a meter of snow is a normal part of life. 
 
-Q- “Hi.  Could you put the Tucson map that you created?  A little while ago, we went through the 
process of determining a plan, and I took part as a volunteer, and in fact, looking at the corridors, the 
Broadway and the Speedway were something that we talked about.  But what you haven’t talked about 
is to increase that, especially those two, how do we achieve, especially in terms of City Council and 
major decisions?  I’m a city planner [?], I know, this was the City of Tucson, but we have a tendency to 
keep the same type of segregated uses, as you said, suburbia, on Broadway and on Speedway, 
outrageously underutilized.  Perfect places for a lot of residential, two, three stories, just the perfect 
place there are enough buses.  But what we see is the same thing over and over again.  But not only 
that, bad aesthetics.  I’m a planner, right, I like nice aesthetics, but I can tell you there is a location on 
Broadway right now where a pad was created that the frontage, as you drive through, you’re looking at 
an exit, emergency door.  So we keep doing the same thing, so how would you address just thinking a 
little bit more, “Okay, these are great potentially high-transit, could hook up a lot more lines, but how 
do we approach changing the way we look at development along those corridors that are already 
serviced?” 
 
-A- “Yeah, let me grab a couple things with that.  A lot of us here probably are people that love the inner 
city, we love the vibe of places like Fourth on Fourth, we love the vibe of the historic city, and so on.  
But, and you know, for a lot of us, those big, long corridors going out to the east sort of aren’t really the 
places we would hang out all the time.  But it’s very important to understand that the people who are in 
that income, the ranges of that income spectrum from where transit can be transformative to them are 
living in those landscapes.  This is called the “suburbanization of poverty.”  And there’s an enormous 
challenge of providing the opportunities for people to live closer in.  But meanwhile, we have to think 
about those streets realistically.  And I’m glad you framed the question in terms of aesthetics.  Because 
my architect friends look at a street like Broadway or Speedway, and they tell you there’s that thing 
called the “sprawl repair manual” that you use then, right?  And it will tell you, “Okay, you take this strip 
mall and you put townhouses and an apartment tower over here, organize the retail like that.”  But long 
before you’re going to do that, there’s a couple of--I mean, the sprawl repair manual will also tell you 
that when you have large, low-density lots with big mansions on them, you should just build a row of 
townhouses in each backyard.  So there are some things in it that are not all that practical in my opinion, 
in my experience. 
So it is true--but let’s look at the street like Speedway or out of Broadway, let’s look at that classic 
suburban sprawl boulevard and notice what does work.  What does work is that there is a rhythm to it.  
There’s a major intersection every half-mile, maybe, something like that.  That’s also a really good 
rhythm for rapid transit, to stop about that often, or ideally, a little more.  And existing commercial 
tends to be clustered around those nodes, around the big intersections, which are also the grid transfer 
points.  You actually have a very good geography for rapid transit.  The pedestrian environment is 
appalling.  [laughter, applause, cheer]  But fixing the pedestrian environment is a way easier problem 
than fixing the urban structure.  It’s frosting compared to fixing the urban structure.  The urban 
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structure is very favorable.  The urban structure is you’ve got these easily redevelopable commercial 
parcels on four corners, fronting right where you’re going to have a station.  Okay?  You’re not going to 
have to redevelop very much residential, you can do it almost all by redeveloping the commercial 
parcels, which are easier to redevelop because nobody lives there and commercial owners are much 
more willing to sell at the right price.  And so that’s actually a remarkably easy problem in the scheme of 
things. 
And obviously you do need to have your zoning and land use controls brought into conformance with, 
and valuing, frequent transit the way we have in Portland.  And so in Portland, if you’re going to build a 
three-story building and you build it on a frequent transit line, we’ll require less parking, in some cases, 
almost no parking, that will make the building cheaper, that will make the building more affordable.  
Okay?  That’s how that works.  So and then the frequent network starts driving development.  One of 
the ways it starts driving development is through city interventions on things like lowering the parking 
ratios.  Okay?  Some cases, eliminating them.  Some cases, we have parking maximums, you can’t build 
more parking space.  And certainly, we permit something that is identified as affordable housing, that is 
meant to be affordable, with very low parking ratios, because we expect and want low-income, the 
whole point is that we’re giving low-income people an opportunity to spend their money on something 
other than cars.  Okay?  That’s the whole point of that.  And there’s a lot of--in the planning, I can 
introduce you to Portland city planners and you talk about the specific ways that that’s done, but we’ve 
had a lot of success with that.  And that’s really how it begins. 
But I do want you to be aware that the ugly suburban arterial can evolve.  But another important thing 
about it is, it can eventually evolve to sort of beautiful new urbanist townhouses or retail at each one of 
those corners, but the most important thing is, we’ve got to provide a safe and humane  environment 
for the people who are already out there, having to live out there, and needing to get to transit.  And 
that’s why this idea of--one of the things I advocate is, on those boulevards, a safe place to cross the 
street every quarter-mile.  [applause]  A safe place to cross the street every quarter-mile, which is about 
the ideal spacing for local bus stop service, because one of the things I’m constantly telling transit 
agencies is, “You know, there’s nowhere to cross the street for half a mile here.  But you put a bus stop 
here and an opposing bus stop over here, but you can’t make a round trip unless you get to the stops on 
both sides of the street, right?  You’re going to leave from here and arrive back there.  What is this?  
What is this accomplishing?  If you can’t cross the street safely, it’s not really a bus stop.   
So I want to say, I drove out Speedway last night, my, it went on and on and on, [laughter] but I did 
finally get to the mountain for an evening hike and I have to say, I’m really impressed with how many 
crosswalks there are on Speedway.  It really jumped out at me.  And that’s an interesting example, 
because it’s not beautiful, but it’s functional.  And for a lot of people, functional makes all the difference.  
Functional and safe makes all the difference.  So the aesthetics are great, I want things to be beautiful, 
but even more than that, I want things to be functional because I see how overwhelmingly people 
respond to something that is just functional itself.  And those Speedway crosswalks are the best 
example.” 
 
-Q-  “What are elements of successful strategies that you’ve seen throughout the nation, maybe even in 
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Portland?” 
 
-A-  “Yeah.  Um, transit is being funded a lot of different ways.  And one of the most interesting debates 
right now is level of government where funding should be.  Should there be an Arizona-wide state 
transit source, like California has, that goes out to every county whether they want it or not?  What 
kinds of sources should the funding come from?  I think that we are working--but here’s a couple of 
interesting things that are happening.  And let me start by giving you my simplest answer to the 
question that, “Who pays?”  The answer to the question that, “Who pays?” is, “Who cares?”  
Fundamentally, the support, the financial support is going to have to come from whoever cares about it, 
and from whichever level of government cares about it.  That’s why one of the things that’s happening 
in the business, in the industry, that’s very interesting now, is that the familiar giant regional transit 
agency that we know in a lot of big cities is starting to hit a crisis, in many different places.  And the crisis 
it’s hitting is manifested every time you take a region-wide vote on transit and what you get back is a 
density map.  What you get back is a map of residential density.  And it’s really obvious that the core city 
has an absolutely urgent commitment to transit, sees transit as an existential need, and that’s 
completely understandable if you live in the core city.  Just as it is completely understandable if you live 
15 miles east of here, it doesn’t seem like that to you.  It is just as completely understandable that 
everybody is voting based on their own experience.  And based on the relevance it seems to have to 
them.  You can’t expect anybody to do anything else. 
So the interesting question that’s coming down the line is, maybe although all the transit needs to be 
regionally coordinated, maybe the arrangement you have now here where a lot of control lies with the 
City of Tucson, is actually a pretty good arrangement.  And maybe also, we need more tools for voters 
over the small area where they really care and where they will really benefit.  As this idea of the 
streetcar [formed?].  Voters over the area where they really care and will really benefit, being allowed to 
vote on something and make it really happen and tax themselves to do it.  Now, one of the odd things 
that confuses me is that in a number of red states, conservatives who claim to want small government 
tend not to want to give local government the power to do things.  They tend to want to keep it at the--
and that doesn’t strike me as a conservative idea at all, that doesn’t make any sense to me in the 
context of what I thought conservatism was.  But I think that’s an important fight. 
There are several crisis signs and situations happening right now.  There’s an extraordinary drama 
playing out in Seattle, where an incredibly transit-dependent city, very much like San Francisco, 
surrounded by a whole lot of suburbia which cares about transit a lot less, is in the minority in its big 
regional county where these decisions are made, gets routinely outvoted, routinely gets underserved, 
routinely gets talked down to and patronized.  And yet, the only reason there’s any transit in the county 
at all is that any time there’s a countywide measure, Seattle votes overwhelmingly “yes” and gets the 
whole regional map and measure over the line, and Seattle is starting to say, “You know, we’re kinda 
tired of this.” 
And so you’re up again a lot.  We need to start being able to really do what we need to do for ourselves, 
but use it--with the support of our voters who actually support this.  So I don’t know where that’s going, 
but I do think this idea that it all has to be controlled up there, or even the idea that it has to be regional, 
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is becoming more and more--is, I think, inevitably going to be challenged.  We are heading into an era of 
municipal renaissance.  Pick up a wonderful book by the sociologist Benjamin Barber, called, If Mayors 
Ruled the World.  The subtitle he wanted is, “Why They Should and How They Already Do.”  And he is 
talking about a future in which cities are so fundamental to how the global economy works, that cities 
have to be able to govern themselves, and have to be able to control those levers with their own voters.  
That’s the strongest opinion about that.” 
 
-Q-  We actually have two very specific examples in this city that illustrate this tension between the 
region and the city.  Several years ago, the City of Tucson approved a widening of the Grant Road 
corridor, increasing the car lane capacity by 40% when traffic counts in the last 10 years have showed a 
decline in traffic count, somewhat corresponded to your VMT inflection point.  So we’re getting 20% 
reduced traffic counts in a corridor where we’re expanding by 40%.  We live in an era where, despite 
your “wrapper” analogy, we can’t do the other modes because there’s no resources left after we’re 
excessively expanding our roadways.  Right now, and I want to ask you what you would tell our local 
officials, because that’s really where the rubber hits the road.  Many of us in this room are transit 
activists, there’s very few elected officials here today, and we’ve heard the best practices, we’ve heard 
these lectures for the last 10 years, but we’re not getting anything done.  Right now, we’ve got a major 
corridor project second only to the Grant Road one, where the regional plan was to enlargen a four-lane 
road to eight lanes, where there is no rationality to do such a thing.  And if we do that, that will preclude 
investment in the kinds of modes of mobility that will make our community resilient going forward.  So 
what are you going to leave this town with, in terms of a message to elected officials, to make a 
difference?  Because we don’t see a difference being made, and we are wasting precious resources, 
we’re not even looking at where the oil market is going in the next 10 and 20 years, which is going to 
make what you’ve illustrated even more pronounced because we simply, as a civilization, are not going 
to be able to afford a car-based transportation system.  So please, give me your best advice to elected 
officials so that you can help us, the activists, who have been trying to change the picture in this 
community for 20 years.” 
 
-A-  “Yeah.  Let me start by forgiving ourselves for why this is hard.  Let’s forgive ourselves for why this 
has been hard.  This has been hard because we have been designing cities for the car for so long, that 
the car seems, so understandably, for most people in most of their situations in most of the places 
where they live, the car seems inseparable from liberty.  From the sensation of liberty for themselves, 
not to mention opportunity.  And so people--it is understandable that people feel that strong 
attachment and there’s that expectation.  I think that what I say to elected officials about this is, first of 
all, let’s be aware that--let’s push back against the professional manuals.  Let’s push back against--let’s 
notice the way that the case for why, you know, Broadway has to be eight lanes, or whatever, comes out 
of methodologies that assume that the future is like the past.  And then show them the VMT inflection 
chart; the future is not like the past.  The future is not like the past.  If you are planning for the past, if 
you are even planning for the present, you are failing to plan for the future.  And that is economically 
ruinous.  Make the conservative argument, which is that highway widening is bad for the economy.  
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Because ultimately, it is preventing the emergence of the kind of city that will make valuable economic 
drivers want to locate here.  That’s really the fundamental.   Make the conservative argument.” 
 
-Q-  “I want to ask, so particularly on Broadway, the community’s in a very involved planning process 
and looking at a variety of transit options and we’re hopeful for, and some of the ideas that we’re 
talking about, and my question is about, is how soon can we jump to some of those things or is it better 
to piecemeal it along?  So bus rapid transit is an option, down the road, some rail thing if that’s 
warranted, but there’s some talk of maybe just improving bus stops and some piecemeal improvements 
and then “growing” into bus rapid transit.  Do you see that as successful, or do you see it as better to 
commit that dedicated space right out the gate?” 
 
-A-  “I certainly think that if you have space that is in danger of disappearing that you might need, that 
it’s certainly appropriate; there’s a very preliminary kind of planning that is called “future-proofing,” 
which is basically, it’s done in all kinds of things.  It basically means, “Make the case for hanging onto the 
land.  Make the case for not foreclosing on the opportunity by building something else.”  And you 
certainly need to do that.  Let me take that back to a somewhat higher level, which is, “What should we 
do next?”  We have a COA, whatever that is, Comprehensive Operational Analysis, that stands for.  I 
know what that means, but I could give you a long lecture about why I’m suspicious about all three of 
those words.  But you have a COA, which is a bunch of well-intentioned but sort of very low-level 
technocratic kind of recommendations for moving some routes around, and also reducing the budget, 
because that was also apparently considered interesting.  My understanding is that it actually shrinks 
this map, by the way, it actually makes some of this go away?  That’s not good.  That’s not good, 
because this is the “next step”.  This is the layer below the BRT.  This is the layer that will make the BRT 
succeed, in the same way that our urban bus grid made our light rail line succeed in Portland.  How to 
get it all organized; it seems to me like it’s time for all of our kind of, for the City to do a transit visioning 
exercise.  But when I say--I wish there were a better word than “visioning,” because “visioning” makes 
people think of getting around tables with flip charts and talking about their feelings.  [laughter]  And it’s 
got to be a little more than that.   
So if you haven’t read my book, my book begins with a simple analogy of a plumber.  Say you hire a man 
to fix your plumbing.  He goes in under your sink, he does some things, he makes some noise, he does 
some things.  And then he beckons you over.  He says, “Look, look.  I could just tape all that together like 
that and it’d work for another couple years.  Or I could rip the whole assembly out and place some new 
dohickey like this, and it would cost like $700 but it would be good as new.”  And he’s asking you what 
you want; here’s the thing.  The plumber is the transit planner, the transit consultant, like me.  The 
customer is you, so, your City Council.  Visioning for transit, that actually has an effect, has to answer the 
question that arises in transit planning.  If you just get a bunch of people around a table and just ask 
them for their transit visions, and they will get together and have an earnest conversation and they will 
write up on the flip chart words like, “equitable,” “sustainable,” and “economic,” and “prosperous;” 
[scattered laughter]  try telling those words to your plumber in that situation.  [laughter]  You haven’t 
answered his question and therefore, you have had no effect on reality.  So that’s my problem with a lot 
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of visioning, right?  [applause]  You have to answer the technical questions.   
So one of the things that I do when I’m running these things is I say, “Okay, let’s get around some tables, 
but instead of having you talk about your feelings, I’m going to put a map in front of you and I’m going 
to give you some pipe cleaners and I’m going to invite you to actually start laying out some routes, 
because I want you to have the experience that the transit planner has.  I want you to have the 
experience of understanding how this tool works and what it does and what it doesn’t do, right?  And 
what trades off against what.  And then people start understanding enough about what the plumber 
does that they can start to understand what direction they need to give him, so they can actually 
produce something that is what you want.  And I find that that kind of process--well, I’ll tell you where 
this leads.  This leads to some very specific conversations, and if you read my book, Human Transit, I talk 
you through them and I talk you through why certain value questions repeatedly come up. 
One of the big ones is the tradeoff between, “Is this transit system about maximum ridership, or is this 
about coverage?”  That is, to say, a little bit of service everywhere, regardless of ridership.  It is one of 
the basic--those two things are opposites.  And so one of the basic questions--and I explain in my book 
technically why they are opposites.  And so I’ve worked with a lot of city councils to get them--I’m 
working with the Edmonton City Council on this right now, to get them to the point where they are 
ready to say, “Okay, devote this percentage--“we’ve talked to the public about this, we’ve had a 
conversation in the media about this question.  “Devote this percentage of our budget, or this 
percentage of our new plan, will be devoted to high ridership services.  We have high standards for the 
ridership, for the farebox recovery, and so on.  This portion of the budget is for predictably low ridership 
services that have nonridership purposes.”  Like Lifeline access, response to people’s needs; generally 
speaking, when we’re designing for ridership, we’re thinking like a business, we’re responding to 
demand, lots of people who need the service.  When we’re designing for coverage, we’re responding to 
severity of needs, often among very small numbers of people.  The person who stands up and tells city 
council how their life will be ruined if you take their bus route away, they’re not defending it on 
ridership grounds, they’re defending it on these other grounds that are also important to us.  So I’m 
always telling transit agencies, you know, don’t let your entire ridership be judged as--don’t let your low 
ridership services be judged as failure, that’s not what they’re for.  You know, that’s not what they’re 
trying to do.   
So that’s the kind of question and things that come up.  Once we have that conversation, we also then--
people start thinking about high frequency grids.  I mean, people figure this out for themselves, I don’t 
have to tell them.  And then we start working toward a conversation where the map does start to 
appear and get specific.  But meanwhile, we’ve also then gotten to a shared sense, or at least a broadly 
understood sense that Council can agree on, of what the point is, and what we’re trying to do, and what 
direction is contradictory; we’ve tried to quantify the balance between those things so that we have a 
very clear statement of purpose.  And my experience, you rush into a capital project without a very clear 
statement of purpose, and you end up with people being confused about why we’re doing it and you 
have different definitions of success running around, and it becomes very confusing.  Sorry.” 
 
-Q- “When you were taking about the “Milleniums” and them having different standards than we had 
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when we were growing up, one of the bullet points was the environment, and the New York Times came 
out with a revelation that the average American will have to--if we are to be equitable in how much CO2 
each person on the planet can emit, every person on the planet will have to reduce their carbon 
footprint 2/3rds, but Americans will need to reduce their carbon footprints by 9/10ths.  Could you address 
how having a viable--what is the difference for people that care about the climate and use a transit 
system versus driving a Prius?  What’s our footprint difference? 
 
-A-  “Right.  So, it’s nice if you can drive a Prius, it’s even nicer if you can drive these electric cars that are 
always being invented, that’s great.  You’re still taking up a lot of space.  And this is why high-ridership 
transit is not going to be made obsolete by Google’s driverless taxi, or any number of other--or personal 
rapid transit or really, really, really cool--or Uber-anything else, because what high-ridership transit does 
is use space incredibly efficiently, and the definition of a city is “not much space per person.”  That is 
what a city is.  The scarcity of space is what a city is.  And so, I think there’s no question that we’re 
having a national conversation that reflects the sort of, “where the average American is.”  And the 
average American is way out in the suburbs, still.  But the average American moves closer into the city 
every year.  As our cities are now--as our inner cities are now growing, and in many cases, as so many of 
our suburbs are dying.   
I don’t feel quite as much despair about how you would get to a particular climate a few decades out, 
because I am really confident in the non-linearity of our politics.  The non-linearity of our politics.  That is 
to say, I think that we are going to have a lot of inflection points where things change rapidly.  And a lot 
of that has to do with how generational shift manifests.  Suddenly, I’m sure you can think about several 
issues where, just in the last decade, something that was unthinkable became routine.  I can think of 
two of those issues, gay marriage and marijuana.  The absolute, universal consensus ten years ago is 
exactly the opposite of what we’re all pretty sure the universal consensus will be ten years from now.  
That’s really not very much time for big things to change.  And again, when you realize that people are 
acting out of their own experience.  You think about the way those things change.  You think about the 
way those things change as Millenials grow up and are just having conversations at the dinner table that 
affect their parents’ opinions.  The way that, you know, I think about gay marriage, in particular, as an 
issue that happened at the dinner table, that happened very, very much in intimate conversations 
among friends.  And I think that the raising of this kind of consciousness is going to happen in a similar 
way, which is, I will not at all be surprised if attitudes change almost as fast as they did on that issue.  
Particularly, because the other reality is that the future is extremely non-liner, and the future contains 
big surprises.  I think climate scientists will be less surprised by some of these things than the rest of us, 
but there are going to be some big shocks.  And so I think transit’s place is to be ready for that.  I don’t 
feel the need to take on, myself, the burden of thinking how we’re going to get to that kind of footprint.  
Because a lot of non-linearity in our politics is going to work in our favor.  That’s the most I can offer.” 
 
-Q-  “Well, as someone who is really rather fond of her little backyard in the ‘burbs, and was really happy 
to take the bus when she was going to school and didn’t have to be at work at 4:30 and 5:30 in the 
morning, I’m trying to imagine how we can have more mass transit when we have suburbs, because I 
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don’t know that I’d like to live in a very dense area.  I’m rather fond of having a little room between me 
and my neighbors, and I was trying to imagine how that would work, because I keep hearing, “We need 
density, you need density, that’s why there’s high-rises being built down near the University.  It’s like 
you have a lot of kids and you have a lot of mass transit and it drives it and it makes it go and it’s a 
success and, ‘Oh, my gosh, I don’t want to live that way.’” 
 
-A-  “So here’s part of the answer.  Part of the answer is, transit is not going to be equally useful 
everywhere.  It is in the nature of transit, and there’s an explanation in my book about the relationship 
between density and transit demand; it’s actually an upward curve.  Double the density, you get more 
than double the transit demand, and in the book I talk you through about why you should not be 
surprised by that.  So what that means is, to the extent that transit is focusing on ridership outcomes, as 
I often say to a Republican elected official who represents an outer surburban area, “You want us to 
raise our farebox recovery so we need less subsidy?  Fine.  The first thing we’ll do is cut all the service to 
your ward.”  [laughter]  Because, sure enough, he represents one of the low-ridership soundwall-
subdivision areas that are impossible to get much ridership out of, because they are just too unwalkable 
and driving is just too easy. 
And so, let me make another confession.  I live on a 50’x200’ lot in Portland, I have a big backyard with 
an enormous garden because that’s really important to me.  And yet, I’m standing up here pretending to 
be a transit advocate, how can that be?  How that can be is that I’ve chosen this place very carefully.  
The transit is useful for some purposes, it s not nearly as useful as it would be if I lived in an apartment.  
And I do sometimes have to drive, and I would really like to pay the full costs of that.  I don’t want my 
lifestyle to be subsidized.  And that’s, I think, what we need to offer to our suburban friends, our people 
who really like the suburban experience.  We’re not judging you, we’re not telling you that your choices 
are wrong, we may have to ask you to pay some more of the consequences of those choices, as we all 
should be responsible for the consequences of our choices.  Again, this is really a very conservative idea.  
This is a very--you know.  It’s about, “Let’s take responsibility of our choices, let’s not expect--“ you 
know.   
And as long as we are not cross-subsidizing, as long as we are not overwhelmingly subsidizing one group 
of people over another, we’re not passing judgment on people’s lives, we’re not saying what’s a good 
place to live.  I have tremendous respect for people who have chosen all different kinds of places to live.  
And I think that’s very important to emphasize.  Because one of the talking points we’ll get from our 
Republican friends, some of our conservative friends, is that--I hear this all the time.  “They’re moving 
everyone into towers.”  No, Stalin moved everyone into towers.  [Ceaușescu?] moved--you know, 20th 
century dictatorships did that.  Now, people are--seem to be wanting towers, because when we build 
them they are really expensive, so we are responding to the free market by trying to build more of 
them, and that’s ultimately better for you who want your suburban garden.  You know why?  Because I 
don’t want everybody to want what I want.  If everybody wanted what I want, what I want would be a 
lot more expensive. [scattered laughter]  That’s basic math.  Right?  You out in the suburbs, you should 
love the fact that not everybody wants that house that you’re in, because if everybody wanted it, it 
would be a lot more expensive and you would not have been able to afford it. 
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So transit--because transit so inevitably specialized and succeeds in certain neighborhoods and not 
others, it’s really an opportunity to say, “Hey, let’s be okay about being different with what we want.  
Let’s be okay about not all wanting the same things.”  The fact that we don’t all want the same things is 
why we have the chance of affording what we want.  So that’s part of how that plays out, you know.  I 
really don’t want to imply that there’s anything wrong with choosing to live on a parcel of any size, as 
long as you’re aware that there are some costs to that and there are some opportunity--you are going to 
have to drive more if you live in a lower-density are than if--in any sort of, wherever we end up.  It’s all 
okay, whatever anyone wants.” 
 
-Q-  “Hi, Dr. Walker, I enjoyed seeing the Melbourne network map, that’s where I’m from.  However, I 
want to know if you’ve got some feelings on the operation of public transit by the city and by the state, 
as opposed the operation of public transit by for-profit organizations, you know, public or private 
companies.” 
 
-A-  “Mm-hmm.  So the arrangement you have here is an arrangement that I tend to advocate, which is 
that you have a private company responsible for--the bus drivers and mechanics work for a private 
company.  The private company works for you, works for the City.  You know, so there’s a very clear role 
for that private management company in handling the daily operations of the system.   But they operate 
a system that the City tells them to operate, the City controls where the routes go, the City sets the 
expectations for service, the City, on behalf of the voters, is still really in control of the outcome.  Now 
I’ll tell you, and I’m not sure when you came back from Australia, but when I first moved to Australia in 
2006, we--they were at the nadir of a period in which a somewhat Thatcherite, really, concept of 
privatization had passed through.  And Margaret Thatcher’s view of privatization was essentially, 
“Government is intrinsically incompetent, therefore, the private sector should do everything and 
government should stay out of the way.  If it requires a subsidy, the government should write checks to 
the private--but by and large, we should try to have as little to do with this as possible.”   
And the fantasy was, that you do encounter in some British cities, but it never really emerged in 
Australia, is that you’re going to stand at a bus stop and Joe’s Blue Bus comes by and Jim’s Red Bus goes 
by, and you have a ticket that’s good on Jim’s Red Bus, but that’s good because you as a customer are 
loyal to Jim’s Red Bus as opposed to Joe’s Blue Bus.  And partly, again, because Margaret Thatcher was a 
motorist and nobody explained to her this thing about transit, you know what?  We’d really just like to 
take the bus that comes first.  [chuckling]  And this is the flaw of that system.   
But when I got to Australia in 2006 and I was working in Sydney, which has always been the worst of the 
Australian cities in this way, there was practically nobody left in government who knew anything about 
public transport.  What happens when you set a bunch of companies to pretend to be competing is that 
they quickly--they don’t have to collude, they figure out how to stay out of each other’s way and what 
you end up with are territories, and they stay out of each other’s territories.  And competition 
immediately disappears, and you end up with all the same problems but no accountability.  And so 
during the five years I was in Australia, in all three of the big cities, that system has gradually been 
undone, and these private companies have been pushed back into, I think, their appropriate role, which 
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is the exact role that Violia is in here, which is, “No, your government is the customer, the government 
has to have the expertise, because it has to be able to engage with all the ways that public transport fits 
into all the other things that a city does.”  And it has to control the product, because--and it represents 
the customer, because customer choice between companies isn’t how public transit works.  We’re going 
to get on the bus that comes first, and that doesn’t mean we’re fans of Joe’s Blue Bus over Jim’s Red 
Bus. 
So it’s been interesting watching Australia find its way back to what is basically--go through this 
craziness and find its way back to this sort of arrangement.  But I think the arrangement is pretty good.  
Now there are, of course--it’s still fairly revolutionary in the U.S. because we have, in a lot of other cities, 
the experience of what we call the “old, huge legacy transit agency” which, where the bus drivers and 
mechanics are public employees.  And the disadvantage of that system is that first of all, an enormous 
amount of the government’s, of the transit agency’s time, goes into resolving lawsuits about accidents, 
which is a very nice thing to delegate to the private sector.  I really like for them to handle that.  The 
other thing, quite frankly, is that labor--it’s very difficult for a public employee manger, who works for 
the City Council, to negotiate constructively with a labor union, when the labor union has access to your 
boss.  And fundamentally, wherever you are on the management/labor divide, there needs to be a 
constructive tension there.  And if there is not a constructive tension there, if it falls over one way or the 
other, things get really bad.  So, I mean, I work for lots of legacy agencies, but I’m a big fan of the 
arrangement you have, I think, as long as the City has the ability to replace the operator or review the 
operator periodically, as long as there is constructive tension in that relationship, as long as that 
relationship doesn’t become too cozy, which also happened in Australia a great deal--I don’t know if you 
remember, I’ll tell one more Melbourne story, which is the first time I got to Melbourne and started 
looking at their documents and picked up a 20-30 transit plan document and I read, “Melbourne is 
proud of its tradition of family-owned bus operating companies.” [chuckling]  Which is about as explicit 
as you can get that this is all basically feudalism, right?  These are family--these are like crowns passed 
down through a family.  Anyway, welcome to America.  I hope you’re enjoying it.  Australia is a great 
country, by the way, there’s lots of wonderful things about it and I hope you get to visit.” 
 
-Q-  “Buenos tardes.” 
 
-A-  “Sorry?”  
 
-Q- “Buenos tardes.” 
 
-A-  “Good evening.” 
 
-Q-  “Good evening.  First of all, I would like to appreciate your words that we should think about each 
other as equal and not low-income, high-income, middle-income.  Todos egual, the same.  I live in one of 
the last remaining barrios in downtown, and we’ve never had public transportation.  Or maybe, I’ll say, 
for a month or so.  And from then on, we haven’t had it yet.  And even our children have had to walk 
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under the freeway to get to their schools.  So this conversation is interesting, because then I would like 
to know where we’re going from here.  And when you say “freedom,” freedom for me, I would like to 
think, being a native Tucsonan born and raised and have never left and I don’t plan to leave, having my 
grandchildren here, I want to remember as freedom as what made Tucson and where we’re at.  And for 
me is, I hope you were shared the pictures, the historical pictures what Tucson was made of, the train 
and the horse.  I always want to remind people of the horse, regardless of people saying it’s not safe, 
because now I believe that nowadays, no where and no time is safe.  So being in this uniqueness of the 
history that we have in Tucson, I would like to share that with you, and hoping that you recognize, 
admired, and noticed that we have that uniqueness and that diversity here in Tucson and how 
important it is to preserve that.  Even though with progress and change, that we can integrate that 
blessing that we have, and keep what we continue having, the Chuk Son, in the regional name of Tucson 
in the Tohono O’odham language, es Tucsón, in the Mexican.  So I just want to share that, that we have 
a very special place here, and as that native, I want to welcome you here in Tucson and thank you for all 
that you have brought us.  Gracias.”  [applause] 
 
-A-  “Thank you, so much.  And I just--and I think we are out of time at this point, but I want to say, I 
think that’s a perfect place to end, because I really am grateful for you welcoming me here that way.  
Lots of people are trying to build the “ideal” city, out in blank space without any history to work with.  
We have these new cities around the world.  You can go visit them in China and in Arabia and in many 
other places, and you can make them all really nice, but if there’s no history, you notice that.  And 
history is what makes a place real.  And that’s why, by the way, why historic preservation is such an 
important part about how we think about our city and [inaudible]  [applause] 
So let’s wrap it up there, I’m just going to stay around for a few more minutes, happy to chat with you 
individually.  I’m so grateful to you all for coming out tonight, I hope this has been useful to you, thank 
you so much.  [applause]   
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Broadway - 1309 E. Broadway 

  
I am the owner of 1309 E. Broadway but will be out of town for the July 31 meeting for property owners.  I would like to 
receive any information that is generated for or as a result of this meeting, 

I would also like to state that I think this project is vital to the success of the revitalization of downtown that is presently 
taking place.  While I have been at 1309 since 1984, I feel so strongly about how important this project is that I am willing to 
relocate for the greater good.  Tucson has a history of always acting reactively, which is never as good and always more 
expensive.  We now have a chance to be proactive.  It is imperative that we think of the good of the city as a whole and not 
the few special interests that have fought this project.  Let’s make this something that Tucsonans can be proud of and that 
visitors and prospective businesses will be impressed with.  Let’s show that Tucson is a vital and progressive city. 

We have a chance to do this right.  Please do not let a small minority of squeaky wheels dictate the direction of this project.

  

Jim Colville 

  

From:    "Jim Colville" 
To:    <broadway@tucsonaz.gov>
Date:    7/23/2014 1:48 PM
Subject:   1309 E. Broadway

Page 1 of 1
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(7/31/2014) Broadway - Re: one more quick dish for cft thought Seite 1

From: Jennifer Burdick
To:
CC: Broadway Broadway
Date: 7/24/2014 8:29 AM
Subject: Re: one more quick dish for cft thought

Thank you - I'll forward this on.  

How great for you to be involved with all the celebrations, Camille, and as a volunteer!  You have been a 
long-time champion for it, if I understand correctly, and it must be thrilling to see something you have 
worked so hard for to be built and going operational.  

Cheers!
~Jenn

>>> camille kershner  07/24/14 1:29 AM >>>
thanks- and heard this on my way into town for today's streetcar tour!  don't worry, i'll be too busy to 
bother you for a little while :]
(on azpm via npr- where they had said strong points were water conservation and natural resource use 
but weak points as public transportation and waste reduction, but google found me this link instead)
http://www.tucsonnewsnow.com/story/26086650/tucson-recognized-nationally-for-sustainability  (and 
what other cities are saying)
http://dailynorthwestern.com/2014/04/25/city/evanston-sustainability-coordinator-talks-citys-4-star-rating/

~camille kershner

_________________________"be the change you wish to see in the world..." -Gandhi

 
From:
To: ; jennifer.burdick@tucsonaz.gov
Subject: RE: quick food for cft thought
Date: Wed, 23 Jul 2014 22:32:48 -0600

Thanks for sharing this, Camille.  Unfortunately, I had another commitment this weekend, so won't be 
able to ride the streetcar until later... Otherwise, I'd be a volunteer as well.  Have a great time!  
I'm sharing this email with Jenn Burdick, our Project Manager, so she can add it to the Public Input 
Report.Mary

Mary Durham-Pflibsen

From: c
To: 
Subject: quick food for cft thought
Date: Wed, 23 Jul 2014 13:01:12 -0700

-picked this up at the volunteer training yesterday- imagine if the broadway line extended out to hi 
Corbett/reid park/el con... 
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(7/31/2014) Broadway - Re: one more quick dish for cft thought Seite 2

(hope you all get a chance to ride- if not this weekend, then during more normal operating conditions!) :]

~camille kershner

_________________________"be the change you wish to see in the world..." -Gandhi
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Travel Discounts 
Airlines 
SWVS has negotiated discounts with American 

Airl ines, AA and American Eagle. To take advantage 

Getting Around Fort Worth 
Transportation To and From the Airport 
The Dallas Fort Worth International Airport is approximately 17.5 miles from the Fort Worth downtown 

business district with a travel time of approximately 30-40 minutes by ca r. 

Driving Directions from DFW International Airport: 
Take the South exit from DFW International Airport to Highway 183 West to Fort Worth. Highway 183 will 

turn into Highway 121; fo llow the signs to downtown Fort Worth 

Shuttle Service 
Shuttle services are available f rom DFW International Airport to all major downtown Fort Worth hotels. 

These shuttle services offer affordable, reliable and safe ground transportation services throughout the 

North Texas Area and reservations may be booked in advance. Book your airport shuttle in advance to take 

advantage of the SWVS travel discounts with Go Yellow Checker Shuttle. Go to www.swvs.org to reserve 

your shuttle. If you don't make reservations in advance follow the signs in the baggage claim area to 

purchase shuttle service tickets. 

Taxi 
Approximate fares, not including tips, to the downtown Fort Worth business district from the DFW 

International Airport range from $64-$68 one way, for one person. Yellow Cab, 817.534.5555 or 817.877.1212. 

Getting Around Town 
Trinity Railway Express (TRE) 
TRE offers premier commuter rail service between Fort Worth and Dallas. Jump aboard the Trinity Railway 

Express as we connect these two great cities and all points in between. Each city has its own unique attractions 

and events - all easily accessible. TRE is provided by the Fort Worth Transportation Authority (The T) and Dallas 

Area Rapid Transit (DART). Trains operate Monday through Saturday. No scheduled service on Sunday. 

For more information on TRE, please go to www.swvs.org, Hotel and Travel. 

of a special 5% discount off the lowest applicable Molly the Trolley 
published air fare, go to www.swvs.org and click on Molly the Trolley is a quick and convenient way to get around in Fort Worth. Molly is a 

Hotels & Travel. After you have selected yourfligh t (s) FREE shuttle service provided by the city of Fort Worth. It runs to all the SWVS official 
on www.aa.com, you will see the "Promotion Code" 

box at the bottom of the next page. Please enter 

8794BW. 

This discount is valid for travel Sept 22 - Oct 1, 2014 

to Fort Worth (DFW). 

You may also book via your travel agency or call us at 

7-800-433- 7 790 to book via the telephone. Please note 

that there is a ticketing fee for all tickets issued over 

the phone. If you wish to book your flights going into 

one city and back to another, or overnight in either 

direction, you will need to call your agency or the 800 

number. 

Ai rport Transportation 
S .' • S has negotiated discounts with Go Yellow 

:: er Shuttle. This shutt le service was chosen 

::o:-2_: ~ : s the most convenient, safe and 

-=-::- -- :; :: ::: on o airport traffic and parking 

· =~- _:=:_-:; -- ::: Online 

· 5 - - -- .:;._ _ ..,. ne 

· sss.:: :-'-'- _ :0.•: _s e-Van Service for 

up o -: :::as:e- :; e-s 

• $74.00L rc:: ~ -::: - ~ : - _erv;ceWebTickets 

To recei ve the as eeL. " :eo ·a:e register on line at 

www.swvs.org/ travel.php. 

hotels, including the convention center. The hours of operation will be extended for 

SWVS participants to attend the CE sessions on time. 

For more info on getting around Fort Worth, visit www.swvs.org and click on 
Attendees/Hotels & Travel. 

Directions to the Convention Center 
Fort Worth Convention Center 
1201 Houston Street 

Fort Worth, TX 76102 

817.392.2588 

www.meetinfortworth.com 

If you are driving to Fort Worth and need driving directions, we recommend you go to www.swvs.org and 

click on Attendees/Hotels & Travel for maps and routes. The Fort Worth Convention Center is an easy walk 

from the SWVS official hotels in the downtown area. If you do not feel like walking, however, hop aboard 

Molly the Trolley to get to your destination. 

Parking 
No parking is available at the Fort Worth Convention Center. Parking is available at the SWVS official hotels. 

Parking garages/lots close to the convention center and prices are listed. Unless otherwise noted, there are 

NO in and out priveleges. 

PARKING LOCATION RATE 

1 · Houston Street Parking Garage 1100 Houston Street I Fort Worth, TX 76102 Max Daily Rate $15 

2 ·Commerce Street Parking Garage 1301 Commerce Street I Fort Worth, TX 76102 Max Daily Rate $15 

For more trip planning information including maps, bus routes, schedules, fares, parking garages 

and lots with locations & pricing, go to www.swvs.org/travel.php. 
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Stay With SWVS 
Fort Worth offers a wide range of affordable 

accommodations. From the elegant to the 

sophisticated to the eclectic, all Fort Worth hotels 

are selected with you in mind. SWVS Official Hotels 

were selected by popularity in safe locations nearest 

to the convention center. All hotels are across the 

street or a few blocks from the convention center, 

restaurants, shops, entertainment, and the new 

Sundance Square, located in the heart of downtown 

Fort Worth. Hotel rooms go fast, so please make 

your reservations early! 

SWVS Housing Center 

11208 Waples Mill Road, Suite 112 

Fairfax, VA 22030 

Fax 703-631 -6288 

Phone 1-866-849-8870 

The easiest way to make your hotel reservations 

is online. Go to the SWVS website www.swvs.org 

and book your hotel through our SWVS Housing 

Service. Descriptions of hotels and complete details 

are listed under Hotels & Travel. 

You may also contact the SWVS Housing Center at 

866-849-8870 or swvshousing@jspargo.com or use 

the SWVS Housing Form on page 35. 
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Hotel Accommodations 
The SWVS Official Hotels are a part of the Southwest Experience and offer more than just a place to stay 

while visiting. You'll find friendly service with incredible 'Cowtown' hospitality! 

Why Use SWVS Official Hotels? 

• Hotels are screened and chosen for convenience in a range of prices and amenities. 

• Hotels are across the street or within a few blocks of the convention center. 

• Reservations can be made easily using the SWVS Housing Center online. 

• Using SWVS Official Hotels keeps your registra t ion costs to a minimum. 

Staying at SWVS Official Hotels offers great networking opportunities in which to meet col leagues and 

make new friends. Housing deadline for SWVS Official Hotels is September 4, 2014. All housing requests 

must be received on or before September 4, otherwise the negotiated room rates may not be available. 

HOTEL ADDRESS: DISTANCE ROOM PARKING 
Fort Worth, TX 76102 TO CENTER RATE RATE 

1 -Omni Fort Worth Hotel 1300 Houston Street Across the street $222 $15 Self 
SWVS Headquarters Hotel $25 Valet 

2- Holiday Inn Express Downtown 1111 W. Lancaster Ave. .6 mile- Comp Shuttle $137 Comp 

3- Embassy Suites Fort 600 Commerce St. 4 blocks $190 $22 Valet 
Worth Downtown 

4- Hilton Fort Worth Hotel 815 Main St. Across the street $175 $24Valet 

5 -Sheraton Fort Worth 1701 Commerce St. Across the street $185 $20 Self 
Hotel and Spa $25 Valet 

6 -Courtyard by Marriott- Blackstone 601 Main St. 3 blocks $159 $23.82 Valet 

7- Worthington Renaissance 200 Main St. 8 blocks $189 $16 Self 
Fort Worth Hotel $22 Valet 

MOLLY THE TROLLEY ROUTE 
& SWVS OFFICIAL HOTEL MAP 

~Hotels 

e Trolley Stops 

+ Trolley Direction 

iFort Worth Visitor 
Information Center 

~ Molly the Trolley Route 

C ) The Molly Hop Route 

~L-------------------------------------------------------- -- -- -



WE RECOMMEND 

PCSD seeks to ID burglary suspects •

SNAP benefits abuse costing taxpayers millions •

Sabino Canyon could soon get a makeover •

Victim shot to death in Tucson identified •

Woman learns house was scene of murder, torture •

FROM AROUND THE WEB 

Leave Your Home Without Worrying About Water Leaks (Wally) •

Tucson recognized nationally for sustainability
Posted: Jul 22, 2014 5:32 PM MST 
Updated: Jul 22, 2014 5:32 PM MST 
Posted by Jackie Kent - email

By Angeline Carbajal, Tucson News Now intern

TUCSON, AZ (Tucson News Now) - The city of Tucson has been awarded a four-star rating for leadership in 
sustainability by STAR Communities.

Tucson is now the fifth city in the country to earn four out of five stars, which shows the community is committed 
to quality of life, prosperity and equity, according to a city of Tucson news release.

“The STAR rating reflects the sustainability actions and ethic of our entire community,” said Leslie Ethen, 
Tucson’s sustainability manager. “Achieving a 4-STAR rating was made possible through the contributions of 
approximately 150 individuals from different agencies, nonprofits, and business and community groups, who 
provided information about their organization’s efforts to make Tucson more sustainable.”

The STAR Community Ratings System is a local sustainability certification program. The ratings system 
revolves around economic, environmental and social performance measures for local governments and the 
community.

“Tucson is focused on sustainability,” said Mayor Jonathan Rothschild. “The reduction in per capita water use, 
the participation in my 10,000 Trees Campaign, the enthusiasm for solar, rainwater harvesting and multi-modal 
options – all this and more reflects Tucsonans’ concern for the environment and quality of life.”

STAR Communities gave Tucson a perfect score in six categories: Community Water Systems, Water in the 
Environment, Natural Resource Protection, Outdoor Air Quality, Industrial Sector Resource Efficiency and 
Business Retention and Development.

“We applaud Tucson’s ongoing work to make smart decisions that ensure the health, safety and well-being of 
current residents and future generations,” said Hilari Varnadore, executive director for STAR Communities. “The 
data Tucson submitted made a compelling case that the city is making smart investment decisions to protect 
scarce resources, grow and retain business and attract a rich diversity of new residents.”

Tucson’s voter-approved General and Sustainability Plan, known as Plan Tucson, also received high scores in 
STAR’s comprehensive planning and public transportation categories.

“When a city receives an award, it’s the result of the collective efforts of staff and residents,” said Rothschild. 
“I’m very proud of this recognition and I trust Tucsonans are, too.”

Those interested in viewing STAR Communities’ full report on Tucson can visit 
http://www.starcommunities.org/communities/7-tucson-arizona.

Copyright 2014 Tucson News Now. All rights reserved. 

Contests  · Health
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Evanston sustainability coordinator talks city's 
4-star rating
Marissa Mizroch, Reporter 
April 25, 2014 • 

A month after Evanston was awarded a 4-star sustainability ranking for its environmentally friendly 

initiatives, the city's sustainable programs coordinator expressed her desire to put Evanston on the 

map as an environmental leader.
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“We want to be on the minds of people who say they want to be like Portland, Seattle, Cambridge — 
and like Evanston,” Catherine Hurley, Evanston’s sustainable programs coordinator, told an audience 
at the Firehouse Grill on Thursday night. 

Evanston became the second city in the nation to receive a 4-star ranking from Sustainability Tools 

for Assessing & Rating Communities in March. The city earned 488 points on the STAR rating 

system in categories including recycling, green transportation, energy efficiency and other 

sustainability efforts. 

STAR Communities was founded in April 2012 as a standardized way for local communities to 

achieve sustainability goals. Participating communities are awarded a ranking on a scale of one to 

five stars, based on an overall points score of local sustainability efforts and achievements.  

“What I really like about it is that it measures civic engagement,” Debbie Hillman, a resident of 

Evanston for 38 years, said. “On the face of it, that may not seem like a sustainability issue, but 

sustainability is citizen-driven.”  

Evanston resident Jim Parks, who has lived in the city since 1959, said he had noticed an increased 

partnership between engaged citizens and the Evanston government to be greener.  

“The city has always had a good ear for having respect for what the people want,” Parks said.

Hurley stressed that the need for such a relationship is significant.

“You can have a lot of great citizen work and a lot of great community work, but if the local 

government isn’t an active partner, there’s only so much you can do," she said.

The ranking was awarded after a yearlong review that looked at seven goal areas, including 
Evanston’s natural systems, climate and energy and health and safety for the community. Evanston's 4
-star status will stand for three years. Hurley said the city is already looking ahead to its next review 
in 2017.

“Just to sustain our 4-star, we have to keep improving, keep reducing energy," Hurley said. "We have 
to keep adding affordable housing. We have to continue to add more opportunities for healthy food, 
and if we want to get to the (5-star ranking), we have to come up with stuff we want to actually work 
on.”

City officials' new goals include focusing on public fields and parks and promoting its progress to 
make Evanston a nationally known city for environmental action, Hurley said.

“If anyone out there is able to achieve (the 5-star rating), it’s going to be us," she said.

Email: marissamizroch2017@u.northwestern.edu 
Twitter: @MarissaMizroch
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Broadway ‐ RE: Recent Article 

  
Thanks very much, I appreciate it, Jenn! 
 
Sincerely, 
Richard Roati 
 

Date: Wed, 30 Jul 2014 14:54:20 ‐0700 
From: Broadway.PWPO1.PWDOM2@tucsonaz.gov 
To:   
Subject: Re: Recent Article 
 
Richard, 
  
Thank you for forwarding this.  I will make sure it is added to the Public Input Report and is part of the materials the CTF will receive for their next meeting. 
  
~Jenn 
 
>>> On 7/27/2014 at 11:59 PM, Richard Roati <r > wrote: 

Hello, 
I thought you might like to know about a recent article that was posted recently on the Arizona Public Media website that has potential impact on the Broadway design:

https://news.azpm.org/p/bus-econ-news/2014/7/23/40135-transit-use-increases-in-tucson-2005-10/ 
  
One item that stood out:   
"In Tucson, transit use went up 24.5 percent from 2005 to 2010, said Mayor Jonathan Rothschild...   
The report also showed the number of cars registered to drive on Arizona roads decreased even as population increas

Sincerely, 
Richard Roati 

From:    Richard Roati 
To:    Broadway Broadway <broadway.pwpo1.pwdom2@tucsonaz.gov>
Date:    7/30/2014 4:04 PM
Subject:   RE: Recent Article
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Transit Use Increases in Tucson 2005-10

Story by Andrea Kelly

July 23, 2014

Listen: 
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Download as MP3 

Those in the Millenial Generation are leading a shift in Tucson, and the rest of the country, toward 
more transit use, and less personal vehicle use, according to Arizona Public Interest Research Group.

As in other Arizona and U.S. cities, Tucson saw an increase in transit use before, during and after the 
recession, said Diane Brown, executive director of Arizona PIRG. The time period studied, 2005 to 
2012, shows the increase was not just due to economic factors, she said.

In Tucson, transit use went up 24.5 percent from 2005 to 2010, said Mayor Jonathan Rothschild.

But as people drive less, they purchase less gasoline. The report also showed the number of cars 
registered to drive on Arizona roads decreased even as population increased during the time frame of 
the study. 

Gasoline taxes and vehicle registration and licensing fees are sources of revenue for road work. If 
they are going down, local, state and federal government officials are going to have to find other ways 
to pay for road work, Rothschild said.

"I think we do have to be mindful of these trends. I think one of the things you’re going to see a 
conversation begin very shortly about is the reauthorization of the Regional Transportation Authority 
and how we then reallocate our projects looking at these trends," he said.

The Regional Transportation Plan is a 20-year schedule of road work paid for in part by a Pima 
County sales tax. The tax, and the plan, expire in 2026. Rothschild said he would like to start talking 
about extending it beyond its 20-year life span, and looking at more transit projects for future funding.

Pima County voters approved the RTA sales tax in 2026. In 2012, Tucson voters approved a property 
tax to pay for $20 million worth of maintenance on roads in the city for five years. Those taxes are 
potentially a model for future transportation funding, Rothschild said.

“So you may have to see more property tax allocated to road maintenance, more sales tax allocated as 
a dedicated source to transit, because that’s what our community wants," he said.

Rather than starting new taxes, Rothschild said he supports keeping the RTA sales tax and the city 
property tax for roads beyond their expiration date.

The trend in less driving and more transit use is led by the Millennial Generation, said Brown, of 
Arizona PIRG. It also indicates a healthier lifestyle, said Josh Ford, a spokesman for St. Luke's Health 
Initiatives, which funded the study.

In North Carolina, people who used transit lost weight, he said. Transit is also cheaper than driving in 
most cases after factoring in the cost of car insurance and maintenance, Brown said.

The report suggests cities consider shifting more funding toward transit projects to respond to 
demand. That's not to say road maintenance should be ignored, Brown said.

"We don’t see public transportation and roads as competitors. We see the need to reprioritize where 
the trends are going in terms of how we allocate our resources," she said.

But local governments such as Tucson and Pima County say they are already lacking enough road 
funding to keep up with routine maintenance, in part because they are behind schedule on that kind of 
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work, and in part because the funds have been reduced in recent years. For more than a decade, state 
lawmakers have moved some local transportation funding to boost other areas of the state budget.

Comment
Comments are encouraged, but you may not use profanity or post anything unrelated, threatening, 
libelous, defamatory, obscene, pornographic, or other materials which would violate the law. 

By submitting your comments, you hereby give AZPM the right to post your comments and 
potentially use them in any other form of media operated by this institution. Comments are moderated 
and may be removed, even after posting, if deemed inappropriate, or in violation of guidelines. 
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Related Stories

Tucson Streetcar Stop Dedicated to Congressman Grijalva 
4-mile-long line opens to public Friday; ride free first 3 days from west of downtown to UA Medical 
Center.

City Tries to Promote Streetcar With Free Passes for UA 
University employees, students expected to make up more than 50% of streetcar riders.
Arrival of 8th Streetcar Marks Fleet Completion 
Scheduled to open doors to passengers July 25; more testings from UA to downtown Tucson 
underway until then.
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Jennifer Burdick - RE: 1-pg transportation and sports article- for cft perspective! 

  
Camille, Mary - 
I will add, but I didn't receive the attachment.  Could you forward it to me, Camille? 
  
Attached is a map of where Hi Corbett is, if useful. 
  
Thank you, 
~Jenn   
 
>>> On 7/31/2014 at  2:56 PM, Mary Durham-Pflibsen > wrote: 

Hi, Camille, 
Sorry for the blank response I just sent. I'm still on the road and not always proficient on my portable 
electronics! Thanks for the great article. Hi Corbett is just to the south of the Sunshine Mile. I've copied Jenn 
so she can add this to to the CTF public input report.  
Mary 
 

From:  
To:  

 1-pg transportation and sports article- for cft perspective! 
Date: Thu, 31 Jul 2014 13:44:55 -0700 
 
welcome back to the humidity, ugh!  I happened across this [see attached] at work this morning, and 
they kindly let me borrow it- speaking of phx metrolink as another example, where is hi Corbett in 
relation to the sunshine mile again?   (and talk about privatization vs. public service at work- why 
would I pay the ups store $2 to scan this, when I can use my already-paid-for-tax-dollars and stop at 
the library for free?!) 
 
 
~camille kershner 

 
 

_________________________"be the change you wish to see in the world..." -Gandhi 
 
  

  

From:    Jennifer Burdick
To:    
Date:    7/31/2014 4:02 PM
Subject:    RE: 1-pg transportation and sports article- for cft perspective!
Attachments:   Map_HiCorbett.pdf
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WE LIVE 100 yards from the railroad 
tracks, and we hear the noise day and 
night: the blasting horns, the clatter
ing boxcars, the MARTA trains whining 
like broken violins. To the kids it might 
as well be Disneyland. "Big frain," my 
21-month-old son says when he hears 
the whistle. "Go see it!" We dash to the 
corner. "Hi, big frain," he says, as if greet
ing an old friend. 

The boy loves trains as much as he 
loves playing catch. He thinks everything 
is a baiL even cellphones and glass jars. 
He lies awake at night, singing about 
baseball bats. His faVorite garment is a 
secondhand BravesT-shirt with Jason 
Heyward's name on the b.ack. In the car 
on the way to the grocery store, I turn 
on the radio. "Bay-ball game," he says, 
hearing the crowd noise. 

I can imagine many years of father-son 
excursions, built around our favorite 
things. The boy and I walk a quarter mile 
to the nearest MARTA station, East Lake, 
joined by Johnny, his favorite uncle, and 
along the way we teach him about our 
favorite baseball team. We tell him.about 
the Braves of our own childhood, the los
ing, the losing, the miracle of 1991, the 
hanging curve to Kirby Puckett, the '92 
home plateslide by Sid Bream. We ride 
our favorite mode of transportation four 
stops west to the Georgia State station 
d'owntown. From there we walk a mile 
south to Turner Field. Uncle Johnny takes 
our picture by the Hank Aaron statue. We 
buy our tickets, high above home plate, 
for as little as $1~.50 each. We stop at 
the H&F stand for ice-cold Cokes and the 
best ballpark burgers in America. Then 
we sit down in our favorite stadium to 
watch baseball as the sun sets beyond· 

Thomas 
Lake 

I could tell him part of the Braves' argu
ment against Turner Field is its supposed 
"lack of consistent mass-transit options," 
but that would be disingenuous. You can 
reach the current stadium by train and an 

our favorite skyline. · 
But this is wishful thinking. After the 

2016 season, long before my son calcu
lates his first batting average, the Braves 
will leave Atlanta for a new stadium in 

c , 
c 

the northwestern suburbs. ·1n truth, if not in name, they will 
become the Cobb County Brave.s. And for us, a weeknig'ht game 
will become a logistical nightmare. 

What will I say when he asks me why the team moved? I · 
could tell him Turner Field was too old, but that would be a lie. 
It opened for baseball just 17 years ago. The Braves claim it 
needs $150 million worth of improvements, but it still looks 
new, inside and out. 

I could say the Braves did what the people of metro Atlanta 
wanted, but that would be pure speculation. Team officials made 
sure the public had no chance to sway their decision. They fOrmed 
their plans in secret and announced them aS if they'd been written 
in stone. "If It had leaked out," team president John Schuerholz 
said, "this deal would riot have gotten done." 

I 

I 
I 
I 

I 

> 
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easy walk, as we do, or by train and a short 
ride on a shuttle bus, as many others do. The 
new stadium will open in a county where the 
MARTA line has never gone. In essence the 
Braves·are saying, "This river's too shallow. 
Let's move to the desert!" 

Cobb County opted out of MARTA in the 
1970s, and it has no imminent plan to opt 
back in. "Let me make this perfectly clear: 
There is going to be no MARTA system com
ing to Cobb C.ounty," county corilmission 
chairman Tim Lee told The Marietta Daily 
Journal in 2011. Two years later, when the 
Braves announced their move, Cobb County 
Republican Party chairman Joe Dendy said, 
"The solution is all about moving cars in 
and arou'nd Cobb and surrounding counties 
from our north and east, where most Braves 
fans travel from, and not mewing people into 
Cobb by rail from Atlanta," 

I tried moving my car into Cobb County on 
a recent Friday at rush hour. So did a l.ot of 

people. It took me ~0 minutes to go seven miles, from Decatur 
to Midtown, and I still had nine miles to go. There is no. way to 
know what will happen when game-night traffic and rush-hour 
traffic mingle on poor old 1-75, but I suspect it will be no place 
for children. The Braves say the new stadium will offer a better 
fan experience. And it probably will. if you already live in the 
riorthern suburbs. The southeastern fans Will be stuck in .their 
cars, listening on the radio. 

My son and I will ride downtown for Hawks games. We will ride 
downtown for Falcons games. We will probably ride downtown for 
Major League Soccer games when the new team starts playing, 
in 2017, And when he asks why we don't go to more Cobb County 
Braves games, I'll give him the best answer I can. 

They don't like trains. D 
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Broadway - Re: Broadway Widening 

  
Thank you very much for your email, Craig.  My apologies for the delayed response to communicate that I have received 
it, and will share it with the Task Force.   
  
I appreciate your continued involvement and encouragement to get to a decision.  I know the Task Force feels the need 
to make a decision, as does the project team.  This next week will provide an intensive set of meetings that we all expect 
will help advance our work significantly. 
  
I hope you will be able to make all or a portion of the meetings (the location will be at Our Saviour's Lutheran Church, 
1200 N. Campbell - on Campbell just north of Speedway). 
  
~Jenn 
 
 
>>> On 8/3/2014 at  1:05 PM, "Craig Finfrock" < > wrote: 

Hi Jenn and all, 
  
I am reaching out to express the importance of moving this very important project along quickly. At the last couple of 
task force meetings that I attended, this concern was also expressed by a couple of different business leaders during 
the call to the audience. I believe that this project will benifit greatly by timing it with the upswing in the overall 
economy and real estate market. Businesses will be more likely to reinvest in the area, thereby creating the 
regentrification effect that we are all hoping for, if the market is in an upswing. At the rate this project is going it 
appears that it could be a few more years before it is completed, which will probably be in the middle of the cycle (the 
average economic cycle is seven years). I am not sure why it should take so long to get public input for this project, 
but it seems like two years should be more than enough. It's time to get it built. Also, the condemnation prices are as 
low as they are going to be. 
  
Secondly, it is important that the future extension of the street car down Broadway be a part of the planning. 
  
Lastly, the survey that was done at the June public meeting was far from being representative of the constituancy 
that this project involve. This is a community wide project, not a neighborhood project. Further, the people that 
typically show up to these meetings ,and thus the people that took that survey, tend to be the vocal minority "no 
growthers". The public aready voted for this project back in 1996, after years of discussion. If you wanted to have a 
truely representative survey, it should have been a random sample survey taken of the population of Pima County. I 
listened to the results of this survey as they were presented to the task force committee for over 30 minutes and 
were given a report several inches thick. 
  
PS. I tried to find the area on the Broadway Widening web site and could not find the place to do this. 
  
I do appreciate all of your hard work. 

Thanks,  

Craig 

From:    Jennifer Burdick
To:    Craig Finfrock
Date:    8/22/2014 5:38 PM
Subject:   Re: Broadway Widening
CC:    Broadway
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Broadway - Fwd: Arizona Daily Star eEdition Article 

  
 
 
>>> On 8/8/2014 at  8:48 AM, No Reply > wrote: 

 
 sent you this article. 

Jenn: 
Here is the graphic I mentioned last evening. It was on the front 
page of the AZ Daily Star last Sunday (8/3/14). 
Bob Kaye 
Arizona Daily Star 08/03/2014, Page A01 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

From:    Jennifer Burdick
To:    Broadway
Date:    8/26/2014 2:56 PM
Subject:    Fwd: Arizona Daily Star eEdition Article
Attachments:   article.jpg
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WANTED: A REASONABLY PRICED PLACE TO CALL HOME

Tucson pushing to solve affordable-housing crisis
AUGUST 02, 2014 10:00 PM  •  BY EMILY BREGEL

The future of affordable housing in Tucson should 
be centered on high-capacity transit, like fast-
moving bus and light-rail systems, planners say.

And three planned affordable-housing complexes 
near the streetcar route are just the beginning.

As a low-wage community, Tucson has many 
families without any vehicle or with just one vehicle, 
even if more than one household member works, 
said Marilyn Robinson, community planner and 
associate director of the Drachman Institute in the 
University of Arizona’s architecture school.

“Given that, we need to do a better job of providing a stronger transit network,” she said. “What 
we should be looking at is, how are we going to accommodate a whole range of incomes along 
the streetcar (route) and other high-capacity transit corridors?”

Demand for housing near transit routes is growing in Pima County, according to a new housing 
demand study commissioned by the Drachman Institute and funded by the Arizona Department 
of Housing. Nearly 65,000 households, mostly renter households, have a preference for 
housing with easy access to transit, and that figure is expected to reach nearly 96,000 
households over the next three decades, the findings show.

The full results of the affordable and mixed-income housing demand study — including an 
assessment of dozens of potential transit station locations in Tucson — will be discussed at an 
Aug. 15 presentation at the Drachman Institute.

When families can rely on transit for the daily commute, cost of living and quality of life can 
improve dramatically for those struggling with vehicle payments, maintenance and fuel costs, 
planners and housing advocates say.

“The more transportation options you provide, the more freedom people have to make housing 
choices,” said Jeremy Papuga, city of Tucson transit director and former transit services 
director for the Pima Association of Governments.

With momentum from the streetcar still fresh, planners hope to focus attention on the need for 
smart planning along with potential high-capacity transit routes.

Maintaining affordable and mixed-income housing there not only helps those residents, but 
boosts patronage and revenues for the transit services. And when transit systems function 
reliably and efficiently, residents of all income levels want to use them, Robinson said.
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“It’s a win-win,” she said.

The 45 percent threshold

Finding affordable housing is a major challenge for Tucsonans living in poverty, who today 
make up more than one-fifth of the metro area’s population. The Star’s 2013 “Losing Ground” 
series on poverty noted thousands are on the waiting list for Section 8 housing and many poor 
families must resort to aging, deteriorating homes. Between 50,000 and 80,000 units, up to 18 
percent of the city’s housing stock, are more than 50 years old.

Too often, low-income housing is equated with use of cheaper building materials or cheaper 
land on the outskirts of town — but those cost savings can evaporate when projects are located 
miles and miles from places of employment, recreation or commerce, advocates say.

After housing, transportation is the second-biggest expense for low- to moderate-income 
households, Robinson said.

To be affordable, housing and transportation costs combined should account for less than 45 
percent of household income, but in Pima County, the average household spends nearly 55 
percent of its income on transportation and housing, said the Center for Neighborhood 
Technology’s searchable affordability index.

In east Pima County, some ZIP codes spend more than three-quarters of their household 
income on those expenses, which can have a devastating impact on quality of life, advocates 
say.

TAX CREDITS

Affordable housing near public transit are now more likely to secure federal low-income housing 
tax credits, the biggest source of funding for those projects, planners say. Arizona developers 
are expected to get $15.3 million in competitive tax credits for housing developments proposed 
this year.

That includes two Pima County low-income housing proposals near the streetcar route: The 
historic Downtown Motor Lodge at 383 S. Stone Ave., to be converted into housing for low-
income veterans and others, got $934,000 in federal low-income housing tax credits. Another 
proposed Stone Avenue affordable-housing complex, Rally Point Apartments at 101 S. Stone, 
got $464,000 in tax credits.

The Gadsden Co., has an agreement with the city to develop a 160-unit, $17.5 million low-
income housing complex at the west end of the streetcar route. Gadsden also has applied for 
noncompetitive tax credits through U.S. Housing and Urban Development, said developer 
Adam Weinstein.

The project is adjacent to Gadsden’s Sentinel Plaza development for very low-income seniors. 
The planned West End Station is considered “workforce” housing, geared toward working 
families earning 50 percent to 80 percent of area median income, he said.

Subsidies for transit-oriented development are passed on to tenants “because they’re able to 
put more of their income toward rent, school, other things, rather than having that eaten up by 
maintaining one or two vehicles,” he said.

LONG-TERM PLAN

In the coming decades, Tucson could see an expansion of the 3.9-mile streetcar loop and the 
addition of dedicated, rapid bus lanes stretching north to Tangerine Road and East to Houghton 
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Road. A light-rail system could extend down Sixth Avenue and north toward Oro Valley. A 2009 
plan from the Pima Association of Governments, or PAG, mapped out these potential high-
capacity transit routes, including a possible commuter-rail service, utilizing or parallel to the 
Union Pacific Railroad, to major employers like Davis-Monthan Air Force Base and Tucson 
International Airport.

“It was kind of a wish list. If we had all the money in the world, these are the corridors that would 
benefit from high capacity,” said Papuga, formerly of PAG. “Hopefully, we’ll be able to use the 
momentum from our current streetcar to start more high-capacity transit.”

PAG will soon update the 2009 long-term plan, which imagines transit networks in the year 
2040 and beyond.

But even the near-term plans aren’t a given, RTA director Farhad Moghimi said via email. 
Funding sources haven’t been identified yet for any of those projects.

The $197 million streetcar project got $63 million in federal TIGER grant funding. But future 
transit developments will need new funding streams, Papuga said.

“It’s harder and harder for communities to rely on federal money to build these projects,” he 
said. “In order to expand our high-capacity transit plan, my belief is we will have to find a way to 
fund it locally or through private investment.”

PROTECTING AFFORDABILITY

Over the next year, the city will schedule public meetings to gather community input on long-
term plans for housing developments throughout Pima County, said Sally Stang, director of 
Tucson’s Housing and Community Development Department. The public forums will solicit 
opinions on potential locations for new housing, including infill development in higher-density 
areas and along future transit routes.

“Those are the conversations we’re going to have: how we deal with infill and utilizing the space 
we have available, and not necessarily changing the character of neighborhoods or the 
downtown area,” Stang said.

Transit-oriented planning must consider all income levels, including those who would depend on 
transit for daily rides, in lieu of using a vehicle, and those who would choose it for convenience, 
said Jim DeGrood, deputy director of PAG.

“We need to be serving both needs. If our objective is to get the largest number of people riding 
transit because of sustainability and air-quality benefits, then we need to look at drawing in 
discretionary riders,” he said. “But being able to help families live affordably is also something 
we ought to look at doing with our transit system.”

In Phoenix, Mesa and Tempe, much of the recent affordable housing has developed along the 
light-rail system, which launched in 2008, said Robinson, of the Drachman Institute.

Private developers get interested when transit options include “fixed guideways” — that is, 
railways or other infrastructure that’s not easily moved, as opposed to conventional bus routes 
that can change without adjusting much infrastructure. As developers’ interest piques, land 
values increase, diminishing prospects for affordable developments, Robinson said.
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Local governments should purchase land along anticipated transit routes while it is still cheap, 
and hang on to it as future sites for affordable housing, she said.

In Phoenix, the nonprofit Raza Development Fund helped build and secure tax credits for 1,000 
affordable rental units along the light-rail route, said Silvia Urrutia, director of housing for the 
fund. She said they were able to acquire the land near the light rail cheaply, in part because 
private developers initially weren’t interested: They didn’t expect Phoenix residents to give up 
their cars and use the light rail, she said. But the light rail has been popular, she said.

“They have met 20-year goals within four years,” she said.

Development throughout metro Tucson is inevitable, so smart planning today can help guide 
that growth, Robinson said.

“This is a real exciting time for Tucson. But this is certainly just the beginning,” she said. “We 
need to be thinking really clearly and carefully about where we go from here, so that we 
remember the diversity of our community and so that we provide housing and transportation for 
the entire community.”

Affordable housing myths

Low-income housing advocates still battle misconceptions, including that affordable housing 
brings crime, lowers property values and burdens public schools.

The facts don’t support those contentions, advocates say. Lack of decent and affordable 
housing options leads to desperation and exploitation, they say.

“There is no correlation between safe, decent, and affordable housing and crime,” says the 
Tucson Metropolitan Housing Commission’s website housingtucson.com, which counters 
affordable housing misconceptions. “Failure to build affordable housing leads to slum 
conditions of overcrowding, absentee owners and deteriorating properties with no 
alternatives available to low-income families.”

If you go

What: Presentation on affordable and mixed-income housing in transit-oriented 
development

When: Friday, Aug. 15, 10:30 a.m. to noon

Where: Drachman Institute at University of Arizona, 44 N. Stone Ave.

Did you know?

In Pima County, more than half of all renter households, and almost one-third of owner 
households, are "housing cost-burdened," meaning they spend more than 30 percent of 
monthly income on housing costs.
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SOURCE: Housing market demand study, Drachman Institute
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Broadway - RE: cft- call to the audience 

  
Thanks, Camille - I apologize that there was confusion about the call-to-the-audience.  Glad you submitted these 
comments, though, and I will forward to the CTF as Mary indicates. 
  
~Jenn 
 
>>> On 8/8/2014 at  9:12 PM, Mary Durham-Pflibsen > wrote: 

Thanks, Camille.  We'll be sure to share this with the other CTF members in our Public Input report.  I'm sorry we were 
so strapped for time at last night's meeting, but I really appreciate reading your comments. Have a great weekend! 
Mary 
 
Mary Durham-Pflibsen 
 
 
 

From: c  
To: jennifer.burdick@tucsonaz.gov; m  
Subject: cft- call to the audience 
Date: Fri, 8 Aug 2014 12:30:37 -0700 
 
 hello to jenn, mary, and the rest of the cft- my call-to-the-audience was mistakenly overlooked, which 
worked out due to interests of time, but my comment would have followed on from the previous speakers, as 
well as applies to the below excerpt from the city of tucson daily newsletter:  I was looking at the HDR report 
regarding parking, and nowhere in those materials [addressed in sideways fashion perhaps, in #3 and 5 of 
table 1] or in anything else I've seen yet, is there a single mention of how providing alternate modes of 
transit affects potential parking needs.   
-for example, hi corbett field/el con mall/reid park and zoo falls just the other side of sunshine mile [as 
shown by the materials packet printed out for last night's meeting], and how many potential parking 
spaces could that complex provide as an anchor for a more eastern node of the streetcar route?  especially 
if included as an annual transit pass/parking package (and offering solar-panel-shade structures!), many 
people would prefer a transit option that doesn't limit them to parking garage hours/feeding the meter, or 
ongoing out-of-pocket expenses like filling the gas tank or vehicle repairs.  if employees or customers could 
more easily park-n-ride to their destination(s), there would be plenty of available parking for those in 
situations where transit is less practical.  (and similarly, how noticeable are impacts of nearby construction on 
travel and parking for those same areas?  not just during the extended period of streetcar construction, but 
also shorter-term projects such as while broadway was being repaved a few months ago, 6th street currently 
being repaved, etc.)   
-I am wondering if any of the sunshine mile business owners have plans to talk with the downtown 

From:    Jennifer Burdick
To:    camille kershner;  Mary Durham-Pflibsen
Date:    8/11/2014 5:38 PM
Subject:    RE: cft- call to the audience
CC:    Broadway
Attachments:   inside tucson business.pdf
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partnership or 4th ave. merchants, or their own customers for that matter, to get their thoughts on a 
potential streetcar extension as outlined above?  there is a bus, yes, but as a sometimes-transit-commuter, i 
think there is something to be said psychologically for the relative permanence of rail and the stepping 
straight into an electric streetcar to be whisked quietly off to one's destination vs. climbing the steps of a 
noisy (motorwise) bus. and idling at every light...  (attached is an article from the recent "inside tucson 
business" offering some opening-week perspective too.) 
-also, for comparison to the 96-feet requested design footprint, how wide are the 4th and 6th avenue 
underpasses?  4th ave has wide sidewalks, bike lane, and mixed traffic/transit lane, while 6th ave has smaller 
sidewalks and 2 traffic lanes- both with a median. 
 
RIDE THE STREETCAR TO 2nd SATURDAYS DOWNTOWN - The monthly, free, family-friendly event this Saturday 
begins with gallery shows at 9 a.m. and entertainment later in the day. At 6:30 p.m., the main stage at Scott Avenue 
and Congress Street features musical groups, and there are plenty of activities for children. Food from vendors and 
downtown eateries will be available. This will be the first 2nd Saturdays with the streetcar in operation, so you can 
park not only in the downtown area, but at the University of Arizona, and along 4th Avenue to catch a ride downtown 
(regular streetcar fares apply - see story below). There are 11,000 parking spaces along the 3.9-mile route. Street 
parking downtown is free on Saturdays, or you can pay to park in one of the garages.  
2nd Saturdays Downtown event and parking information: http://bit.ly/KylLmS  
Sun Link Tucson Streetcar: http://bit.ly/1mebZ7k  
 
~camille kershner 

 
_________________________"be the change you wish to see in the world..." -Gandhi 
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Broadway - Susan LaCorte (private) 

  
8/11/14 
Called to request maps for project alignment and list of buildings that will be demolished.  I shared that we do not have 
that information yet, and provided direction to the project web site and the latest variations.  Added emails to the 
listserv.   

From:    Jennifer Burdick
To:    Broadway
Date:    8/22/2014 5:53 PM
Caller:    Susan LaCorte
Company:   BFL Construction
Phone:    (private)
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Broadway - Re: Broadway Boulevard Project 

  
Ms. Haines, 
  
Thank you for writing in your concerns and hopes for the Broadway Roadway Improvement project.  I will share this with 
the Citizens Task Force for their consideration as they work toward a recommended design. 
  
Respectfully, 
Jenn 
  
********************************************** 
Jennifer Toothaker Burdick, Project Manager 
Broadway: Euclid to Country Club Roadway Improvement Project 
City of Tucson Department of Transportation 
  
Direct:  (520) 837-6648    Cell:  (520) 390-7094 
Web:  <www.tucsonaz.gov/broadway> 
********************************************** 
 
 
>>> On 8/9/2014 at 12:35 PM, Gillian Haines wrote: 

To Whom it May Concern, 
 
As a long term resident of Sam Hughes, I hope you will not create a six-lane plus two transit lanes expansion of 
Broadway Boulevard. The revised traffic model shows that the original plan is not advantageous over a six-lane 
design.  
 
Please act to ensure the preservation of the historic buildings and businesses along Broadway. We have lost too 
many of our historic buildings already. Preserving them will help maintain Tucson's distinct and special character that 
residents so love. 
 
 
Gillian Haines 

From:    Jennifer Burdick
To:    Gillian Haines
Date:    8/11/2014 5:24 PM
Subject:   Re: Broadway Boulevard Project
CC:    Broadway
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Broadway - Fwd: RE: Broadway Project Area 

  
 
 
>>> On 8/18/2014 at  9:36 AM, Jennifer Burdick wrote: 

You are welcome - my pleasure to help get you info as you need it. 
 
 
~Jenn 
 
>>> Janine Locke  08/18/14 9:33 AM >>> 
Thank you for much for your quick response! 
 
Janine Locke, CPPB, CASPP 
Special  Services and Procurement Manager  
Industrial Commission, Special Services  

 
 

 
 

www.ica.state.az.us 
 
NOTICE: This electronic transmission contains information from the Industrial Commission of Arizona, which may be 
privileged or confidential. This communication is intended for the use of the individual or entity named above. If you 
are not the intended recipient, please delete it, and be aware that any disclosure, copying, distribution or use of the 
contents of this transmission is prohibited. 
 
 
-----Original Message----- 
From: Jennifer Burdick [mailto:Jennifer.Burdick@tucsonaz.gov]  
Sent: Monday, August 18, 2014 9:31 AM 
To: Janine Locke 
Subject: RE: Broadway Project Area 
 
Janine, 
When construction gets close, we will begin to have pre-constructionpre-constructionpre-construction meetings and 
provide outreach to help all businesses in the area - especially those directly adjacent to Broadway - about how the 
construction will be undertaken, and help you develop communications to advise your clients best about how to 
access your building, and how to navigate the area.  We are at least 1 year out from that right now. 
 
 
You are correct on the design premise.  We will widen the roadway and add in sidewalks.  We are still determining 
generally the location of the roadway improvements.  I expect our Task Force recommendations on that soon - this 

From:    Jennifer Burdick
To:    Broadway
Date:    8/22/2014 4:54 PM
Subject:   Fwd: RE: Broadway Project Area
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Fall for sure. 
 
 

 
 

.us> 08/18/14  
>>> 9:20 AM >>> 
Jennifer, 
                I have reviewed several of the documents you send me the links for and I would just like to clarify a couple 
things. The Industrial Commission of Arizona, Special Fund owes two buildings one in Phoenix and one in Tucson. Our 
Tucson location is at 2675 East Broadway. Is it the intent of the Broadway Project to widen the streets and push the 
sidewalks back some to accommodate this change? If so, will the city be contacting the property owners prior to any 
construction that we disrupt the traffic flow so alternate plans can be made for tCPPBubCASPPe serve? Thank you 
 
Janine LocCPPBCCASPP, CASPP 
Special  Services and Procurement Manager Industrial Commission, Special Service  

 
 

 
 

 
 
NOTICE: This electronic transmission contains information from the Industrial Commission of Arizona, which may be 
privileged or confidential. This communication is intended for the use of the individual or entity named above. If you 
are not the intended recipient, please delete it,Burdick amailto:Jennifer.Burdick@tucsonaz.govistribution or use of the 
contents of this transmission is prohibited.Burdick 
 
 
From: Jemailto:Jennifer.Burdick@tucsonaz.govBurdick [mailto:Jennifer.Burdick@tucsonaz.gov] 
Sent: Tuesday, August 12, 2014 3:36 PM 
To: Janine Locke 
Subject: RE: Broadway Prohttp://tdot.tucsonaz.gov/broadway/business 
 
Yes, my apologies< Janine! 
 
I sent out the attached email blast last week, butjlocke@ica.state.az.usumailto:jlocke@ica.state.az.us 
 
The videos and materials http://tdot.tucsonaz.gov/broadway/business 
hCPPB//CASPPtucsonaz.gov/broadway/business 
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www.ica.state.az.us 
 
NOTICE: This electronic transmission contains information from the Industrial Commission of Arizona, 
whiBurdickbemailto:Jennifer.Burdick@tucsonaz.govmmunication is intended for the use of the individual or entity 
named above. If you are not the intended recipient, please delete it, and be aware that any disclosure, copying, 
distribution or use of the contents of this transBurdick imailto:Jennifer.Burdick@tucsonaz.gov 
 
 
From: Jennifer Burdick [mailto:Jennifer.Burdick@tucsonaz.gov] 
Sent: Tuesday, August 05, 2014 5:51 PM 
To: Janine Locke 

 
 
Ms. Locke, 
 
The meetings went very well and I'm wrapping up the materials for the web page.  I should be able to send a link 
around tomorrow that will allow you a chance to view presentatioCPPBadCASPP well as the handouts provided. 
 
Thanks for your patience! 
~Jenn 
 
 

> 
wrote: 

s went and if you could forward me the any information that 
wasCPPBreCASPPthe meetings? Thanks 
 
Janine Locke, CPPB, CASPP 
Special  Services and Procurement Manager Industrial Commission, Special Services 

 
 

 
 

 
NOTICE: This electronic transmission contains information from the Industrial Commission of Arizona, which may be 
privileged or confidential. This communication is intended for the use of the individual or entity named above. If you 
are not the intended recipient, please delete it, and be aware that any disclosure, ToothakerdBurdicktion or use of the 
coBroadwayf this transmission is prohibited. 
 
 
From: Broadway Broadway [mailto:Broadway.PWPO1.PWDOM2@tucsonaz.gov] 
Sent: Thursday, July 17, 2014 3:41 PM 
To: Jwww.tucsonaz.gov/broadway 
Subject: Re: Bhttp://www.tucsonaz.gov/broadway 
 
Ms Locke, 
 
I have recorded your interest in information and we will forward after the 7/31 meeting. 
 
Thank  
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******Burdick********************************* 
Jennifer Toothaker Burdick, Project Manager 
Broadway: Euclid to Country Club Roadway Improvement Project City of Tucson Department of 
Transpowww.tucsonaz.gov/broadway 
 
Direct: interagencyhttp://www.tucsonaz.gov/broadway 
Web:  > 

 
 
 
 
>>> On 7/16/2014 at  9:48 AM, Janine Locke > wrote: 
Good Morning, 
                             I am the Special Service Manager for the Industrial CCPPBssCASPPf Arizona, Our main 
officeinteragencynix at 800 W Washington St. 85007 but I was sent your letter interagency by a member of our 
Tujlocke@ica.state.az.us mailto:jlocke@ica.state.az.usDuwww.ica.state.az.uswhttp://www.ica.state.az.us/are located in 
Phoenix I will be unable to attend your meeting on July 24, at 6-8 pm but would appreciate any information you can 
provide on how this project will affect business in that area sinCPPBe CASPP State agency that serves the public.  
Thank you 
 
 
Janine Locke, CPPB, CASPP 
Special  Services and Procurement Manager Industrial .az.us 
(602)542-8238  Cell-(602)361www.ica.state.az.us (602)542-3104-http://www.ica.state.az.us/ 
 

 
 

 
NOTICE: This electronic transmission contains information from the Industrial Commission of Arizona, which may be 
privileged or confidential. This communication is intended for the use of the individual or entity named above. If you 
are not the intended recipient, please delete it, and be aware that any disclosure, copying, distribution or use of the 
contents of this transmission is prohibited. 
 
 
 
 
 

Page 4 of 4

10/16/2014file://C:\Users\JBurdic1\AppData\Local\Temp\XPgrpwise\53F775E1PWDOM2PWPO110016C6...



Broadway - re: Friday morning transit forum 

  
Good seeing you, too, Camille! 
  
We did have a PAG presentation on the 2009 High Capacity Transit study early on in the CTF process.  We also continue 
to allude to it, since it identifies Broadway as a key transit corridor.   
  
The HCT study also relates/ties in to the regional network planning done by PAG on an annual and bi-centennial (every 5 
years) basis.  PAG is currently working on updating the 2045 regional plans, which utilize projections of population, 
potential future employment and population densities, and traffic to develop strategic plans for infrastructure investment 
(and policies) in the next years. 
  
I will forward your notes and emailed blurbs to the CTF via the public input report. 
  
Thank you, Camille! 
~Jenn 
  
  
 
 
>>> On 8/15/2014 at  6:55 PM, camille kershner > wrote: 

thanks, jenn- nice to see you there and briefly meet jim again, too!  (had to get back to work, so couldn't 
stay- and missed Marilyn's part of the presentation, but I'm sure she'd be happy to summarize for you if need 
be)  
these are the notes I was able to get down- and broadway corridor-relevant news from the c.o.t. e-news, just 
fyi for those who don't receive it. 
(and how frustrating that this PAG info doesn't seem to be presented as a key component for consideration 
within the CTF decisionmaking context- or maybe I just missed that part of the process!) 
 
GREEN PAINT PROTECTS, GUIDES CYCLISTS ALONG PARTS OF STREETCAR ROUTE - Perhaps you've seen the green 
bike boxes at some Tucson intersections, guiding bike riders across streetcar tracks or into boxes at red lights? That 
green paint also appears at four passenger stops along the Sun Link Tucson Streetcar corridor. The green designates 
where the bike lane continues and wraps behind the streetcar stop. This type of bike lane treatment allows cyclists to 
circumnavigate the streetcar when it is stopped. "The City is looking at installing more of these types of bike lanes at 
transit stops, and some could even appear at bus stops," said Tucson Bicycle and Pedestrian Coordinator Ann 
Chanecka. The bike lane treatments at transit stops are the latest tool from the City to make it safer for bicyclists 
along the 3.9 mile streetcar corridor between the University of Arizona and the Mercado District west of Interstate 10.
Tucson Bicycle & Pedestrian Program: http://1.usa.gov/1remRER  
Sun Link Tucson Streetcar: http://bit.ly/1mebZ7k  
Streetcar Safety for Bicyclists: http://bit.ly/1wEBmCF  

From:    Jennifer Burdick
To:    camille kershner;  Mary Durham-Pflibsen
Date:    8/19/2014 10:57 AM
Subject:    re: Friday morning transit forum
CC:    Broadway
Attachments:   pag hct study 2009.pdf; drachman institute transit forum.doc
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UA COMMUNITY CAN RIDE STREETCAR FREE FOR 30 DAYS - Starting today, students, faculty, and staff at the 
University of Arizona can ride the new Sun Link Tucson Streetcar and all Sun Tran buses for free, through Sept 14. The 
promotion requires a special U-Pass that can be ordered online at the link below. After the 30 days end, the card can 
be loaded with one-day and 30-day monthly passes. In addition, the UA is offering a 50 percent discount for those 
who buy semester or annual passes. The streetcar travels a nearly 4-mile route through parts of the UA campus, 4th 
Avenue, Downtown Tucson and the Mercado District west of I-10. If you don't have a UA affiliation, you can buy a 
SunGO monthly pass for unlimited rides on the streetcar and bus system. 
Get a free 30-day U-Pass (UA-affiliation required): http://bit.ly/UGcmhY  
Sun Link Tucson Streetcar: http://bit.ly/1mebZ7k  
How to Ride the Streetcar: http://bit.ly/1n6y7TK  
Buy a SunGo Card (general public): http://1.usa.gov/1k62x96  
Take a virtual 5-minute ride on the streetcar, produced by Tucson 12: http://bit.ly/VqlqaQ  
 
~camille kershner 
(520) 241-8932 
camillekershner@hotmail.com 
_________________________"be the change you wish to see in the world..." -Gandhi 
 
  

Date: Thu, 14 Aug 2014 12:22:38 -0700 
From: Jennifer.Burdick@tucsonaz.gov 
To:  
Subject: Re: Friday a.m. at drachman inst. 
 
Thank you for forwarding this, Camille!   
  
This is bound to be very a very interesting presentation and discussion, and as you say, timely.  I was already planning 
to attend.  The Broadway Transit Task Force subcommittee is aware of it - we forwarded the flyer to them this week. 
  
~Jenn 
 
 
>>> On 8/14/2014 at  1:07 AM, camille kershner  wrote: 

and speaking of- I'm going to try to go to this... (just read about it in steve k.'s ward 6 newsletter) 
 
Drachman Institute Housing/Transit Forum 
  
On the subject of roads and parking is a forum coming on Friday of this week. It's sponsored 
by the Drachman Institute and will include presentations on the nexus between housing 
needs and transit oriented development. We now have the streetcar up and running. 
Building appropriate density into the corridor is now a front-and-center topic for discussion. 
Drachman conducted a community survey in which they asked about housing needs in relation 
to proximity to transit modalities. They were trying to establish who'll be looking for 
transit oriented housing, what sorts of housing will be in demand, and the reaction from employers 
who operate businesses along our streetcar corridor. On Friday they'll review some 
of those results. They'll also talk about building in capacity for long term addition of high 
speed transit. That exact topic came up last Thursday at the Broadway CTF meeting. 
Drachman is located at 44 N. Stone, in the heart of downtown. The forum will run from 
10:30am until noon, it's open to the public, and is free. This is an important topic now that 
we've got the streetcar running, and the Broadway corridor decisions are near to being proposed. 
Come and take part in the conversation on Friday. If you're involved at any level in 
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some of the projects we're doing, then you'll benefit from at least hearing the conversation. 
It should be an interesting presentation. It certainly will be timely. 
 
~camille kershner 

 
 

_________________________"be the change you wish to see in the world..." -Gandhi 
 
  

From:  
To:  jennifer.burdick@tucsonaz.gov 
Subject: RE: a quick "larger picture" for the CTF 
Date: Tue, 12 Aug 2014 00:30:49 -0700 
 
don't be discouraged, mary-  if you haven't had a chance yet, look at the display at the drachhman 
institute, 44 n. stone,  to see the historical context of transportation in tucson- we are at the cusp of 
another inflection point and you, the ctf, have an important role in determining our subsequent 
direction!  looking forward to ideas that will presented at the charrette :]  
 
 
~camille kershner 

 
 

_________________________"be the change you wish to see in the world..." -Gandhi 
 
  

From: m  
To: ; jennifer.burdick@tucsonaz.gov 
Subject: RE: a quick "larger picture" for the CTF 
Date: Mon, 11 Aug 2014 21:54:05 -0600 
 
Thanks, Camille.  I read this article as well- it was interesting (although also a bit discouraging) how much time it 
took from concept to measurable results, i.e. more families with children within the high-density city areas. 
 Thinking of the future is a big part of what the CTF is trying to accomplish, but this story illustrates that we need 
a unified vision of what that future is, i.e. our functionality, to reach consensus.   
 
Mary Durham-Pflibsen 
 
 
 

From: c  
To: jennifer.burdick@tucsonaz.gov;  
Subject: a quick "larger picture" for the CTF 
Date: Sun, 10 Aug 2014 15:50:52 -0700 
 
 
i just came across this perspective of looking at things- some key components to successful urban 
revitalization are not necessarily measured in financial terms... 
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http://news.msn.com/world/how-vancouver-became-one-of-north-americas-most-family-friendly-cities-
1      
 
~camille kershner 

 
 

 you wish to see in the world..." -Gandhi 
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PAE,High.,,,Eapacity'ftansit System Study

As the population of eastern Pima County continues to grow from the current 1 million to some 1.8 million
residents by 2040, expansion of the transportation system will be critical to maintain the high level of mobility that
supports the quality of life and economic vitality of the region. With ever-increasing fuel costs, skyrocketing costs to
construct and maintain roads, and deepening concerns over climate change and other environmental issues, transit will
serve an increasing role in achieving this goal.

The Pima Association of Governments (PAG) has conducted this study to develop a , . ,

. . .: , , for the region. HCT systems are intended to carry high volumes of passengers with fast and
convenient service" The planning process for this study made use of the latest information related to existing and future
population, employmeni, and transportation conditions in the region, assessed the applicability of different HCT transit
modes and technologies, and gathered input from jurisdictions and agencies in the region, as well as the general public,
on desirable HCT improvements. The resulting HCT System Plan defines incremental, sustainable, and cost-effective
steps for the implementation of HCT technologies to serve existing and future travel demand in the region. The HCT
System Plan will be integrated into the transit element of the 2040 Regional Transpoftation System Plan now under
development.

After completing an initial assessment of transit technologies, the HCT modes shown below were identified as
the most likely to meet the study's goals and objectives.

ExFrses Bgs

Long-range planning for
implementation of HCT was a component of
the 2030 Regional Transportation Plan
adopted in 2006. HCT elements included in
this plan included express bus service, bus
rapid transit (BRT), and modern streetcar. The
Regional Transpoftation Authority (RTA) 20-
year transportation improvement program,
funded by a voter-approved /,-cenl sales tax,
includes the Tucson Modern Streetcar that is

currently under design and scheduled to begin
operation in 201'1 , as well as expansion of
express bus service. The streetcar will run
along a 4-mile corridor providing circulation
between the University of Arizona and
downtown Tucson and will encourage transit-
supportive development and redevelopment
along the route, illustrating the transpodation
and land-use benefits of fixed-rail HCT in the
region.

ln response to increasing transit
demand, SunTran recently expanded fixed-
route and express bus service. New routes
have been added including circulator routes in
Oro Valley, Green Valley, Marana and
Sahuarita, bus frequency has increased, and
hours of operation have been extended at
night and on the weekends. To support the
expanded transit system, SunTran has

ldnd*,i StreeEar

Ecmmster,Rail Tiani*il'G{iT}



introduced new stylized express buses, has constructed new park-and-ride
service, and is constructing a new maintenance facility to accommodate the expa

ffi urridur Smrenming Evnluaticn
Based on input from local stakeholders, sixteen corridors were identified as

implementation, as shown in the Regional HCT Routes map on Page 3. Discussion with the
Committee (TAC), which was composed of representatives of local governments and agencies,
corridors for further analysis. The primary screening criteria used to assess and rank the eight HCT
potential ridership, righlof-way availability, capital and operating costs.

Systnm Alterrs=tives
The screening evaluation and TAC input led the project team to select two "priority" HCT corridors: Broadway

Boulevard and 6th Avenue/Nogales Highway. No fatal flaws were identified for the other six HCT corridors, so these
were addressed as part of a long-term implementation plan.

The project team developed three system alternatives for near-term implementation based on the two priority

HCT corridors. The system alternatives include multiple corridors and HCT technologies and address specific needs
identified through the screening evaluation process. The recommended system alternatives are based on a plan that
considers the fundamental factors of cost-effective implementation and operation, consistency with land use, and

service to major activity and employment centers.

hXtT iu:':pEcmtrffitatirn Strate gy

:l"nr:rjinit iirc i:::p1um*nicri*.r *i l'lXT

The project team identified existing revenue sources available to the region for development and operation of
HCT and new revenue sources that can be investigated. Particular attention was paid to eligibility for federal funding
since it is tikely to be a very significant part of any HCT project and will influence the timeline of project development"
Various federal funding sources are available to fund capital costs, however they are very competitive and require local
matching funds. As such, local and innovative revenue sources will need to be considered.

,"" New Starts
,b- SmallStarts
,)- Very SmallStarts
;" Large Urban Cities Grants
y Bus and Bus Facilities Grants

Special Assessment Districts
lmpact Fees
Sales Tax; lncluding RTA
extension
Rental Car Surcharge

r Vehicle Registration Fees
lr Advertising Rights
r lncreased/Special Fares
r Parking Fees and Fines

ts

)-

ilmurr{ii;el,:;; h{f;T rvit'l: !"mmd lJr: 3i::nn!nE

Land use planning is a critical component of successful HCT systems and transit-oriented planning is tied to
livability, economic development, and community pride. The general plans, land use codes, and development standards
of the cities and towns affected by HCT include HCT and transit-supportive components, but opportunities exist to refine
these plans and target transit-oriented development (TOD) focusing on the following principles:

)- Recognition of a variety of station types/environments
i* Pedestrian focus
k' Mix of uses
F- Densities and intensities that encourage transit ridership
>' Management of parking and access to promote

alternative mode use

Transii-ilriented [iev elnp*rent



1) U of A/ Rio Nuevo
2) Broadway / Speedway
3) Campbell Ave
4) Oracle / Stone

E
\ 5) 6th Ave (Downtown to Laos center)

6) r-1e
7) t-1O
8) Houghton Rd
9) Anklam / 6th
10) Tangerine Rd
11) Grant Rd
12) S Camplbell / Kino Pkwy
13) Old Nogales Hwy (Laos to TIA)
14) Valencia Rd
15) Ajo Way
'16) Kolb Road

rit"' ,
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.--- Potential HCT Corridot
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Major Road REGIONAL HCT BOUTES
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An implementation scenario was developed with near-term and longterm staging of HCT for each corridor
based on an assessment that identified opportunities and constraints for each case. As HCT is not an all-or nothing
investment, a monitoring methodology was described that can be used to guide the region in determining if, when, and
how HCT can be implemented in a given corridor. The map on Page 4 summarizes the development of individual
corridor implementation plans including staging of HCT projects for near and long-term.
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Tucson, Arizona 85701
(520) 792-1093
www.pagnet.org
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drachman inst. transportation forum (15 august 2014) 
-marana, sahuarita- growth (school preference, room) 
-children under 18- away from urban areas, acre or more home lot 
-age increases- rural setting... 
 
-survey- 100+ employees 
-42% live in COT, some commute from phx, sierra vista 
-all income levels represented 
-60% (40-64) yrs of age 
-how getting to work- 85% drive alone 
-commute time (one-way) 1/3- 30+ min (some extreme commuters) 
-81% satisfied with commute time (car culture- it’s what we expect?) 
-why don’t you live close to place of employment (if not satisfied)- 2,000+ answers- #1- financial reasons 
-willing to change how they traveled to work- 68% unwilling/unsure 
-62% would like more public transportation options in their neighborhood 
 
-intention- ID areas for public education 
-aware of PAG plans?   74% unaware 
-80% unfamiliar with TOD 
-75%- never ride bus (need flexibility during workday- #1 reason)  5%- unfamiliar with bus system 
-68%- single-family, detached home (very satisfied) 
-ideal move preferences?   
     50%- walk/short drive to amenities, pedestrian friendly, shorter commute (47%) 
 
-need for public education!!!  
 (benefits, about the transit system in general, costs of vehicular transportation) 
 
-24 potential HCT stops (1/4 mile, one-mile area)   
 -many characteristics, demographics- target area, compared to jurisdiction as a whole...  
  (available in final report- Drachman Inst., PAG websites) 
   -I-10/marana 
 -oracle/1st 
 -6th/congress 
 -schools (to 4 miles- also ranking, testing info) 
 (median age:  21- @ UA, 60’s- oro valley) 
 
-bae urban economics- (urban economists and real estate development advisors) 
 -relate economic trends to actual, on-the-ground development 
-PAG- intersection between affordable housing and TOD 
-TOD- typically w/in ½ mile of transit 
 -sense, often mixed-use 
 -focuses development 



 -value-added 
 -affordable and mixed-income housing 
 -some/all units income-restricted 
 -senior affordable is common 
-housing market- 5 core communities 
 -650,000 (1/3 of county) 
 -median income- $44,000 (lower in core city) 
 -regional commute (3/10- between those communities) 
 -projections- county growth (40% 2045) 
 -lots of new housing until later 2000’s, increased annually-  
  since 2011- multifamily development over 20% of total 
  70%- in core communities* 
 -rental- stable, positive absorption since 2010 
 -owner- low vacancy 
-HUD- housing cost burden (over 30% of income) 
 -renters* and owners- tucson*/south tucson*- over 1/3 
 
-strong demand for affordable housing development 
-many low-wage workers 
-impacts of recession/recovery 
-aging infrastructures 
-limited vertical mixed-use 
-transit accessibility- seen as advantage by housing developers 
-primary constraints for affordable housing development 
 -availability of funding sources 
 -high land costs 
 -unfavorable zoning regs (density/height limits, parking requirements) 
 
TOD housing demand 
 -estimates projected based on ADOA (2015-2045 population projections), PUMS census data 
  -no car in household 
  -someone in household takes transit to work 
  -more workers than cars 
-30-year demand:  96,000 households (65,000 today, + 31,000 by 2045) 
 -mostly renters (2/3) , 23,000 elderly (25%) 
 -cost burden~ ½ (trend) 
 -67% low-income (HUD, dept. of housing- below 80% AMI) 
-ave. rents $437 (studio) to $1,310 (4-bedroom) 
 -low-income can afford $299-$1,320 rent, $50,000-$190,000 home  
  (depending on household size) -1/3 market-rate homes not affordable to family of 4 
 (nearly ½ all new affordable homes would have to be near TOD to meet demand) 
 -60-80% TOD-preference renter households cannot afford... 



-opportunity sites (overlap w/ PAG study) 
 -housing cost burden 
 -rental market availability 
 -employment access 
 -transit availability 
-near-term-center of metro area (tighter rental market, more transit lines) 
-ronstadt (5 HCT lines) 
-speedway/campbell (high cost burden, tight rental market) 
-mercado (under development, cost burden) 
-6th/39th (transit-rich) 
-I-10 at intercity rail (6th ave) 
-laos- (highest cost burden) 
 
recommendations- focus housing resources to support affordable rental housing (significant need- TOD) 
-assess availability of publicly-owned land to support affordable housing development (inventory) 
-review zoning, parking, other regs- opportunities to support affordable housing development 
 *high-rise limitations @ airports- in the works... 
-prioritize “near-term” TOD development sites for dense, multifamily affordable housing 
-evaluate development potential for specific sites to develop an affordable TOD housing development 
 strategy (can go station-by-station -> develop regional strategy) 
 
Q- 60% new demand for housing in region will be for locations around TODs?  
 (175,000 total demand, 100,000 around transit stations) 
A- not looking at total need for overall household growth, just people w/ preference for transit 
 -lines up with building growth 
 
Q- comparison w/ similar size cities? 
A- overall, “for sale” housing more affordable in tucson -> lower need to support ability to buy homes, 
but significant amount of renters (inherently struggle more) 
 
Q- how big a site do you need?  (developer- depends on zoning)  phx- model for urban form zoning 
code- what’s happening in tucson region for zone-based? 
A- karen- immediate, important work to do, mainly looked at reducing parking requirements, not gone 
to density/height bonuses (instead of changes in zoning)  
 -phx- bonuses based on certain (overlay-underlying zoning w/ density bonuses-> tighten  
  standard market rates) criteria/elements built into project (green technology,   
  affordability, ex- zero parking, ave. car ownership on/off light rail ~ 50%) 
 -downtown links- alt. zoning/parking requirements (prop 207) -form-based code- integrated  
  incentive district (not specifically related to affordable housing) 
 -“tweener” mode for market-based housing (financing- requires 2 parking spaces...) 
 
Q- numbers of owner-occupied housing- owned by speculation/LLC?   



A- owner-occupied, per census data (not renter- important to keep in mind after-effects of recession) 
 
-need to focus demand/development/policy on creating choices for those whom it makes sense 
 -living outside of commute 
 
Q- public parcels developable to TOD?  (ex- parking lot on Helen) 
A- mapped @ those specific 24 sites.  City- has more comprehensive map- working on that? 
 
Q-  survey data@ eastern pima county- less than 2,00 people- small sample size- major employers in 
 city’s general plan?  diversity of responses... 
A- not a representative survey- chose locations because of proximity to proposed stop 
Q- how to reconcile survey w/ last presentation 
A- survey location was where they work, not where they live 
 
Q- book, survey info? 
A- final report- posted on Drachman, AZ Dept. of Housing websites. 
 
Q- how were those transit areas selected?  property acquisition @ light rail- prices went up... 
(policy issue- incremental value to seller or project?  parking drives deals, rent drives income of 
property)  -parking compared to san fran? 
A- timing is everything, focus on roll-out of HCT corridors (property values) 
 -auto-dependent areas (density/parking- twofold issue...) -other streams of funding need to 
 happen (tax credits, local gap-financing)- affordable housing never pays for itself... 
A- PAG HCT plan (projected station areas)- worked with individual jurisdictions as to their plans 
 
 
 



Broadway - Re: Broadway Widening 

  
Thank you very much for your email, Craig.  My apologies for the delayed response to communicate that I have received 
it, and will share it with the Task Force.   
  
I appreciate your continued involvement and encouragement to get to a decision.  I know the Task Force feels the need 
to make a decision, as does the project team.  This next week will provide an intensive set of meetings that we all expect 
will help advance our work significantly. 
  
I hope you will be able to make all or a portion of the meetings (the location will be at Our Saviour's Lutheran Church, 
1200 N. Campbell - on Campbell just north of Speedway). 
  
~Jenn 
 
 
>>> On 8/3/2014 at  1:05 PM, "Craig Finfrock" < > wrote: 

Hi Jenn and all, 
  
I am reaching out to express the importance of moving this very important project along quickly. At the last couple of 
task force meetings that I attended, this concern was also expressed by a couple of different business leaders during 
the call to the audience. I believe that this project will benifit greatly by timing it with the upswing in the overall 
economy and real estate market. Businesses will be more likely to reinvest in the area, thereby creating the 
regentrification effect that we are all hoping for, if the market is in an upswing. At the rate this project is going it 
appears that it could be a few more years before it is completed, which will probably be in the middle of the cycle (the 
average economic cycle is seven years). I am not sure why it should take so long to get public input for this project, 
but it seems like two years should be more than enough. It's time to get it built. Also, the condemnation prices are as 
low as they are going to be. 
  
Secondly, it is important that the future extension of the street car down Broadway be a part of the planning. 
  
Lastly, the survey that was done at the June public meeting was far from being representative of the constituancy 
that this project involve. This is a community wide project, not a neighborhood project. Further, the people that 
typically show up to these meetings ,and thus the people that took that survey, tend to be the vocal minority "no 
growthers". The public aready voted for this project back in 1996, after years of discussion. If you wanted to have a 
truely representative survey, it should have been a random sample survey taken of the population of Pima County. I 
listened to the results of this survey as they were presented to the task force committee for over 30 minutes and 
were given a report several inches thick. 
  
PS. I tried to find the area on the Broadway Widening web site and could not find the place to do this. 
  
I do appreciate all of your hard work. 

Thanks,  

Craig 

From:    Jennifer Burdick
To:    Craig Finfrock
Date:    8/22/2014 5:38 PM
Subject:   Re: Broadway Widening
CC:    Broadway
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Broadway - Re: Thank you! 

  
Mr. Kats, 
  
I do not show that I emailed you a response to your email.  My apologies!  Thank you for providing the suggestions - 
these are the types of considerations that we will be focusing in on in the coming months. 
  
Your email below will be shared with the Citizens Task Force and with the project team as we move forward into refining 
the 6-Lane Including Transit Alignment.   
  
We have more work to do before we can engage in conversations between our Real Estate Office and property 
owners.  Our design process will review ways to achieve our transportation goals with the design, and reduce potential 
impacts to properties.  I will be sure to share your concerns and thoughts with my colleagues in Real Estate, however. 
  
Thank you for participating in our Property and Business Owner meetings, and the public meetings.  It is important 
that your perspectives are incorporated into our process since you are directly impacted property owners and businesses. 
  
~Jenn 
  
 
>>> On 8/28/2014 at  3:49 PM,  wrote: 

Hello, 
My name is Vladimir (Willy) Kats and i owned property at 2901 -2905 E Broadway for almost 20 years and I have been 
to a few meetings in a past about Broadway widening.  I am concerned about design they are proposing as far as my 
property concerned.  We put a ton of money over the years into that property and we keep it well maintained. We 
did have a hard time lately with leasing the space there with all the talk about this project and plainly just got lucky 
when Western Dental took space there(out of town company). They spend around $500,000.00 in TI work excluding 
the work I had to do and contribute.  
 
This is large building, 11000 sq ft of floor space and 9000 sq ft of basement so parking has always been a challenge 
for us. In these meeting there were talks about "alternative solutions and creative ways to find parking, cooperation 
with adjacent property owners etc" What needs to be understood by designers and engineers is that this "creative 
solutions" can work for building owners that operate their businesses in that corridor since they have control where 
their employees park etc. I do not have that luxury as prospective tenants are not interested in "being creative" about 
their parking needs or access issues- they just find a property that does not have those issues.If design will impact 
my parking at ALL it will be the straw that will break the camel's back since we are under-parked as is. The design 
also shows eliminating the access from Broadway to my property. Even if my building is intact it will not help me as it 
will become economically not feasible for me to keep.  
  
So although in the City's view they will see it as a minimum impact but to me it will mean a total  loss since I can not 
lease a building that has no parking in the area where customers or retailers are expecting /needing it and they just 
will go somewhere else that can provide that to them and now we will have another eyesore that will be graffiti-ed 
and vandalized as a lot of empty buildings. So what will seem like a minimal to engineers will mean a world to me. If 

From:    Broadway
To:    
Date:    10/16/2014 8:54 AM
Subject:   Re: Thank you!
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the design stands as it is shows on practically most of the variations  it will render this building economically 
obsolete. If that is how it will need to happen then maybe somebody can get in touch with me so we can discuss a 
total taking of this property as I just can not see in a present proposals any way that it will not destroy this building 
economically.  
  
There are a few creative solutions that would work if somebody would consider implanting them. 
a) close Stewart  and turn it into parking for retailers in the area as that street is not much of use. 
b) make a wider shared use driveway that will serve the property east of us and this might not need to be if  Stewart 
option is selected.  
c)  shift lanes south and shrink media to the minimum  so my parking lot in the front of the building  can be used and 
access is maintained. 
  
Please consider those options with option a being the most favored and probably by far the least expensive as no 
need to buy anybody's property, pay huge relocation costs, the neighbors will love it and it will also help other 
owners west of us. Looking forward to hearing from you. Thank you and hoping that this will project will turn out to 
be example of City  working  with the business people to make Tucson even nicer place to work, live and play. 
  
Sincerely, 
Vladimir (Willy) Kats   
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Broadway ‐ "big picture" overview for the broadway corridor (and future such projects) 

  
(please also sent this message to each member of the Board, thank you.) <cob_mail@pima.gov> 
below are my public comments from this past week's broadway corridor CTF meetings.  i will send a follow‐up 
email with my call‐to‐audience comments, as well as notes (including a full transcription of the Q/A) from 
jarrett walker's presentation as some work better with printed format than audio. 
i would also ask you to consider what kind of community we don't want to be and why (there is an ideal job 
for me in my field, but it is only available in phoenix‐ i prefer to live here, in tucson.)  it may also be helpful to 
think as to how other communities might describe ours... (i have lived elsewhere, without needing a car‐ these 
are accurate depictions, with youtube offering many real‐life views of all the places mentioned.)   
http://www.yelp.com.au/biz/murray‐street‐mall‐perth 
www.discoveraustralia.com.au/western_australia/perth_shopping.html 

From:   
To: jennifer.burdick@tucsonaz.gov;   
Subject: a "big picture" overview for the ctf 
Date: Sat, 30 Aug 2014 00:47:31 ‐0700 
‐to assist in visualizing how this "sunshine mile" piece fits into the "greater tucson" puzzle, i think it would be 
helpful to have the attached drawn‐in information (sometimes colored sharpies and a highlighter is enough!) 
along with the major just off‐page areas of el con mall and hi corbett/reid/randolph complex, depicted 
somehow on that "project area" map‐ the large, single sheet‐ outlined and in color, with the surroundings 
greyed out, that's been on the back tables.  especially now that the ctf has a clearer idea of the tools that they 
would like to use to achieve their vision, these outside elements will become important considerations in how 
(the details of when/where) that happens.  and again, looking to the houghton road project for how the east‐
of‐country‐club portion of broadway will be reacting to the west‐of‐euclid part also can be examined through 

From:    camille kershner <c >
To:

   

"Jonathan.Rothschild@tucsonaz.gov" <jonathan.rothschild@tucsonaz.gov>, 
"mayor1@tucsonaz.gov" <mayor1@tucsonaz.gov>, "Regina.Romero@tucsonaz.gov" 
<regina.romero@tucsonaz.gov>, "ward1@tucsonaz.gov" <ward1@tucsonaz.gov>, 
"Paul.Cunningham@tucsonaz.gov" <paul.cunningham@tucsonaz.gov>, "ward2@tucsonaz.gov" 
<ward2@tucsonaz.gov>, "Karin.Uhlich@tucsonaz.gov" <karin.uhlich@tucsonaz.gov>, 
"ward3@tucsonaz.gov" <ward3@tucsonaz.gov>, "Shirley.Scott@tucsonaz.gov" 
<shirley.scott@tucsonaz.gov>, "ward4@tucsonaz.gov" <ward4@tucsonaz.gov>, 
"Richard.Fimbres@tucsonaz.gov" <richard.fimbres@tucsonaz.gov>, "ward5@tucsonaz.gov" 
<ward5@tucsonaz.gov>, "Steve.Kozachik@tucsonaz.gov" <steve.kozachik@tucsonaz.gov>, 
ward <6@tucsonaz.gov>, "Broadway@tucsonaz.gov" <broadway@tucsonaz.gov>, 
"cob_mail@pima.gov" <cob_mail@pima.gov>

Date:    8/31/2014 1:43 PM
Subject:    "big picture" overview for the broadway corridor (and future such projects)
Attachments:

   

whole foods bike5.JPG; whole foods bike2.JPG; e3 level 3 charger3.JPG; sata context map.pdf; 
plan tucson map 2013.pdf; sata map.JPG; bikeway2.JPG; bike_bus lane only.JPG; bike 
routeish.JPG; chase field.JPG; crossover1.JPG; crossover2.JPG; sycamore station.JPG; sycamore 
station3.JPG; end of the line 1.JPG; end of the line1.JPG; next station.JPG; kl monorail.JPG; 
boarding platform.JPG; freo station.JPG
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the example of grant/oracle.    
‐i do think the ctf has selected their toolbox in a way that will allow their goals to be reached.  but it appears 
that language/terminology and perhaps, lack of direct experience, are acting as somewhat of a barrier to full 
understanding of what those tools actually are‐ so i am sharing a few visual aids, photos of mine.   
as several people noted last night, it's so difficult because we care enough to take the time to do it right‐ 
and for me, the hardest part is over; it seems that you've been focusing on identifying the needs of your 
stakeholders starting by looking through the lens of worst‐case scenarios.  now with a filled toolbox in hand, 
you can begin looking through that filter offered by your working title to determine how each tool can be used 
to best support your shared goals and mitigate the various concerns.  someone commented on the differences 
in character between the east and west sides of the roadway from campbell, which is a good thing to keep in 
mind, and now that i have a better mental picture of what downtown links will be‐ not so much a giant 
overpass across town, but more like north euclid‐ it makes maintaining their connectivity to each other 
and downtown that much more important; ask anyone who's had to transfer between sun tran's #7 and #15.  
jenn is there to help you all figure out the land‐use types of issues, phil to explain the more technical aspects‐ 
please use them as resources to find workable solutions, that is their job, and yours!   
(location of these pictures‐ you don't have to print them all, sharing via email to interested parties is fine 
as long as they are properly attributed) * = *outside of tucson*:  speedway/country club‐ whole foods, back of 
bookman's sports exchange, 4th ave‐ across the street from the co‐op, *somewhere in north phoenix*‐ i 
haven't yet looked to see where the bikeway goes but it appears to be just an extra‐wide bike lane, *boulder*‐
the little red sign is a bus stop‐ and they are currently expanding service from denver, and‐ next to exo coffee.  
*the next few*‐ the light rail station outside chase stadium, passing a park‐n‐ride, couldn't really see 
when/how we got from the outside to inside of the roadway [and i think that mileage sign might be for the 
metrolink operators, not sure about regular vehicle traffic], disembarking at the sycamore station, currently 
under construction, *monorail in KL*‐ their train station is huge and multilevel, *last few‐ perth* boarding 
platform‐ of course, the busier ones are larger and enclosed and their rail is on its own entirely dedicated 
right‐of‐way so doesn't share the roadway at all, fremantle train station‐ a long, enclosed physical building and 
the boarding platform is like a back porch)   
‐i would encourage everyone to head up to the phx metrolink and try it for yourself, bring a friend and make a 
day of it‐ i think it takes about 2 hours for a full round trip!  the sunshine mile really is the gateway to 
downtown, i'm so glad you're on your way to successfully becoming that gateway.  thank you! 
‐if all you have is a box of nails, everything looks like a hammer‐ http://cdn.themetapicture.com/media/funny‐
Calvin‐and‐Hobbes‐comic‐nails‐table.jpg  
‐but when you have a screwdriver [and the right type of screws], several of those loadbearing nails can then 
be replaced in a more deliberate manner, leaving the rest merely decoration... http://media‐cache‐ec0
.pinimg.com/originals/6d/7f/21/6d7f21fc551d941282838a0b16ff3b36.jpg 
 
(and this is what i dealt with during my commute to sahuarita/green valley last year:) 
Houghton Road Corridor project updates: 
The Broadway: Camino Seco to Houghton project has been moved up on the RTA schedule. We will 
send out a request for qualifications in September of this year. We should have the design 
starting the first of 2015, and anticipate construction starting in the summer of 2016. 
 
Houghton Road: Broadway Intersection Improvements 
 
Contract start date: November 4, 2013 
Total contract days:  351 calendar days 
Time expired; 296 
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Rain days: 7 
Time remaining: 62 days 
Scheduled completion date: October 28, 2014 
  
However, we are still comfortable that we are going to come in ahead of the contract schedule, and 
provide the following update: 
  
Driveway closures: We are working on the southeast corner of the intersection, and this 
means some driveways to the Safeway shopping center will be temporarily closed. 
Access to all businesses will be maintained. Please help their businesses by continuing to 
patronize them. We appreciate everyone's cooperation and patience.  
  
Paving: The rains have been nice for the desert, but not so kind to our construction 
progress.  
We are adding some additional runoff/erosion protections to make sure we leave a project 
that works for you through the monsoons in the years to come. We noticed a few things 
that didn't look like they were working as well as we wanted, so we are improving them. 
We have had to let some areas that will get covered with asphalt dry out, and have modified our 
schedule accordingly: 
  
Southeast Houghton lanes: Paving on September 2 and 3 (Tuesday and Wednesday of next week). 
Southwest Broadway: Roadway grading is ongoing until complete. 
September 22 or 23 we will bring in the rest of the regular asphalt and the rubberized 
asphalt. The asphalt plants are very busy and we got this scheduled as quickly as we could. This is 
planned to be completed by the first of October. 
October 2 and 3 (at night) we plan to place the temporary striping, and after that the roadway 
will be fully up and operational. Note: 30 days after this, and at night, the final thermoplastic 
(reflective) striping will be added. The asphalt has to set up for 30 days before we can add the final 
striping. 
  
We will not bring in the rubberized asphalt for Houghton south of Broadway for final paving until we 
complete the next project down to 22nd. It will look much better if we do it this way. If we bring it in 
now and then add to it later, it will look like patchwork, and we want our new project to look the best it 
can right from the start. 
  
Houghton Road: Broadway Intersection Park & Ride 
The contractor is ready to start work on this project, but they are still negotiating for a staging area for 
trailers and equipment. Everyone in the area is driving a hard bargain. If anyone has any property 
they would like the contractor to consider as a staging area, please let us know. 
  
The work on this will start next week, September 2, despite the challenges. 
  
It is estimated that this project will take four months to complete, and should be complete by 
December of this year. Specifically, we anticipate it will take two months to complete the paving for 
the parking, roadway, and bus drop-off/pickup areas, and two months to wait for the arrival and 
installation of the bus drivers' building.  
 
Houghton Road: Broadway Boulevard to 22nd Street
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The Broadway to 22nd segment utility relocation is in progress, and full construction has been 
delayed to allow for utility relocations and right of way acquisitions. We hope to have this under way 
in October. This should be an 18-month construction process.  
 
Team Fischel is relocating for Southwest Gas, and is now about 80% complete.  
 
Tucson Electric Power and TriCon are relocating for TEP overhead, and Diversified will be performing 
the underground work. They are 100% complete on their transmission line relocations, 80% complete 
on the distribution lines, and 25% complete with their underground work. Some of the delay on this is 
access to properties where right of way is being negotiated. 
 
Kleven is relocating for CenturyLink. They are 100% complete on placing conduit and pulling cable, 
and 85% complete with splicing. 
 
Time Warner has completed their work in this area. 
 
All barricading for utility relocations has been coordinated with our contractor, Borderland 
Construction, to keep traffic moving smoothly and with the least amount of confusion possible. We 
have asked utilities to be diligent with their dust control, and keeping their sites clean. We have also 
asked them to be respectful of private property, even in areas where the utilities have easements with 
the homeowners. 
 
The artists for this project have been selected, and the scope of work is being finalized. We are also 
working on the schedule, and once the artist has some concept drawings, we will set up a meeting 
with the CDRC committees, and then follow that with an Open House for everyone. When the artist is 
ready to start construction we will have them attend the CDRC meetings again to make sure 
everything is as expected. 
 
Houghton Road: Irvington to Valencia 
 
Schedule: We completed the punch list items, and appreciate all the phone calls helping us get all the 
final details added to the list.  
  
Since our last update, we have experienced more monsoon events. We are happy to have these, as 
they show us where we need to add some additional erosion protections. You may have noticed that 
some of the path is washing out, and we have some undesirable ponding and silting. We have 
retained the contractor to make corrections in these areas, and those should all be in place by the 
end of next week.  
  
We are also going to add some additional landscaping in a few areas that are still a bit sparse. This 
work will be ongoing and done through the landscape establishment period (two years) to make sure 
this area develops as our landscape architects envisioned. 
  
Houghton Road: Bridge over the Union Pacific Railroad and UPRR Bridge to Interstate 10 
 
Schedule: Construction on these projects is still anticipated to begin sometime in mid-2015. 
 
Houghton Road: Future projects 
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The Regional Transportation Authority has secured additional bond funding, and has authorized us to 
move forward with Houghton Road: Valencia Road to Old Vail Road/Mary Ann Cleveland Way. 
 
Our goal is to start design and construction of this segment in April 2015 with the following time lines 
anticipated: 
   Design: 18 months 
   Right of way acquisition: 18 months 
   Utility relocations: 8 months 
   Construction: 18 months 
Stakeholder concerns and public outreach: We have received calls and letters complaining about the 
installation of street lights along portions of the Houghton Corridor. Management and staff are 
working on a public outreach effort to address these concerns for the remaining segments of 
Houghton, and will let you know about our progress as soon as we have something more concrete.  
As always, we appreciate your patience, and we want to hear from you if you have any questions, 
concerns or suggestions. 
  
M.J. Dillard 
City of Tucson Construction Project Manager 
520-837-6616 
 
~camille kershner 

 
 

_________________________"be the change you wish to see in the world..." -Gandhi 
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Broadway ‐ brief followup attachment to broadway corridor "big picture" 

  
 (please also sent this message to each member of the Board, thank you.) <cob_mail@pima.gov> 
apologies for the double‐posting earlier, my outlook/internet connections are not cooperating as they should 
be.  i have re‐included my public comments/notes, and  attached are a few more photographs i took on my 
way to comicon this july, as well as from the bookman's spring thaw event here outside the fairgrounds a few 
years ago (thank you to the bookman's facebook team for the invite, after i commented on their post about 
the power outage not being a problem if they were solar‐powered!  this was before their sports exchange 
location opened‐ but it is the same e3 company involved...)  thanks again for taking the time to consider these 
larger issues in your everyday decisionmaking.  
 
~camille kershner, BS‐ environmental science, CVT 

 
_________________________"be the change you wish to see in the world..." ‐Gandhi 
 
  
 

  

From:    camille kershner < >
To:

   

"Jonathan.Rothschild@tucsonaz.gov" <jonathan.rothschild@tucsonaz.gov>, 
"mayor1@tucsonaz.gov" <mayor1@tucsonaz.gov>, "Regina.Romero@tucsonaz.gov" 
<regina.romero@tucsonaz.gov>, "ward1@tucsonaz.gov" <ward1@tucsonaz.gov>, 
"Paul.Cunningham@tucsonaz.gov" <paul.cunningham@tucsonaz.gov>, "ward2@tucsonaz.gov" 
<ward2@tucsonaz.gov>, "Karin.Uhlich@tucsonaz.gov" <karin.uhlich@tucsonaz.gov>, 
"ward3@tucsonaz.gov" <ward3@tucsonaz.gov>, "Shirley.Scott@tucsonaz.gov" 
<shirley.scott@tucsonaz.gov>, "ward4@tucsonaz.gov" <ward4@tucsonaz.gov>, 
"Richard.Fimbres@tucsonaz.gov" <richard.fimbres@tucsonaz.gov>, "ward5@tucsonaz.gov" 
<ward5@tucsonaz.gov>, "Steve.Kozachik@tucsonaz.gov" <steve.kozachik@tucsonaz.gov>, 
ward <6@tucsonaz.gov>, "Broadway@tucsonaz.gov" <broadway@tucsonaz.gov>, countyboard 
<cob_mail@pima.gov>

Date:    8/31/2014 2:40 PM
Subject:    brief followup attachment to broadway corridor "big picture"
Attachments:

   

mesa sign.JPG; mesa bike lane.JPG; downtown mesa.JPG; mesa bus stop4.JPG; mesa bus 
stop6.JPG; mesa bus stop5.JPG; metrolink info.JPG; mesa metrorail.JPG; chase field2.JPG; 
chase field2.JPG; chase field1.JPG; spring thaw1.JPG; spring thaw2.JPG; tesla.JPG; ctf 
28_august_14.doc; jarrett walker.doc
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Broadway - Re: example (for the ctf)- protected bike lanes 

  
That is a great article, Camille - thank you for sending it in!  I have been attending some webinars that Ann Chanecka has 
been arranging to help educate project managers about 'best practices' related to protected bike lanes.  More and more 
materials are emerging to provide guidance to cities like ours that are ready to implement. 
  
I am hopeful, particularly as we get into more detailed design, that we will see the same kind of surprising improvements 
in mobility once we get everything constructed. 
  
~Jenn 
 
 
>>> On 9/9/2014 at 12:28 AM, camille kershner > wrote: 

 
mitigation by design :] 
 
http://grist.org/cities/when-adding-bike-lanes-actually-reduces-traffic-delays/  
 
~camille kershner 

 
 

_________________________"be the change you wish to see in the world..." -Gandhi 

From:    Jennifer Burdick
To:    camille kershner;  Mary Durham-Pflibsen
Date:    9/9/2014 11:02 AM
Subject:   Re: example (for the ctf)- protected bike lanes
CC:    Broadway
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Broadway - Re: Broadway Blvd. Project 

  
Mike - 
Thank you for checking in.  
  
Next meeting of the Task Force is October 23.   
  
I will be taking the initial recommendations from the Task Force that they made in August to the Mayor and Council 
either Sept. 23 or Oct. 7. 
  
The 118' concept is the one that a majority of the Task Force supported.   
  
Maps are available on the front page of the web site:  www.tucsonaz.gov/broadway 
  
I need to emphasize that the maps are still conceptual and may change as we do more design work.  But it generally 
reflects the direction the Task Force is ready to head towards, and we are seeking approval from the Mayor and Council 
for funding to get into more refined design. 
  
Please let me know if you have more questions. 
  
~Jenn 
  
  
********************************************** 
Jennifer Toothaker Burdick, Project Manager 
Broadway: Euclid to Country Club Roadway Improvement Project 
City of Tucson Department of Transportation 
  
Direct:  (520) 837-6648    Cell:  (520) 390-7094 
Web:  <www.tucsonaz.gov/broadway> 
********************************************** 
 
 
>>> On 9/9/2014 at  4:19 PM, Michael Ash < > wrote: 

Hi Jennifer,  
 
I was unable to attend the last meeting on 8/7. I was hoping you could send me any new maps or materials that 
were distributed so that I can review with our partners. Also, is there a date set for the next meeting? 
  
Many thanks,  
  
Mike Ash 

From:    Jennifer Burdick
To:    Michael Ash
Date:    9/9/2014 5:54 PM
Subject:   Re: Broadway Blvd. Project
CC:    Broadway
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Broadway - Re: Fwd: Statement from PANA 

  
Ms. Moore, 
Thank you for sending this in.  I will include it in the Public Input Report that will be distributed to the Citizens Task Force 
in advance of their next meeting on Oct. 23. 
  
~Jenn 
 
>>> On 9/19/2014 at  6:46 PM, Molly Moore > wrote: 

 
Attached is the statement from Pie Allen Neighborhood Assoc. regarding the proposed design for the widening of 
Broadway, Euclid to Country Club. 
 

From:    Broadway
To:    Molly Moore
Date:    9/22/2014 11:15 AM
Subject:   Re: Fwd: Statement from PANA
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                                                                                                           September 19, 2014 
 
 
 
To Broadway Citizen Task Force, 
 
 
 
The Pie Allen Neighborhood Association opposes the current design proposal for the 
widening of Broadway Blvd. from Euclid to Country Club.   
 
We support a new design that keeps the roadway as narrow as possible, preserves the 
historic and architecturally significant built environment, meets the present and future 
need for public transit and pedestrian traffic, and maintains small business viability. 
 
This stretch of Broadway Blvd. should remain a destination location not a drive-thru, 
don’t stop location.  The planning goal of the past put cars first. The proposed design 
shaves off 80 sec. to cross town drive time, but at what cost?  Recognizing that the 
transportation needs of all of the Tucson area have changed since the original planning, 
we must have a new design with foresight for the present and future that respects the 
wishes of the local residents. Transit use has gone up. Car registration has declined 
although the population has increased.  People are driving fewer miles and young people 
are driving even less.  At this point the further widening of Broadway is a solution in 
search of a problem.  
 
Tucson has an ill considered history of demolition in the name of “progress” which 
created a dead zone downtown.  With the new found appreciation of our built 
environment, we now are experiencing a booming, vibrant downtown.  The foresight and 
leadership of historic neighborhoods associations like ours greatly contributed to this turn 
around.  We urge you not to throw away this opportunity to expand this revitalization to 
the Euclid to County Club Broadway corridor  
 
                  Sincerely,  
                  S/s Pat Homan, President of the Pie Allen Neighborhood Association 
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From: "Tabili, Laura - (tabili)" >
To: "broadway@tucsonaz.gov" <broadway@tucsonaz.gov>
Date: 9/23/2014 10:05 PM
Subject: FW: Rincon Heights Resolution on Broadway Project
Attachments: RHNA Positon on Broadway Widening.pdf; RHNA Positon on Broadway Widening.do

c

To the Broadway Citizens Task Force:

The attached resolution was passed unanimously by the Rincon Heights Neighborhood Association in the 
meeting of September 16. The text is also pasted in below for those who have difficulty accessing 
attachments.

Laura Tabili

Rincon Heights Neighborhood Position
For Citizens Task Force on Broadway Project

passed unanimously in RHNA meeting 16 September 2014

This resolution seeks to reaffirm our resolution of September 21, 2010. It is intended to give support and 
guidance to our Rincon Heights Neighborhood Association President, who is a member of the Citizens 
Task Force that is examining and weighing in to the Mayor and City Council on plans for Broadway 
widening.

This resolution affirms the 2010 Rincon Heights Neighborhood Association position that the Broadway 
street improvement project should be completed within the current street width, with some small 
exceptions at intersections or for strategic bus pullouts.  We oppose widening Broadway to 3 lanes in 
each direction.

This resolution affirms that we, The Rincon Heights Neighborhood Association, do not want and do not 
support the current plan. As stewards of our neighborhood, central Tucson, and of the larger Tucson 
metropolitan area, we believe that the proposed design is not congruent with our vision of the future for 
Tucson and is indeed counterproductive to the vitality of central Tucson and its businesses.

We urge the Mayor and City Council to reject the current design that would destroy large numbers of 
current businesses.

Input Has Been Requested
The Citizen Task Force process began in June 2012 to gather input from stakeholders. The stakeholders 
have expressed themselves in four stakeholder meetings attended by hundreds of people from within and 
outside the study area. The consensus of these citizens is that any design improvements must fit inside 
the current street width and must preserve the existing historic and architecturally significant structures 
along Broadway.

RHNA’s position is consistent with extensive public comments on the project at meetings designed for 
public input. Opposition to the widening plan is also the position of the Sam Hughes Neighborhood 
Association. The city of Tucson has asked for our input on the current plan that specifies significant 
widening and destruction of properties on both sides of Broadway from Country Club to Euclid.

This resolution affirms that we do not want and do not support the current plan.

Reason for This Position
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Here is why the current plan for widening Broadway to 3 lanes in each direction should be opposed:

1. Evidence is Lacking for the Need to Widen Broadway
Current growth projections indicate that past traffic estimates were overstated. Data the Citizens Task 
Force has received indicates that traffic counts inside the project area have decreased by over 15% since 
2010. Our youngest generations are driving even less. The significantly increased traffic on Broadway 
projected for 2040 (the justification for the project) must now be viewed skeptically. If the serious traffic 
problem meant to be solved by this widening does not exist, then why do it? We need evidence-based 
decision making.

2. Traffic Flow Can be Significantly Improved Within the Current Broadway Street Footprint
This can be done by improvements at intersections, traffic signal synchronization, and improved 
sidewalks. Minimal widening at intersections or for strategically placed bus pullouts may be useful and is 
worth considering, as long as most of the current footprint is preserved.

2. Public Input is Not Reflected in the Current Design Options
Well-attended public meetings have consistently reflected the desire of stakeholders for improvements in 
the narrowest footprint possible, preserving historic buildings and current locally owned businesses. This 
input has been ignored in the current design plans.

3. The Project Does Not Enjoy Wide Support and There Was No Voter “Mandate”
The Broadway project (project #17) was not the only item on the 2006 ballot measure.  Although the 
measure passed, not every voter wanted every project, nor was there an opportunity to prioritize projects. 
It was all or nothing. The public meetings indicate that there is little support for a wider Broadway today. 
There is also little evidence of support in 2005 when the project was placed on the RTA ballot and indeed 
there was significant opposition to this particular project at that time.

4. There is a Significant Risk to Historic Buildings
Historic buildings represent the unique history and character of our neighborhood and region and should 
be preserved. Even if the Citizens Task Force recommends a future city policy to require preservation of 
facades of historic buildings that would be acquired and resold, we have little confidence, based on past 
practice, that the City of Tucson and RTA will follow through if such a policy would make property harder 
to sell or result in lower selling prices.  Insensitive projects in West University Neighborhood have raised 
concerns that development incompatible with neighborhood stability and owner-occupancy would be 
permitted on Broadway if historic buildings are lost.

There is also the real possibility of the loss of historic designation for surrounding neighborhoods if 
sufficient numbers of contributing or contributing-eligible historic buildings are lost.

5. The Sense of Place of Broadway as a Destination is at Risk
Stakeholders and the Citizens Task Force have received no assurances and no concrete plans have 
been presented to retain or increase the type of small locally owned businesses that exist currently. 
These businesses provide human scale services, entertainment, and dining.  Zoning has already been 
granted to allow Brake Masters to replace residences with a large new shop on the northeast corner of 
Broadway and Campbell. More disturbing is the nature of the new developments on the south side of 
Broadway with new chain stores such as Sonic, Family Dollar, and Office Max. These are not the type of 
businesses that attract cyclists, pedestrians, or transit riders to the area, nor do they it enrich 
neighborhoods.   The unique nature of the Broadway corridor is at risk.

Without a sense of place, there will be no pedestrians, and cyclists or transit riders will merely “pass 
through”. At best, Broadway could become a throughway with beautiful bike facilities and sidewalks that 
no one uses.

6. The Area’s Economic Vitality is at Risk
We fear losing many of the small, locally owned businesses that currently thrive in this area. These 
businesses will do even better when uncertainty about the Broadway Project is alleviated and vacant 



(10/16/2014) Broadway - FW: Rincon Heights Resolution on Broadway Project Seite 3

buildings are sold and restored.

No good examples have been provided to stakeholders of the kinds of development that could occur in 
shallow remnant lots that would result from the current design options. Speedway has been suggested as 
an example of how a wider Broadway could look! However, very few pedestrians and cyclists use 
Speedway; it lacks the vibrancy and unique character of the “Sunshine Mile.” Overwhelming evidence 
suggests that widening roads is counterproductive to economic growth and neighborhood development, in 
the short-term, and in the long-term.

7. Transit

While we would welcome transit improvements, they must not damage the historic built environment or 
existing businesses, which support transit viability.

8. Other Issues
There are many other issues that are not adequately considered in the current design plan. These include 
the effects on walkability, mass transit usage, pedestrian safety, and the effect on two large senior citizen 
communities within the project area, to name a few.



Rincon Heights Neighborhood Position
For Citizens Task Force on Broadway Project

passed unanimously in RHNA meeting 16 September 2014

This resolution seeks to reaffirm our resolution of September 21, 2010. It is intended to give
support and guidance to our Rincon Heights Neighborhood Association President, who is a
member of the Citizens Task Force that is examining and weighing in to the Mayor and City
Council on plans for Broadway widening.

This resolution affirms the 2010 Rincon Heights Neighborhood Association position that
the Broadway street improvement project should be completed within the current street
width, with some small exceptions at intersections or for strategic bus pullouts.  We oppose
widening Broadway to 3 lanes in each direction. 

This resolution affirms that we, The Rincon Heights Neighborhood Association, do not
want and do not support the current plan. As stewards of our neighborhood, central
Tucson, and of the larger Tucson metropolitan area, we believe that the proposed design is
not congruent with our vision of the future for Tucson and is indeed counterproductive to
the vitality of central Tucson and its businesses. 

We urge the Mayor and City Council to reject the current design that would destroy large
numbers of current businesses.

Input Has Been Requested
The Citizen Task Force process began in June 2012 to gather input from stakeholders. The
stakeholders have expressed themselves in four stakeholder meetings attended by hundreds of
people from within and outside the study area. The consensus of these citizens is that any design
improvements must fit inside the current street width and must preserve the existing historic and
architecturally significant structures along Broadway.

RHNA’s position is consistent with extensive public comments on the project at meetings
designed for public input. Opposition to the widening plan is also the position of the Sam
Hughes Neighborhood Association. The city of Tucson has asked for our input on the current
plan that specifies significant widening and destruction of properties on both sides of Broadway
from Country Club to Euclid. 

This resolution affirms that we do not want and do not support the current plan.

Reason for This Position
Here is why the current plan for widening Broadway to 3 lanes in each direction should be
opposed:



1. Evidence is Lacking for the Need to Widen Broadway
Current growth projections indicate that past traffic estimates were overstated. Data the Citizens
Task Force has received indicates that traffic counts inside the project area have decreased by
over 15% since 2010. Our youngest generations are driving even less. The significantly
increased traffic on Broadway projected for 2040 (the justification for the project) must now be
viewed skeptically. If the serious traffic problem meant to be solved by this widening does not
exist, then why do it? We need evidence-based decision making.

2. Traffic Flow Can be Significantly Improved Within the Current Broadway Street
Footprint
This can be done by improvements at intersections, traffic signal synchronization, and improved
sidewalks. Minimal widening at intersections or for strategically placed bus pullouts may be
useful and is worth considering, as long as most of the current footprint is preserved.

2. Public Input is Not Reflected in the Current Design Options
Well-attended public meetings have consistently reflected the desire of stakeholders for
improvements in the narrowest footprint possible, preserving historic buildings and current
locally owned businesses. This input has been ignored in the current design plans.

3. The Project Does Not Enjoy Wide Support and There Was No Voter “Mandate”
The Broadway project (project #17) was not the only item on the 2006 ballot measure.  Although
the measure passed, not every voter wanted every project, nor was there an opportunity to
prioritize projects. It was all or nothing. The public meetings indicate that there is little support
for a wider Broadway today. There is also little evidence of support in 2005 when the project
was placed on the RTA ballot and indeed there was significant opposition to this particular
project at that time.

4. There is a Significant Risk to Historic Buildings
Historic buildings represent the unique history and character of our neighborhood and region and
should be preserved. Even if the Citizens Task Force recommends a future city policy to require
preservation of facades of historic buildings that would be acquired and resold, we have little
confidence, based on past practice, that the City of Tucson and RTA will follow through if such
a policy would make property harder to sell or result in lower selling prices.  Insensitive projects
in West University Neighborhood have raised concerns that development incompatible with
neighborhood stability and owner-occupancy would be permitted on Broadway if historic
buildings are lost.

There is also the real possibility of the loss of historic designation for surrounding
neighborhoods if sufficient numbers of contributing or contributing-eligible historic buildings
are lost.

5. The Sense of Place of Broadway as a Destination is at Risk
Stakeholders and the Citizens Task Force have received no assurances and no concrete plans
have been presented to retain or increase the type of small locally owned businesses that exist
currently. These businesses provide human scale services, entertainment, and dining.  Zoning
has already been granted to allow Brake Masters to replace residences with a large new shop on



the northeast corner of Broadway and Campbell. More disturbing is the nature of the new
developments on the south side of Broadway with new chain stores such as Sonic, Family
Dollar, and Office Max. These are not the type of businesses that attract cyclists, pedestrians, or
transit riders to the area, nor do they it enrich neighborhoods.   The unique nature of the
Broadway corridor is at risk.

Without a sense of place, there will be no pedestrians, and cyclists or transit riders will merely
“pass through”. At best, Broadway could become a throughway with beautiful bike facilities and
sidewalks that no one uses.

6. The Area’s Economic Vitality is at Risk
We fear losing many of the small, locally owned businesses that currently thrive in this area.
These businesses will do even better when uncertainty about the Broadway Project is alleviated
and vacant buildings are sold and restored. 

No good examples have been provided to stakeholders of the kinds of development that could
occur in shallow remnant lots that would result from the current design options. Speedway has
been suggested as an example of how a wider Broadway could look! However, very few
pedestrians and cyclists use Speedway; it lacks the vibrancy and unique character of the
“Sunshine Mile.” Overwhelming evidence suggests that widening roads is counterproductive to
economic growth and neighborhood development, in the short-term, and in the long-term.

7. Transit

While we would welcome transit improvements, they must not damage the historic built
environment or existing businesses, which support transit viability.

8. Other Issues
There are many other issues that are not adequately considered in the current design plan. These
include the effects on walkability, mass transit usage, pedestrian safety, and the effect on two
large senior citizen communities within the project area, to name a few.



(10/16/2014) Broadway - Urban Land Institute article Seite 1

From: "Tabili, Laura - (tabili)" < >
To: "broadway@tucsonaz.gov" <broadway@tucsonaz.gov>
Date: 9/25/2014 10:54 PM
Subject: Urban Land Institute article

From the ULI, same group the City is paying as a consultant.

Why is it that neighborhoods with older, smaller buildings often seem more vibrant than those with larger, 
newer ones? Historic preservationists have long argued that older structures play a crucial role in 
contributing to the livability of cities and the health of local economies.

http://urbanland.uli.org/planning-design/variety-building-size-age-yields-vibrancy/
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Broadway - Re: Broadway Recommendations Going to Mayor and Council 

  
PLEASE REMOVE ME FROM YOUR EMAIL LIST. I NO LONGER LIVE IN TUCSON.  
 
EASTERN LIVING ASIAN ANTIQUES 

 

 

From: broadway@tucsonaz.gov 
Sent:   Friday  ,   September     26  ,   2014   12  :  10     PM 
To: Bianca Bao 
 
Greetings! 

The Broadway Project Team is pleased to share that, after 2 years and 3 months and MUCH consideration, the 
Broadway Citizens Task Force has developed recommendations about the Broadway alignment.  The 
recommendations will be going to the Mayor and Council on October 9 for their approval.   

Ten (10) of thirteen (13) members support moving forward the Preferred 6‐Lane including Transit 
Alignment, which weaves to the north and some to the south, and includes transit, bike lanes, sidewalks and 
landscaping.  The alignment will also have enough roadway width to accommodate future mass transit, such 
as streetcar and/or bus rapid transit. 

This is a significant milestone in the project schedule, and signals the transition into the refined technical 
design process ‐ a key step to achieving our construction deadline goals of 2016. 

The full recommendations report includes the recommendations of the majority of the Task Force, and also 
shares the perspectives of those in the minority and is available online at: tucsonaz.gov/broadway. 

The Mayor and Council will be asked to approve the Citizens Task Force alignment recommendations, which 
will be presented by Citizens Task Force members, on: 

Thursday, October 9, 2014 
Mayor and Council Study Session 

1st Floor, City Hall 
255 W. Alameda 

If you cannot attend but want to share your comments with the Task Force and the Project Team, please email 
them to:   broadway@tucsonaz.gov. 

From:    Bianca Bao >
To:    "broadway@tucsonaz.gov" <broadway@tucsonaz.gov>
Date:    9/26/2014 12:31 PM
Subject:   Re: Broadway Recommendations Going to Mayor and Council
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Broadway - RE: Broadway Recommendations Going to Mayor and Council 

  
Good work Broadway project team, I know you worked very hard toward compromises. Looking forward to seeing M&Cs 
reaction. 
  
-Jay 
  
Jonathan K. Alexander, P.E. 
Senior Project Engineer 

 
 
 

  
  

From: BroadwayProjectUpdate [mailto:broadway@tucsonaz.gov]  
Sent: Friday, September 26, 2014 12:06 PM 
To:  
Subject: Broadway Recommendations Going to Mayor and Council 
  

Greetings! 

The Broadway Project Team is pleased to share that, after 2 years and 3 months and MUCH consideration, the 
Broadway Citizens Task Force has developed recommendations about the Broadway alignment.  The 
recommendations will be going to the Mayor and Council on October 9 for their approval.   

Ten (10) of thirteen (13) members support moving forward the Preferred 6-Lane including Transit 
Alignment, which weaves to the north and some to the south, and includes transit, bike lanes, sidewalks and 
landscaping.  The alignment will also have enough roadway width to accommodate future mass transit, such as 
streetcar and/or bus rapid transit. 

This is a significant milestone in the project schedule, and signals the transition into the refined technical design 
process - a key step to achieving our construction deadline goals of 2016. 

The full recommendations report includes the recommendations of the majority of the Task Force, and also 
shares the perspectives of those in the minority and is available online at:  tucsonaz.gov/broadway. 

The Mayor and Council will be asked to approve the Citizens Task Force alignment recommendations, which 
will be presented by Citizens Task Force members, on: 

Thursday, October 9, 2014 
Mayor and Council Study Session 

1st Floor, City Hall 
255 W. Alameda

From:    "Jay Alexander" < >
To:    "'BroadwayProjectUpdate'" <broadway@tucsonaz.gov>
Date:    9/26/2014 3:58 PM
Subject:   RE: Broadway Recommendations Going to Mayor and Council
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If you cannot attend but want to share your comments with the Task Force and the Project Team, please email 
them to:   broadway@tucsonaz.gov. 

The next Citizens Task Force meeting will be on Thursday, October 23, at 5:30 at Child & Family 
Resources (2800 E. Broadway).  The agenda and materials will be forthcoming. 

Thank you for your continued interest and involvement! 

Jenn and the Broadway Project Team 
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(10/16/2014) Broadway - FW: Urban Land Institute article Seite 1

From: "Tabili, Laura - (tabili)" < >
To: "broadway@tucsonaz.gov" <broadway@tucsonaz.gov>
Date: 9/26/2014 6:21 PM
Subject: FW: Urban Land Institute article

We hope you will find the attached article of interest, particularly as it comes from the Urban Land 
Institute, whom the City has been paying as a consultant.

highlights of the attached article:

Researchers examined block-by-block data from three cities with hot markets—Seattle; San Francisco; 
and Washington, D.C.—that also have extensive areas of older, finer-grained urban fabric. In Seattle, 
they found that historic neighborhoods like Capitol Hill and the International District, with smaller, more 
age-diverse buildings, have 36.8 percent more jobs per square foot than areas in Seattle that have 
newer, larger buildings. In Washington, D.C., they found that older neighborhoods like Barracks Row and 
H Street, N.E., draw many more nonchain local businesses than other neighborhoods that have a 
predominance of newer, larger buildings. And in San Francisco, they found that older neighborhoods like 
Mid-Market generate more jobs in small business, which is the fastest-growing sector of the U.S. 
economy.        ...

So what does the study tell us about how cities work? The Preservation Green Lab’s report provides the 
most complete empirical validation to date of Jacobs’s long respected but largely untested hypothesis that 
neighborhoods containing a mix of older, smaller buildings of diverse age support higher levels of 
economic and social activity than areas dominated by newer, larger buildings. In a nutshell, the study 
suggests that diversity breeds vitality.    ...

In 2012, Minicozzi compared the then-new Asheville Walmart to an older, five-story mixed-use building in 
downtown. He found that, while the Walmart took up 34 acres (14 ha), it generated only $6,500 per acre 
($16,000 per ha) in annual property taxes, while the small downtown building situated on one-fifth of an 
acre (0.08 ha) generated $634,000 in property taxes per acre ($1.56 million per ha). Furthermore, the 
small, historic mixed-use building generated far more jobs and residents per acre than the 
Walmart—which had no residents and generated only 5.9 jobs per acre (14.5 per ha) versus 73.7 per 
acre (182 per ha) for the mixed-use project.

http://urbanland.uli.org/planning-design/variety-building-size-age-yields-vibrancy/
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In Building Size and Age, Variety Yields Vibrancy
By Edward T McMahon
August 7, 2014

Elmwood Village, in Buffalo, New York. (Edward T. McMahon)

On a recent visit to Buffalo, New York, I was impressed by the vibrancy of Elmwood Village, the historic neighborhood surrounding 
Elmwood and Delaware avenues. It is a walkable, mixed-use neighborhood popular with young people and characterized by Queen 
Anne–style houses, small apartment buildings, and 300-plus small local shops, restaurants, coffeehouses, bars, and art galleries. In 
2007, Elmwood Village was named one of the top ten great places in America by the American Planning Association.

What makes Elmwood Village particularly impressive is its energetic street life and obvious economic vitality—particularly in contrast to 
downtown Buffalo, which, despite having much larger buildings and far more public investment, seemed relatively lifeless.

Why is it that neighborhoods with older, smaller buildings often seem more vibrant than those with larger, newer ones? Historic 
preservationists have long argued that older structures play a crucial role in contributing to the livability of cities and the health of local 
economies. Most preservationists are familiar with Jane Jacobs’s book The Death and Life of Great American Cities, in which she 
argues that large-scale demolition and replacement of older, smaller buildings with large new structures drains the life and vitality from 
urban neighborhoods.

Successful urban revitalization is seldom about the one big project. 
More likely, it is about a lot of little projects that work together synergistically to create a place where people want 

to be.

Americas Asia Pacific Europe FoundationUrban Land Magazine Join ULI
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But the world has changed a lot since Jacobs penned her thesis. What role do older neighborhoods and smaller buildings play in 21st-
century cities? According to a study recently released by the National Trust for Historic Preservation’s Preservation Green Lab, “older 
buildings draw more shops, restaurants, entertainment venues, [and] small businesses owned by women and minorities and jobs” than 
newer neighborhoods. The study, Older, Smaller, Better: Measuring How the Character of Buildings and Blocks Influences Urban 
Vitality, found that “on a per-square-foot basis, small-building corridors have a larger concentration of jobs, businesses, and creative-
sector employment than downtown skyscrapers.”

Researchers examined block-by-block data from three cities with hot markets—Seattle; San Francisco; and Washington, D.C.—that 
also have extensive areas of older, finer-grained urban fabric. In Seattle, they found that historic neighborhoods like Capitol Hill and the
International District, with smaller, more age-diverse buildings, have 36.8 percent more jobs per square foot than areas in Seattle that 
have newer, larger buildings. In Washington, D.C., they found that older neighborhoods like Barracks Row and H Street, N.E., draw 
many more nonchain local businesses than other neighborhoods that have a predominance of newer, larger buildings. And in San 
Francisco, they found that older neighborhoods like Mid-Market generate more jobs in small business, which is the fastest-growing 
sector of the U.S. economy.

The research team, in addition to the National Trust’s Preservation Green Lab, included the following: Impresa Inc., a Portland, Oregon
–based consulting firm specializing in metropolitan economies and knowledge-based industries; Gehl Studio, a Gehl Architects 
company with offices in New York and San Francisco; and Basemap, a data science and visualization consultancy focused on mapping 
data in a human context and matching indicators to action.

The research team empirically documented the age, the diversity of age, and the size of buildings in each of the three cities and then 
statistically assessed the relationships among these characteristics and 40 economic, social, cultural, and environmental performance 
metrics.

According to the report, research was carried out in six steps:

Researchers gathered data from city, county, state, and federal departments and agencies and publicly accessible websites. 
They looked for data that would help them measure “urban vitality”—meaning the regular social, cultural, and economic activity 
that occurs in an area of the city. These data ranged from counts of jobs and businesses, to walkability metrics, to measures of 
population density and diversity.

•

Researchers imposed a 656-by-656-foot (200 by 200 m) grid over a map of each city. Each grid square was a little smaller than 
two city blocks. Dividing each city into equally sized grid squares allowed for an “apples to apples” comparison of areas 
throughout the city.

•

Researchers matched and fitted the collected data to the grid squares. Since the data were linked to specific geographic locations 
ranging from individual property parcel numbers to census blocks, researchers had to make some adjustments to align statistics 
to their grid.

•

Researchers excluded grid squares that were not in mixed-use and commercial areas. This was because including strictly 
residential areas would have made it difficult to achieve meaningful comparisons between distinctly different land use types.

•

Researchers developed a composite “character score” that combined three specific building characteristics—building age, 
diversity of building age, and granularity (i.e., the number of buildings per block)—into a single measure or score.

•

Researchers ran statistical models to test the relationships between the character score of each grid square and 40 urban vitality 
measures. For example, a high character score was found to correlate with a higher-than-average number of nonchain 
businesses.

•

So what does the study tell us about how cities work? The Preservation Green Lab’s report provides the most complete empirical 
validation to date of Jacobs’s long respected but largely untested hypothesis that neighborhoods containing a mix of older, smaller 
buildings of diverse age support higher levels of economic and social activity than areas dominated by newer, larger buildings. In a 
nutshell, the study suggests that diversity breeds vitality.

While results differed slightly from city to city and from neighborhood to neighborhood, the overall study supports the following 
conclusions:

Older, mixed-use neighborhoods are more walkable and vibrant. In Seattle and San Francisco, older neighborhoods with a mixture 
of small buildings of various ages have significantly higher walk score rankings and transit score ratings than neighborhoods with large, 
new buildings. What’s more, researchers found higher night and weekend cellphone usage in areas containing a mix of old and new 
buildings.

Nightlife is most alive on streets with a diverse range of building ages. For example, areas with older, smaller buildings had more 
sidewalk seating permits, greater cellphone use at night, and more businesses still open at 10 p.m. on Fridays.

Older business districts provide affordable, flexible space for entrepreneurs. In Seattle and Washington, D.C., neighborhoods 
with smaller, older buildings have a significantly higher proportion of new businesses, as well as more woman- and minority-owned 
businesses, than areas with predominantly larger, newer buildings.

The creative economy thrives in older, mixed-use neighborhoods. In Seattle and Washington, D.C., smaller, older buildings house 
greater concentrations of creative jobs per square foot of commercial space. Media production, software publishers, and performing-
arts companies can be found in areas that have a smaller-scaled historic fabric.

Copyright © 2010-2014 Urban Land Institute (ULI). All rights reserved. Use of this website constitutes acceptance of our Terms of Use. 
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Older, smaller buildings provide space for a strong local economy. Streets with a mix of small old and new buildings have a 
significantly higher proportion of nonchain restaurants and retailers. In all three cities, older, smaller buildings host a significantly higher 
proportion of jobs in small businesses.

Older commercial and mixed-use districts contain hidden density. In Seattle, San Francisco, and Washington, D.C., streets with a 
mix of old and new buildings have a greater population density and more businesses per commercial square foot than streets with 
large, new buildings. In Seattle and D.C., these areas also have significantly more jobs per commercial square foot.

These findings correlate with those of urban planner Joseph Minicozzi who has done a series of studies on the “Smart Math of Mixed-
Use Development.” For example, in an analysis of Asheville, North Carolina, he found that a typical acre of mixed uses in downtown 
yields $360,000 more in tax revenue to the city government than one acre of strip malls or big-box stores.

In 2012, Minicozzi compared the then-new Asheville Walmart to an older, five-story mixed-use building in downtown. He found that, 
while the Walmart took up 34 acres (14 ha), it generated only $6,500 per acre ($16,000 per ha) in annual property taxes, while the 
small downtown building situated on one-fifth of an acre (0.08 ha) generated $634,000 in property taxes per acre ($1.56 million per ha). 
Furthermore, the small, historic mixed-use building generated far more jobs and residents per acre than the Walmart—which had no 
residents and generated only 5.9 jobs per acre (14.5 per ha) versus 73.7 per acre (182 per ha) for the mixed-use project.

Mixed-use and commercial districts made up of small buildings from different eras not only are charming, but they also play an 
important role in fostering social, economic, and cultural vitality. The report documents how these areas serve as thriving incubators for 
small businesses, as centers for neighborhood services, and as regional destinations for restaurants, nightlife, and specialty retail.

These are important findings because many communities are still fighting to conserve historic neighborhoods in the face of 
misconceptions about the value of older, smaller buildings. These communities’ efforts are also hampered by outdated zoning 
regulations, overly prescriptive building and energy codes, misdirected development incentives, and limited financial tools. We need to 
make it easier to adaptively reuse older buildings and think more about how to fit old and new together at a human scale.

None of this is meant to imply that we don’t need new buildings. Of course we do. But it does demonstrate that smaller, older buildings 
and blocks “punch above their weight class” when one is considering the full spectrum of outcomes on the per-square-foot basis. Cities 
need older buildings as well as new ones, and neighborhoods with small-scale historic buildings can be economic and cultural 
powerhouses when given a chance to survive and evolve.

The report also suggests that the “one-big-thing model of economic development” is often not as cost-effective as supporting the 
bottom-up revitalization of existing historic neighborhoods like Elmwood Village in Buffalo. Successful urban revitalization is seldom 
about the one big project. More likely, it is about a lot of little projects that work together synergistically to create a place where people 
want to be.

5 replies to In Building Size and Age, Variety Yields Vibrancy

 Michael AndersonAugust 11, 2014 1.

Well written article that shows the importance of diversity in buildings as well as people.

Reply 

 Dan EernisseeAugust 11, 2014 2.

As a retail developer I was frustrated by the fact that cool, creative, vibrant independent business owners couldn’t afford the rents we 
had to charge for a new building (we had to pay off the construction loan). Better put, even if they could afford it, the banks wouldn’t 
loan money to us (typically) based on our in-hand lease to an independent. 

My takeaway was that when building the perfect neighborhood revitalization plan, start with a good number of architecturally 
interesting paid-off buildings with landlords willing to charge below-market rents to independents with the moxie to fix them up. Build 
only as many new buildings as required to offer chain-store offerings of what customers believe are “necessities” for their experience 
(in the Seattle area, that would mean at least one Starbucks every 1/4 mile) or special use buildings (i.e. a multiplex theater). 

Add daytime employment, urban densities, 2 or 3 performance venues, improvements to the pedestrian experience, and a well-
situated parking structure, and your neighborhood — if safe — will likely do very well.

Reply 

 Maggie WinelandAugust 14, 2014 1.

I love this comment, Dan. Thank you for the insight. I am in real estate too, and am always trying to find ways to marry 
development and preservation interests. It’s frustrating to represent these independent retailers who seek a space; even the 
monied ones can be passed over for the Big Name stores here in L.A….
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« previous post next post  

Support the Broadway Coalition Petition Drive
posted Tuesday, August 26, 2014     

 

NOTE: This petition is an initiative of the Broadway Coalition which is solely responsible for processing and managing
the results. Sustainable Tucson hosts this online petition drive as a community service.

Please sign petition here
by giving your full name and zip code, thank you. 

Full Name *

Zip Code *

Sign Petition  

We want a thriving, vibrant Broadway Boulevard that is a destination for all of Tucson.

Local, regional and out-of-town residents flock to this unique cultural asset for delicious Best-of-Tucson cuisine and 
quirky boutiques found only there, as well as for services that locals rely on every day. Currently, this street boasts 
287 businesses generating over $4 million in sales and real estate tax revenues, nearly all of them in historic or 
architecturally significant buildings.  And in addition to the sense of place, the mid-century modern architecture and 
design generates $1.5 million tourist dollars annually.  Excessive widening of the road puts all of these assets in 
danger. International transportation expert Jarrett Walker recently said in Tucson that widening Broadway would be 
“economically ruinous.”

Site Search

 

Search  

Transition Initiative

Sustainable Tucson is an 
official U.S. Transition 

Initiative 

Our Mission and 
Vision

WORKING TOWARD 
SUSTAINABILITY 

Individual Actions, 
large and small - 
Everyone can take steps 

Tucson Time Traders timebank & community resource directory◦
Transition Initiative Resources◦
Key Local and State Sustainability Reports◦
List of Organizations & Links◦

Calendar / Events •
Local Events Calendar◦
Conferences & Festivals◦
More Calendars & Listings◦

Contact Us •
Send Us a Message◦
Make a Donation◦
ST Working Groups◦
ST Website◦
WP Login◦
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Therefore, we call on you, our elected officials, to select an alternative for Broadway that:

- protects the economic vitality of the hundreds of existing small businesses along Broadway and provides safe, 
convenient access to them;

- promotes accessible, efficient use of public transit and other alternative modes of transportation, giving particular 
attention to pedestrian and bicycle activity and safety;

- promotes a safe and pleasant envirionment for all users–pedestrians, cyclists, transit and wheelchair users, as well 
as cars;

– continues to offer residents in the area a range of services and amenities while preserving and enhancing the 
connectedness and quality of life of surrounding neighborhoods and residents;

– is environmentally sustainable;

– incorporates innovative approaches to transportation that recognize changing public attitudes and behaviors; and

– is a fiscally sound, affordable approach that recognizes that people are driving less (travel on this stretch of 
Broadway is down over 15% from 2010) and doesn’t waste $74 million on excess roadway capacity.

Cities of the US and abroad are realizing the benefits of renovating their urban cores on a more human scale and are
moving away from car-centric designs. Cities that are human scaled promote community. The Sunshine Mile could 
become this human-scaled neighborly place. The foundation is already there.

I therefore petition the Tucson Mayor and Council members to select a design alternative that locates all 
improvements substantially within a 96-foot crosswidth (which City staff has stated can be done), or less where 
possible, so that Central Broadway can regain its role as a great, attractive, historic Tucson destination with an 
enhanced sense of place while safely supporting all modes of mobility so that Central Broadway can regain its role as
great, attractive, historic Tucson destination with an enhanced sense of place safely supporting all modes of mobility

to move our community 
toward resiliency. 

Top Priorities 
Community-Wide - Our 
citizen-driven planning 
initiative has distilled the 
Top Priorities necessary 
for Tucson to become 
Sustainable. 

Climate Change: Cool 
Cities Committee 
Report (pdf) by the Sierra 
Club Rincon Group - A 
starter plan for addressing 
the urgent issues related 
to climate change. 

Contact Us!

We want to hear about: 

• Your Meeting or Event 
• Initiatives & Projects 
• Affiliated Organizations 
• Community Alerts 
• Related News / Info 
• Getting involved 

Contact Us! 

Sign up for 
Newsletter and 
Alerts

Subscribe to 
Sustainable Tucson News 

by sending an email to 

news (at) 
sustainabletucson.org 

with 'subscribe' in the subject. 
  

Donate

Sustainable Tucson needs 
your support! 

Donate safely and securely 
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Broadway - Re: Broadway Recommendations Going to Mayor and Council 

  
Thank you, Joe!  We still need to get through the Council meeting, but it is incredible to be at this point.  What kind and 
supportive words, shared by you, who has also contributed innumerable hours to help benefit the community.  Thank 
you for your acknowledgement and sharing in the celebration of reaching this milestone! 
  
~Jenn 
 
>>> On 9/27/2014 at 10:00 PM, "M. J. Yee" > wrote: 

Jenn and the Broadway Project Team, 
 
Congratulations to you and the neighbors for hammering out a viable recommendation for this important roadway. 
As a resident of Tucson, I wish to thank all of you for your years of hard work, tenacity, and dedication to 
collaboratively bringing this task to its successful conclusion.  
 
Tucson and its residents are its ultimate beneficiaries! 
 
Joe  
 
On Fri, Sep 26, 2014 at 12:06 PM, BroadwayProjectUpdate <broadway@tucsonaz.gov> wrote: 

Greetings! 

The Broadway Project Team is pleased to share that, after 2 years and 3 months and MUCH consideration, the 
Broadway Citizens Task Force has developed recommendations about the Broadway alignment. The 
recommendations will be going to the Mayor and Council on October 9 for their approval.  

Ten (10) of thirteen (13) members support moving forward the Preferred 6-Lane including Transit 
Alignment, which weaves to the north and some to the south, and includes transit, bike lanes, sidewalks and 
landscaping. The alignment will also have enough roadway width to accommodate future mass transit, such as 
streetcar and/or bus rapid transit. 

This is a significant milestone in the project schedule, and signals the transition into the refined technical design 
process - a key step to achieving our construction deadline goals of 2016. 

The full recommendations report includes the recommendations of the majority of the Task Force, and also shares 
the perspectives of those in the minority and is available online at: tucsonaz.gov/broadway. 

The Mayor and Council will be asked to approve the Citizens Task Force alignment recommendations, which will be 
presented by Citizens Task Force members, on: 

From:    Broadway
To:    M. J. Yee
Date:    9/29/2014 5:29 PM
Subject:   Re: Broadway Recommendations Going to Mayor and Council
CC:    Britton Dornquast;  Jim Schoen;  Joan Beckim;  Josh Weaver;  Michael (Tucson) Johnson;  Myrlene Francis;  

Nanci Beizer;  Phil Swaim;  
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Thursday, October 9, 2014 
Mayor and Council Study Session 

1st Floor, City Hall 
255 W. Alameda 

If you cannot attend but want to share your comments with the Task Force and the Project Team, please email 
them to: broadway@tucsonaz.gov. 

The next Citizens Task Force meeting will be on Thursday, October 23, at 5:30 at Child & Family Resources 
(2800 E. Broadway). The agenda and materials will be forthcoming. 

Thank you for your continued interest and involvement! 

Jenn and the Broadway Project Team 
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Broadway - Fwd: RE: Broadway Recommendations Going to Mayor and Council 

  
 
 
>>> On 10/1/2014 at  9:26 AM, Jennifer Burdick wrote: 

Mr. Josephson, 
  
The attached list was prepared upon selection of the Citizens Task Force in 2012.  It was noted then which 
representatives are property owners, tenants, landlords, and business owners.  A few names have changed, but the 
number of people with property ownership remains the same. 
  
Regarding Diane Robles: she represents Child & Family Resources, which owns the property at 2800 E. Broadway 
and provides services at their site and elsewhere in the city and the state - the organization has skin in the game, and 
as their official representative, she has taken her role seriously.  Other non-profits in the corridor, such as the 
American Red Cross, have a similar structure and have a vested stake in the corridor.    
  
Please let me know if you have any problems with the attachment. 
  
Regards, 
~Jenn 
  
 
 
>>> On 10/1/2014 at  8:58 AM, CHARLES JOSEPHSON  wrote: 

Diane Robles does not represent any business interest. She is 'merely' an employee of a non-profit that has no 
'skin in the game.' Is there any way to identify which of the 'business interest' representatives actually and 
personally own the property they occupy as opposed to leasing? I asked as an owner to be on this committee at 
the outset and was not selected. 
 
Chuck Josephson 
 

Date: Mon, 29 Sep 2014 17:39:00 -0700 
From: Broadway.PWPO1.PWDOM2@tucsonaz.gov 
To: c  
Subject: RE: Broadway Recommendations Going to Mayor and Council 
 
Mr. Josephson, 
  
The Citizens Task Force has been  working with the Broadway Project Team on developing the recommendation 
now going to the Mayor and Council.   
  

From:    Jennifer Burdick
To:    broadway@tucsonaz.gov
Date:    10/1/2014 12:40 PM
Subject:    Fwd: RE: Broadway Recommendations Going to Mayor and Council
Attachments:   CTF-FinalSelections_12-11-2012.pdf
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The Citizens Task Force members, and their representational roles, are as follows (business representatives in the 
corridor are bolded): 
Neighbor Interests - NW      Colby Henley, Rincon Heights NA (Historic District) 
Neighbor Interests - NE       Mary Durham-Pflibsen, Sam Hughes NA (Historic District),  CTF Chairperson 
Neighbor Interests - SE        Shirley Papuga, Broadmoor-Broadway Village NA 
Neighbor Interests - SW       Michael J. "Jamey" Sumner, Miles NA 
Business Interests - North     Anthony R. DiGrazia, Rocco's Little Chicago 
Business Interests - North     Bruce Fairchild, Bruce's Lock Shop, CTF Vice Chairperson 
Business Interests - South     Bob Belman, Arizona Auto Refrigeration 
Business Interests - South     Diane Robles, Child & Family Resources, Inc. 
Citizens Transportation 
Advisory Committee (CTAC)   Dale Calvert 
Tucson Pima County Bicycle   Anne Padias, Ph.D. 
Advisory Committee 
 
Tucson Planning Commission Joseph Maher, Jr., AIA 
Special Needs                       Jon Howe, Sam Hughes NA 
Regional Interests                 Michael Butterbrodt, Inglis Florists 
(RTA appointment) 
 
The Broadway Project Team is comprised of City staff and professional consultants that are designing the 
roadway.  None of the Broadway Project Team has any personal financial connection as a result of the roadway 
decision, other than the work they have been hired to do. 
  
~Jenn 
 
>>> On 9/26/2014 at  2:08 PM, CHARLES JOSEPHSON  wrote: 

PLEASE SEND THIS AGAIN WITH THE NAMES AND AFFILIATIONS OF THE 'BROADWAY PROJECT TEAM'. IF 
POSSIBLE, IDENTIFY WHICH OF THE MEMBERS, IF ANY, ARE DIRECTLY AND IMMEDIATELY AFFECTED 
PERSONALLY FINANCIALLY BY THE DECISION THE TEAM IS MAKING. 
 
CHUCK JOSEPHSON 
 

From: broadway@tucsonaz.gov 
To:  
Subject: Broadway Recommendations Going to Mayor and Council 
Date: Fri, 26 Sep 2014 12:07:34 -0700 
 
Greetings! 
The Broadway Project Team is pleased to share that, after 2 years and 3 months and MUCH consideration, the 
Broadway Citizens Task Force has developed recommendations about the Broadway alignment.  The 
recommendations will be going to the Mayor and Council on October 9 for their approval.   
Ten (10) of thirteen (13) members support moving forward the Preferred 6-Lane including Transit 
Alignment, which weaves to the north and some to the south, and includes transit, bike lanes, sidewalks and 
landscaping.  The alignment will also have enough roadway width to accommodate future mass transit, such 
as streetcar and/or bus rapid transit. 
This is a significant milestone in the project schedule, and signals the transition into the refined technical 
design process - a key step to achieving our construction deadline goals of 2016. 
The full recommendations report includes the recommendations of the majority of the Task Force, and also 
shares the perspectives of those in the minority and is available online at: tucsonaz.gov/broadway. 
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The Mayor and Council will be asked to approve the Citizens Task Force alignment recommendations, which 
will be presented by Citizens Task Force members, on: 

Thursday, October 9, 2014 
Mayor and Council Study Session 

1st Floor, City Hall 
255 W. Alameda 

If you cannot attend but want to share your comments with the Task Force and the Project Team, please email 
them to:   broadway@tucsonaz.gov. 
The next Citizens Task Force meeting will be on Thursday, October 23, at 5:30 at Child & Family 
Resources (2800 E. Broadway).  The agenda and materials will be forthcoming. 
Thank you for your continued interest and involvement! 
Jenn and the Broadway Project Team 
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Broadway - Re: "improved" Grant/Oracle intersection 

  
Dr. Tabili, 
  
Thank you for sharing this email, which will be provided to the Citizens Task Force in the Public Input Report. 
  
Additionally, as your comments relate to the Grant Road project, which has additional phases to build out, I will forward 
this email to my colleague, Beth Abramovitz, who is the project manager. 
  
~Jenn 
 
 
>>> On 10/1/2014 at  8:20 PM, "Tabili, Laura - (tabili)" > wrote: 

 
 
To: Tabili, Laura - (tabili) 
Subject: Fwd: Broadway CTF REport 
 
So Joan Hall had written me privately in response to my more public post regarding widening of roadways and the 
collateral damage,  She asked me what the problems at Grant and Oracle were.  Below is my reply and it's kind of 
core to my beliefs about the damage that widened roads do to community.  It's difficult if not impossible for us to 
have roadways that are integrated into communities in less destructive ways when none of the people participating 
in designing them actually use them as pedestrians.  Just yesterday I watched as a father and his child waded across 
that river of cars that is Broadway at Treat.  4 lanes, laddered crosswalk.  Dad on a bike towing an obvious childern's 
trailer.  He made his way across literally one lane at a time and it took him quite awhile to get from the one side to 
the other.  Nobody would yield.  Been there done that at the same exact intersection.  It's not a future it's an 
apocalyptic demise. 
 
 
I took the bus to go to Taqueria Juanitos.  I ended up half a block past the NE corner.  Walking back there is a 
dedicated right turn lane you have to cross then an island where you wait, the island is back in a direction you've 
already traveled.  Crossing which is wide and difficult to make in one light cycle you have to go through centre 
refuge which is ramped and then once you get to the other side you have that same dedicated right turn thing to 
negotiate..  Once you land on the west side of Oracle you aren't actually at the corner, you're north of it.  Heading 
west on Grant the sidewalk is right at the roadway edge because in order to save the Walgreen's parking lot they 
built out to the far southern edge with the ped path.  There's no room for landscaping on the southern edge of the 
sidewalk so it's all to your right on the north.  The trees are right at the edge of the sidewalk which would seem nice 
but isn't because they're right on top of you.  2 people walking and talking are limited by the trees and 4 foot width 
plus the cars immediately to the south. 
 
Getting to the Lim Bong Liquors corner the hawk crossing is non standard because of the widened road.  It's widened 

From:    Jennifer Burdick
To:    Laura - (tabili) Tabili
Date:    10/2/2014 8:33 AM
Subject:   Re: "improved" Grant/Oracle intersection
CC:    Broadway
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for the Michigan left on the opposite side which makes that much used HAWK tough to use.  You're also crossing 
such a wide expanse the cars start crossing while you're in the intersection and once the light goes to flashing red.  
The ramps at the corner are hard to use again because of the altered HAWK crossing.  There's an exact path, do not 
deviate from it. 
 
Coming back in the other direction  and on the south side of Grant the path is convoluted, not at all a straight line.  
You have to walk in around to get past the Michigan left intersection which does not lock out red.  Peds and cars 
have a green at the same time and cars or more likely trucks can drive across your immediate pathway.  Getting back 
to Oracle you have that same wide meander to get across the intersection.  You go from ped island to ped island 
because of the free rights.  I was there at night on a weekday way past rush hr.  It was really hostile and took me a 
long way out of my way.  I'm sure the function is there for cars but it's lacking for pedestrians and that includes 
people walking with canes, in a chair etc. 
 
I was fairly shocked by how bad it is.  I really wasn't expecting this level of downgrade in the function.  I was using a 
bus at night, the frequencies are limited.  Miss a bus wait an hr once it's past 8.  The extended distances really 
increase the likelihood of being in the situation of seeing a bus drive by as you're headed towards it.  Lots of latencies 
introduced into the ped experience and the transaction costs have increased significantly, what would normally have 
taken me 3-5 minutes to walk ended up being 10.  Finally because of the increased throughput of the roadway 
automobile speeds are higher and the ambient noise level has significantly increased.  Your proximity to cars because 
of the flares for the right turns is also increased.  Pretty hard to walk along and have a conversation with someone. 
 
 
So yeah this is Grant and Oracle, it's all trailer parks and poor people and it's been headed the wrong direction for 
decades.  Is that what we want for Broadway?  Actually is that what we want for any neighborhood including Grant 
and Oracle.  Lots of people out walking that night.  Raging aganst the machine is more like it. 
 
 
So this is just one walk by one night.  I may have gotten some of the details wrong but as an overall experience it's 
not inaccurate.  I'm planning on going back and when I do I'll be taking notes. The cool thing is I got there and back 
all on one bus fare.  I was within the 2 hr transfer window.  r 
________________________________________ 
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Broadway - Re: Broadway Widening Project 

  
Thank you for taking the time to communicate your perspective and wishes regarding the project design.  I will be sure 
to provide this to the Citizens Task Force as part of the Public Input Report materials.   
  
~Jenn 
 
>>> On 10/8/2014 at 10:29 AM, > wrote: 

To Broadway Planners,Mayor of Tucson and Council Members: 
 
OPPORTUNITY!  You now have before you a great opportunity to move Tucson forward. The widening of Broadway 
is vital to the future of Tucson. The widening will need to incorporate plans for future light rail, accommodate plans 
for more bus traffic,street car traffic, become a High-Tech link between Downtown, University of AZ, Bio-Tech Park 
and East Side Businesses. We will never in my life time have another opportunity to develop this corridor 
adequately.The voters mandated this improvement 20 years ago and we must follow through. The Broadway 
Corridor needs to reflect a Vital City not a Deteriorating town. We must use these assets to attract more clean 
industry and increase numbers of high paying jobs and retain our University Graduates. When Business Executives 
take a look at Tucson, they need to see that Tucson is Progressive and has great Vitality. As a Tucson Native, I have 
seen Tucson make several defeating decisions and I would hope this Council has more foresight. Please do not 
squander this opportunity.   

From:    Jennifer Burdick
To:    Broadway;  P
Date:    10/8/2014 5:40 PM
Subject:   Re: Broadway Widening Project
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Broadway - Fwd: broadway blvd 

  
Monica, 
Thank you for forwarding this.  We will share it with the team and Task Force.   
  
We have looked at something similar as part of the variation discussions with the Task Force in recent months.  A 
challenge with the design as presented is that there needs to be a PAAL/access lane to allow cross access to the spaces, 
and for cars to back out of the spaces.  It ends up pushing the width onto the south side to accommodate.   
  
We will begin the technical design process soon, and as you and I discussed, we can also continue discussions with the 
property and business owners so that they are able to make informed decisions.  We can discuss that some more.  
Also, maybe it would make sense for us to partner with Sunshine Mile Merchants Association to hold some of those 
meetings?  
  
~Jenn  
  
 
>>> On 10/8/2014 at 11:03 AM, Monica < > wrote: 

 
Hi Jenn: 
 
Here's the parking drawing on Solot Plaza. 
 
Monica 
 

 
 
 
-------- Original Message -------- 

From:    Jennifer Burdick
To:    
Date:    10/8/2014 11:23 AM
Subject:    Fwd: broadway blvd
CC:    Broadway
Attachments:   2545-2635 E BroadwayBlvd.pdf

Subject: broadway blvd
Date: Fri, 3 Oct 2014 15:12:22 -0700
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Broadway - T-PCHC Input re Broadway Blvd Alignment to Be Discussed by M/C on October 9, 2014 

  
Dear Tucson Mayor and Council and Broadway Citizens Task Force: 
  
At today’s meeting of the Tucson‐Pima County Historical Commission, commissioners discussed the Majority 
and Minority Reports of the Broadway Boulevard, Euclid to Country Club Citizens Task Force (CTF) regarding 
alignment recommendations. We understand that the Mayor and Council are considering this issue on 
Thursday, October 9. 
  
The commission passed the following recommendation and asked that I relay it to you for your consideration. 

       The commission regrets the potential for almost certain loss of significant historic fabric as a result of 
this project. This “fabric” includes residential and commercial historic buildings and structures as well 
as landscapes and sense of place. 

       The designation of existing and potential National Register Historic Districts may be threatened by 
losses of historic properties along their edges. We recommend a solution that has the least impact on 
the collective historic fabric of the corridor. 

       We understand that the City Historic Preservation Officer (CHPO) will be providing input regarding 
historic resources in the corridor to the CTF and project design team during the technical design phase 
of the project, and we ask to be consulted by the CHPO during the discussions of the fate of these 
resources once the width of the corridor is decided. 

       In the unfortunate circumstance where a historic building or structure is selected for demolition, we 
ask that M/C reiterate to those implementing the project that the stipulations of the City’s Ordinance 
“Architectural Documentation of Historical Buildings Prior to Demolition” be followed to the letter. 

       Finally, we ask that the City work with neighborhoods, business owners, and other affected 
stakeholders to develop creative mitigation measures for the historic fabric that will be impacted 
during this project. 

  
Thank you for considering the input of the Tucson‐Pima County Historical Commission based on our discussion 
and the motion that was passed today. 
  
Sincerely, 
  
Teresita Majewski, Ph.D., RPA, FSA 

From:    Terry Majewski <tmajewski@sricrm.com>
To:

   

"'mayor1@tucsonaz.gov'" <mayor1@tucsonaz.gov>, "ward1@tucsonaz.gov" 
<ward1@tucsonaz.gov>, "ward2@tucsonaz.gov" <ward2@tucsonaz.gov>, "ward3@tucsonaz.gov" 
<ward3@tucsonaz.gov>, "ward4@tucsonaz.gov" <ward4@tucsonaz.gov>, "ward5@tucsonaz.gov" 
<ward5@tucsonaz.gov>, "ward6@tucsonaz.gov" <ward6@tucsonaz.gov>, 
"broadway@tucsonaz.gov" <broadway@tucsonaz.gov>

Date:    10/8/2014 8:00 PM
Subject:   T-PCHC Input re Broadway Blvd Alignment to Be Discussed by M/C on October 9, 2014
CC:

   
Jonathan Mabry <Jonathan.Mabry@tucsonaz.gov>, "Jennifer Burdick
(Jennifer.Burdick@tucsonaz.gov)" <Jennifer.Burdick@tucsonaz.gov>, "sandra.fata@tucsonaz.gov" 
<sandra.fata@tucsonaz.gov>
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Chair 
Tucson‐Pima County Historical Commission 
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Broadway - Re: Broadway Widening Project 

  
Mr. Garrett, 
  
Thank you for taking time to email to the project team, as well as the Mayor and Council.  I will share your comments with our 
Citizens Task Force at the upcoming meeting on October 23, as part of the Public Input Report. 
  
~Jenn 
  
********************************************** 
Jennifer Toothaker Burdick, Project Manager 
Broadway: Euclid to Country Club Roadway Improvement Project 
City of Tucson Department of Transportation 
  
Direct:  (520) 837-6648    Cell:  (520) 390-7094 
Web:  <www.tucsonaz.gov/broadway> 
********************************************** 
 
 
>>> On 10/9/2014 at  1:24 PM, "Ted Garrett"  wrote: 

City of Tucson Council Members, Mayor, and Broadway planners: 

Broadway! Finally we have an opportunity to let this roads name finally mean what it claims to be. I always refer to this 
section of road as Bottleneckway because of the quick narrowing of the road that occurs after leaving the downtown. 
Speedway is associated with the University and it has progressed over the years along with Stone and Campbell giving that 
area a “Campus Feel”, however Broadway is the street that represents Tucson as a City and defines its East/West flow and 
feel.  The section under review needs to be torn down and rebuilt to add to all the revitalization being done to the 
Downtown and the cleaner street scapes it has on the eastside of town. The congestion this section of road creates is pretty 
bad with cars sitting at idle or driving at lower speeds for a longer period of time creating a higher pollution output per 
minute than a 35 or 40 mph flow.  If the city will not build a freeway system like other cities of our size, then road widening 
projects of this nature need to be put into motion as soon as possible.  

Tucson receives criticism for its lack of freeways, sidewalks, transit, and ease of access in general along with a lack of curb 
appeal giving the city a feeling of neglect. Let’s fix this one section at a time with real impacts instead of pretending that the 
city will not grow and the traffic problems will just go away.  I hope the council does the right thing and make Broadway 
broader or we can just rename this section of road Bottleneckway and be done with it. Just my 2 cents. 

Sincerely, 

Ted Garrett     

  

 
 

 

From:    Broadway
To:    Ted Garrett
Date:    10/16/2014 9:06 AM
Subject:   Re: Broadway Widening Project

 This email is free from viruses and malware because avast! Antivirus protection is active. 
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Broadway - Re: broadway corridor:  LEED-certified parking, and TOD 

  
Camille, 
  
The concepts you suggest below are items that are not typically addressed through a roadway design, but are related to 
the conversation we are having regarding parking.    
  
They are requirements that could be added to our City's Code, the Unified Development Code, which governs how 
buildings and properties are built out based on different zonings and uses of land.   When new development comes to 
an area, there are requirements for parking.  The City has already updated the Code to reduce parking requirements and 
to allow for individual parking plans to allow businesses to operate/function with reduced parking.  The approaches 
listed below are enterprising ways that transit oriented development can influence the specific requirements a particular 
property/use would need to meet in order to be allowed to build. 
  
Some of the suggested elements below would be things that Office of Integrated Planning and Planning & Development 
Services Department could work to amend our Code to include, either through overlays/district zoning requirements, or 
other approaches.   
  
Such suggestions can be recommendations from the CTF for the Mayor and Council to consider, and would likely require 
a separate public process. 
  
Thank you for sending this in.  I will add it to the Public Input Report, which we will get to the CTF for the next meeting 
on 10/23. 
  
~Jenn 
 
 
>>> On 10/12/2014 at  8:37 PM, camille kershner  wrote: 

 -I had to work during last week's study session, but as one commenter noted at the regular meeting later 
that same evening, this issue still has not been addressed in any significant manner with regards to the 
broadway corridor and especially as applying the concept of widening instead of simply reconfiguring, 
perhaps because it applies to new buildings- is there a "retrofit" category, such as with development 
projects concerning historical and existing structures? 
"Intent- 
To design parking to increase the pedestrian orientation of projects and minimize the adverse environmental effects 
of parking facilities. To reduce public health risks by encouraging daily physical activity associated with walking and 
bicycling... 
To reduce pollution and land development impacts from automobile use. 
Reduce pollution and land development impacts from single occupancy vehicle use... 
To minimize the environmental harms associated with parking facilities, including automobile dependence, land 
consumption, and rainwater runoff... 

From:    Jennifer Burdick
To:    camille kershner;  Mary Durham-Pflibsen
Date:    10/13/2014 5:55 PM
Subject:   Re: broadway corridor:  LEED-certified parking, and TOD
CC:    Broadway
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Requirements- 
For new nonresidential buildings and multiunit residential buildings, either do not build new off-street parking lots, 
or locate all new off-street surface parking lots at the side or rear of buildings, leaving building frontages facing 
streets free of surface parking lots. 
AND 
Use no more than 20% of the total development footprint area for all new off-street surface parking facilities, with no 
individual surface parking lot larger than 2 acres (0.8 hectares). For the purposes of this credit, surface parking 
facilities include ground-level garages unless they are under habitable building space. Underground or multistory 
parking facilities can be used to provide additional capacity, and on-street parking spaces are exempt from this 
limitation. 
Provide bicycle parking and storage capacity to new buildings as follows... 
Option 1. Public transportation access (6 points) 
Path 1. Rail station, bus rapid transit station & ferry terminal proximity 
Locate the project within 1/2-mile (800 meters) walking distance (measured from a main building entrance) of an 
existing or planned and funded commuter rail, light rail, 
subway station bus rapid transit1 station or commuter ferry terminal... 
OR 
Path 2. Bus stop proximity 
Locate the project within 1/4-mile (400 meters) walking distance (measured from a main building entrance) of 1 or 
more stops for 2 or more public, campus, or private bus lines usable by tenant space occupants... 
Option 2. Bicycle commuting (1 point) 
Provide secure bicycle racks and/or storage within 200 yards of a building entrance according to the following 
guidelines based on project square footage..." 
www.usgbc.org/credits/lt6 
 
(there are a few studies out there...) 
"Smart growth requires smart calculations; thus, impact fees need to account for the likely 
(borrowing a term used in the United Kingdom) "trip de-generation" effects of TOD. 
Empirical evidence on trip generation also can inform the setting of parking 
requirements near transit stations. Developers and financial institutions still prefer 
conventional parking ratios in TODs (Cervero et al. 2004). Most TODs are thus 
parked oblivious to the fact that a rail stop is nearby and, as a result, their potential 
traffic-reducing benefits are muted. Structured parking, in particular, has a significant 
impact on development costs and is prohibitively expensive in many markets. 
Lower TOD parking ratios and reduced parking could reduce construction costs, 
leading to somewhat denser TODs in some settings." 
http://www.nctr.usf.edu/jpt/pdf/JPT11-3Cervero.pdf 
  
 
~camille kershner 

 
_________________________"be the change you wish to see in the world..." -Gandhi 
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Broadway - Re: Miles Neighborhood, statistics, and Broadway safety concerns 

  
Robert,  
  
Thanks for emailing in and emphasizing the Census-based information about how people in the project area 
neighborhoods are getting around.  These existing conditions data are important in consideration of the traffic design.   
  
The statistics you cite below, are they from the 2010 Census data?  
  
In our Existing Conditions report for the project, we include a map that identifies that the project area, particularly west 
of Campbell, has high alternate mode usage rates based on the 2010 data we had access to.  We discussed this early 
on in the project meetings, and  I have cited this in past meetings with the RTA committees (see page 4 of the report,  
http://tdot.tucsonaz.gov/files/projects/2012_11_BwayExistingCond_Final.pdf). 
  
You are correct - we have not been communicating strongly how the network-wide data and the local project area data 
compare.  This is a great point, and I appreciate your providing it.  We can incorporate that into our future discussions 
and presentations.  While there is high use by alt modes, we cannot disregard that there is still a high use of vehicles 
currently.   
  
Whether we can encourage higher alt mode use through thoughtful design of Broadway's improvements is a goal for all 
of us involved.  As you reference, we are still refining the 6-Lane Including Transit Alignment.  The Task Force members 
have made it clear that they support building facilities that will support and encourage use for cyclists and peds, not 
just transit.  There are benefits and trade-offs to consider as we move forward.  The current designs 
are including innovative features to achieve safer, more-inviting facilities, though, and I expect that to continue to 
evolve.   
  
Thank you for staying involved and emphasizing this important talking point for us. 
  
~Jenn 
  
 
>>> On 10/16/2014 at  2:47 AM, Robert Hadel  wrote: 

Hi, 
 
I have written before, spoken before, and been present at several Broadway project meetings. At this point I am 
writing about some concerns I and several of my neighbors have about the impact to our neighborhoods adjacent to 
Broadway.  
 
First, I would like to bring up recent statistics on commuting in these neighborhoods that comes from the US Census 
department. It has been depicted that Tucson as a whole is comprised of more than 90% car-only commuters. In 
these particular neighborhoods along Broadway those statistics are very different. The census tract that comprises 
Rincon heights has over 45% pedestrian commuters. The census tract that comprises Miles Neighborhood, Arroyo 
Chico, and Broadmoor has over 10% bike commuters, almost 7% Transit, and 5% pedestrian. 

From:    Broadway
To:    Robert Hadel
Date:    10/16/2014 9:40 AM
Subject:   Re: Miles Neighborhood, statistics, and Broadway safety concerns
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This is of course very different from many other parts of Tucson, and that's why I bring up the fact that in the RTA's 
own study a six lane roadway would make for a poorer level of service for bicycles on Broadway.  
 
I would hope that we have some mindful design going into the next part of the process that truly addresses a multi-
modal transportation perspective. realising where one mode of transportation shifts to other modes of transportation 
in different parts of the network . Larger roads won't meet our future capacity needs, only effective transit design will. 
in conclusion, the denser neighborhoods in the center of the city should not have to pay the price of their vitality for 
inefficient, ineffective transportation choices. We should be making choices that connect our neighborhoods, help 
the current vitality thrive, and meet those capacity needs with expanded transit not more lanes. 
 
Thank You 
 
Robert Hadel 
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