





CHAPTER 1

Figure 11-1: Preferred Future Land Use/Zoning Scenario
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CHAPTER 1

Table 11-1: Comparison of Future Land Use Plans/Zoning to Preferred Plan Scenario
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Rural Residential (<1 du/ac) 11,993 - | 11,993
Low-Density Residential (1-8 du/ac) 18,216 | 2,916 | 15,300
Medium-Density Residential (8-12 du/ac) 559 | 2,333 | (1,774)
High-Density Residential (12+ du/ac) 541 778 (237)
Mixed-Use Residential/Commercial 1,201 | 1,750 (549)
Commercial 3,029 | 1,477 1,552
Industrial 4,131 705 3,426
Growth Area - Use Undefined 27,537 -| 27,537
Total 67,207 | 9,959 | 57,248

This excess of land designated for development could be considered an
impediment to achieving the Vision Plan for a more compact development
pattern by allowing fragmented and premature leapfrog development. This
could impact travel times and the cost of infrastructure and service delivery. In
addition to potential negative fiscal impacts, the potential for far flung
residential development could lead to conflicts with agricultural operations.

While it is apparent that there is a significant excess of land designated for most
land use types, particularly low-density residential, Figure 11-1 also shows a
shortage of land designated for mixed-use, as well as medium and high-density
residential. This need for expanded designations for higher densities and for
mixed-use can be accommodated in a number of ways, including more intense
development and redevelopment in the Cedar Rapids Central Business District,
as well as through the redevelopment of older shopping centers, such as
Westdale Mall, and older highway commercial uses such as mixed-use centers
and corridors, depicted on Figure 11-1 as dashed areas.

In addition to suburban development at the fringe, growth is also expected and
often encouraged in the form of infill development and redevelopment of
existing built-up areas. The two largest redevelopment efforts underway are
Cedar Rapids’ Neighborhood Planning Process (NPP) and Marion’s Central
Corridor.
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The Neighborhood Planning Process was started after the 2008 flood to work
toward a revitalized and rebuilt downtown, surrounded by thriving
neighborhoods. Marion’s Central Corridor builds upon the vibrant historic core
of the City and expands this mixed-use area along the 7th Avenue spine.

The realization of the more compact Vision Plan will not be a self-fulfilling
prophecy, nor will “trend growth” patterns be shifted toward the Vision Plan
simply with the adoption of the Long Range Transportation Plan. Rather, the
realization of this vision of the future form and mobility within the region will
only come about with the concerted and coordinated actions of all regional
governmental entities to alter policies and associated regulations and other
actions to shift from present trends toward the Vision Plan. Those necessary
implementation activities include:

e Revisions to local comprehensive plans and their maps and policies for
future land use and growth management;

e Revisions to zoning codes and development standards; and

o Redevelopment and infill development initiatives.

While the methodology used to depict the development scenarios sought
consistency with adopted local government comprehensive plans and their
future land use elements and associated future land use maps, the land use
pattern in the Vision Plan is distinguished from present land use plans and
maps in three ways.

First, as documented above, the Vision Plan shows substantially less
development of all types, except for mixed-use and medium and high-
density residential, than is depicted in currently adopted future land use
maps and zoning. This is primarily because the land area designated for
development is several times more than can be absorbed by projected
population growth, and secondarily, due to a desired shift to more compact
development with higher density housing and greater mixed-use.

Second, as noted above, there are several areas currently depicted as low-
density residential on currently adopted future land use maps that are shown as
medium or high-density residential or mixed-use in the Vision Plan.

Third, there are a number of areas and corridors which are designated
commercial on the future land use maps, which are depicted as mixed-use in
the Vision Plan. These are areas that could become transitional and ripe for
redevelopment to more economically viable and marketable mixed-uses. Such
areas in Cedar Rapids include:
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e Downtown Cedar Rapids

e 3rd Street SE (8th Ave SE to 14th Ave SE)

e Center Point Road (32nd St NE to 42nd St NE)

e Uptown college district (1st Ave E from 10th St NE to 20th St NE)
e Westdale Mall

Such areas in Marion include the Central Corridor / Uptown District and in
Hiawatha, Center Point Road at the intersection of Robins Road, Center Point
Road, and Emmons Street.

Upon adoption of the LRTP, all local jurisdictions within the region should be
encouraged to review and, as appropriate, revise their comprehensive plans at
their next 5-year update, if not sooner. The focus of the revisions should be to
adjust the future land use maps and policies to bring them into closer alignment
with the Vision Plan. Comprehensive plan revisions and amendments that
should be considered include the following.

e Revisions to the future land use maps to reduce the land area
designated for development, particularly the expanse of remote areas
which remain in viable agricultural use, but which are presently
designated for growth, but with land uses undefined.

e Revisions to the future land use map to more closely reflect the Vision
Plan, including additional medium and high-density residential and
mixed-use, and less low-density residential.

e Revisions to the future land use map to replace commercial
designations with mixed-use, as depicted in the Vision Plan.

e Revisions to the future land use map and land use policies to
incorporate provisions to stage growth over time and avoid premature
development of remote areas and land that is not needed to
accommodate projected growth. One technique recommended for
consideration is the establishment of a regional Urban Growth
Boundary (UGB), surrounding the land area necessary to support
growth through 2040. Development outside the UGB should be limited
to agriculture and rural residential uses, with provisions to avoid
extension of infrastructure or the location of schools or other public
facilities that would stimulate premature growth at suburban densities.

e Revisions to policies to encourage mixed-use development, walkability,
sidewalks, and bikeways in private development and provisions to apply
complete street principles in the design and construction of new roads.
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If, as recommended above, some of the remote agricultural areas presently
designated for development are re-designated for agricultural uses when
comprehensive plans are updated, it may be appropriate to change zoning
designations to be consistent. Whereas “down-zonings” may be considered to
reduce property values, if there is no actual development potential or
associated value there should be no related loss of property value. On the
contrary, zoning designations for agricultural use can result in advantageous
property tax treatments depending on local property assessment practices,
particularly if coupled with the voluntary establishment of agricultural
easements. An alternative to “down-zoning” to reduce the vast excess of
zoned land area could include the establishment of an “urban growth
boundary” to coincide with the edges of urban development depicted in the
Vision Plan. Both approaches to delaying or staging fringe rural development
can be effectuated through zoning overlay districts.

Following comprehensive plan revisions, some jurisdictions will need to

make adjustments to zoning district categories to allow for the

development types and patterns depicted on the revised comprehensive plan
future land use maps. These will most likely include new zoning districts to
permit mixed-use, as well as overlay districts for highway corridors and special
districts, such as Downtown, the Uptown College District, and the Westdale Mall
to be in place when these areas become positioned to undergo redevelopment.

Such overlay districts could be used to provide greater flexibility than underlying
commercial zoning in the array of uses permitted, as well as to enable a shift
from “suburban” development standards with wide setbacks and generous
parking requirements, toward more “urban” or form-based standards with
reduced and shared parking, as well as provisions for greater compactness,
connectedness, and improved walkability.

Overlay districts can also be used to encourage redevelopment to desired forms
with such incentives as density bonuses for the introduction of residential, in
addition to baseline provisions for commercial development intensity, and
provisions to reduce parking requirements where complimentary
(residential/office/retail) uses utilize parking at different hours of the day.

In addition to the creation of new zoning district categories, local
governments are encouraged to review and modify development standards
within zoning and subdivision regulations and within public works and
engineering design standards to include:

e Complete Streets design standards for new public and developer-
constructed streets.
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e Requirements for provision of sidewalks within residential and
commercial developments.

e Provisions for “stub-outs” and other means to achieving connectivity
between adjacent subdivisions.

e Other provisions should be considered to discourage patterns such as
“gated communities” that concentrate congestion on overloaded
collectors rather than distributing traffic more evenly onto a local road
network.

From activating Downtown Cedar Rapids with thousands of residents enjoying
an active urban lifestyle, to re-creating the aging Westdale Mall into a lively
mixed-use “town center,” to rebuilding obsolescent highway commercial strips
into more sustainable and marketable mixed-uses, redevelopment initiatives
are as important to implementing the LRTP as managing new growth at the
suburban fringe and making wise transportation investment choices region-
wide. While redevelopment sometimes occurs based on market forces along
with regulatory changes to remove zoning impediments or to provide
incentives, there are other impediments to revitalization, including property
fragmentation, blighted, and brownfield property conditions that need costly
remediation, assembly, and preparation for redevelopment. Redevelopment of
such areas will require proactive public-private initiatives, which may include
the establishment of redevelopment and tax increment finance (TIF) districts, as
well as business improvement districts (BID).

The Vision Plan takes into account some large redevelopment efforts that will
accommodate growth without requiring additional developed land. Two major
efforts—Cedar Rapids’ Neighborhood Planning Process and the Marion Central
Corridor—are already underway. Others will need to be initiated to achieve a
more compact region.

Neighborhood Planning Process

The City of Cedar Rapid’s NPP is the second phase of its River Corridor
Redevelopment Plan. It began in January 2009 following the development of a
new flood management strategy. The NPP was designed based on benchmark
communities recognized for their high-quality neighborhood planning activities
and was tailored to incorporate elements specific to Cedar Rapids’ unique
situation. By the end of the NPP, the community had created a framework plan
for reinvestment and action steps to accomplish this Plan that will be
implemented over the next 10 to 15 years.
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Marion Central Corridor

The Central Corridor Redevelopment Area lies between downtown Marion and
35th Street along 7th Avenue. This corridor, particularly 7th Avenue, serves as a
major arterial and direct vehicular connection to Cedar Rapids. The Marion
Central Corridor Master Plan project was about building a new image for a
proud and deserving community. The new Marion “Avenue” will reestablish a
commercial and economic backbone for the entire community, with a trail,
better access, new trees, additional commercial space, and new urban
residences.

Conceptual Mixed-Use Centers and Multi-Modal Corridor Design
Guidelines

Connections 2040 is based on a more compact growth and infill/redevelopment
focus, including mixed-use development activity areas and multi-modal
corridors. Although these practices have been successfully embraced by other
jurisdictions throughout the United States, they are not locally practiced. To
implement land use and zoning changes to achieve these mixed-use activity
centers, the following provides regional guidelines for

consideration.

1. Modify the land development code to provide for an
appropriate density, intensity, and mix of land uses to
support multi-modal transportation, and specifically to
ensure:

e A strong central core consisting of government
centers, transit stations, or a town square
surrounded by relatively high-density/intensity
residential and non-residential development;

e A compatible mix of land uses that supports alternative modes of
transportation and promotes activity during peak and non-peak
hours; and

e Proximity of shopping, services, and employment centers to each
other and to the surrounding residential uses to facilitate walking
and bicycling, as an alternative to driving.

2. Maximize internal circulation and minimize conflicts with State
highways and other major arterial roadways that have the primary
function of moving high volumes of statewide and regional traffic.
Where such roadways are present, a minimum of two (2) safe
pedestrian crossings should be provided per mile.
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3. Establish multi-modal Complete Street cross-sections, design
standards, and operational measures to ensure streets are safe,
convenient, and appealing for all modes of travel including transit,
automobiles, trucks, bicycles, and pedestrians.

4. Provide a dense, interconnected network of local and collector
streets that supports walking, bicycling, and transit use, while
avoiding excessive traffic in residential neighborhoods.

5. Provide direct bicycle and pedestrian connections within and
between residential areas and supporting community facilities and
services, such as shopping areas, employment centers, transit
stops, neighborhood parks, and schools.

6. Give special consideration to schools and their multi-modal needs to
provide a safe, accessible environment for students by giving high
priority to bicycle and pedestrian facilities within a two-mile radius of all
schools in both new development and re-development.

7. Give special consideration to areas with concentrations of students,
seniors, low-income families, or others that are more dependent on
modes other than the automobile to provide a safe, accessible
environment.

8. Ensure that new developments or re-development projects
contribute to providing a safe, convenient, comfortable, and
aesthetically pleasing transportation environment that promotes
walking, bicycling, and transit use. Appropriate improvements or
enhancements to the multi-modal network may be required as a
condition of development approval.

9. Orient buildings to provide pedestrians and bicyclists with easy
access and a visually interesting environment that reduces
perceived travel distances and increases the understanding of the
bicycle and pedestrian network.

Transportation Impadt Studies

Because of severe funding limitations, coupled with the inability to implement
transportation impact fees in the State of lowa, it is imperative that all
jurisdictions have clear and defined transportation impact study guidelines and
requirements that assess the true impact of new development and appropriate
mitigation to reduce this impact.
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The transportation impact studies should include all travel modes, including
automobile congestion, access to transit, and availability of bicycle and
pedestrian facilities.

Both on- and off-site impacts should be measured and described. As an
example, if a proposed residential development will have children attending a
local school within reasonable proximity of the development, the study should
include off-site issues such as the safe route to school, parks, or other
destinations and any appropriate mitigation to offset impacts and provide safe
and secure mobility.

Modern Roundabouts

The modern roundabout has become increasing popular for addressing
transportation needs for jurisdictions throughout the United States.

One of the major reasons cited by those apprehensive about Modern
Roundabouts is a bad experience driving an older traffic circle, such as those
common in New Jersey and elsewhere in the east.

Although there are a number of detailed differences, the major differences can
be summarized into three general categories, as compiled from several sources,
including the FHWA publication Roundabouts: An Informational Guide.

Traffic Circles Modern Roundabout
e Entering traffic has the right-of-way over e Entering traffic yields to circulating traffic.
circulating traffic. e Entering traffic aims to the right of the central
e Entering traffic aims at center of island. island.
e Traffic enters at speed. e Traffic is deflected slowly around splitter
island.

There are a number of traffic operation considerations when considering
signalizing an intersection as compared to a modern roundabout. These would
include:

e For a given approach width, roundabouts are capable of handling a
higher volume of vehicles than other types of intersection controls.

e Roundabouts can often have lower average vehicle delays and better
Levels of Service than conventional intersections.
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e The ability to make U-turns is relatively easy and safe at roundabout-
controlled intersections. This can facilitate parking circulation, and can
improve access from driveways along adjacent driveway segments

where left turns are difficult. )
e Roundabouts regulate vehicle speeds and can be useful tools where )
lower traffic speeds are desired. K : v
e Roundabouts tend to have lower operating costs because there is no L__J>§< |
signalization. x
———hy
e According to the Insurance Institute for Highway Safety, roundabouts
reduce total crashes and injury-producing crashes. They also decrease
fatalities. Some of the most serious types of collisions, including head-
on and broadside collisions, cannot occur at roundabouts. o 24 Vehicle to vehicle conflicts

= 24 Vehicle to pedestrian conflicts
An important safety factor is that the only movement at both the entry and exit

of a roundabout is a right turn. This reduces the potential frequency and
severity of accidents typically occurring during left turns and when traffic
crosses an intersection in perpendicular directions. Roundabouts have 75%

fewer vehicle “conflict points” or locations where vehicles cross paths, than

conventional intersections.

A critical question in these economic times is whether roundabouts are good for

business. Based on studies from around the United States, the aesthetic A
improvements of a roundabout, including wider sidewalks and landscaping, — -4
contribute to a vibrant business community. The traffic and safety \
improvements are also more significant in the revitalization of an area. Faster

travel times, better access control, fewer accidents, and lower delay at business

access points have contributed to an increase in economic activity. Many retail

developments served by roundabouts have seen growth in sales tax revenues

along the corridor. * 4 Vehicle to vehide conflicts

= § Vehicle to pedestrian conflicts
A recommended policy for the Corridor MPO jurisdictions would be to include

the roundabout in alternative analysis when an intersection signal warrant is
met.

Complete Street Standards

Although all future roadways should be Complete Streets with sidewalks, bicycle
lanes or paths, and transit accessibility, there should be some consistency as to
how each jurisdiction provides these facilities. Residents of the region often do
not know when they cross between one jurisdiction to another.
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Establishing a regional Complete Street approach will be important. The
alternative street standards that support Complete Streets and integration of
land use and transportation presented in Chapter 7 should be considered for
jurisdictional approval.

Environmental Requirements

When developing transportation projects, project proponents must assess the
potential impacts of those projects. Projects funded with federal monies are
required to comply with the requirements of the National Environmental Policy
Act (NEPA) of 1969. NEPA established a mandate for Federal agencies to
consider the potential environmental consequences of their proposals,
document the analysis, and make this information available to the public for
comment prior to implementation. State-funded projects may also require
consideration of alternatives and impacts.

Transportation projects vary in type, size, and complexity and their potential
effects can vary from minor to significant impacts on the environment. To
account for the variability of project impacts, three basic “classes of action”
determine how compliance with NEPA is carried out and documented:

e An Environmental Impact Statement (EIS) is prepared for projects
where it is known that the action will have a significant effect on the
environment. An EIS is typically required for new access controlled
freeways, four or more lane highways on a new alignment, new fixed
rail transit facilities, new separate roadways for busses or high
occupancy vehicle lanes, new intercity railroad on new rights-of-way,
and new intermodal facilities requiring any of the previous actions.

e An Environmental Assessment (EA) is prepared for actions in which the
significance of the environmental impact is not clearly established. If the
environmental analysis and interagency review find that the project
would have no significant impacts on the environment, a Finding of No
Significant Impact (FONSI) is issued.

e Categorical Exclusions (CEs) are issued for actions that do not
individually or cumulatively have a significant effect on the
environment. CEs may apply to activities such as: highway resurfacing,
routine maintenance, incorporation of ITS into existing transportation
facilities, highway safety activities, transit operating assistance, transit
vehicle acquisition and rehabilitation, bicycle accommodations within
an existing transportation right-of-way, fencing, signs, signals, lighting,
streetscaping, noise barriers, and habitat conservation.
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In relation to the projects identified in this Plan, the following would likely be
CE’s: maintenance of the existing transportation system, such as reconstruction
of existing roadways, transportation system management (TSM) and ITS
deployment, fleet replacement, continued operation of transit and use of
existing rail lines for freight and passenger. Projects that include paving of
existing gravel or sealcoat facilities would also fall into this category. Major
federally funded new projects on new alignments generally require an EIS. The
construction of a new roadway on a new alignment or the construction of new
rail lines on a new right-of-way would likely fall into this category. Projects that
require environmental assessments are those that increase the number of lanes
on existing roadways utilizing existing rights-of-way and the construction of new
separate trail facilities.

A number of environmental, cultural and social factors should be considered
when planning and implementing the transportation projects identified in the
Plan. These factors are described below.

The project area is rich in water resources, including rivers,
streams, sloughs, and wetlands. Significant floodplain and wetland
areas are located along the Cedar River and its tributaries. The U.S.
Army Corps of Engineers regulates navigable waterways and
should be consulted as transportation projects are implemented.
Wetlands in the planning area can be identified using the U.S. Fish
and Wildlife National Water Inventory Maps. Figure 11-2 shows
wetlands in relation to proposed future roadway projects.

The implementation of specific transportation projects outlined in

the Plan has the potential to impact water resources. As shown in Figure 11-2,
the largest wetland in the planning area is the Cedar River. Several roadway
improvements are proposed to cross the Cedar River and could result in the
placement of fill (i.e., bridge abutments, piers) in the river. In addition, several
other projects are located in close proximity to wetlands and could have direct
(i.e., placement of fill) and indirect (i.e., contribution of pollutants and
sediment) impacts on these water resources.

Mitigation for wetland impacts may include restoration, creation, enhancement
or preservation of wetlands either on- or off-site. The lowa Department of
Transportation has a policy to replace wetlands at a ratio of 1.5 to 1 and to
apply a 30% safety factor based on a right-of-way to right-of-way project
footprint. Typically, mitigation can be accomplished in three ways:

1. Conventional Mitigation: The project applicant conducts on- or off-site
mitigation in which wetlands are restored, created, enhanced, or
preserved in the amount specified in the permit approval.
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Figure 11-2: Roadway Vision Plan - Wetlands
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2. In-Lieu Fees: The project applicant contributes a specified fee to a
regulatory agency in lieu of compensation for wetland losses. The fees
are used for future mitigation projects by the agency.

3. Mitigation Banks: The project applicant purchases mitigation credits for
the restoration, creation, enhancement and preservation of wetlands
within an established mitigation bank, as approved by the U.S. Army
Corps of Engineers.

TEA-21 and SAFETEA-LU specify a preference for mitigation banking
to compensate for unavoidable losses to wetlands or other natural
habitat caused by transportation projects receiving Federal assistance
under Title 23 of the U.S. Code.

The Federal Emergency Management Agency (FEMA) has mapped
numerous special flood hazard areas within the planning area. As
detailed in Chapter 8, areas within the 100 to 500 year floodplain are
least likely to be developed and have, generally, been avoided in
determining the transportation projects included in this Plan.
However, roads are needed to cross floodplain areas in order to
provide efficient movement of goods and services. In such cases, transportation
infrastructure should be designed to avoid flooding during significant storm
events. In the recent 2008 flood, major crossings of the Cedar River were
compromised, hindering emergency response efforts and travel for citizens
stranded by the flood. The Plan identifies several projects to mitigate flooding
impacts on the transportation system, including reconstruction of Edgewood
Road NW at a higher elevation and construction of C Street SW/Otis Road, a
new road to provide an additional access route over the Cedar River.

Numerous records of above and below ground cultural
resources exist within the planning area and the State. Historic
and pre-settlement land use patterns relied heavily on water
resources, such as rivers and streams. As such, potentially
significant archaeological and pre-historic/historical resources
have been identified along the Cedar River and other creeks
within the planning area. Bridges, steamboat/ferry landings,
mills, farmsteads, quarries, levees, railroads and roads are all
part of the historic resources in the project area. Historic areas
have been identified in Cedar Rapids, including Usher’s Ferry Historic Village and
other historic areas between Ellis and Van Vechten Parks.
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Figure 11-3 shows known archaeological sites in relation to proposed future
roadway projects. Projects proposed in the Plan, particularly Highway 100,
would traverse culturally-sensitive areas and have the potential to adversely
affect cultural resources. It is important to note that the lowa DOT has received
a Record of Decision (ROD) for the Highway 100 project and has an accepted
plan for mitigating environmental and cultural impacts. Section 106 of the
National Historic Preservation Act of 1966 requires that any federally funded or
permitted projects must consider the potential impacts to historic properties.
Historic properties are sites, buildings, districts, structures, or objects listed in or
eligible for listing in the National Register of Historic Places.

The National Register is used as the standard for defining those historic places
worthy of preservation and protection. These historic places include
archeological sites, bridges and roads, buildings, designed landscapes such as
parks, and places of religious and cultural significance to Native American
tribes, Native Hawaiian organizations, and other traditional communities.

Under Section 106, cultural resources within the Area of Potential Effect (APE)
should be assessed. Contact with the lowa State Historic Preservation Office,
lowa Department of Natural Resources, and other State or federal agencies
should be conducted to identify potential resources within the project area.
Agencies should also consult with federally-recognized American Indian Tribes
or Nations in order to avoid or minimize project impacts to cultural resources
that a tribe considers significant, including prehistoric human burials or
mortuary sites.

If it is determined that a project will have an adverse effect on a historic
property, efforts should be made to redesign the project in order to eliminate or
minimize its adverse effects. If an adverse effect cannot be avoided, a
Memorandum of Agreement would be negotiated outlining specific measures
that should be undertaken to mitigate the project’s effects. Mitigation
measures may include: site excavation and recordation; archival photography;
detailed floor plan and site plan drawings, which show the relationship of the
building with its associated features; archival documentation of the property’s
history; and/or a detailed written description of the property.

Within the planning area, rivers, streams and wetlands and their adjacent
uplands provide habitat for a diversity of wildlife species, including wood duck,
kingfisher, great blue heron, warblers, songbirds, beaver, deer, raccoon, and
fox. According to the United States Fish and Wildlife Service (USFWS), two
federally threatened species are known to occur in the planning area - the
western prairie fringed orchid (Platanthera praeclara) and the prairie bush
clover (Lespedeza leptostachya). The lowa Department of Natural Resources
identifies 77 animal and plant species within the planning area that are
considered Endangered, Threatened or a Species of Special Concern by the
State.
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Figure 11-3: Roadway Vision Plan — Archaeological Sites
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The Plan promotes a more compact form of land development, which minimizes
the conversion of native habitat to urbanization and limits the potential impact
on areas where special status species may occur. However, construction of new
roads in areas that are not already developed may impact endangered species
and/or sensitive habitat for these species.

When projects are undertaken, areas subject to surface disturbance should be
evaluated for the presence of threatened, endangered or candidate animal or
plant species. Impacts to these species, in particular, must be avoided or
minimized and such impacts may require permits from the USFWS, the lowa
Department of Natural Resources or other state or federal agencies prior to
construction. If federally threatened, endangered or candidate species may be
affected by the proposed project, a Section 7 consultation with USFWS would be
required and a biological assessment would be prepared to recommend actions
to protect the species or its habitat.

As described in Chapter 4, the Plan includes specific objectives to reduce air
pollution and minimize vehicle miles traveled. The Plan promotes compact
development, infill development, redevelopment of existing areas, and
expansion of alternative modes of travel as a substitute for the single
occupancy vehicle. Redevelopment would be targeted along major transit
corridors and the transit system would be expanded to provide greater
access via this mode of travel.

By encouraging alternative modes and compact development, the Plan
attempts to limit increases in vehicle trips and/or vehicle miles traveled,
thereby reducing air emissions that impact regional air quality and
contribute to global climate change.

Noise is defined as unwanted or excessive sound. Noise consists of any
sound that may produce physiological or psychological damage and/or
interfere with communication, work, rest, recreation, and sleep. Primary
noise sources in the planning area are associated with transportation,
including vehicular traffic on local streets, airplanes flying overhead,
construction, and railroad traffic. Certain land uses are considered more
sensitive to noise than others. Examples of these sensitive receptors include:
residential areas, educational facilities, hospitals, childcare facilities, and
senior housing. The Federal-Aid Highway Act of 1970 requires that all
federally-aided highway projects provide adequate noise abatement
measures to comply with noise level standards.
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The Plan proposes new roadways and the expansion of existing roadways in
proximity to existing residential development. These sensitive receptors could
be exposed to high intermittent noise levels during construction of proposed
roadway improvements. In addition, operation of these roadways could result in
higher noise levels associated with increased traffic volumes. Prior to
construction of such projects, noise modeling should be conducted to identify
potential noise levels before and after project construction. Mitigation, such as
installation of sound walls, may be required if noise levels increase substantially.

As described in Chapter 5, Environmental Justice
addresses human health and environmental
effects to minority and low-income populations.

The development of the Plan included a focused
review of where minority and low income
population groups were concentrated from which
land use and transportation decisions could be made to 1) not negatively impact
these areas and 2) provide transportation improvements that would increase
mobility and access for these population groups.

As presented in Figure 11-4, the resulting plan illustrates greater transportation
opportunities for the lower income and higher minority populations located in
the Cedar Rapids urban core and around the urban centers and multi-modal
transportation corridors.

Under the Plan, the transit system would be expanded and improved to provide
increased frequency and hours of service within the low income and high
minority areas. In addition, the proposed transit service would be expanded to
provide access from these low income and high minority population areas to
industrial areas and employment centers (e.g., Hiawatha, Marion) that are
currently underserved by transit, providing greater access to employment for
those people who do not have access to a private automobile.

The Business 151 corridor, which is a primary artery to these neighborhoods,
has been designated as a high-level transit corridor with intense development of
jobs and services. The regional trail network proposed as part of the Plan
provides new opportunities for bicycle access to areas throughout the region. By
targeting transportation improvements in these areas, the Plan will greatly
expand mobility opportunities for minority and low-income populations.

Conversely, there are no major new roadway projects that will negatively
impact these low income and high minority population areas.
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Figure 11-4: Proposed Transportation Improvement Compared to Population by Income and Minority
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Performance Measures

The current SAFETEA-LU Federal Transportation program does not have a
requirement for measuring the performance of funded projects or future
projects to receive federal tax dollars. However, the draft “Surface
Transportation Act of 2009” will require states and local governments to
establish performance standards which measure annual progress in meeting
these standards and make adjustments to achieve the objectives.

Performance measures must relate to the Connections 2040 Goals and
Objectives and use statistical evidence to determine progress toward those
goals and objectives. Performance measurements address the public’s demand
for increased accountability and inform decision-makers on the effectiveness of
the Plan.

Performance measures also enhance accountability, demonstrate prudent
investments, align long-range transportation plans and transportation
improvement programs with strategic direction, integrate intermodal system
plans and help communicate, cooperate, and build consensus.

Implementation of performance standards, metrics and reporting processes
enable monitoring and funding for all projects.

In anticipation of the new transportation bill, the development of Connections
2040 was based on goals and objectives that were measureable through
qualitative and quantitative measurements. Annual monitoring of these
performance measures will confirm good stewardship of limited funding and
guide the Corridor MPO Policy Board.

The proposed performance measures are directly related to the Connections
2040 goals and objectives. As presented in Chapter 4, the Connections 2040
goals are generalized statements which broadly relate the physical environment
to values and objectives that are specific and measurable statements related to
the attainment of goals.

The following are the proposed Connections 2040 goals, followed by the project
objectives and suggested performance measures. It should be noted that some
of these measures will require the collection of data that has not been collected
in the past and will require coordination between jurisdictions and the MPO. It
should be noted that because performance measures have not previously been
collected, the first round of measurements will take jurisdictional coordination
to determine and refine the data collection methodology and may need to be
used to set benchmarks for future year comparative evaluations. In certain
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cases, a specific measurement may be used to address more than one goal or
objective.

Goal: Maintain our Existing Transportation System

Objective/Performance Measure

e Maintain existing roads and bridges to fair or better condition:
— Jurisdictions provide annual update on road and bridge
conditions for regionally significant corridors.

e Improve surface condition of existing sidewalks and bicycle
paths/trails:
— Conduct a conditions analysis of regional trails and sidewalks
on regionally significant corridors and develop a plan to achieve
fair or better condition for all facilities.

Goal: Maximize Efficiency of Existing Transportation System

Objective/Performance Measure

e Optimize our roadways through improved signal timing and fixing
bottlenecks:
— Conduct time and delay surveys for regionally significant
corridors.

e Maximize transit, bicycle and pedestrian accessibility:
— Report annual increases in bicycle and pedestrian facilities.
— Measure population and employment within one-quarter of a
mile of new or expanded transit, bicycle and pedestrian facilities.

Goal: Minimize Cost of Transportation

Objective/Performance Measure

e Reduce travel costs:
— Measure vehicle hours of travel for a corridor or region with and
without a project to determine cost of personal time.
— Minimize increases in travel times: Calculate delay saved per
dollars of investment.
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Goal: Offer Travel Choices

Objective/Performance Measure

e Provide a transportation network which supports land use
planning:

- Correlate integration of proposed transportation improvement
with land use through measures such as proximity, staged
construction and how the transportation improvement
promotes and supports Connections 2040 compact growth
development plans.

e Provide travel choice including transit, bicycle trails and paths, and
sidewalks:
- Measure annually transit revenue miles and miles of trails,
paths and sidewalks by jurisdiction.

Goal: Provide Safe and Secure Transportation

Objective/Performance Measure

e Promote improvements which reduce accidents:
- Annually monitor accident locations and calculate accident rates for
regionally significant corridors, trails and transit.

e Facilitate rapid movement of first responders:
— Measure travel time for regionally significant corridors, particularly
for benefits for emergency responders (i.e., benefits of signal
preemption.)

Goal: Support Economic Vitality

Objective/Performance Measure

e Provide accessibility to existing and future development areas:
- Review and revise jurisdictional comprehensive plans for
sustainable compact infill and redevelopment uses.
- Costor length of new transportation facilities located within
or serving compact infill and redevelopment areas.

e Plan for a transportation system that is affordable and
sustainable:
- Demonstrate high mobility returns such as reduced delay for
dollars of investment.
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e Attract new business by retaining and attracting young professionals by
providing regional amenities including transportation choices:
- Measurement of miles of new trails, sidewalk facilities and transit
access.

e Reduce infrastructure costs:

— Define how planned improvement can be sustainable through
reduced infrastructure and maintenance costs.

Goal: Minimize Travel Time

Objective/Performance Measure

e Minimize road congestion:
— Calculate road congestion mitigation through capacity
improvements or shift in alternative travel modes.
- Average clearance time of traffic incidents on freeways and major
arteries.

e  Minimize travel time:
— Travel time and delay runs for regionally significant corridor or
transit frequency and travel times.

e Improve transit, bicycle and pedestrian accessibility
— Measure population and employment with improved transit,

bicycle or pedestrian facilities.

Goal: Protect the Environment and Conserve Resources

Objective/Performance Measure

e Reduce fuel consumption:
— Calculation of vehicle miles of travel by regionally significant
corridor and jurisdiction.

e Minimize air pollution (including greenhouse gases and climate change):
— Calculation of vehicle miles of travel by regionally significant
corridor and jurisdiction.

e Minimize impacts on the natural environment (storm water runoff,
urban temperatures):
- Annual monitoring of new development and development density.

e Reduce impacts on neighborhoods, cultural and historic resources:
- Calculation of increased traffic through established neighborhoods.
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