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I. Project Description
The Wekiva Trail Extension – Segments 1 and 5 Project are the
last phases needed to complete the 26-mile paved multi-use
Regional Wekiva Trail in Lake County, just north of the
metropolitan Orlando area in Central Florida.
The Regional Wekiva Trail consists of five segments. The
Overall Regional Wekiva Trail Map shows the status and
anticipated completion dates of Segments 2, 3 and 4. Segment
5 of the project extends from Disston Avenue in downtown
City of Tavares east to Tremain Street in Downtown Mount
Dora. Segment 1 of the project extends from Tremain Street
east to State Route 46 near County Road 437 in the
unincorporated Sorrento community, where it connects to the remainder of the Regional Wekiva
Trail currently underway.
By filling a critical west-east gap in the trail network and completing the Regional Wekiva Trail,
the project will connect central Lake County, Seminole County, and Orange County and to the
greater trail networks including the Heart of Florida Loop and the statewide Shared-Use
Nonmotorized (SUN) Trail Network.
The 14-foot wide project trail will extend approximately 11.5 miles connecting the rural
communities of City of Tavares, City of Mount Dora, and the unincorporated communities of
Mount Plymouth and Sorrento in Lake County. The trail is proposed within an existing inactive
railroad right-of-way. Segment 1 concept plans from the 2017 Project Development
&Environmental (PD&E) Study and the Segment 5 Feasibility Study (which will be completed in
Summer of 2020) are included in the Appendix I and Appendix J. Both of these studies have
been undertaken by the Florida Department of Transportation (FDOT).
Additional project improvements include:
•
•
•
•
•
•

Crossing enhancements and ADA compliant infrastructure at at-grade crossings
Upgrade existing railroad bridges to ADA compliant pedestrian and bicyclist bridges
Trailheads at key locations in downtown Tavares, downtown Mount Dora, the and Mt.
Plymouth-Sorrento
Right-of-way away from the highway with plenty of available capacity for future utility
infrastructure
Conduit infrastructure for future broadband use adjacent to the trail
Conduit infrastructure for the planned ITS system expansion for increased public
communication and improved transportation operations including:
o Dynamic message signs and public information portal to communicate with the
public
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o Closed-circuit video monitoring and incident detection for real-time traffic
management and emergency responder deployment
o Intelligent communication system and networking capability for traffic signal
synchronization
o Data collection such as speed, travel time, travel delay, incident response time,
etc.
o Regional center-to-center communications for increased coordination between
user agencies
The project will directly serve communities of rural areas as defined by the 2020 BUILD Grant
program. The City of Tavares is an urbanized area with a population of less than 20,000 and the
City of Mount Dora and Lake County are rural area. As depicted in the Overall Regional Wekiva
Trail Map, the project is the missing link to connect five major existing trail corridors in Lake
County, Orange County, and Seminole County (100 total miles), including the Green Mountain
Scenic Byway. Once Lake County attains the National Scenic Byway status for this trail, Lake
County would be only County in Florida with the two National designations.

As depicted in the Central Florida Trails Map and graphic above, the project would provide
several connections between and to the thousands of miles in the greater trail network, including
the Coast-to-Coast trail, which extends across Florida from the Gulf of Mexico to the Atlantic
Ocean and is more than 80 percent complete.
Today, there are sporadic bicycle and pedestrian facilities in the project area and no pedestrian
or bicycle corridor to travel between the City of Tavares, City of Mount Dora, and an
unincorporated area of Lake County, located approximately ten miles apart.
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Here are the current conditions in the transportation network:
•
•
•
•
•
•
•
•

Due to the lack of continuity along the Wekiva Trail, people continue to walk and bike in
the road and sporadic sidewalks and bicycle facilities on Old Highway 441 and State
Route 46 and cross major intersections.
There exists a critical gap in the greater trail network that connects Lake County,
Seminole County, and Orange County as well as Central Florida and the State of Florida.
No pedestrian or bicycle facilities connecting downtown Tavares and downtown Mount
Dora, which are just six miles apart.
An alternative route to travel between Tavares and Mount Dora is the Lake County
public transit, which takes approximately one hour, requires a transfer, and operates in
one-hour headways.
No alternative to driving from Mt. Plymouth-Sorrento communities to City of Tavares
and City of Mount Dora, just 11.5 miles apart (trail length).
The inactive railroad right-of-way asset is not being used, other than sporadic storage of
railroad cars.
No existing infrastructure for local agency or private developers to install widespread
broadband or Lake County to extend their existing ITS system.
Limited available City and County right-of-way for future utility construction and
constraints to improve existing utilities.

The project will reutilize the inactive
railroad bed which is owned by CSX
and operates under lease to the
Florida Central Railroad (FCR). The
railroad parallels Old Highway 441 and
State Route 46. A majority of the
Before
After
railroad embankment, cut sections
and drainage features, remain which makes this rails-to-trails project especially attractive in
terms of low environmental impacts and reduced implementation and aesthetic costs. The
railway corridor provides a safe and desirable route away from the highway, with views of Lake
Dora and the natural beauty of the region and will also serve as a utility corridor.
Within just an 11.5-mile length, the project directly connects to three CRAs (CRA), two distinct
downtown districts, and a planned 850-acre mixed-use regional employment center as depicted
in the Project Map. The trail begins in the recreational transportation hub of vibrant Downtown
Tavares where users can sightsee, enjoy dining, relax in the 6-acre Wooton Park with its iconic
playgrounds and splashpads, ride the historic train, gather in the pavilion, and stroll the scenic
path along Lake Dora. It continues east into charming Downtown Mount Dora, just six miles away
where users have more options for dining, shopping, visiting museums and attending festivals
and community events. The trail extends through the center of the planned 850-acre
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employment center and through the Mt. Plymouth-Sorrento CRA and connects to the remainder
of the Regional Wekiva Trail where it continues to Orange County and Seminole County. Along
the trail, users can veer off to other trails, neighborhoods, community points of interests, and
land uses as depicted in the Project Connectivity Map and described later in this section.
The project will enhance connectivity to alternative transportation modes as depicted in the
Maps. This connectivity will significantly improve the ability of residents to utilize alternative
low-cost modes of transportation to a multitude of points of interest, enhancing the
environment, health and safety of the population through the region.
In 2010, the FDOT initiated the Wekiva Trail Feasibility Study, which was initiated with the Wekiva
Parkway project, a 25-mile toll road that will complete the beltway around Central Florida.
Segments 3 and 4 of the Regional Wekiva Trail is currently under construction by FDOT with the
Wekiva Parkway project. Segment 3 will parallel the Wekiva Parkway, drawing attention to the
regional trail, and crosses over the Wekiva River to the Seminole-Wekiva Trail in Seminole
County. Segment 4 will continue south connecting to the West Orange Trail in Orange County.
Refer to the Overall Regional Wekiva Trail Map.
Connections to other important pedestrian
and bicycle facilities includes the Tremain
Street Greenway to Lincoln Avenue Trail, the
Sylvan Shores Park Trail, the interconnected
Mount Dora Trail network around the lakes,
and the Lake County recognized recreational
cyclist route, Mount Plymouth Bike Loop
and Corridor. State Route 46 in the Mt.
Plymouth-Sorrento
community
was
transferred over from FDOT, allowing Lake Tremain Street Greenway – Walking and Biking
County to finalize a complete-streets plan Corridor (surrounded by schools )| Source:
concept enhanced with trails. The County Photo by Elira Benavari
Road 437 realignment and roundabouts in the Sorrento community will be completed in Fall 2021
and will enhance the walkability of the downtown Sorrento business district. The 850-acre Wolf
Branch Innovation District Employment Center Master Plan proposes multi-use trails throughout
the community that would connect to the project. Connections to these transportation
investments further expands multi-modal mobility and accessibility throughout Lake County.
Refer to Appendix E for maps showing connection to trails and the trail networks.
The transportation hub of Downtown Tavares boasts rail, air, water, transit, vehicle, and
recreational components and is where the project begins. An exhibit from the Tavares CRA
Master Plan is included in the Appendix E. The completed components of this multi-modal
initiative include:
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•
•
•
•
•
•
•
•

Upgraded rail road tracks through Plymouth, Florida and into Orlando which doubled
the train speed.
Replacement of the aging Dora Canal railroad bridge.
New Downtown Tavares train station, next to the 6-acre Wooton Park.
New seaplane base with airport terminal building and aviation fueling capabilities.
Multiple boat ramps and associated public restrooms and boat trailer parking facilities.
Installation of electric charging stations.
New bus system with covered bus stops at the project gateway.
Blue Ways canoe and kayaking runs.

“Congratulations for receiving the Coolest Place for Kids award and helping make Florida the
best place to live, work, and raise a family” – Governor Rick Scott on City of Tavares for the
America in Bloom Symposium and Awards Program
Lake County’s regional transit, Lake Xpress, has several stops within a short walk to the proposed
trailheads in the City of Tavares and City of Mount Dora. From the trail, people can ride the bus
to travel west, northeast, and south to cities of Leesburg, Eustis, and Umatilla and Orange County
and around Mount Dora. Refer to the Project Map.
Multiple schools, public parks, and neighborhoods are located along the trail alignment or within
walking and biking distance. The project will ultimately provide a gateway to shops, restaurants,
cultural destinations, schools, parks, community centers and retail destinations throughout the
County. Refer to the Project Map.
The completed Regional Wekiva Trail connects to thousands of acres of natural areas that offer
a range of recreational activities such as the 14,000-acre park at Rock Springs Run State Reserve,
the 27,000-acre Seminole State Forest, the 7,000-acre Wekiva Springs State Park, and the 355acre Kelly Park in Orange County. Refer to the Overall Wekiva Trail Project Map.
The inactive railroad parallels Old Highway 411 and State Route 46. As part of the PD&E Study
process, the Historical Identity of the Wekiva Trail railroad was approved by the FDOT, FHWA,
and State Historic Preservation Office.
Since 2008, the Regional Wekiva Trail is included in the following planning and programming
documents as a top priority project due to the regional significance and primary location within
underserved rural areas.
Lake-Sumter MPO
•
•

FY18/19-FY19/20 Unified Planning Work Program (UPWP)
o Wekiva Trail Alternative Corridor Assessment Study
2019 List of Priority Projects
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•
•

o Construction Projects – Wekiva Trail Head Priority #13
o Right of Way Projects – Segment 2 Priority #6
o Planning Study Projects – Segment 1 Priority #9
FY20/20 – FY23/24 Transportation Improvement Program (TIP)
2035 Long Range Transportation Plan (LRTP) Cost Feasible Plan
o Bicycle and Pedestrian Needs Plan

Central Florida MPO Alliance
•

FY19/20 Priority Project List – Segments 1, 2, 5

Florida Department of Environmental Protection
•

Florida Greenways and Trails System Plan (FGTS) 2018 Priority and Opportunity Land
Trails Map

Lake County, City of Tavares, and City of Mount Dora
•
•
•
•

Lake County 2018 Trails Master Plan Update – Priority #2
Lake County 2008 Trails Master Plan – Top 10 trails
City of Tavares 2017 Downtown CRA Master Plan – Segment 5, Integral component of
street system
City of Mount Dora 2009 Trails Master Plan – Top 4 High Priority

Multiple regional public and non-profit organizations support this project as evidenced in
the letters of support included in Section G.

II. Project Location
The project is in the Sunshine State of Florida, a top destination for families, cyclists, and nature
enthusiasts where tourism generated a record high total economic impact of $88.6 billion in
tourism spending in 2017 with 131 million out-of-state visitors and entertainment and recreation
contributing to 15%, according to the economic impact assessment by Rockport Analytics.
With its spectacular climate and natural beauty, millions of acres of recreation lands and waters,
and its thousands of miles of trails it is evident why more and more people are flocking to Florida.
But Florida is becoming more than just a vacation destination. Florida is now the third most
populous state and by 2030, 26 million Floridians will call Florida home and 1.5 million more jobs
will be needed according to the Florida Chamber of Commerce. To prepare for this continued
growth, the Florida Chamber Foundation released “Florida 2030”, the blueprint for a successful
future. This two-year research program engaged business and community leaders in each of
Florida’s 67 counties and identified six key strategies including: provide smart growth and
development, strengthen Florida’s community and business including improve Florida’s
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education for a better workforce, diversify Florida’s economy, and championing Florida’s quality
of life, all of which the BUILD program and the project supports.
The project is in Northeast Lake County in the Central Florida region. Lake County, ranked among
the top five fastest growing counties, is dotted with thousand-acre state parks, encompasses
pristine lakes and blueways, and boasts distinct downtown districts. Neighboring counties are
Seminole County to the east and Orange County to the south that jointly recognize the value of
a regional trail network. Refer to Overall Regional Wekiva Map and Central Florida Trails Map.
The Orange County Trail Master Plan refers to multi-use trails as the “backbone” of the
community’s bikeway and trail system vision. Seminole County residents approved a $25 Million
bond program with a million-dollars dedicated to trails in 2000. The bond was slated to sunset in
2010. More recently, in 2014 residents approved a penny sales tax for Transportation projects,
with about $53 Million allocated towards future trails development projects. Collection of the
tax began in 2015 and will sunset in 2025. With the project connection to the Seminole-Wekiva
Trail and West-Orange trail in these counties, the project is opportunely located to be utilized by
residents all around the region.
More significantly, the project is located a short 35-minute drive from Orlando. As the MetroOrlando core continues to approach build-out, the area directly surrounding the trail is
positioned to absorb a significant portion of Central Florida’s future growth. Lake County is
preparing for this growth with the construction of the Wekiva Parkway, the development of the
Wolf Branch Innovation District (WBID) Employment Center, and other initiatives that support
economic and population growth. The project connects to the Wekiva Parkway and employment
center and provides infrastructure included in the CRA and Transportation Systems Management
and Operations (TSM&O) master plans.
The Lake County Office of Elevate Lake has identified Wekiva Parkway as one of four major
strategic corridors that will serve as significant economic drivers in Lake County over the coming
decades. The entire Wekiva Parkway is scheduled to open to traffic in 2022.
The Lake County Department of Economic Development and Metro Orlando Economic
Development Commission have indicated that they see great potential in the WBID Employment
Center area in the City of Mount Dora. The City of Mount Dora and the Lake County Board of
County Commissioners jointly created this bold initiative to diversify the economic base of the
region. The employment center is a planned 850-acre mixed-use regional employment center for
up to 9,000 jobs targeted in the medical, high technology, life sciences, corporate, research and
development, and education industries. The Master Plan includes 4.5 million square feet of
potential development with multi-family developments of over 2,500 units. Land uses in and
around the center to support the growth have been established. The final step in the
development, currently in progress, is to prepare marketing packages for prospective investors
and economic development agencies to raise awareness of the opportunities in the area.
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Additionally, in the last few years, the 2018 Mt. Plymouth-Sorrento Community Redevelopment
Plan and 2018 Lake County Transportation Systems Management and Operations (TSM&O)
Master Plan were prepared that will assist in absorbing the growth.
At this unprecedented time when Americans, Florida and Lake County residents are struggling to
hold economic ground, it is ever more critical for Lake County and its partners to diversify the
economy and modes of transportation for a sustainable future. Transportation infrastructure like
the Wekiva Trail Extension is key – It is cost saving for both users and the local agencies, it
promotes a sustainable economy, it provides continual quality of life benefits and it is
infrastructure that will be exceptionally utilized.

III. Grant Funds, Sources, and Uses of all Project Funding
Lake County is requesting BUILD Grant funding to complete the design, right-of-way acquisition,
and construction of the Wekiva Trail Extension – Segments 1 and 5 Project.
The total estimated project cost is approximately $25M. It is estimated that $3.5M (14%) will be
used for design, $9M (36%) will be used for right-of-way acquisition of the inactive railroad rightof-way, and $12.5M (50%) will be used for construction (Appendix C). Over the last decade, Lake
County, City of Mount Dora, City of Tavares, FDOT and partners have invested over $20M to the
project and Regional Wekiva Trail, currently underway, to make the completed trail a reality.

As much as there is a strong regional desire for a completed Regional Wekiva Trail and ultimately
bring broadband communication and an expanded ITS system to the rural community, the local
agencies are unable to fund the project and complete the last phase of the regional trail.
Construction of trails are often successfully coordinated with roadway projects, as is
demonstrated with the other segments of the Regional Wekiva Trail, and there is limited funding
for stand-alone trails especially in rural areas.
The estimated project cost for the right-of-way acquisition is based on the cost of previous
abandoned railroad right-of-way acquired for the Wekiva Trail Segments 2, 3, and 4. The Agencies
will supplement any additional costs for the purchase of right-of-way for Wekiva Trail Segments
1 and 5.
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To capitalize on the $20M invested in the regional trail to date and prevent a long-term gap in
the trail network, Lake County and its partners continue to seek state and federal assistance for
the Wekiva Trail Extension at a time that financial assistance is crucial.

IV. Merit Criteria
When reviewing this section, the reviewer is invited to refer to the Project Map and Overall
Regional Wekiva Map for context.

A.

Safety for Everyone

The roadways that connect Tavares, Mount Dora, and the Mt. Plymouth-Sorrento communities
are Old Highway 441 and State Route 46 or alternatively Lakeshore Drive and Wolf Branch Road.
Lakeshore Drive and Wolf Branch function as major collector roads and have relatively high
annual average daily traffic. People who walk or bike between the communities on these roads
out of necessity or preference use the sporadic pedestrian and bicycle facilities and walk or bike
in the travel lanes next to vehicles and truck traffic.
Research has shown that while many Americans are interested in walking and bicycling, the
primary reason they do not make the trip is due to perceived risks associated with lack of offroad facilities and conflict points with vehicles. This perceived safety risk is real. Pedestrian and
bicycle related crash data available for
this application is from Segment 5
Existing Conditions Report, which
analyzed crashes on the trail alternative
route using Old Highway 441. All the
pedestrians and bicyclists involved in the
crashes were injured and the crashes
occurred where there was no sidewalk or
bicycle facility or where the existing On Old Highway 441 East of Main Street, where a
pedestrian was injured | Source: Google
sidewalk ended. Refer to Appendix J.
Between 2008 and 2017, more than 49,000 individuals were struck and killed while walking on
streets in the United States. This equates to 13 individuals per day. Despite a 6.1% decrease in
traffic fatalities, pedestrian fatalities have increased over the past decade. – RTC Research
The safest route for pedestrians and bicyclists is away from traffic altogether. The Wekiva Trail
Extension provides a dedicated 14’-wide paved multi-use trail in the railroad right-of-way with
limited at-grade crossings that would significantly reduce similar crashes in the future. The
project preliminary studies identified trail alternatives on the existing roadways. These
alternatives would require people to cross at least 10 times more commercial and residential
driveways, twice as many cross streets and up to 24 signalized intersections compared to two
signalized intersections on the railroad corridor.
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The trail offers an alternative that is safe,
scenic, and connected to other trails. The
limited number of at-grade crossings will be
ADA compliant and have enhanced crossing
treatments. Crossing treatments can include
high-visibility crosswalks, a raised bicycle
crossing or other speed reducing measure for
vehicles, which are proven to decrease
Raised Cross Walk Treatment from Lake
crashes with crash modification factors of
County Trails Master Plan | Source: FHWA
0.61 and 0.41, respectively. Such a low stress
corridor would attract people of all ages and abilities. Parents would feel comfortable with their
kids walking and biking to school. There are five schools located within one mile of the project’s
trailhead on Tremain Street in Mount Dora. Please refer to the Project Map. By using the
pedestrian and bicycle Tremain Greenway from the trailhead for majority of the route, students
from five schools in the area could safely walk or bike to school which is of utmost significance to
the health of Lake County’s students, as discussed in Section E.
The Benefit to Coast Analysis (BCA) of this application describes the thousands of people
expected to walk and bike on the trail away from the highway every year, including people who
switch from driving, local and new residents and commuters, and thousands of visitors due to
the economic growth as a result of the trail construction.
The trail bolsters the “Vision Zero” goal adopted by FDOT and Lake County to eliminate roadway
fatalities and serious injuries.

B.

State of Good Repair

As described in Section A, people who walk or bike between the communities would use the
sporadic pedestrian and bicycle facilities and walk or bike next to the high volume of vehicle and
truck traffic. There is no pedestrian or bicycle facility connecting downtown Tavares and
downtown Mount Dora, just six miles apart. The alternative route to driving between Tavares
and Mount Dora is the Lake County public transit, Lake Xpress, which detours north and takes
approximately one hour, requires a transfer, and operates in one-hour headways. There is no
Lake Xpress service or alternative to driving from Mt. Plymouth-Sorrento communities to City of
Tavares and City of Mount Dora, just 11.5 miles apart (trail length). The worst-case scenario is
that it is impractical for non-drivers to make the trip altogether, which has rippling negative
economic impacts on the growth and social equity of the community, especially the CRAs of Mt.
Plymouth-Sorrento, downtown Tavares, and downtown Mount Dora.
Rather than widening the constrained arterials and impacting residences to accommodate
bicycle and pedestrian facilities with multiple at-grade crossings on an already busy roadway
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network, Lake County proposes to acquire an inactive railroad right-of-way and transform this
underutilized facility into a vibrant walking and biking trail corridor.
The project will contribute to the resiliency of local roadways by attracting people to leave their
cars to use the trail system and by serving as a utility corridor. The project will install the conduits
for future broadband and the planned ITS expansion within the railroad right-of-way so that the
roads do not have to be “dug up” again and again for construction and future maintenance. With
that intent, Lake County and City of Tavares also plans to construct a planned $2.2 million water
and sewer project in the railroad right-of-way concurrent with the trail construction. The City
project will replace the private wells and septic tanks currently being used and further optimize
the railroad right-of-way.
By completing the Regional Wekiva Trail currently underway and filling a critical gap in the greater
trail network, the project will also optimize the previous investments in the existing 100 miles of
trails that it will connect. Rails to Trails Conservancy (RTC) research finds that when a gap is filled,
trail usage increases by 40 to 80 percent depending on the significance of the trail gap.
Conversely, trail gaps that remain unconnected have a negative impact on usage and can
decrease trail usage by as much as 75 percent in the immediate location and in other sections of
the trail network by 4 to 12 percent. Similar unsustainability can be recognized in the existing
transportation network description of the project area in Section I. Refer to Overall Regional
Wekiva Map.
Lake County, City of Tavares, and City of Mount Dora take pride in their recreational facilities.
Facilities are to be consistently safe, clean, attractive and well-maintained and well managed per
their master plans. For years, the agencies have been working together to make this regional trail
a reality and are committed to maintain the portions of the trail in their jurisdictional limits per
resolutions included in the Appendix A. Maintenance agreements will be entered during design,
as is standard practice. Lake County’s current maintenance plan includes review of safety
features, signage and asphalt conditions. This holistic approach allows for issues to be identified
and fixed before they become major expenses can serve as a model plan. As its existing and new
trails and facilities continue to attract more users, Lake County adopted a 28% increase from the
previous fiscal year in their Parks and Trails FY 2020 budget.
“The trail is clean, paved, not crowded, with lovely scenery and homes along the way. While
there are a few crossings, they are well marked.” – Traillink.com (Total 5-Star rating on Lake
County’s South Lake Trail)
As listed in Section I, the Regional Wekiva Trail is included in multiple planning and programming
documents since 2008, demonstrating the support of multiple transportation agencies for over a
decade. The broad support and previous investment of these various agencies and partners over
the years, discussed in detail in Section G, provides assurance that trail will be properly
maintained and preserved to maximize the long-term utility of the asset.
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C.

Economic Competitiveness

As previously mentioned, people from all over the nation and world flock to Florida to enjoy the
spectacular climate and natural beauty, millions of acres of recreation lands and waters, and of
course, its thousands of miles of trails. The most frequent information requested at VISIT
FLORIDA’s Welcome Centers is “Where can I bicycle in Florida?” Trails are proven to be economic
drivers. In 2016-2017, a first of its kind companion study to Florida’s Statewide Comprehensive
Outdoor Recreation Plan (SCORP) by the Balmoral Group revealed that Florida’s outdoor
recreation supported 1.2 million jobs and had a total economic impact of $145 billion including
$90 billion in consumer spending and $10 billion in tax revenues. More importantly, the study
found that fitness walking/jogging and bicycling on paved trails was amongst the top activities
that generated majority of the $145 billion economic impact.
Local impacts of trails to Central Florida has been demonstrated with the West Orange, Little
Econ, and Cady Way trails in neighboring Orange County generating 516 jobs and an estimated
economic impact of $42.6 million in 2010, according to the East Central Florida Regional Planning
Council. Similarly, in Pinellas County, Florida, since the establishment of the 47-mile Pinellas trail
in the early 90’s through small downtown Dunedin, business occupancy has grown from 35% to
nearly 100% today.
An economic estimate recently conducted by the Balmoral Group revealed that the Wekiva Trail
Extension would similarly generate major economic impacts.
The assessment estimates the project would generate an economic impact of $16 million every
year for the City of Mount Dora alone. The project would provide over 100 new jobs, $5.6 million
in increased property values, a total of $1.75 million in sales tax and ad valorem revenue, $6.4
million in retail spending, and $2.40 million in personal income based on projected 57,140
annual visitors and almost half a million visitor trips annually.
In support of this projection, the Florida SCORP found that Lake County visitors and residents
ranked fitness walking/jogging and bicycling on paved trails as the number one top four activity.
In fact, visitors in Lake County rode bikes on paved trails twice as much as visitors in other
counties of the state. This estimate does not include the economic impact from the annual Bike
Florida Spring Tour. Since 1994, Lake County is one of the top counties that participants
frequently overnight, according to the Bike Florida 2019 Spring Economic Impact Report. The
2019 spring tour generated an estimated economic impact of $7.7 million from participant
spending.
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The Wekiva Trail Extension runs through
Tavares
Downtown/CRA,
Mount
Dora
Downtown/ CRA, the Wolf Branch District
Employment Center, and Mt. PlymouthSorrento CRA, where it continues to the
Regional Wekiva Trail and connects to state
parks and the greater trail network in Orange
County and Seminole County. Along the project
trail, users are connected to existing trails to
west and south Lake County and diverse land
use including rural, agricultural, office,
commercial, public, industrial, mixed-use, and
residential. This enables the facility to be more than just a place of recreation and economic
driver in tourism, but in the overall economy. According to the Pennsylvania Land Trust
Association, trails influence business location and relocation decisions. Companies looking to
expand or relocate choose communities that offer a high level of amenities to employees to
attract and retain top-level workers. This is supported by RTC research that finds creative classes
are attracted to active streets and outdoor recreational opportunities. This is of utmost
importance to the development of the 850-acre Wolf Branch District Employment Center in City
of Mount Dora, which targets industries such as high technology, education, and healthcare and
proposes multi-modal transportation modes to connect to the Wekiva Trail Extension. Please
refer to the Appendix G.
“In Billings and I think throughout the country, trails are no longer viewed as community
amenities; they’re truly viewed as essential infrastructure for business recruitment.” – John
Brewer, CEO of the Billings Chamber of Commerce on the trail network in rural Billings, Montana
Not only does the project provide users with a reliable transportation mode to employment
centers and community points of interests along the trail, walking and biking will improve their
physical and mental health. High and rising rates of chronic diseases, which can be prevented
with physical activity, costs the U.S. health care system trillions of dollars each year. Section E
describes the health benefits because of the project and the importance to Lake County
residents’ health. Based on the poor health conditions, the BCA of this application estimates, in
the first year, $13.4M ($2018) annual health benefits including health cost savings and recreation
benefits for a small portion of the expected users. According to the World Health Organization,
healthy populations live longer, are more productive, save more resources, and make important
contributions to sustainability and economic progress.
The BCA also estimates that in the first year, the project would produce over $29M ($2018) in
annual transportation cost savings for just new walking and biking commuters living within one
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mile of the project, not including transportation costs savings for local agencies and other drivers.
By providing a connected and reliable transportation alternative the project would attract drivers
off the road resulting in decreased congestion, decreased auto uses costs, less roadway
maintenance, repair and construction in the future.
Additionally, as discussed in Section B, the project will install conduit infrastructure for future
broadband and Lake County’s ITS system expansion and the City of Tavares will concurrently
construct its planned water and sewer project in the railroad right-of-way. This will generate
construction savings, roadway maintenance savings, and work zone road users costs in the
future. The conduit infrastructure will ultimately generate a greater economic impact.
The CDC recommends the combination of transport and land use interventions as an effective
way to attract mode-shift and increase physical activity – Centers for Disease Control and
Prevention (CDC)
The conduits will provide local agencies and private developers, particularly those interested in
revitalization of the three CRA’s and development of the WBID Employment Center, with the
fundamental infrastructure already in place to install widespread broadband for a rural
community. When connectivity is optimal, existing and new businesses can conduct business
around the world. High-speed internet offers Lake County residents increased opportunities to
communicate, learn, work and earn money, like Americans in urban areas. Earlier this year, the
Federal Communications Commission adopted a $20.4 Billion Rural Digital Opportunity Fund to
close the “digital divide” stating that rural broadband is “critical to economic opportunity, job
creation, education and civic engagement”. In support of this, according to a study by the Hudson
Institute, in 2015 the rural telecommunication industry created 69,595 jobs and added $17.2
billion to the economy, with Florida in the top 2 states to receive the most benefits with 5,955
jobs, $1.78 million total impact, and $1.24 million direct impact. Without broadband, economic
growth may not only be impeded, it can reverse growth. A Wichita State University study is
finding a growing number of residents from 62 of the 105 counties in Missouri are leaving, citing
the digital divide and lack of access to high-speed internet as their primary reasons.
“In urban areas, 97% of Americans have access to high-speed fixed service. In rural areas, that
number falls to 65%.” – Federal Communications Commission
Likewise, the conduits will provide Lake County with the fundamental infrastructure already in
place to expand its ITS system. The system includes dynamic message signs and public
information portal to communicate with the public, closed-circuit video monitoring and incident
detection for real-time traffic management and emergency responder deployment, traffic signal
synchronization, data collection such as speed, travel time, travel delay, incident response time,
and regional center-to-center communications for increased coordination between user
agencies. The expansion will generate sustainable user and local agency cost savings by
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decreasing congestion, decreasing travel times, enhancing safety, and increasing emergency
response times.

D.

Environmental Sustainability

The project will provide the public with an attractive, healthy, high capacity alternative to vehicle
use thus reducing road congestion and improving air quality through reduced vehicle emissions
and reduced consumption of non-renewable energy sources. The project will help keep ozone
emissions from rising.
This more sustainable transportation mode will help balance the competing economic, social,
and environmental needs of the community. Recent surveys show that trail use for nonrecreational reasons is substantial, resulting in fewer vehicle-miles traveled on the surrounding
surface roads.
The BCA of this application estimates that with this mode shift from just workers living within
one mile of the trail would generate a reduction in pollutant emissions equivalent to almost
$30,000 in the first year, without including workers outside the one-mile zone, workers in the
region, visitors, etc. and the reduced congestion from future ITS expansion.
According to the National Park Service, additional environmental benefits of trails include
providing natural buffer zones that limit pollution run-off and creating natural area corridors
within developed lands that can enhance connectivity for wildlife. Based on the project PD&E
studies, potential occurrence of listed species within this land use is low and no wetland impacts
are anticipated. Segment 1 is approved for Administrative Action Type 2 CE and both segments
fully meet the requirements of the National Environmental Policy Act (NEPA) and other related
federal and state laws, rules, and regulations. The preliminary studies and Type II CE certification
are included in the Appendix I.

E.

Higher Quality of Life

The Lake County Community Health Assessment - June 2019 (CHA) and 2019 Community Health
Improvement Plan (CHA) offer profound insight into the key community issues specific to Lake
County residents and are the source of information throughout this section. The Wekiva Trail
Extension project will address these issues by offering residents a healthy, zero or low-cost, safe
alternative to driving, increasing access to recreational opportunities, health providers, healthy
food options, education, employment and each other and by improving air and water quality thus
providing social equity, community vibrancy and higher quality of life.
Neighborhoods with pedestrian and bicycle infrastructure have been found to have higher levels
of physical activity than those without such infrastructure. - American Heart Association.
Research links active transportation to more than 40% decrease in mortality rates and lower
instances of heart disease, cancer, type 2 diabetes, mental health disorders and obesity.

20 | P a g e

In Lake County, heart disease, cancer and respiratory diseases are the leading causes of death
with diabetes and physical inactivity among the risk factors for heart disease. The 2019 CHA also
ranks mental health as a top 6 community issue, which is discussed further in this section.
Additionally, between the 2006 to 2014 study period, in Lake County there has been a steady
increase in the percent of adults with diagnosed diabetes, diabetes hospitalization for children is
increasing with the latest available statistic much higher than the state level, Lake County is the
only county in the region with an increase in overweight middle school students, and Lake
County’s percentage of overweight high schools students is the highest and only rate above state
level in the region.
97 percent of Lake County residents surveyed said that outdoor recreation is essential to their
health and quality of life – Lake County SCORP
The project provides a family friendly walking and biking corridor that will attract Lake County
residents of all ages and abilities to use and be active. According to the SCORP, most residents
(81 percent) believe that being close to nature is another important motivation for taking part in
outdoor activities. The proposed 14’-wide paved trail, constructed in the inactive railroad rightof-way, is an attractive, continuous, well-connected corridor with natural landscapes away from
the highway and with limited at-grade crossings.
Affordable
and
sufficient
transportation as well as mobility
for older adults are identified as
prime Lake County issues (shown
to the right). Safe mobility
options are also a significant issue
for youth and young adults. The
CHA asserts that mobility and
accessibility to
recreational
spaces
are
the
barriers
contributing to the percentage of
homeless students (5.2% in 20162017, more than double the state
rate) and human trafficking of Top Lake County Community Issues
youth and young adults. This lack of Source: Lake County Community Health Assessment, 2019
mobility and accessibility to
recreational opportunities is prevalent in the project area. As described in Section A, there are
no alternative modes to driving between the three communities, just 10 miles apart. There are
several City and State parks and schools within the project area, yet no safe affordable way for
residents to access them. Refer to the Project Map and Overall Regional Wekiva Map.
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The project offers a low-cost mode of transportation that escalates mobility by providing a safe
route to several schools and parks, connecting to the greater trail network in Orange County and
Seminole County, and serving as the west-east “interstate” for walking and biking with “offramps” to other bicycle and pedestrian facilities for Northeast Lake County. Refer to the Overall
Regional Wekiva Map and Project Map.
Other top community issues specific to Lake County are food deserts and lack of health care
providers. Lake County has the fewest mental health providers relative to the population of the
Central Florida counties with two-thirds of survey respondents indicated depression in their
household in the past year. In 2016 the ratio of mental health providers to population in Lake
County (1,283:1) was almost double of the state ratio (689:1). Lack of access and mobility to these
specialized health care, difficulty navigating the system, and lack of health care coordination were
identified as barriers. Additionally, growing mental health needs of seniors is becoming more
severe. The 2016 CHA shows food deserts are in the Tavares and Mount Dora communities and
an aging population are coincidently concentrated in these areas. Please refer to the Appendix
D.
The development of the 850-acre WBID Employment Center in City of Mount Dora will play a key
role in addressing the lack of healthy food options and health care providers in the project area.
The employment center targets industries including healthcare, technology, and education.
Section C describes how the Wekiva Trail Extension project will attract employers and employees
and help promote the employment center. The established land use classifications include multifamily developments of over 2,500 units and retail like the much-needed supermarkets to create
a livable, walkable, and bike friendly community. The proposed multi-modal modes throughout
the community will connect to the Regional Wekiva Trail and further address the specified issue
of mobility. Please refer to Appendix G for the WBID land use and trails map.
Section C also describes how the Wekiva Trail Extension project will ultimately provide Lake
County residents with high-speed internet access, which will directly address all the specified
barriers discussed. Studies have shown that rural broadband is critical for health care. High-speed
internet would equip health care professionals with the tools and resources to provide proper
treatment to patients more quickly. (i.e. access and connection to specialists and medical
records, remote diagnostics, and telehealth).
Section C also notes that broadband provides increased opportunities for education and
employment, creates new jobs, and fosters civic engagement and economic growth for the
community. This is in addition to the retail and recreational job opportunities created by the trail
construction and the subsequent growth of three CRAs. The increased education and
employment opportunities from broadband coupled with educational facilities in the
employment center will also help address Lake County’s health, homelessness and human
trafficking issues discussed in this section. Low income increases stress which leads to the same
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life-threatening diseases that are significant issues for Lake County residents. Low income also
limits options for recreational activities, health care and health insurance, and healthy fresh food
whereas higher education and income provides financial access to these resources and leads to
healthier choices, longer lives and social equity.
It is evident that many Lake County residents do not currently experience a high quality of life.
This is supplemented by the survey from the 2019 CHA (below), which reveals more than half of
the respondents were feeling left out, lacked
companionship, and no interest. According to
research, the future broadband from the
project would conquer the “digital divide” and
help end the feeling of isolation experienced
by many in rural areas. More significantly, in an
age where physical connection is equally, if not
more important, RTC research finds that active
transportation infrastructure has helped
communities thrive and develop a sense of
togetherness.
Areas with walkable and bikeable facilities increases physical activity which in turn increases the
opportunity for planned and unplanned social interactions and fosters trust and a physical sense
of identity within a community. – RTC research
As discussed in Section E, trails offer places for more social interactions beyond those that take
place on the corridor. This is demonstrated locally in Winter Garden in neighboring Orange
County, in which approximately 1 million people use its segment of the West-Orange Trail. After
the introduction of the trail, the downtown saw increased businesses for residents and visitors
to enjoy together such as breweries, theatres and shopping, family recreational facilities such as
a splash pad, and more events surrounding the trail such as the Winter Garden Farmer’s Market.
Lake County residents do not have to wait for the revitalization of the three CRAs and WBID
Employment Center to enjoy similar opportunities for social connection. Once constructed, the
project will connect residents directly to community venues like Rock Springs Run State Reserve
and Wekiva Springs State Park, restaurants, shops, and museums in Downtown Tavares and
Downtown Mount Dora, and the Tavares recreational hub which hosts special events, 6-acre
Wooton Park, iconic playgrounds and splash pads, waterfront paths and
canoe/kayak/paddleboard rentals, all of which are full of residents and visitors gathering and
socializing today. Please refer to the Project Map.
“A gem of a place to take family and friends. Great for youngsters as well as old folk. The
playground is quite large with extensive play areas. Visitors can sit and watch seaplanes take off
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and land on the lake. Definitely a place worth visiting”. – Trip Advisor.com (Total 4.5-Star rating
on Wooton Park in Downtown Tavares)
Finally, according to RTC, areas with strong trails and greenway planning have demonstrated
lower rates of traffic injuries and fatalities and lower air pollution and emission exposure.
Furthermore, the conduit infrastructure will drive the expansion of the ITS system and ultimately
provide sustainable mobility, safety, air quality, and travel cost savings for all people traveling in
the project area not just those using the trail. These expected outcomes of the project are
discussed in detail in Sections A, C, and D of the application.

F.

Innovative Project Components

i. Innovative Technology
During the initial design of the project, Lake County staff and partners will utilize the latest in
geographic information software and collaborative online platforms for driven data solutions and
collective brainstorming. Lake County recognizes this is key to a successful regional trail that
crosses multiple jurisdictions. This software along with aerial pictography and remote sensing
tools will be used to delineate environmental features and important constraints to efficiently
design a route that minimizes both the impact to the environment and the costs of the project.
As the trail design develops, innovative design solutions will be incorporated to provide a safe
low-stress walking and biking corridor. As described in Section A, the limited number of at-grade
crossings will be ADA compliant and have enhanced crossing treatments. Considering state-ofthe-practice solutions from the latest Federal Highway Administration (FHWA) Separated Bike
Lane Planning Design Guide and National Association of City Transportation Officials (NACTO)
Urban Bikeway Design Guide will allow Lake County staff and partners to propose suitable
crossing treatments and ensure enhanced visibility and integration for both drivers and trail
users. The FHWA has posted information regarding U.S. Manual of Uniform Traffic Control
Devices (MUTCD) approval status of all of the treatments in this guide and in August 2013 issued
a memorandum officially supporting use of the document. All the NACTO Urban Bikeway Design
Guide treatments are in use internationally and in many cities around the United States. The
innovative crossing treatment toolbox include innovative pavement markings, a raised bicycle
crossing, or other speed reducing measure for vehicles such as digital speed limit signs or signals
that give trail users priority.
As technology develops, agencies have deployed electronic kiosks for data collection to assist in
solving issues or for wayfinding to enhance the accessibility and use of a facility. Similar
technology was previously implemented in the project area and may be employed during the
design phase or as a part of the trail construction. There are plenty of ideal locations for electronic
kiosks such as downtown Tavares and downtown Mount Dora to provides residents and visitors
a greater idea of all the amenities in the area and that the project provides connection to.
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As discussed in the previous sections, the project will install conduit infrastructure, so local
agencies and private developers have the infrastructure already in place to install widespread
broadband using fiber optics earlier than expected. Similarly, the project will install conduit
infrastructure so that Lake County has the infrastructure already in place to expand the existing
ITS system earlier than planned. The Lake County Engineering Division – Traffic Operations,
proactively operates and maintains an ITS fiber optic communication system that connects
existing traffic signals throughout the County to their Traffic Management Center. The system
includes intelligent communications system and networking capability, dynamic message signs
(DMS), closed-circuit television (CCTV) video monitoring, incident detection, data collection and
monitoring system, regional center-to‐center communications, and a public information portal.
ii.
Innovative Project Delivery
The estimated schedule in Section V of the application is based on design-bid-build delivery
method. To expedite trail construction, several creative project delivery options are available.
For example, portions of the trail with minimal impacts and permitting requirements can be
identified early and expedited for earlier construction while other portions are completing final
design. Other methods include a combination of design-build and design-bid-build delivery for
the entire project or segments.
It is the goal of Lake County to acquire the inactive railroad
right-of-way as soon as possible. Initial contact and
coordination with the railroad owner, CSX, was conducted
and documented during the Segment 1 and 2 PD&E study.
Lake County will strategically conserve this momentum, by
continuing the right-of-way acquisition process using local
funds. Also, Lake County has funded the PD&E Study phase
for Wekiva Trail Segment 5. Once BUILD funds are obligated,
the right-of-way process can continue concurrent with the
design phase. As soon as the final design develops, final steps
have already been streamlined and can be completed in
advance of the construction phase. Additional strategies
include advancing title work and legal description reviews
concurrent with the appraisal work and initiating required Looking east towards Lakeview
Street | Source: Google
appraisal reviews concurrent with the appraisal
development. The acquisition plan includes meetings with the property owner, property
appraisals, offer letters, and can accommodate an expedited transfer of property. The process
has been utilized successfully for several projects in Lake County.
Additionally, by designing and constructing the City of Tavares Utility Relocation and Drainage
Improvement Capital Improvement Project (CIP) prior to the project, major improvements
essential to the trail are transferred from the BUILD grant funds and schedule. This reduces the
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risk of time and resource-consuming challenges both during design and construction. Refer to
Section G for project details.
Finally, Lake County will leverage its partnerships and joint experience delivering projects like the
Regional Wekiva Trail segments, previous findings during preliminary engineering including
Segment 1 MOU for NEPA clearance, and public involvement process to reengage the public to
further streamline processes and approvals, as discussed in Sections G and V.
With all these strategies, the goal is to accelerate the schedule and minimize opposition and
litigation, which has the most significant impact on schedule and cost.
iii.
Innovative Financing
With the challenges of funding stand-alone trails for rural local communities, Lake County and its
partners are inversely implementing innovative cost savings as an innovating financing strategy.
As previously mentioned, as part of their CIP program the City of Tavares plans to design and
construct essential components of the Wekiva Trail Extension project using local funds.
As discussed in Section D, the trail serves as both a business recruitment asset and driver in
tourism along its 11.5-mile length, allowing for potential private funding. The three CRAs and the
850-acre WBID Employment Center which encompass a total of three-quarters of the trail length
will especially attract private investors.
Private investors interested in enhancing the trail or expediting its construction to attract and
retain top-rated employers and employees can finance or implement the design and construction
of portions of the trail, including trailheads and amenities. Furthermore, they can employ the
technology and delivery strategies discussed in this section.
In addition, over the years multiple chambers of commerce have been strategic in supporting
Lake County and its partners. Leveraging the chamber of commerce business partnerships and
support can further promote private financing for the project. Letters from the various chamber
of commerce organizations expressing their support of the project are included in the Appendix
F.

G.

Continuing Partnerships

Lake County will serve as the lead agency to receive the award and administer and deliver the
project with the support of the City of Tavares and the City of Mount Dora. The resolutions
supporting this joint effort are included in the Appendix A. Lake County is governed by five
elected Commissioners and an appointed County Manager, who has executive powers to
implement policies and procedures set forth by the Board of County Commissioners. The County
government oversees a $471 million-dollar budget, over 2,000 employees and more than 30
departments and offices.
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In general, the state of Florida has a demonstrated history of successful trail network
coordination. In fact, in 2008 Florida was honored with the inaugural award of “BEST TRAILS
STATE IN AMERICA” for coordinated efforts to develop a statewide trail network.
Over the past decade, Lake County, City of Tavares, and City of Mount Dora have been jointly
working with Lake County MPO, FDOT, and several key stakeholders to make the project and the
Regional Wekiva Trail a reality, in addition to other joint ventures that directly supports the trail.
The ongoing multi-agency coordination is highlighted below.
The Lake County MPO has been strategic in the prioritization of the Wekiva Trail Extension and
the Regional Wekiva Trail. Refer to the list of LSMPO TIP, LRTP, work programs and priority
projects in Section B.
The City of Tavares has served as the County seat since 1888. The City will complete the feasibility
study of Segment 5 of the project in Summer 2020 with a $265,000 grant from FDOT. The trail
will complete the City’s multi-modal transportation hub commenced ten years ago. The City also
plans to complete a $8.1 Million Utilities and Drainage Improvement Project at the proposed
downtown trailhead, prior to the BUILD project construction, that would enhance the value of
the trail. The City will enhance trail accessibility and facilities by relocating raw water supply wells
and improving the stormwater drainage.
For years, the Lake County Office of Elevate Lake has been working with the City of Mount Dora
to develop the 850-acre Wolf Branch Innovation District (WBID) employment center. The
agencies jointly established consistent land use classifications on the proposed properties and
created a detailed market analysis to guide the planning and development of the employment
center. The WBID master plan also includes proposed trails to connect to the Wekiva Trail
Extension.
FDOT has invested more than $10 Million in the Wekiva Trail Extension and Regional Wekiva Trail.
FDOT is currently constructing over twelve miles of the Regional Wekiva Trail in conjunction with
the $1.6 billion Wekiva Parkway Toll Expressway Project. Additionally, as part of Segment 1 & 2
PD&E, FHWA, FDOT, Lake County, Mount Dora, and the SHPO worked together on a Cultural
Resources Committee to outline next steps to meet NEPA requirements during design. The
Memorandum of Understanding (MOU) is included in the Appendix H.
Public and non-profit partners expressing support for the project are included in the Appendix F
and include, but not limited to the following:
Senator Marco Rubio
Senator Dennis Baxley
Senator Rick Scott
Congressman Daniel Webster

Congressman Ross Spano
Lake 100 Economic Development
Chamber of Alliance of Lake County
Lake County Constitutional Officers

Tavares Chamber of Commerce
Mt. Plymouth-Sorrento CRA
Regional-Rail LLC

Lake-Sumter MPO
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V. Benefit-Cost Analysis
A Benefit-Cost Analysis (BCA) was prepared for the project and is included in the Appendices B1 and B-2. The BCA provides a description of the input data, assumptions and methodologies as
well as calculations and spreadsheets.
While the project is expected to generate considerable benefits, there is a number of
beneficiaries not included and additional benefits that are not quantified in the analysis due to
the difficulty in accurately assessing their impacts and to avoid the potential for double counting.
These benefits were qualitatively described in the document and this application in order to
illustrate the breadth of impact of the project investments, suggesting that the benefit to cost
could be significantly higher. Based on the BCA of this application, the benefits of the projects
total to approximately $4.14 Billion in undiscounted 2018 dollars and are approximately $1.04
Billion when discounted at 7 percent over a 30-year analysis-period.
Therefore, based on the BCA, the project is expected to generate a Benefit/Cost Ratio of
approximately 59:1.

VI. Environmental Risk Review
Technical Feasibility
The Wekiva Trail Segment 1 Project Development and Environment (PD&E) Study has been
completed in 2016. Segment 5 Feasibility/PD&E Study is currently underway and will be
completed in 2021. The intent of the studies is to conduct analysis of social, physical, and
environmental impacts associated with the construction of a 12 to 14-foot-wide paved multi-use
regional trail. These studies have documented the formation of an engineering design concept
that reflects and is consistent with federal, state, and local goals and objectives for the proposed
trail. The studies have provided the information necessary to confirm the project need,
documented the evaluation of proposed alternatives, and include preliminary concept plans and
cost estimates for the preferred alternative. Please refer to the Appendix I and Appendix J.
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Schedule
The Design Phase is scheduled to kick off in the Fall of 2022, soon after the BUILD Grant award.
The 24-month design is anticipated to be complete in the Fall of 2024. The Right-of-way
Acquisition Phase will begin simultaneously with the design phase in the Fall of 2022 and is
projected to be completed in the Winter of 2023. The Construction phase of the project will begin
in the Spring of 2024 and will be completed in the Summer of 2027, meeting the September 30,
2027 BUILD schedule requirements.

Required Approvals
i.
NEPA Approval
The Wekiva Trail Segment 1 Project Development and Environment (PD&E) Study was approved
by the FDOT as a Type 2 Categorical Exclusion (CE) on December 9, 2016. Pursuant to 23CFR 771.129, the FDOT conducted a reevaluation of Segment 1 PD&E Study in 2019 and concluded
that no changes to the project affect the original decision and Administrative Action of Type 2 CE
remains valid and the project can advance. The Study proved that the project is technically
feasible and fully meets the requirements of the National Environmental Policy Act (NEPA) and
other related federal and state laws, rules, and regulations.
The Wekiva Trail Project Segment 5 Feasibility Study is underway and expected to be complete
in the Summer 2020. The PD&E Study for Segment 5 is funded and will begin immediately after
completion of Feasibility Study and projected to be completed by the end of 2021. Based on the
draft Feasibility Report, Segment 5 also is technically feasible and fully meets the requirements
of the National Environmental Policy Act (NEPA), Florida State Clearinghouse, and other related
federal and state laws, rules, and regulations. Please refer to the Appendix I and Appendix J.
ii.
Environmental Permits & Reviews
As a part of the PD&E Studies process, environmental impact evaluations were conducted and
documented in conformity to the FDOT PD&E Manual. Both segments of the Wekiva Trail were
evaluated for impacts to wetlands and natural habitat. Since the Wekiva Trail follows the existing
railroad corridor and minimal natural habitat remains within and adjacent to the proposed
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alignment; therefore, the potential occurrence of listed species within this land use is low. No
wetland impacts are anticipated as well.
iii.
State and Local Approvals
The anticipated permits for this project include FDOT permit for the railroad corridor overpass at
US 441 and street crossings within the City of Tavares, City of Mount Dora, and Lake County
jurisdictions. Based on the PD&E Study, there will be de minimis impacts to protected species
and habitats, wetlands and other surface waters, and/or essential fish habitats. This is a trail
project and does not require a noise analysis. The environmental review, consultation, and other
actions required by applicable federal environmental laws for this project are being, or have
been, carried out by the Florida Department of Transportation (FDOT) pursuant to 23 U.S.C. 327
and a Memorandum of Understanding dated December 14, 2016 and executed by the Federal
Highway Administration and FDOT. Approval of the Office of Environmental Management (OEM)
is not required.
iv.
Public Involvement
The public has been engaged throughout the Segment 1 PD&E Study and Segment 5 Feasibility
Study process using websites, public meetings, public workshops, and newsletters. As a part of
the Feasibility Study, another public information meeting is scheduled to take place Summer
2020. Additional public meetings will be scheduled, as part of the Segment 5 PD&E Study.
The public has also been involved in the development of the Lake-Sumter MPO Long Range
Transportation Planning (LRTP) update and various County and Cities plans which have listed the
Wekiva Trail as a top priority project. Public support for Wekiva Trail has been overwhelming.

Assessment of Project Risks and Mitigation Strategies
As a part of Segment 1 PD&E Study, level 1 screenings were performed and identified four
medium risk sites and three high risks sites within the study area. The potential listed species
within the project corridor include the gopher tortoise and the eastern indigo snake. Based on
this evaluation, environmental impacts considered were low for all alternatives. According to the
Feasibility Study, Segment 5 existing condition is significantly like the Segment 1 and projected
environmental impacts are considered low.

Federal Wage Rate Certification and BUILD 2020 Project
Lake County has certified that it will comply with the requirements of subchapter IV of chapter
31 of title 40, United States Code (Federal wage rate requirements), as required by the FY 2020
Appropriations Act. A copy of the County’s certification statement is included in Appendix L.
Lake County has direct experience on current and past federally funded projects in complying
with the wage rate requirements.

30 | P a g e

Appendix A

Agencies Resolutions

LAKE COUNTY RESOLUTION NO. 2020- 17
CITY OF MOUNT DORA RESOLUTION NO. 2020- 29
CITY OF TAVARES RESOLUTION NO. 2020- 04

A JOINT RESOLUTION OF LAKE COUNTY, FLORIDA, THE CITY OF
MOUNT DORA, FLORIDA AND THE CITY OF TAVARES, FLORIDA
IDENTIFYING A COOPERATIVE INITIATIVE TO DEVELOP A RAILS TO
TRAILS RECREATIONAL TRAIL FROM TAVARES, THROUGH A
PORTION OF UNINCORPORATED LAKE COUNTY, THROUGH MOUNT
DORA AND INTO UNICORPORATED SORRENTO WITHIN THE
EXISTING RAILROAD BED AS DEPICTED IN THE STATE OF
FLORIDA’S 2020 “TAVARES-MOUNT DORA TRAIL CORRIDOR
PLANNING STUDY.”
Whereas, the Lake County, Florida, Board of County Commissioners and the Councils
of the Cities of Mount Dora and Tavares have joined together to pursue a Rails To Trails
Project by creating a recreational trail from Tavares, through unincorporated Lake County,
through Mount Dora and into unincorporated Sorrento as depicted in the State of Florida’s
2020 “Tavares-Mount Dora Trail Corridor Planning Study;” and
Whereas, Lake County, Florida, the City of Mount Dora, and the City of Tavares have a
long history of working in partnership for the betterment of residents and visitors of Lake
County, including, but not limited to, mutual aid agreements, Interlocal Service Boundary
Agreements and funding partnerships to provide health, safety, welfare and recreational
services.
Now therefore, be it Resolved by Lake County, Florida, the City of Mount Dora, Florida,
and the City of Tavares, Florida, as follows:
Section 1.

Cooperative Effort.

Lake County, Mount Dora and Tavares commit to working together to:
A.
B.
C.

Section 2.

Pool appropriate resources to develop a Rails to Trails Project;
Acquire grants for the Rails to Trails Project;
Develop subsequent agreements that are necessary to build, maintain and
own the Rails to Trails Project.
Implementing Administrative Actions.

The County Manager of Lake County, the City Manager of the City of Mount Dora
and the City Manager of the City of Tavares are each hereby authorized and directed by
their respective boards and/or councils to take such actions as may be deemed necessary
and appropriate in order to implement the provisions of this Resolution, including the
delegation of power to such employees as deemed effectual and prudent.

RESOLUTION No.2020-07

A

RESOLUTION

OF THE CITY OF TAVARES, FLORIDA,

AUTHORIZING STAFF TO SUBMIT IN PARTNERSHIP WITH LAKE
COUNTY AND THE CITYOF TAVARES A 2020 BETTER UTILIZING

INVESTMENTS TO LEVERAGE DEVELOPMENT (BUILD) GRANT
APPLICATION FOR THE WEKIVA TRAIL EXTENSION PROJECTSEGMENT1 AND SEGMENT 5 TO THE UNITED STATES
DEPARTMENT OF TRANSPORTATION.

WHEREAS, the Further Consolidated Appropriations Act, 2020 (Pub. L. 116-94, December 20,
2019)appropriated One Billion Dollars($1,000,000,000) to be awarded by the United States Department
ofTransportation(US DOT)for National Infrastructure Investments on a competitive basis for projects that
will have a significant impact on the nation, a metropolitan area or a region; and

WHEREAS, on February 19, 2020, US DOT announced availability of funding for National
Infrastructure Investments and requested applications for the 2020 BUILD Grant; and
WHEREAS,Lake County,the City ofTavares,and the City of Mount Dora(the Agencies)have an
opportunity to submit a 2020 BUILD Grant application to US DOT for the Wekiva Trail Extension Projectsegment 1 and segment 5,"the Project"; and

VVHEREAS,the 2020 BUILD Grant may be used for up to Eighty Percent(80%)of the costs of a
project located in an urban area; and

WHEREAS, the Secretary of Transportation may increase the Federal share of the costs above
80% for a project located in a rural area; and

WHEREAS,a project located in both urban and rural areas and the majority of the project's costs
will be spent in rural area, it will be designated as a rural project, and

WHEREAS,based on the 2010 Census and the 2020 BUILD Grant Notice ofFunding Opportunity,
the Wekiva Trail Extension Project-segment 1 and segment6 is entirely located outside of the censusdesignated urbanized area, therefore, it is considered by the US DOT as a rural project; and
WHEREAS, the Agencies agree to be responsible and fund costs associated with maintenance

and operation of the project, should the 2020 BUILD Grant be awarded to the Agencies;and

WHERAS,the City Council ofthe City of Tavares, Florida finds thatthe adoption ofthis Resolution
and submission of a 2020 BUILD Grant application is in the best interest of the public health, safety and
welfare of the City.

NOWTHEREFORE BE IT RESOLVED by the City Council of Tavares, Florida as follows;
Section I. The recitals are incorporated herein.

Section il. The City of Tavares supports the Board of County Commissioners of Lake County,
Florida to make application for a 2020 BUILD Grant application and related documents for the Wekiva Trail
extension-segment 1 and segment5 to the Department ofTransportation.

Section III. If the County is awarded the 2020 BUILD Grant funding for "the Project", the three
governmental agencies shall share the cost of the operation and maintenance of the trail project
improvements.

Resolution 2020-07 Build GrantPartnership Submittal
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SECTION IV. This Resolution shall become effective immediately upon its passage and
adoption.

PASSED and ADOPTED this 6th Day of May,2020,

^

Amanda Boggus, Mayor

AT^T
:
Susie Novack, City Clerk

APPROVED AS TO FORM AND LE

LITY

' ;

Robert Q. Williams, City Attorney

Resolution 2020-07 Build Grant Partnership Submittal
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Appendix B-2
Benefit to Cost Analysis Summary

Executive Summary
This document is an accompanying document to the Wekiva Trail Extension – Segments 1 and 5
Project as submitted by Lake County in Central Florida as part of the 2020 Better Utilizing
Investments to Leverage Development (BUILD) discretionary Grant application and provides a
description of the input data, assumptions and methodologies as well as calculations and
spreadsheets utilized for the benefit-cost analysis (BCA). The BCA was prepared following the
U.S. DOT 2020 Benefit-Cost Analysis Guidance for Discretionary Grant Programs.
The project improvements include:
•
•
•
•
•
•
•
•

11.5 miles of multi-use trail extension to complete the 26-mile Regional Wekiva Trail
14’ wide paved trail within the existing inactive railroad right-of-way
Crossing enhancements and ADA compliant infrastructure at at-grade crossings
Upgrade existing railroad bridges to ADA compliant pedestrian and bicyclist bridges
Trailheads at key locations in downtown Tavares, downtown Mount Dora, the and Mt.
Plymouth-Sorrento
Right of way away from the highway with plenty of available capacity for future utility
infrastructure
Conduit infrastructure adjacent to the trail for future broadband use
Conduit infrastructure adjacent to the trail for the planned ITS system expansion for
increased public communication and improved transportation operations including:
o Dynamic message signs and public information portal to communicate with the
public
o Closed-circuit video monitoring and incident detection for real-time traffic
management and emergency responder deployment
o Intelligent communication system and networking capability for traffic signal
synchronization
o Data collection such as speed, travel time, travel delay, incident response time,
etc.
o Regional center-to-center communications for increased coordination between
user agencies

As recommended by the FDOT guidance, the BCA was performed using a 7 percent discount rate
and benefits are expressed in monetary value in year 2018 dollars. The analysis was performed
for a 30-year analysis period, which consists of two years of design and right of way acquisition,
three years of construction, and thirty years of service life.
The Benefit-Cost Analysis is summarized in the tables on the following pages.
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Benefit-Cost Analysis Summary of Parameters
Analysis Item
Baseline/Problem to be
addressed:

Outcome
• No connectivity/missing gap in local and regional trail, bicycle,
and pedestrian network, in addition to lack of public transit
service between certain communities
• Poor mobility, lack of access to recreational activities and little
economic opportunities for non-driving population
• Does not enhance and encourage revitalization and economic
growth of community including two downtown areas and
three community redevelopment areas
• Inconsistent with Lake County Trails Master Plan and three
CRA Master Plans
• High visitor demand and local need for connected trails
identified in the 2019 Florida Department of Health Lake
County Community Health Assessment, 2019 Florida
Statewide Comprehensive Outdoor Recreation Plan, 2018
Lake County Trails Master Plan Update, 2017 Florida Economic
Impact of Outdoor Recreation, and 2019 Central Florida
Community Health Needs Assessment.
Change to Baseline: • 11.5 miles of paved 14’ wide multi-use trail that is separated
Wekiva Trail Extension
from the highway and completes a critical east-west corridor
Project
and regional trail
• Acquisition of Railroad Right of Way
• Conduit infrastructure for future broadband use adjacent to
trail
• Conduit infrastructure for planned ITS expansion adjacent to
trail
Quantitative Benefits
• Safety
• Reduced Auto Use
• Reduced Emissions
• Health
• Reliability-Mobility
• Recreation
Beneficiaries are functions of population within one mile of the
project or Lake County population and does not include residents
outside of Lake County or visitors
B/C Ratio
The results of the BCA are:
• No Discount: $4.14 Billion
• 7% Discount: $1.04 Billion
• B/C: 59.2:1

2|Page

Minor Trail Repair Cost

Minor Trail Repair Cost
Trail Resurfacing

Minor Trail Repair Cost

Minor Trail Repair Cost

Minor Trail Repair Cost

BUILD Grant Funds Obligated, Begin
Project Design and R/W;
Wekiva Parkway Beltway Completed
Project Design and R/W
Regional Wekiva Trail Completed
Trail in Construction
Trail in Construction
Wekiva Trail Extension Opens in Fall

Description of Event

Benefit-Cost Analysis Summary

Development of Tavares, Mount Dora, and Mt.Plymouth-Sorrento Community Redevelopment Areas
and Wolf Branch Innovation District Employment Center

2022
2023
2024
2025
2026
2027
2028
2029
2030
2031
2032
2033
2034
2035
2036
2037
2038
2039
2040
2041
2042
2043
2044
2045
2046
2047
2048
2049
2050
2051
2052
Total

Quantitative
Benefits

Calendar Year

996
1,013
1,030
1,048
1,063
1,078
1,093
1,109
1,125
1,140
1,154
1,170
1,185
1,201
1,215
1,230
1,244
1,259
1,275
1,290
1,306
1,321
1,337
1,354
1,370
1,387
30,993

Safety,
ReliabilityMobility

Background
Walking and
Biking
Commuters

28,588
29,066
29,559
30,067
30,488
30,919
31,363
31,819
32,288
32,701
33,125
33,560
34,006
34,463
34,866
35,279
35,701
36,133
36,442
36,795
37,151
37,510
37,873
38,240
38,610
38,983
885,595

Increased
Recreation

12,434
12,642
12,857
13,078
13,260
13,448
13,641
13,840
14,043
14,223
14,408
14,597
14,791
14,990
15,165
15,344
15,528
15,716
15,906
16,099
16,294
16,491
16,691
16,893
17,098
17,305
386,780

Health,
Reduced Auto
Use

15,304
15,560
15,824
16,095
16,320
16,552
16,789
17,033
17,284
17,505
17,732
17,965
18,204
18,449
18,664
18,885
19,111
19,343
19,577
19,814
20,054
20,297
20,543
20,791
21,043
21,298
476,038

Health,
Recreation

Background
New Walking
Recreational Trail
New Recreational
and Biking
Trail Users
Users
Commuters

BENEFICIARIES OF QUANTITATIVE BENEFITS

$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$

153,491
156,735
160,095
163,578
166,574
169,673
172,879
176,194
179,622
182,544
185,555
188,659
191,858
195,155
197,884
200,688
203,570
206,530
209,571
212,255
215,007
217,831
220,726
223,696
226,310
228,987
5,005,667.00

Safety

$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$

29,211,795
29,700,442
30,203,999
30,722,990
31,152,518
31,593,818
32,047,412
32,513,301
32,992,007
33,414,472
33,847,663
34,292,101
34,747,788
35,215,246
35,626,725
36,048,143
36,479,502
36,921,325
37,368,499
37,821,089
38,279,160
38,742,779
39,212,013
39,686,931
40,167,600
40,654,092
908,663,410.03

Reduced Auto Use

$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$

28,784
29,266
29,762
30,273
30,697
31,131
31,578
32,037
32,509
32,925
33,352
33,790
34,239
34,700
35,105
35,521
35,946
36,381
36,822
37,268
37,719
38,176
38,638
39,106
39,580
40,059
895,365.90

Reduced
Emissions

$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$

14,895,281
15,144,445
15,401,212
15,665,849
15,884,868
16,109,890
16,341,180
16,578,740
16,822,835
17,038,253
17,259,139
17,485,761
17,718,119
17,956,479
18,166,294
18,381,179
18,601,131
18,826,419
19,054,436
19,285,215
19,518,788
19,755,191
19,994,456
20,236,620
20,481,716
20,729,781
463,333,277.16

Health

QUANTITATIVE BENEFITS

$
74,485
$
75,731
$
77,015
$
78,339
$
79,434
$
80,559
$
81,716
$
82,904
$
84,124
$
85,201
$
86,306
$
87,439
$
88,601
$
89,793
$
90,842
$
91,917
$
93,017
$
94,143
$
95,283
$
96,438
$
97,606
$
98,788
$
99,984
$
101,195
$
102,421
$
103,661
$ 2,316,941.43

ReliabilityMobility

$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$

89,381,568
90,876,719
92,417,492
94,005,489
95,319,749
96,670,027
98,057,923
99,483,439
100,948,174
102,240,823
103,566,288
104,926,171
106,320,471
107,750,789
109,009,821
110,299,268
111,619,130
112,971,009
114,339,261
115,724,084
117,125,680
118,544,251
119,980,004
121,433,145
122,903,887
124,392,441
2,780,307,103.87

Recreation

Minor Trail Repair Cost

Minor Trail Repair Cost
Trail Resurfacing

Minor Trail Repair Cost

Minor Trail Repair Cost

Minor Trail Repair Cost

BUILD Grant Funds Obligated, Begin
Project Design and R/W;
Wekiva Parkway Beltway Completed
Project Design and R/W
Regional Wekiva Trail Completed
Trail in Construction
Trail in Construction
Wekiva Trail Extension Opens in Fall

Description of Event

Benefit-Cost Analysis Summary

Development of Tavares, Mount Dora, and Mt.Plymouth-Sorrento Community Redevelopment Areas
and Wolf Branch Innovation District Employment Center

$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$

133,745,405
135,983,338
138,289,576
140,666,519
142,633,840
144,655,098
146,732,688
148,866,614
151,059,272
152,994,219
154,978,303
157,013,922
159,101,076
161,242,162
163,126,671
165,056,715
167,032,296
169,055,808
171,103,872
173,176,348
175,273,960
177,397,015
179,545,822
181,720,693
183,921,514
186,149,021
4,160,521,765.39

Total Quantitative
Benefits

72,748,638.46
69,127,033.42
65,700,381.28
62,457,616.58
59,187,972.63
56,099,740.85
53,182,678.87
50,426,272.74
47,821,496.96
45,265,468.83
42,852,792.35
40,575,381.10
38,424,991.97
36,394,478.69
34,411,062.88
32,540,373.48
30,775,563.22
29,110,648.15
27,535,808.96
26,046,105.82
24,637,001.21
23,304,134.52
22,043,380.37
20,850,837.27
19,722,768.13
18,655,732.89
1,049,898,361.61

$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$

Benefits
Costs
B/C Ratio

$
$

Benefit-Cost Analysis Summary

$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$

Total Quantitative
Benefits
$2018 (Discounted 7%)

TOTAL QUANTITATIVE BENEFITS

$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$

292,100.00
292,100.00
292,100.00
292,100.00
300,860.00
292,100.00
292,100.00
292,100.00
292,100.00
300,860.00
292,100.00
292,100.00
292,100.00
292,100.00
300,860.00
292,100.00
292,100.00
292,100.00
292,100.00
300,860.00
592,100.00
292,100.00
292,100.00
292,100.00
300,860.00
7,646,300.00

O&M Cost

$2018 (Discounted 7%)
Total
4,160,521,765.39 $
1,049,898,361.61
32,646,300.00 $
17,721,450.47
127.4
59.2

630,000.00
2,030,000.00
9,840,000.00
5,000,000.00
3,750,000.00
3,750,000.00
25,000,000.00

Capital Cost
(Using BUILD Funds)

$
$

$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$

COSTS

Residual Value
524,949,180.80
8,860,725.24
59.2

630,000.00
2,030,000.00
9,840,000.00
5,000,000.00
3,750,000.00
3,750,000.00
292,100.00
292,100.00
292,100.00
292,100.00
300,860.00
292,100.00
292,100.00
292,100.00
292,100.00
300,860.00
292,100.00
292,100.00
292,100.00
292,100.00
300,860.00
292,100.00
292,100.00
292,100.00
292,100.00
300,860.00
592,100.00
292,100.00
292,100.00
292,100.00
300,860.00
32,646,300.00

Total Project Cost

$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$

480,623.98
1,447,361.94
6,556,807.48
3,113,748.71
2,182,534.14
2,039,751.53
148,488.83
138,774.61
129,695.89
121,211.12
116,678.70
105,870.48
98,944.38
92,471.38
86,421.85
83,190.30
75,484.19
70,545.97
65,930.82
61,617.58
59,313.53
53,819.18
50,298.30
47,007.76
43,932.49
42,289.73
77,782.47
35,862.00
33,515.88
31,323.26
30,151.99
17,721,450.47

Total Project Cost
$2018
(Discounted at 7%)

The Wekiva Trail Extension project has a total cost of approximately $25 million in 2018 dollars.
The project is expected to be fully operational by the fall of 2027. It is estimated that $3.5M (14%)
will be used for design, $9M (36%) will be used for right-of-way acquisition of the inactive railroad
right-of-way, and $12.5M (50%) will be used for construction.
While the project is expected to generate considerable benefits, there is a number of
beneficiaries not included and additional benefits that are not quantified in the analysis due to
the difficulty in accurately assessing their impacts and to avoid the potential for double counting.
These benefits were qualitatively described in the document and this application in order to
illustrate the breadth of impact of the project investments, suggesting that the benefit to cost
could be significantly higher.
Based on the BCA of this application, the benefits of the projects total to approximately $4.14
Billion in undiscounted 2018 dollars and are approximately $1.04 Billion when discounted at 7
percent over a 30-year analysis-period.
Therefore, based on the BCA, the project is expected to generate a Benefit/Cost Ratio of
approximately 59:1.
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Introduction
The Benefit-Cost Analysis (BCA) of the Wekiva Trail Extension – Segments 1 and 5 Project
measures benefits against costs throughout the analysis period.
This document consists of a narrative documenting the methodologies, inputs, assumptions and
limitations of the analysis. It is accompanied by appendices which includes the spreadsheet for
the analysis and supporting documents. For the excel spreadsheet, refer to Appendix B2 of the
application submittal.
The benefits and costs of the BCA were produced by comparing the Build Scenario (Project)
against a “no-build/baseline” scenario or existing conditions. As such, the document begins with
clearly defining the Build and No-Build Scenario/baseline condition. The document then defines
the analysis parameters and the general methodologies used for determining the population
growth and monetary value for each benefit. The limitations of the analysis and methodology
used to define and quantify the beneficiaries of the quantitative benefits are described here.
The majority of this document is the benefits and costs section. Benefits are organized under the
merit criteria of the application (Safety for Everyone, State of Good Repair, Economic
Competitiveness, Environmental Sustainability, and Higher Quality of Life) to assist the reviewer
with tying the application narrative to the expected project benefits. The benefits section
provides the reasoning for assumptions and values, the formula and calculations used, and
provides the monetary benefit per user or per year values used in the spreadsheet. Each benefit
section also lists the qualitative benefits and beneficiaries that were not quantified. For a
summary of the qualitative benefits, refer to the Executive Summary. The cost section breaks
down the BUILD grant expenditures for each year and describes methodologies for determining
the operations and maintenance costs over the 25-year use.
Finally, this document provides a table summarizing the qualitative and quantitative benefits,
costs, and the resulting benefit-cost ratio of the BCA.
Build and No-Build Scenario
Under the Build Scenario, 11.5 miles of a paved multi-use trail is constructed and completes the
26-mile Regional Wekiva Trail, which is part of the greater regional trail network. The trail
provides a safe walking and biking corridor to connect three communities in Northeast Lake
County Florida – City of Tavares, City of Mount Dora, and the unincorporated communities of Mt.
Plymouth-Sorrento. The trail will serve as the “interstate” of safe, walking and biking
infrastructure, where “off-ramps” connect to community trail networks.
The project improvements include:
•
•
•

14’ wide paved trail within the existing inactive railroad right-of-way
Crossing enhancements and ADA compliant infrastructure at at-grade crossings
Upgrade existing railroad bridges to ADA compliant pedestrian and bicyclist bridges
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•
•
•
•

Trailheads at key locations in downtown Tavares, downtown Mount Dora, the and Mt.
Plymouth-Sorrento CRA
Right-of-way away from the highway with plenty of available capacity for future utility
infrastructure
Conduit infrastructure for future broadband use adjacent to the trail
Conduit infrastructure for the planned ITS system expansion for increased public
communication and improved transportation operations including:
o Dynamic message signs and public information portal to communicate with the
public
o Closed-circuit video monitoring and incident detection for real-time traffic
management and emergency responder deployment
o Intelligent communication system and networking capability for traffic signal
synchronization
o Data collection such as speed, travel time, travel delay, incident response time,
etc.
o Regional center-to-center communications for increased coordination between
user agencies

Under the No-Build scenario, no bicycle or pedestrian facilities are constructed along the
alternative roadways (Old Highway 441 and State Route 46) that connect the three communities.
In addition, the inactive railroad right-of-way continues to be owned by CSX and no conduit
infrastructure is in place for future utilities.
Current conditions/problem to be addressed include:
• People continue to walk and bike in the road and sporadic sidewalks and bicycle
facilities on Old Highway 441 and State Route 46 and cross major intersections because
there is no walking and biking corridor between the three communities
• Critical gap in the greater trail network that connects Lake County, Seminole County,
and Orange County as well as Central Florida and Florida State
• No continuous east-west walking and biking recreational or travel corridor for Northeast
Lake County residents
• No pedestrian or bicycle facility connecting into downtown Tavares and downtown
Mount Dora, just six miles apart
• Alternative route to driving between Tavares and Mount Dora is the Lake County public
transit, which takes approximately one hour, requires a transfer, and operates in onehour headways.
• No alternative to driving from Mt. Plymouth-Sorrento communities to City of Tavares
and City of Mount Dora, just 11.5 miles apart (trail length)
• The inactive railroad right-of-way asset is not being utilized and historical resources are
not preserved
• No existing infrastructure for local agency or private developers to install widespread
broadband or Lake County to extend their existing ITS system
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•

Limited available City and County right-of-way for future utility construction and
challenging constraints to improve existing utilities

Below is description of the expected ripple effect to the transportation network without the
project within the 30-year analysis period.
• Without a safe biking and walking corridor and existing gap in the trail network, more
cars will be on the road as the population increases
• People continue to walk and bike in the road and cross multiple major intersections and
their safety risk increases as roads become more congested
• Increased congestion leads to decreased air and water quality, increased roadway
maintenance cost and pavement reconstruction, higher risk for vehicle crashes, and
increased travel times
• Accessing downtown Tavares and Mount Dora becomes more difficult, as parking
demand increases
• The inactive railroad right-of-way asset may be acquired by individual private owners
• Decreased opportunity for widespread broadband and expansion of the existing ITS
system
• More utility construction occurs in the road resulting in increased construction zones,
delayed travel times, and increased safety risks during construction
• The conditions of the transportation network result in increased or worsened health
problems, increased costs for local government and residents, and lower quality of life
for everyone living, working and visiting Lake County
Analysis Parameters
As recommended by the FDOT guidance, the BCA was performed using a 7 percent discount rate
and benefits are expressed in monetary value in year 2018 dollars. The analysis was performed
for a 30-year analysis period, which consists of two years of design and right of way acquisition,
three years of construction, and 25 years of use.
Methodology
The BCA was prepared using methodologies in the National Cooperative Highway Research
Program (NCHRP) 2006 Guidelines for Analysis of Investments in Bicycle Facilities and the
methodologies and values provided by the U.S. DOT 2020 Benefit-Cost Analysis Guidance for
Discretionary Grant Programs, referred to as DOT guide in this document.
The BCA uses the annual population growth estimates for Northeast Lake County produced by
Lake County Economic Development and Tourism Department (EDT) using a multi-step analysis
for the Mt. Plymouth-Sorrento Community Redevelopment Area (CRA) Master Plan. The trail
connects to Plymouth-Sorrento CRA in addition to two other CRAs.
First, EDT utilized population projections provided by the University of Florida’s Bureau of
Economic and Business Research (BEBR) to determine the future population growth within Lake
County between 2014 and 2040. The BEBR population projections are widely regarded as the
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most accurate and appropriate projections of population growth to be utilized in these types of
analyses. The BEBR projections provide three (3) growth scenarios (Low, Medium and High);
however, this analysis utilized the most likely scenario, which is represented by the “Medium”
projection.
From 2000 to 2010, roughly 23% of all population growth in Lake County occurred within the
Northeast region. Lake County has ranked among the top 5 fastest growing counties in Florida.
As the Orlando urban core, just south of Northeast Lake County, continues to approach build-out
Lake County is expected to experience significant population growth over the coming decades.
Based on historical growth patterns, EDT assumes a 23% share of countywide population growth
for Northeast Lake County beginning in 2014 with that percentage increases to 35% by 2044. EDT
considers the growth that the 850-acre mixed-use Wolf Branch Innovation District Employment
Center and completion of the Wekiva Parkway Beltway Toll Project around Central Florida in 2022
will bring. The trail runs through the center of the employment center in the City of Mount Dora
and connects to the remainder of the Regional Wekiva Trail, which parallels the Wekiva Parkway
Beltway.
EDT projected that Lake County’s 2018 population would be 350,417 which is slightly below the
2019 population cited in the 2019 Lake County Health Assessment (356,209) and the U.S. Census
2018 Estimation (356,495). Therefore, for the purpose of the BCA, it is reasonable to use EDT’s
annual population growth estimates for Northeast Lake County so that the projected population
growth due to new developments and infrastructure in the project area are captured in this
analysis.
Limitations
Due to the nature of a benefit-cost analysis, there are many challenges and limited resources in
accurately assessing impacts and preventing double counting. For this reason, the BCA attempts
to focus on real and measurable benefits associated with the project. Limitations for these
calculations include generalization of geospacial data and statistics and margin of error in census
data. Geospatial data was determined using 2017 Census block group data and ESRI ArcGIS.
The project beneficiaries in the BCA are those groups whose size and future growth can be
captured from statistics and data specific to Lake County and Florida and in some cases, the direct
project area and Northeast Florida.
•
•
•
•

Background Walking/Biking Commuters
Background Recreational Trail Users
New Walking/Biking Commuters
New Recreational Trail Users

To confirm validity of the methodologies and assumptions, including those provided by the
NCHRP and the NHTS, values were compared to available data specific to the beneficiaries and
vice versa. The data specific information includes existing roadway conditions, statistics from
10 | P a g e

Lake County and Mt. Plymouth-Sorrento Master Plans, and information from Lake County health
assessments. The BCA cites where this information is detailed in the narrative portion of this
application.
Background Walking/Biking Commuters
The “Background Walking/Biking Commuters” group are local residents who walk or bike to and
from work because they do not own a car, are unable to drive, or prefer an active commute.
According to Segment 5 Preliminary Studies, approximately 1% and 3% of households within 0.5
mile of the project area bike and walk to work, accordingly. Based on the data below, it’s
reasonable to apply this walking and biking share to the population within one mile of the trail.
•

•

1-Mile Zone – According to the 2017 National Household Travel Survey, one-mile is
equivalent to a 20-minute walk for an average adult. NCHRP research found that bicycle
commuters are willing to travel an additional 3 miles per trip to travel on an off-street
bicycle trail when the alternative is riding on a street with parked cars.
1% and 3% mode share –Using a one-mile zone of the project area and 2017 Census
blocks, the age demographics for Segments 1 and 5 are comparable.

According to the U.S. Census (2014-2018), the median number of persons per household and
approximate percentage of the trail is 2.18 (40%) in City of Mount Dora, 2.22 (10%) in City of
Tavares and 2.55 (50%) in Lake County. 2.4 persons per household was used for the purpose of
the BCA.
Background Walking and Biking Commuters=
B x person within 1 mile zone of project x 1/(2.4 persons per household)
Where,
B is percentage of walking and biking commuters per household = 4%
Background Recreational Trail Users
The “Background Recreational Trail Users” group are the Lake County residents who generally
enjoy walking or biking on recreational trails and would also use the project trail. According to
Lake County’s 2018 Trails Master Plan, trails are very popular with Lake County residents, with
40% noting that they use trails daily or weekly. According to the Institute for Transportation
Research and Education, when connections are made between former trail gaps, usage increases
40%-80% depending on the significance of the trail gap. The project is a critical east-west corridor
that will connect to two existing regional trails. It is reasonable to assume 80% share of the 40%
share of recreational trail users of the Lake County resident population for background
recreational trail users.
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This group currently receives health and recreational benefits of accessing and enjoying
recreational activities. For this reason, a fraction of the recreational benefit will be applied to this
group to capture the benefit they receive from extending their walking or biking trip on the trail
extension. Segments 2, 3 and 4 of the Regional Wekiva Trail are currently underway and will be
in use for at least four years by the time the project is open to the public.
Background Recreational Trail Users =
80% of 40% recreational trail share of North East Lake County population x 80% adults
New Walking and Biking Commuters and New Recreational Trail Users
NCHRP finds that demand is induced spatially in a non-linear manner by 0.25 mile, 0.5 mile, and
0.75 miles. The closer residents live to the trail, the more they are induced to use it. Populations
within these zones are included in the spreadsheet. For simplicity, the BCA applies the bicycling
rate from the NCHRP to the background recreational trail users and recreational trail users within
one mile of the project, consistent with the walking and biking commuter methodology.
The NCHRP provides parameters for determining the adult cycling rate. Based on the following
Lake County statistics, this methodology was also applied to estimate the number of adults
induced to walk and the “high” adult bicycling rate was selected for the analysis.
•

According to the 2018 Trails Master Plan, 40% of all Lake County residents use trails daily
or weekly.
• In 2016, Florida 75% of Florida’s residents participated in outdoor recreation activities.
According to Florida’s 2019 Statewide Comprehensive Outdoor Recreation Plan, among
all the recreational outdoor activities, fitness walking/jogging is the number one activity
for resident households and for average day of participation. Bicycling is the number
three top activity of residents.
• According to the 2017 Economic Impacts of Outdoor Recreation Activities visitors in Lake
County ride bikes on paved trails twice as much as visitors in other Florida counties and
biking on paved trails was their top recreational activity. This helps support the high
availability and probability for Lake County residents to participate in walking and biking
activities.
To be conservative, the BCA assumes this “high rate” as the rate that existing cyclists within 1
mile, in this case background recreational trail users within 1 mile, will be induced to become
new and biking commuters.
New Walking and Biking Commuters =
High Rate x 40% of 80% of population within 1 mile
High Rate = 0.6 +3C, where C is 4%/2.4 walking and biking share per household with 2.4 persons
per household
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The BCA assumes the “inducement” rate for new recreational trail users is the same
recreational trail user share previously determined and applied to the population within 1 mile.
New Recreational Trail Users =
Recreational Trail User Share x population within 1 mile
Recreational Trail User Share = 40% recreational trail user share of 80% Northeast Lake County
population x 80% adults

Benefits
Safety for Everyone
The safety benefits that the BCA was able to reasonably quantify includes risk reduction of the
historical pedestrian and bicycle related crashes from taking place.
The walking and biking alternative routes to the trail (baseline conditions) of this analysis is Old
Highway 441 and State Route 46, which were the alternative routes analyzed in the project
preliminary studies.
The pedestrian and bicycle related crash data available for this analysis is from Segment 5 Existing
Conditions Report. Within Segment 5 limits, Old Highway 441 is two-lane urban/rural principal
arterial with sporadic sidewalks and no bicycle facility. Within Segment 1 limits, State Route 46 is
two-lane and four-lane urban/rural principal arterial with gaps in the sidewalk and bicycle
facilities. Old Highway 441 and State Route 46 have similar annual average daily traffic, roadway
classifications, and speed limits. State Route 46 has twice as many annual average truck traffic as
Old Highway 441.
For the purpose of this analysis, it is reasonable to assume that similar pedestrian and bicycle
related crashes and crash rate on Segment 5 baseline conditions would occur on Segment 1
baseline conditions.
Between 2014 and 2018, two pedestrian involved crashes resulting in injuries occurred where
there was no sidewalk or where the existing sidewalk and one bicycle involved crash resulting in
injury occurred in an area with no bicycle facilities, suggesting that the crash occurred because
the pedestrian or bicyclist was in the travel lane.
The data shows three pedestrian/bicyclist related crash within a five-year period or 0.6 crashes
every year. This crash rate is increased at the same rate as Northeast Lake County growth rate to
account for more people driving, walking and biking and interacting, in an existing transportation
system with insufficient bicycle and pedestrian facilities. The risk reduction is 100% since the trail
users are traveling within the railroad right-of-way and not in the travel lane with cars and trucks.
The expected consequence is injury as 100% of the past crashes resulted in injury.
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Safety Benefit = Baseline Risk x Risk Reduction x Expected Consequences per DOT guide
= crashes/year % risk reduction x (cost of minor injury per incident)
= 0.6 x 100% risk reduction x ($250,600) = $150,360 per year, (grown by 2% each
year
assumed by BCA)
Where,
cost of minor injury per crash per DOT guide
Qualitative Benefits
Based on the available crash data, the BCA assumes risk reduction for people walking and biking
in the travel lanes. Although there are no recorded crashes at intersections in the available
data, this is not indicative of the dangers at the existing at-grade crossings.
The project preliminary studies identified trail alternatives on the existing roadways. These
alternatives would require people to cross at least 10 times more commercial and residential
driveways, twice as many cross streets and up to 24 signalized intersections compared to two
signalized intersections on the railroad corridor. The trail offers an alternative route with limited
number of at-grade crossings and will be ADA compliant and have enhanced crossing treatments.
Crossing treatments can include high-visibility crosswalks or a raised bicycle crossing or other
speed reducing measure for vehicles, which are proven to decrease crashes with crash
modification factors of 0.61 and 0.41, respectively.
The benefits from significantly limiting at-grade interactions with vehicles and in turn
substantially minimizing the risk for injury-related incidents should be considered in the BCA.
State of Good Repair
Benefits related to optimizing and maintaining existing assets are directly taken from Section B
of the application narrative and the monetization are described in italics below:
•

•

•

The project will also contribute to the maintenance and resiliency of local roadways by
attracting people to leave their cars to use the trail system. Benefits include maintenance
cost savings and repaving cost savings by increasing life-cycle of the roadway for local
agencies, which in turn benefits drivers and provides vehicle maintenance cost savings
from driving on the roadway are missing from the BCA.
The project will install the conduits for future broadband and the planned ITS expansion
within the railroad right-of-way so that the roads do not have to be “dug up” again and
again for construction and future maintenance Benefits including construction and
maintenance cost savings for local agencies are missing from the BCA.
By completing the Regional Wekiva Trail currently underway and filling a critical gap in
the greater trail network, the project will also optimize the previous investments in the
existing 100 miles of trails that it will provide connection to. Benefits include increasing
residual value of other regional trails are missing from the BCA.
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Economic Competitiveness
The economic competitiveness benefits that the BCA was able to reasonably quantify includes
auto use savings. The NCHRP applies this benefit to new walking and biking commuters only. The
report assumes that recreational trail users would not drive to access the trail.
Reduced Auto Use
The economic competitiveness benefits that the BCA was able to reasonably quantify includes
auto operating savings from reduced auto use for new biking and walking commuters that modeshift from driving to active transportation.
The NCHRP report recommends using the National Household Travel Survey to determine the
average roundtrip length. Per the 2017 National Household Travel Survey, the average commute
travel time is 26.58, which is consistent with the average commute time for Lake County, City of
Tavares, City of Mount Dora (27.3 minutes) from the U.S. Census data (2014-2018). Therefore, it
is reasonable to use the average roundtrip length from the 2017 NHTS of 11.46 miles.
The NCHRP report provides recommended savings per mile based on project location context.
This BCA uses the value provided by the DOT guide of $0.41 for light duty vehicles. This includes
operating costs such as gasoline, maintenance, tires, and depreciation (assuming an average of
15,000 miles driven per year). The value omits other ownership costs that are mostly fixed or
transfers (insurance, license, registration, taxes, and financing charges).
Reduced Auto Use Benefit = New Walking and Biking Commuters x L x S x 50 X 5
= $2,349.3 per new walking and biking commuter per year
Where,
L is average roundtrip length = 22.92 miles
S is savings per mile - $0.41
50 is number of weeks per year that there are commuters
5 is the number of days per week there are commuters
Qualitative Benefits
Benefits related to supporting the economy are directly taken from Section B of the narrative and
the monetization are described in italics below:
•

By providing a connected and reliable transportation alternative the project would attract
drivers off the road resulting in decreased congestion, decreased auto use costs, less
roadway maintenance, repair and construction in the future. Transportation costs savings
for local agencies and other commuters outside of the 1 mile zone are missing from the
BCA.
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•

The project will install conduit infrastructure for future broadband and the planned ITS
expansion. This will generate construction savings, roadway maintenance savings, and
work zone road users costs in the future. This is missing from the BCA.

Economic Impact
An economic impact assessment was recently conducted by The Balmoral Group. The assessment
estimates that the Wekiva Trail Extension would generate an economic impact of $16 million
every year for the City of Mount Dora alone, including new employment, increased property
values, retail spending, and ad valorem revenue.
The DOT guidance defines the difference between economic impacts and economic benefits.
For this reason, these economic impacts are not included in the BCA analysis and are described
in more detail in the Section C of the application narrative.
Environmental Sustainability
Reduced Emissions
The environmental sustainability benefits that the BCA was able to reasonably quantify includes
reduction in pollutant emissions from new biking and walking commuters that mode-shift from
driving to active transportation. According to Environmental Protection Agency (EPA), the
greenhouse gas emissions that a typical passenger vehicle emits includes carbon dioxide (CH4),
methane (CH4) and nitrous oxide (N2O) from the tailpipe and hydrofluorocarbon emissions from
leaking air conditioners. Though CH4 and N2O have a higher global warming potential (GWP) than
CO2, the emissions of these gases are small in comparison to CO2 and recommended monetized
value for these gases were not provided in the DOT guidance. Per the EPA, A typical passenger
vehicle emits about 404 grams or 0.000404 metric ton of carbon dioxide per vehicle-mile traveled
(VMT).
Reduced Emissions Benefit = New Walking and Biking Commuters x L x C x 50 X 5 x D
= per new walking and biking commuter per year
Where,
L is average roundtrip length = 22.92 VMT
C is Social Cost of Carbon per metric ton of CO2 = $1 per metric ton
50 is number of weeks per year that there are commuters
5 is the number of days per week there are commuters
D is carbon dioxide emissions = 0.000404 metric ton per VMT
Qualitative Benefits
Benefits related to contributing to a sustainable environment are directly taken from Section B
of the narrative and the monetization are described in italics below:
•

The project will provide the public with an attractive, healthy, high capacity alternative to
vehicle use thus reducing road congestion and improving air quality through reduced
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•

•

vehicle emissions and reduced consumption of non-renewable energy sources. The BCA
is missing reduced gas emissions from the mode-shift from various groups including
residents who would previously drive to recreational activity but use the trail as recreation,
and visitors especially those traveling between Downtown Tavares and Downtown Mount
Dora, just 6 miles apart.
Recent surveys show that trail use for non-recreational reasons is substantial, resulting in
fewer vehicle-miles traveled on the surrounding surface roads. The BCA of this application
estimates the reduced emissions benefit from mode shift from workers living within one
mile of the trail alone. This only makes up a small fraction of the total commuters and
reduced pollutant emissions and fuel consumption every year, not including visitors. The
BCA is missing benefits from reduction of other greenhouse gas emissions in addition to
the reduced greenhouse gas emissions from new walking and biking commuters outside
of the one mile-zone. This includes residents from the region once the trail construction
closes a critical gap in the regional trail network.
According to the National Park Service, additional environmental benefits of trails include
providing natural buffer zones that limit pollution run-off and create natural area
corridors within developed lands that can enhance connectivity for wildlife. This is missing
from the BCA.

Higher Quality of Life
The quality of life benefits that the BCA was able to reasonably quantify includes:
•
•
•

Health Benefits for new walking and biking commuters and new recreational trail users
Reliability/Mobility Benefits for existing and new walking and biking commuters
Recreational Benefits for background and new recreational trail users

Health Benefits
Health-care cost savings for insufficiently active to active users and inactive to active users,
respectively, is estimated to be an average of $537 or $1,313 (substantial scenario). (2019 Report
by Rails to Trails Conservancy).
This BCA uses the health-care costs savings as the value of health benefits. Based on Lake County
residents’ poor and diminishing physical and mental health for all ages and lack of access and
mobility to health care and recreational opportunities compared to the region and state cited in
Section IV of the application, it is reasonable to use the average $537 annual health care cost
savings as a conservative value.
The health benefit applies to all new users because it is assumed that they did not walk or bike
to and from work or engage in daily outdoor recreational activities before. Consistent with the
Lake County residents who currently use recreational trails cited in Section G of the application,
it is expected that new recreational trail users will use the trail almost daily, more than the five
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times a week expected by the walking and biking commuters. Therefore, the high-end annual
health benefit of $537 was applied to both groups.
Annual Heath Benefit =
H x (New Walking and biking Commuters + New Recreational Trail Users)
Where,
H is annual health care savings per person $537
Reliability-Mobility Benefit
As mentioned, NCHRP research found that bicycle commuters are willing to travel an additional
3 miles per trip to travel (or 20.38 minutes) on an off-street bicycle trail when the alternative is
riding on a street with parked cars. This willingness to travel also reflect users’ perceived benefit
of safety and appreciation for greenspace that the trail will provide them. The value of time per
the DOT guidance is $30.40 per hour for personal time for walking and cycling. This benefit
applies to background and new walking and biking commuters. As recommended by the DOT
guidance in calculating relevant benefits to existing and additional users, the rule of half is
applied.
Reliability-Mobility Benefit =
(T x 20.38 minutes x Background Walking and Biking Commuters) + (T/2 x 20.38
minutes x
New Walking and Biking Commuter)
Where,
T is value of time per New User - $30.40/hour per DOT guidance
Recreation Benefit
As previously mentioned, the Background Recreational User group currently receives health and
recreational benefits of accessing and enjoying recreational activities and so a fraction of the
recreational benefit was applied to this group for the time they can extend their walking or biking
trip on the trail extension. Taking an average of moderate and vigorous intensities for walking,
running, and bicycling according to Central of Disease Control (CDC), the average background
recreational user will move at a rate of 6 mph for the trail extension length of 11.5 miles. This
equates to an extended trip duration of approximately 2 hours in a day.
Annual Recreation Benefit (Background) = Background Recreational Trail Users x D x T x 365 days
per year
= $2,920 per Background Recreational Trail User
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Where,
D is value of spending recreational time = $4/hour
T is extended trip duration = 2 hours
The recreation benefit applies to the Lake County population who will now enjoy outdoor
recreational activity on the project who did not spend recreational time outdoors before. To
determine the annual recreation benefit, the NCHRP report uses the hourly value of a typical day
of bicycling activity and the bicycling time for the average adult multiplied by 365 days in a year.
This BCA uses a similar methodology.
According to the Economic Analysis of Outdoor Recreation Activities in Florida Report by Florida
Department of Environmental Protection, residents report spending $1,351 individually on
outdoor recreation in 2017, and an average of 86 days engaging in the outdoor recreation
activity. If a typical day of recreation is 4 hours, this would equate to $16/day. It is assumed that
this is the value of spending time outdoors.
To annualize this benefit, the NCHRP recommends multiplying this by 365 days per year, which
is consistent with Lake County residents who report using trails daily or weekly, per the 2018 Lake
County Trail Master Plan Update.
Annual Recreation Benefit (New) = New Recreational Trail Users x D x 365 days per year
= $5,840 per New Recreational Trail User
Where,
D is value of spending recreational time = $16/day
Qualitative Benefits
Benefits related to contributing to a sustainable environment are taken from Section B of the
narrative:
•

Health Benefits include addressing lack of food desserts, lack of health care, lack of
education, civil engagement, air quality, which the trail provides with connectivity and
accessibility to these resources as well as infrastructure or promotion of the resources.
These health benefits are missing from the BCA apply to all users of the trail.

Costs
The Wekiva Trail Extension project has a total cost of approximately $25 million in 2018 dollars.
The project is expected to be fully operational by the fall of 2027. It is estimated that $3.5M (14%)
will be used for design, $9M (36%) will be used for right-of-way acquisition of the inactive railroad
right-of-way, and $12.5M (50%) will be used for construction.
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The operation and maintenance costs are estimated per the 2018 Lake County Trails Master Plan
in $2018 dollars. The annual costs include daily, weekly, seasonal, monthly, and annual
operations and maintenance such as basic maintenance like blowing off litter, mowing, mulching
and minor and major tree trimming and power washing. For the purpose of the BCA and expected
users, these costs are assumed to be constant, including the first few years of the trail opening.
Minor repairs including repainting, restriping, and major flood damage repairs are included in the
5-Year maintenance cost. Trail resurfacing is expected after 20 years of use and the trail has a
service life of 60 years that is included as residual value.
Findings
The beneficiaries, quantitative benefits, and project costs of the BCA are summarized in the table
in the following page. Based on the BCA of this application, the benefits of the projects total to
approximately $4.14 Billion in undiscounted 2018 dollars and are approximately $1.04 Billion
when discounted at 7 percent over a 30-year analysis-period. Therefore, based on the BCA, the
project is expected to generate a Benefit/Cost Ratio of approximately 59:1. For a summary of the
BCA, refer to the Executive Summary – Summary of BCA Table.
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BENEFICIARIES OF QUANTITATIVE BENEFITS

Background
Walking and
Biking
Commuters

Description of Event

Development of Tavares, Mount Dora, and Mt.Plymouth-Sorrento Community Redevelopment Areas
and Wolf Branch Innovation District Employment Center

Calendar Year
Quantitative
Benefits
BUILD Grant Funds Obligated, Begin
Project Design and R/W;
Wekiva Parkway Beltway Completed
Project Design and R/W
Regional Wekiva Trail Completed
Trail in Construction
Trail in Construction
Wekiva Trail Extension Opens in Fall

Minor Trail Repair Cost

Minor Trail Repair Cost

Minor Trail Repair Cost

Minor Trail Repair Cost
Trail Resurfacing

Minor Trail Repair Cost

2022
2023
2024
2025
2026
2027
2028
2029
2030
2031
2032
2033
2034
2035
2036
2037
2038
2039
2040
2041
2042
2043
2044
2045
2046
2047
2048
2049
2050
2051
2052
Total

Safety,
Reliability-

996
1,013
1,030
1,048
1,063
1,078
1,093
1,109
1,125
1,140
1,154
1,170
1,185
1,201
1,215
1,230
1,244
1,259
1,275
1,290
1,306
1,321
1,337
1,354
1,370
1,387
30,993

Background
New Walking
Recreational Trail
New Recreational
and Biking
Users
Trail Users
Commuters

Increased
Recreation

28,588
29,066
29,559
30,067
30,488
30,919
31,363
31,819
32,288
32,701
33,125
33,560
34,006
34,463
34,866
35,279
35,701
36,133
36,442
36,795
37,151
37,510
37,873
38,240
38,610
38,983
885,595

Health,
Reduced Auto

12,434
12,642
12,857
13,078
13,260
13,448
13,641
13,840
14,043
14,223
14,408
14,597
14,791
14,990
15,165
15,344
15,528
15,716
15,906
16,099
16,294
16,491
16,691
16,893
17,098
17,305
386,780

QUANTITATIVE BENEFITS

Safety

Reduced
Auto Use

Reduced
Emissions

Health

ReliabilityMobility

COSTS

Total Quantitative
Benefits

Recreation

Total Quantitative
Benefits
$2018 (Discounted 7%)

Capital Cost
(Using BUILD Funds)

O&M Cost

Total Project Cost

Total Project Cost
$2018
(Discounted at 7%)

Health,
Recreation

15,304
15,560
15,824
16,095
16,320
16,552
16,789
17,033
17,284
17,505
17,732
17,965
18,204
18,449
18,664
18,885
19,111
19,343
19,577
19,814
20,054
20,297
20,543
20,791
21,043
21,298
476,038

$
153,491
$
156,735
$
160,095
$
163,578
$
166,574
$
169,673
$
172,879
$
176,194
$
179,622
$
182,544
$
185,555
$
188,659
$
191,858
$
195,155
$
197,884
$
200,688
$
203,570
$
206,530
$
209,571
$
212,255
$
215,007
$
217,831
$
220,726
$
223,696
$
226,310
$
228,987
$ 5,005,667.00

$ 29,211,795
$ 29,700,442
$ 30,203,999
$ 30,722,990
$ 31,152,518
$ 31,593,818
$ 32,047,412
$ 32,513,301
$ 32,992,007
$ 33,414,472
$ 33,847,663
$ 34,292,101
$ 34,747,788
$ 35,215,246
$ 35,626,725
$ 36,048,143
$ 36,479,502
$ 36,921,325
$ 37,368,499
$ 37,821,089
$ 38,279,160
$ 38,742,779
$ 39,212,013
$ 39,686,931
$ 40,167,600
$ 40,654,092
##########

$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$

28,784
29,266
29,762
30,273
30,697
31,131
31,578
32,037
32,509
32,925
33,352
33,790
34,239
34,700
35,105
35,521
35,946
36,381
36,822
37,268
37,719
38,176
38,638
39,106
39,580
40,059
895,365.90

$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$

14,895,281
15,144,445
15,401,212
15,665,849
15,884,868
16,109,890
16,341,180
16,578,740
16,822,835
17,038,253
17,259,139
17,485,761
17,718,119
17,956,479
18,166,294
18,381,179
18,601,131
18,826,419
19,054,436
19,285,215
19,518,788
19,755,191
19,994,456
20,236,620
20,481,716
20,729,781
463,333,277.16

$
74,485
$
75,731
$
77,015
$
78,339
$
79,434
$
80,559
$
81,716
$
82,904
$
84,124
$
85,201
$
86,306
$
87,439
$
88,601
$
89,793
$
90,842
$
91,917
$
93,017
$
94,143
$
95,283
$
96,438
$
97,606
$
98,788
$
99,984
$
101,195
$
102,421
$
103,661
$ 2,316,941.43

$
89,381,568
$
90,876,719
$
92,417,492
$
94,005,489
$
95,319,749
$
96,670,027
$
98,057,923
$
99,483,439
$
100,948,174
$
102,240,823
$
103,566,288
$
104,926,171
$
106,320,471
$
107,750,789
$
109,009,821
$
110,299,268
$
111,619,130
$
112,971,009
$
114,339,261
$
115,724,084
$
117,125,680
$
118,544,251
$
119,980,004
$
121,433,145
$
122,903,887
$
124,392,441
##############

Benefits
Costs
B/C Ratio

$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$

133,745,405
135,983,338
138,289,576
140,666,519
142,633,840
144,655,098
146,732,688
148,866,614
151,059,272
152,994,219
154,978,303
157,013,922
159,101,076
161,242,162
163,126,671
165,056,715
167,032,296
169,055,808
171,103,872
173,176,348
175,273,960
177,397,015
179,545,822
181,720,693
183,921,514
186,149,021
4,160,521,765.39

$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$

72,748,638.46
69,127,033.42
65,700,381.28
62,457,616.58
59,187,972.63
56,099,740.85
53,182,678.87
50,426,272.74
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FOREWORD
By Christopher J. Hedges
Staff Officer
Transportation Research
Board

This report presents methodologies and tools to estimate the cost of various bicycle facilities and for evaluating their potential value and beneﬁts. The results will help
transportation planners make effective decisions on integrating bicycle facilities into
their overall transportation plans and on a project-by-project basis. In the past, planners and stakeholders have been faced with considerable challenges in trying to estimate the beneﬁts of bicycle facilities. The authors have developed criteria for identifying beneﬁts that will be useful and effective for urban transportation planning, and
they have provided a systematic method to estimate both direct beneﬁts to the users of
the facilities and indirect benefits to the community. The research described in the
report has been used to develop a set of web-based guidelines available on the Internet at http://www.bicyclinginfo.org/bikecost/ that provide a step-by-step worksheet
for estimating costs, demands, and benefits associated with specific facilities under
consideration.

Transportation decision makers at the federal, state, and local levels are examining
the role of bicycling in response to traffic congestion, increased travel times, and environmental degradation. Through federal highway legislation, funding has been made
available to develop bicycle facilities, both on and off road; however, greater public
investment in bicycle facilities warrants a more comprehensive analysis of the costs and
beneﬁts. The U.S. DOT National Bicycling and Walking Study (1994) called for doubling the percentage of trips made by bicycling and walking to 15 percent of total trips.
To make the best use of transportation funds, there is a need for better information on
(a) the effects of bicycle-facility investment on bicycle use and mode share and (b) the
resulting environmental, economic, public health, and social beneﬁts. Under NCHRP
Project 07-14, “Guidelines for Analysis of Investments in Bicycle Facilities,” a research
team led by the University of Minnesota conducted an extensive analysis of the costs
and beneﬁts associated with bicycle facilities and developed a methodology that can be
applied by transportation planners to assist with decision making in their own jurisdictions. The research results were used to develop web-based, step-by-step guidelines for
evaluating the cost, demand, and potential beneﬁts for bicycle facilities in support of
investment decisions. These guidelines are available on a website maintained by the
Pedestrian and Bicycle Information Center (PBIC) at www.bicyclinginfo.org/bikecost/.
The PBIC is a clearinghouse for information about health and safety, engineering, advocacy, education, enforcement, and access and mobility. The interactive guidelines lead
the user through a series of questions, starting with the geographic location and the type
of facility under consideration, and working through more speciﬁc issues to an estimate
of the costs, demand, and potential beneﬁts of the proposed facility.
PBIC is funded by the U.S. DOT and the Centers for Disease Control and Prevention. The PBIC is part of the University of North Carolina Highway Safety Research
Center.
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GUIDELINES FOR ANALYSIS OF INVESTMENTS
IN BICYCLE FACILITIES

SUMMARY

BACKGROUND

Transportation planning and policy efforts at all levels of government aim to increase
levels of walking and bicycling. To make the best use of limited transportation funds there
is a critical need for better information about two important considerations relating to
bicycle facilities. The ﬁrst of these is the cost of different bicycle investment options. The
second is the value of the effects such investments have on bicycle use and mode share,
including the resulting environmental, economic, public health, and social beneﬁts. Decisions on transportation projects are typically based on the potential for the project to
contribute to broad public policy goals. As such, information on the beneﬁts and costs of
bicycle facility projects will help decisionmakers develop modal options and provide
travelers with more transportation choices.

ESTIMATING BICYCLE FACILITY COSTS

The purpose of the benefit-cost analysis is to provide transportation planners with
information to estimate costs of different types of bicycle facilities. The facilities described
are generic and independent of speciﬁc locations. The discussion therefore provides a
preliminary cost estimate. As more specific information is gathered about a proposed
facility, the planner, engineer, or project manager can develop more reﬁned estimates
to reﬂect these speciﬁcs or replace them with more detailed project-speciﬁc estimates.
Costs for infrastructure projects are commonly divided into two major categories:
capital costs and operating costs. Capital costs are expenditures for constructing facilities
and procuring equipment. These are viewed as one time costs that have both a physical
and an economic life of multiple years. Capital facilities and equipment have a multi-year
life, and therefore are assets whose value can be amortized over time and ﬁnanced over
time with instruments such as municipal bonds.
Operating costs generally result in no tangible asset. Such recurring expenses are
commonly funded through annual budgets. Operating costs for public facilities include
maintenance such as cleaning, landscaping, equipment repair, security and safety, and
supplies needed to conduct these activities. Some or all of these operating costs may be
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subsumed into public agency operating budgets and be difficult to identify as discrete
project-speciﬁc costs.
In this report, bicycle facilities are divided into three categories: on-street, off-street, and
equipment. A bicycle facility project may include elements in one or more categories.
There are different facility types within each of the categories, each of which are grouped
in the cost model as described below.
• On-Street Facilities: On-street bicycle facilities include bike lanes, wide curb lanes,
shared streets, and signed routes.
• Off-Street Facilities: Off-street bicycle facilities are separate from the motor-vehicle
oriented roadway and are often shared use paths or trails. The trails may be adjacent
to the roadway, on an abandoned railroad right of way (ROW), or on another separate facility such as through public parks. The three types of path surfaces reviewed
were stone dust (fine crushed stone), bituminous concrete, and portland cement
concrete. Other elements that can cause costs to vary widely are bridges, drainage,
and fencing.
• Equipment: Bicycle facility equipment includes signs, traffic signals, barriers, parking, and conveyance. Installation costs will vary depending on the type of equipment.
To identify and develop input data for the bicycle facility cost model, the research team
reviewed a broad range of data sources. The objective was to identify unit costs for the
project elements described. Data sources included transportation professionals, a literature
review, and industry information drawn from completed projects, agency estimates,
and bid prices.
The research team used this information to develop an interactive spreadsheet for transportation planners that estimates costs for new bicycle facilities. The tool uses a database
of unit cost to allow planners to develop a preliminary cost estimate for various facilities.
The cost model provides a comprehensive estimate of capital costs including construction,
procurement and installation of equipment, design, and project administration costs. Costs
are based on typical standard facilities constructed in the continental United States and are
represented in year 2002 dollars. Indices are provided to adjust for inﬂation to the project
build year and regional variations in construction costs. As projects advance from early
planning into design, project speciﬁcations will become more precise and the design engineer’s estimates will provide a more reliable estimate of construction costs. Accordingly,
this application includes substantial contingencies to account for both the preliminary
nature of the cost estimates and the absence of detailed project speciﬁcations.
MEASURING AND FORECASTING THE DEMAND FOR BICYCLING

Estimating the demand for different types of cycling facilities forms the basis to estimate user travel time and cost savings as well as reduced traffic congestion, energy consumption, and air pollution. Several relatively comprehensive reviews exist that estimate
the demand for non-motorized travel. Rather than simply review these existing reports,
the focus here is on supplementing the knowledge gained from these reports with new perspective and original research. Doing so provides two contributions: (1) a better understanding of the actual amount of cycling based on different types of settings and (2) a
detailed analysis to predict the amount of cycling relative to cycling facilities for the cities
of Minneapolis and St. Paul, Minnesota. The former is a basis for a simple sketch planning model for bicycle planners to estimate demand in local areas. The latter describes
many of the difficulties associated with suggested practices of predicting demand. Such
difficulties limit the applicability of traditional demand modeling applications.
The ﬁndings in this report are based on the research detailing the relationship between
an individual’s likelihood to bike and the proximity of that individual’s residence to a bike
facility. The report is also based on research that indicates that the majority of bicycle
riding is done by a small percentage of the population. Bicycle commuters primarily
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make up this subset of the population. Thus, areas with large numbers of bicycle commuters usually indicate locations where more bicycling takes place.
BENEFITS ASSOCIATED WITH THE USE OF BICYCLE FACILITIES

A key aspect of promoting bicycling and walking is to ensure that adequate facilities
exist to encourage use of these modes. For walking, this includes sidewalks, public spaces,
and street crossings. For bicycling, this includes paved shoulders, bicycle lanes, wide curb
lanes, on-street or off-street bike paths, and even parking or showers at the workplace.
However, bicycle facilities cost money and their merits are often called into question.
Many consider spending public monies on them a luxury. Planners and other transportation specialists often ﬁnd themselves justifying these facilities, claiming that they beneﬁt
the common good and induce additional bicycle use. Especially in austere economic times,
planners often seek ways to “economize” such facilities.
A review of existing literature reveals wide variation in perspectives and in the kinds of
information expected by different stakeholder groups. The central challenge for urban
planners, policy officials, and researchers from closely aligned ﬁelds is to focus on the
beneﬁts of bicycle facilities that pointedly satisfy certain criteria. After reviewing existing
literature, canvassing available data and methods, and consulting a variety of policy
officials, the team suggests that to be most useful for urban transportation planning,
bicycling beneﬁts need to be
•
•
•
•
•

Measured on a municipal or regional scale,
Central to assisting decision-makers about transportation/urban planning,
Estimable via available existing data or other survey means,
Converted to measures comparable to one another, and
Described for both users and non-users (i.e., the community at large).

There are several ways to describe the different types of beneﬁts and to whom they
apply. The suggested strategy for considering benefits of different facilities is guided
by previous research. The ﬁrst level distinguishes between beneﬁts realized by the user
versus the community at large. These can also be thought of as direct and indirect beneﬁts. Within each of these user groups, one can identify speciﬁc types of beneﬁts. The team
identiﬁes, prescribes, and demonstrates strategies to measure different types of beneﬁts
within each user group.
BENEFIT-COST ANALYSIS OF BICYCLE FACILITIES

The team completed extensive research to reliably quantify the value individuals ascribe
to various bicycle facilities. For example, using a combination of primary data analysis,
secondary data analysis, and literature review, this research uncovered the following:
• An on-street bicycle lane is valued at 16.3 min, not having parking along a route is
valued at 8.9 min, and an off-road improvement is valued at 5.2 min, assuming a
typical 20-min bicycle commute;
• Three types of facilities are valued differently by urbanites and suburbanites when
measuring the effect of access to cycling-related infrastructure on home values. For
example, a home 400 m closer to an off-street facility in an urban area nets $510;
• Individuals who attain at least 30 min of physical activity per day receive an annual
per capita cost savings of between $19 and $1,175 with a median value of $128;
• Savings per mile in terms of reducing congestion are assumed to be 13 cents in urban
areas, 8 cents in suburban areas, and 1 cent in towns and rural areas.
Based on such ﬁndings and other analysis, the team crafted a set of guidelines to be used
by transportation professionals and government agencies to better integrate the planning
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of bicycle facilities into the transportation planning process. The web-based guidelines
(available at: http://www.bicyclinginfo.org/bikecost/) assist state departments of transportation and other state, regional, and local agencies in considering bicycling in all
transportation projects. Additionally, the guidelines will support local agencies’ review
of bicycle projects as part of their transportation improvement plan.
Transportation planners will be able to use the guidelines for the following purposes:
• Estimating the cost of speciﬁc facilities on the basis of type and key characteristics,
• Estimating how a facility will impact the overall bicycling environment in an area,
and implicitly how it will affect the amount of riding based on characteristics of
the facility and of the surrounding area,
• If information is available for calibration, estimating the usage of a facility and the
change in usage of complementary and/or competing facilities,
• Estimating the speciﬁc types of beneﬁts and their relative sizes based on characteristics of the facility and of the surrounding area.
The guidelines consist of a “tree” of questions, starting with general information and
working toward more speciﬁc details. The ﬁrst step of the interactive tool is to choose the
geographic location and type of facility to be considered. Questions then work from the
general to the speciﬁc, reﬁning the results (and the subsequent questions) as more information becomes available. The program only asks questions applicable to the facility type
and types of analysis requested. For example, pavement type only applies to cost analysis,
but the setting (urban/suburban/rural) applies to cost, demand, and beneﬁts. In the end,
users are presented with an estimate of the costs, demand, and beneﬁts of the proposed
facility.
While all the cost, demand, and beneﬁt ﬁgures in the tool are calculated from previously
available sources, the web tool is the ﬁrst attempt to bring this kind of information together
in an easy-to-use application. The tool can be used at many levels: a neighborhood group
considering lobbying for a facility might input minimal speciﬁcations to get ballpark
ﬁgures, while a professional planner could enter highly detailed information and receive
substantially more accurate cost, demand, and beneﬁt output.
INTRODUCTION

Planning and policy efforts at all levels of transportation planning aim to increase
levels of walking and bicycling. Such enthusiasm is shared by travel researchers, transportation professionals, public health practitioners, and policymakers. In many cases,
initiatives are motivated by a desire to reduce auto use and its attendant environmental
consequences (e.g., pollution and natural resource consumption). They may also be motivated by concerns of livability, public health, or physical activity. In response, urban
planners, transportation specialists, elected officials, and health advocates are all looking
to non-motorized travel to address myriad concerns, whether they are environmental,
congestion, health, or quality of life.
Such initiatives are not new. For example, 10 years ago The National Bicycling and
Walking Study (1) put forth the goal to double the level of bicycling (and walking) in
the United States. A Federal Action Plan was subsequently developed to spur this process.
In the period since this landmark publication, much has been done to promote bicycling
for recreation and as a mode of transportation, including increased funding for facilities.
However, there remains a particularly weak foundation of knowledge to guide estimates
for how facilities for bicycling and walking could be better valued.
To make the best use of limited transportation funds there is a critical need for better
information about two important aspects of bicycle facilities. The ﬁrst is the costs of
different bicycle investment options. The second is the value and effects such investments
will have on bicycle use and mode share, including the resulting environmental, economic,
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public health, and social beneﬁts. Decisions on transportation projects are typically based
on the potential for the project to contribute to broad public policy goals. Such information as it relates to bicycle projects assists decisionmakers in developing modal options
and providing travelers with more transportation choices.
This research project developed guidelines to measure the beneﬁts and costs in order
to achieve the following principal objectives:
• Help compare investments in bicycling with other modes,
• Provide tools and knowledge for choosing bicycle facilities, and
• Integrate cycling—and its beneﬁts and costs—into the general transportation planning
process.
Some goals, such as minimizing costs, can be quantified and are relatively straightforward. Such analysis is usually addressed as an element of traditional beneﬁt-cost
analysis and this estimation is essential to capital improvement project evaluation. The
degree to which such estimates have been applied to bicycle facilities is scant. Estimating
the beneﬁts is considerably more challenging due to lack of data and lack of available
robust methodologies. Even procedures for estimating the demand of cycling are fraught
with difficulty. Assuming the demand for cycling is known and can be quantiﬁed, its
value is difficult to convert to a monetary measure. For example, levels of various types
of air pollutants are continually measured, but there is a range of estimates around the
monetary value that should be associated with a given level of a pollutant. Other beneﬁts,
such as the ability to contribute to strong communities or “smart growth” initiatives are
particularly elusive. This report contains the results of research centered on three contributions that pertain to cycling facilities including determining costs, the demand, and
monetary beneﬁts that result.
The guidelines developed as part of this project are designed to be used by transportation planners, policy advisors, elected officials, project managers, engineers, and advocates
and representatives from neighborhood organizations. This report refers to this broad
group as planners or transportation planners.
The report is made up of three parts. The ﬁrst part (Chapter 1) describes a method for
transportation planners to estimate the costs of different types of bicycle facilities. The
model responds to user inputs (based on characteristics of a proposed bicycle facility)
and provides the user with baseline knowledge on estimated costs. An example of the
cost model is shown in Table 1.
The second part (Chapter 2) outlines a “sketch planning” method to estimate the
number of daily bicyclists in an area using readily available data. The sketch planning
tool is based on extensive literature review and research that drive its application. Two
aims of this application are to (1) ascertain the nature of the facility being considered
(e.g., geographic scope, type of facility) and (2) determine the type of demand estimate
desired (e.g., use of a particular facility and expected increase in total demand resulting
from a new facility). The tool provides a range of possible demand levels for a given
situation based on National Household Travel Survey (NHTS) and census commute to
work data. This research provides the impetus for creating a tool in which the user is
also able to choose an estimate based on a range by applying local knowledge.
The third part (Chapters 3, 4, and 5) describes the process used to develop guidelines to
measure beneﬁts associated with bicycle mobility improvement. Chapter 3 offers strategies used to estimate various types of economic beneﬁts from bicycle facilities. Beneﬁts
to users include increased mobility, health, and safety. Beneﬁts to the community include
decreased auto use and improved livability and ﬁscal conditions (see Figure 1). Chapter 4
describes how the research from the previous three chapters is translated into guidelines.
Chapter 5 provides ideas for applying the guidelines to the transportation planning process.
Appendices A through J follow the main body of the report and provide details on the
methodology for the research contained with this report.
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TABLE 1 Cost worksheet example
Input

ITEM

DESCRIPTION

Width (Feet)

Depth
(Inches)

BASE YR
(2002)

Itemized COSTS

UNIT

Boston
MAB
2002

City
State Code
Build Year
1.00
1.10
1.11
1.12
1.13
1.14
1.15
1.20
1.21
1.22
1.23
1.24
1.25
1.26
1.30
1.31
1.40
1.41
1.42
1.43
1.44
1.45
1.50
1.51
1.52
1.53
2.00
2.10
2.12
2.13
2.20
2.21
-

Length
(Feet)

Units

English Units

Roadway Construction
Earthwork
Clearing and Grubbing
Excavation
Grading
Pavement Removal
Curb/Gutter Removal
Earthwork Contingency
Pavement
Portland Cement Concrete Pavement
Bituminous Concrete Pavement
Crushed Stone Surface
Aggregate Base
Curbing
Curb Ramps
Drainage
Storm Drains
Pavement Markings
Bicycle Arrow
Bicycle Symbol
Bicycle Box (colored pavement)
Lane Striping
Shared Lane Marking (sharrow)
Landscaping
Landscaping - Grass
Landscaping - Trail
Root Dams
Structures
Bridge
Bridge Deck (concrete or steel)
Abutments
Bridge Contingency
Underpass
Underpass
Construction Estimate
Location Index
Construction Contingency

$
6 $
$
$
$

1,703
15
2,108
14
4
10%

acre
cu yd
acre
cu yd
l ft

$
$
$
$
$
$

-

5
3
3
4

$
$
$
$
$
$

142
135
37
28
22
1,068

cu yd
cu yd
cu yd
cu yd
l ft
each

$
$
$
$
$
$

-

$

113

l ft

$

-

$
$
$
$
$

53
71
9
3,266
71

each
each
sqft
mile
each

$
$
$
$
$

-

$
$
$

1,363
27,188
11

acre
mile
l ft

$
$
$

-

$
$

91
17,273
10%

sqft
each

$
$
$

-

$

3,840

l ft

$
$
$
$

-

$

-

16

125%
10%

TOTAL CONSTRUCTION COST

Beneficiary

To the User (direct)

Mobility
-enhanced
conditions
-shorter travel
distance

Health
-increased
physical activity
-decreased
health care costs

To the Community (indirect)

Safety
-decreased
crashes
-increased
comfort

Reduced
Auto Use
-decreased
congestion
-reduced
pollution

Livability

Fiscal

-proximity to
recreational
amenities
-increased open
space

-increased
economic
activity
-decreased taxes

Figure 1. Schematic presentation of beneﬁts by type.
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CHAPTER 1

ESTIMATING BICYCLE FACILITY COSTS

are grouped in the cost model as described in the following
subsections.

IDENTIFYING COSTS
Purpose

The purpose of the cost analysis is to provide transportation planners with a tool to estimate costs of different types of
bicycle facilities. The facilities described herein are generic
and independent of speciﬁc locations. The description therefore provides preliminary cost estimates. As more speciﬁc
information is gathered about a proposed facility, the planner
or engineer can develop more reﬁned estimates to reﬂect
these speciﬁcs or replace them with more detailed projectspeciﬁc estimates. The preliminary cost estimates can be used
as part of initial planning efforts to identify project funding
and develop project support.

On-Street Facilities
On-street bicycle facilities include bike lanes, wide shoulders, wide curb lanes, shared streets, and signed routes. For
cost estimation, this application describes the following construction activities:
Full Depth Pavement. Full depth construction includes
either a new road or complete reconstruction of an existing
road. Full depth construction may extend the width or length
of an existing road. The cost of including a bike lane or additional width for bicycles is considered as part of the larger
full depth construction roadway project.

Cost Elements

Costs for infrastructure projects are commonly broken into
two major categories: capital costs and operating costs. Capital costs are expenditures for constructing facilities and procuring equipment. These are viewed as one-time costs that
have both a physical and economic life of multiple years. Capital facilities and equipment have a multi-year life, and therefore are assets whose value can be amortized over time and
ﬁnanced over time with instruments such as municipal bonds.
For bicycle facilities, capital costs include all costs needed
to construct a facility or install equipment. Major elements of
capital costs include facility design, equipment procurement,
real estate acquisition, and construction. Other elements include planning, administration, and construction inspection.
Operating costs generally result in no tangible asset. Such
recurring expenses are commonly funded through annual
budgets. Operating costs for public facilities include maintenance such as cleaning, landscaping, equipment repair, security and safety, and supplies needed to conduct these activities. Some or all of these operating costs may be subsumed
into public agency operating budgets and be difficult to identify as discrete project-speciﬁc costs.
In this report, bicycle facilities are divided into three categories: on-street, off-street, and equipment. A bicycle facility
project may include one category or more. There are different facility types within these categories. The facility types

Overlay. Overlay pavement applies a new layer of bituminous concrete pavement to an existing paved surface. The
overlay pavement also may add paved shoulders over an existing gravel shoulder.
Striping. Striping includes removing, changing, or adding
street striping to provide a designated roadway space for bicycles. The space may be used exclusively for cyclists (e.g., a
separate bicycle lane) or shared (e.g., a wide curb lane). Roadway paving is typically not required. Travel lanes may be
removed, moved or narrowed to provide space for a bicycle
lane or wide curb lane.
Roadway striping is usually an element of paving projects.
As a freestanding project, roadway striping can be implemented in a relatively short time period and at a relatively
low cost compared with roadway construction projects. Local public works or streets departments can conduct striping
using agency staff or a contractor.
Signed Route. A signed route applies directional signs to
an existing roadway, identifying a single or series of bicycle
routes. A signed route is often located on a street with low trafﬁc volume or a route that connects two or more desirable destinations. Route signs may be placed in intervals as needed. A
signed route may be included as part of a larger full depth
construction, overlay, or striping project.
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Off-Street Facilities
Off-street bicycle facilities are separate from the motorvehicle oriented roadway and often are shared use paths or
trails. The trails may be adjacent to the roadway, or on an
abandoned railroad ROW, or on another separate facility
such as through public parks. The three types of path surfaces
reviewed were stone dust (ﬁne crushed stone), bituminous
concrete, and portland cement concrete. The cost of off-street
facilities varies widely based upon the pre-construction condition of the ROW and the elements that may be included in
the project. Preparing an individual site can be expensive if
the path is through an overgrown ROW with rocky or poor
draining soil or less expensive if on ballast of an abandoned
rail bed with rail and ties removed.
Other elements that can cause costs to vary widely are
bridges, drainage, and fencing. For each of these elements
the costs can range from zero with natural drainage and no
bridges, fencing, or lighting to substantial amounts for multiple custom bridges, a piped storm drain system, and a fully
fenced and fully lighted ROW. Landscaping can also vary
from low-cost loam and seed to more expensive planting of
shrubs, trees, benches, water features, and interpretive signs
typical of an urban park.
Other elements of off-street facilities such as striping and
signage are described in the On-Street Facilities subsection.

Equipment
Bicycle facilities also include several types of equipment.
Installation costs will vary depending on the type of equipment.
Signs. Signs are the principal cost of bicycle routes. Sign
types include regulatory signs, warning signs, and guide
signs. Signs are typically placed in accordance with the Manual of Uniform Traffic Control Devices (MUTCD) (2).
Traffic Signals. Typical traffic signals include pedestrian
walk signals. Cost estimates are provided for two- and fourleg intersections.
Barriers. Protection for bicycles and other vehicles may
be provided with gates or bollards at trailheads and fencing
along roads or trails as needed.
Parking. Bicycle parking equipment includes racks,
lockers, and rooms. Bicycle racks vary in size and price and
can be customized to a particular location. For cost estimation purposes, the “ribbon” or wave rack is used. It is important to mention, however, that in some cases this type of rack
often leads to misparked bicycles which limit its capacity.
The advantage is that this rack can be installed in lengths as
needed. In some settings, an inverted “U” type rack is considered more of an industry standard. Bicycle lockers are typ-

ically installed in public locations such as transportation centers or city properties, and in private locations such as company parking lots. The typical design of a locker unit has
capacity for two bicycles.
Conveyance. Conveyance equipment is the equipment
needed to transport bicycles on public transit. Typically, this
equipment is a bus rack, which holds up to two bicycles.
Variations include bus racks that hold three bicycles and interior racks on rail systems.

Bicycle Facility Cost Research

To identify and develop input data for the bicycle facility
cost model, the team reviewed a broad range of data sources.
The objective was to identify unit costs for the project elements previously described.

Data Sources
There were three principal sources used to collect bicycle
facility cost data.
Transportation Professionals. A survey of transportation professionals and suppliers was conducted to collect
information on costs of bicycle facilities and equipment. The
following groups or persons were contacted:
• Bicycle coordinator/planners at all state DOTs, and in
federal agencies,
• Selected local and regional transportation planners,
bicycle program managers, and transportation project
managers,
• Advocacy organizations such as the Rails to Trails Conservancy, and
• Requests for information distributed to the following
email lists:
– Association of Pedestrian and Bicycle Professionals
(APBP),
– Institute of Transportation Engineers (ITE)—Pedestrian and Bicycle Council,
– Bicycle Transportation Committee of the Transportation Research Board (TRB), and
– “Centerlines”—the bi-weekly e-newsletter of the
National Center for Bicycling & Walking.
Literature Review. A review of literature was conducted,
with a strong focus on available cost information through an
extensive Internet search.
Industry Information. Researchers reviewed construction industry data sources to identify unit prices for common
construction elements such as bituminous or concrete paving.
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In addition, industry data were used to identify and create
indices for geographic and temporal variations in both construction and real estate costs: Engineering News Record
(ENR) for construction cost information (3) and U.S. Department of Labor for consumer price index (4).
The methodologies used for developing each individual
unit cost are described in the following section.

Data Types
Available information on the costs of bicycle facilities
varies considerably. In most instances, data were obtained
from cost estimates of individual projects and contractors’
bid prices. In a few cases, data were gleaned from completed
construction projects.
Completed Projects. Several cost estimates were obtained
from completed projects, particularly rail trails and highway
construction projects. Although this data provides the most
reliable overall cost information, it generally was not available in sufficient detail to develop unit costs. For example,
the Rails to Trails Conservancy provides a comprehensive
database of trails built in the last 20 years throughout the
United States. Available information includes trail costs,
length, and year constructed. However, the database did not
provide information about unique features of a given project
such as number of bridges, soil conditions, and drainage.
Agency Estimates. Several state DOTs developed unit
cost estimates based on data that they have collected over
time. Speciﬁcally, the states of Florida, Iowa, and Vermont
developed cost estimate reports that outline unit costs, as well
as provide project level costs (e.g., bicycle trails per mile).
Bid Prices. Bid prices were also reviewed to identify
unit costs. Unit bid prices can sometimes vary from actual
cost when contractors include an allowance in the bid price
for uncertainty on actual quantities needed to complete the
construction.

METHODOLOGY FOR DETERMINING COSTS

This section describes an interactive online tool for transportation planners to develop preliminary cost estimates for
new bicycle facilities. The tool is based on a database built of
unit cost and cost indices. Users are prompted to enter several
characteristics about the size and type of a proposed facility
in three or four modules. The user is then provided with a preliminary cost estimate for the proposed bicycle facility.
The cost model provides a comprehensive estimate of capital costs including construction, procurement and installation of equipment, design, and project administration costs.
Costs are based on standard facilities constructed in the con-

tinental United States and are represented year 2002 dollars.
Indexes are provided to adjust for inﬂation to the project
build year and regional variations in construction costs. As
projects advance from early planning into design, project
specifications will become more precise and design engineers’
estimates will provide a more reliable estimate of construction costs. Accordingly, this application includes substantial
contingencies to account for both the preliminary nature of
the cost estimates and the absence of detailed project speciﬁcations.
Table 2, Table 3, and Table 4 display the cost model
tables. These spreadsheets show the cost models interface
with the user. The web page prompt instructs the user to designate the broad category of facility desired:
•
•
•
•

On-Street Facility Lane with Parking
On-Street Facility Lane without Parking
Off-Street Facility
Bicycle-Related Equipment (Cost estimate only)

Geography

Cost values for each element were gathered from a number of sources around the country. To normalize each cost
element to a national level, a construction cost index by state
or region was developed. The index is the Construction Cost
Index as published in the Engineering News Record (ENR),
June 30, 2003. This ENR index was chosen because it identiﬁes regional construction costs relative to the national base
of 1.00. The index identiﬁes 36 major construction markets
throughout the country. All major cities are not listed, nor are
all states represented. Table 5 shows the geographic index
that was used to control for regional differences in the construction costs.
For ease of use, the team developed an index for each state
based on the ENR index. Additionally, in states with significant variance in construction costs for urban centers, an
index for those urban areas was developed. In cities that have
high labor and or material costs, speciﬁcally New York City,
Boston, Philadelphia, and the Bay Area in California, separate rates were developed.
The 36 construction markets were mapped and then abutting states/regions with similar characteristics were assigned
to similar values. All states and select regions were assigned
a construction value. (See the chart below for the Normalized Index.)
The geographic index was applied to selected unit costs to
normalize base values geographically. When the model user
enters a project location (city and state) into the cost model,
the model applies the geographic index to the construction
cost to reﬂect costs for that state or urban area.
No data were available for Alaska or Hawaii. The user may
use the default national values, though it is suspected that
construction costs in both states may be higher than average
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TABLE 2 Cost descriptions and instructions
ITEM

DESCRIPTION

INSTRUCTIONS

City
State Code
Build Year

Enter city name from list in Downtown Table if applicable
Postal Code for state in which project is located with 4 exceptions: Boston area-MAB, Phil-PAP,NYCity-NYC;San Fran-CAS
Projected mid-year of construction

1.00
1.10
1.11
1.12
1.13
1.14
1.15
1.20
1.21
1.22
1.23
1.24
1.25
1.26
1.30
1.31
1.40
1.41
1.42
1.43
1.44
1.45
1.50
1.51
1.52
1.53
2.00
2.10
2.12
2.13
2.20
2.21
-

Roadway Construction
Earthwork
Clearing and Grubbing
Excavation
Grading
Pavement Removal
Curb/Gutter Removal
Earthwork Contingency
Pavement
Portland Cement Concrete Pavement
Bituminous Concrete Pavement
Crushed Stone Surface
Aggregate Base
Curbing
Curb Ramps
Drainage
Storm Drains
Pavement Markings
Bicycle Arrow
Bicycle Symbol
Bicycle Box (colored pavement)
Lane Striping
Shared Lane Marking (sharrow)
Landscaping
Landscaping - Grass
Landscaping - Trail
Root Dams
Structures
Bridge
Bridge Deck (concrete or steel)
Abutments
Bridge Contingency
Underpass
Underpass
Construction Estimate
Location Index
Construction Contingency

3.00
3.10
3.12
3.20
3.21
3.22
3.23
3.24
3.30
3.31
3.32
3.33
3.40
3.41
3.42
3.43
3.44
3.50
3.51
3.52
3.60
3.61
3.70
3.71
3.72

Equipment
Signs
Sign content and frequency vary by project, by state, and region.
Sign with Post
Unit cost includes sign, post, and installation for a bike lane sign or bicycle route sign (12' x 18'). Use actual local cost if available.
Traffic Signals
Bicycle Signal
Unit cost for a bicycle or pedestrian signal
Pedestrian Signal Activation - 4 Way
Cost for installation of a 4-way pedestrian/bicycle activated signal to an existing signalized intersection
Pedestrian Signal Activation - 2 Way
Cost for installation of a 2-way pedestrian/bicycle activated signal to an existing signalized intersection
Loop Detector
Cost of installation of a loop detector in the pavement to detect bicycles
Barriers
Gates
Gate for a trail or other purpose. Use local cost if available
Trail Bollards
Unit cost provided for single trail bollard.
Fencing
Materials $43,000/mile. Installation assumed at $48,000. Highly variable. Use local cost if available.
Parking
Bicycle Rack (Inverted U, 2 bicycles)
Single rack assumes the use of an inverted "U", a standard rack type. Unique designs may have a higher cost.
Bicycle Rack (Coathanger or similar, 6 bicycles) Racks designed to hold multiple bicycles. Can be customized to the desired length/capacity. "Coathanger" style racks are a good acceptable example.
Bicycle Locker (2 bicycles)
Assumes each locker unit holds two bicycles. Other designs are commercially available.
Bike Station
No default cost provided. Enter the estimated cost if known.
Conveyance
Bus Rack
Cost is the average cost from Sportworks, the primary supplier of bus racks in the US. High quantity
Interior Train Rack
No default cost provided. Enter the estimated cost if known.
Lighting
Street Lights
Street Light purchase and installation
Security
Emergency Call Boxes
Unit cost for a call box is provided. Call box is typical of what would be found on a road shoulder or sidewalk for emergency use.
Security Cameras
Unit cost for a security camera is an estimate and will vary based on location, means of data transimission, and hardware needs. Use local cost if known.

Clearing and grubbing is calculated by acre. Use the total acreage of the project that will be cleared of native vegetation
Unit cost is proviided in cubic yards. Estimate the total volume of excavation for specific project conditions.
Based on grading costs for a path with an assumed width of 10'
Unit price is based on removal of a cubic yard of either portland cement or bituminous concrete pavement.
Removal of existing curbs
Contingency for earthwork is variable. Use default or input best guess based on specifics of the project.
Identify the surface treatment. For full depth construction, aggregate base is necessary. Default depth of pavement is ____. Default depth of base is ____
Assumes a 5 inch pavement depth
Assumes a 3 inch pavement depth
Assumes a 3 inch stone surface depth
Assumes a 4 inch base. Use if full depth pavement construction.
Unit cost is median cost of cast-in-place concrete or granite curb. Concrete curbs may vary due to project size. Roadway projects will have smaller unit cost
Cost to install a single curb ramp. Includes removal of existing concrete sidewalk and replacing with a ramp.
Drainage provided
Markings needed vary by location, geometrics, sight distance, and local requirements. Consult AASHTO and MUTCD for guidelines.
Directional arrow as defined by AASHTO and MUTCD. Used in tandem with bicycle symbol. Usually, 2/bike lane/intersection.
Bicycle Symbol as defined by AASHTO and MUTCD. Used in tandem with bicycle arrow. Usually, 2/bike lane/intersection.
Colored box used as needed to increase visability. Unit cost for Thermoplastic application. Usually 2 per lane per intersection.
Striping for a bike lane (one side) or trail centerline. Assumes a 4" wide solid line.
No default cost provided for a sharrow. Assuming the cost of a bicycle symbol. Enter in local cost if known.
Landscaping costs are variable by terrain, adjacent land use, and existing conditions.
Unit cost is for basic seeding and mulching. Input higher estimated cost for other landscaping such as trees, sod, or furniture.
Unit cost assumes a "complete" landscaping effort including grading, grass, plantings, trees, etc as required.
Cost of root dam to protect tree roots from buckling pavement. Assume 18" deep plastic sheeting
Bridge costs are highly variable, especially the abutments. Unit costs for pre-fab steel structures are relatively constant.
Unit cost for the bridge structure, not including abutments. Bridge structure may be concrete or steel. Trail bridges are often prefabricated.
Highly variable. Rule of thumb provided. Best to use a project specific cost if available. Unit cost is for 2 abutments or for 1 bridge.

Cost of constructing an underpass of a roadway to accommodate bicycles.
Enter the location based on the Location Chart

TOTAL CONSTRUCTION COST

TOTAL EQUIPMENT COST
4.00
4.01
4.02
4.03
4.04
-

Real Estate
Rural/Undeveloped
Suburban/Single Family Residential
Urban/High Density Residential
Urban CBD
Real Estate Contingency

If the project is located in an undeveloped or rural area, enter city name from drop-down menu, if applicable
If the project is located in a primarily single family residential area, enter the value from the Residential Chart
If the project is located in a high density residential area, enter the value from the Urban Chart
If the project is located in the downtown area of a city on the Downtown Chart, enter the value in the 2002 Rate column

TOTAL REAL ESTATE COST
-

Administration (Construction)
Planning (Construction)
Design/Engineering
Field Inspection
SUBTOTAL PROJECT COST

- Project Contingency

Overall project contingency.

TOTAL BASE YEAR CAPITAL COST

Default base year is 2002. Unit prices reflect 2002 costs.

TOTAL BUILD YEAR CAPITAL COST

The build year is the midpoint of construction period of the project.

5.00 Operations and Maintenance
5.10 Maintenance

Enter in mileage of trail or road maintenance. Output will be the cost of maintenance per year

TOTAL OPERATIONS AND MAINTENANCE
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TABLE 3 Cost worksheet, part 1
Input

ITEM

DESCRIPTION

Length
(Feet)

Width (Feet)

Depth
(Inches)

BASE YR
(2002)

Itemized COSTS

UNIT

Boston
MAB
2002

City
State Code
Build Year
1.00
1.10
1.11
1.12
1.13
1.14
1.15
1.20
1.21
1.22
1.23
1.24
1.25
1.26
1.30
1.31
1.40
1.41
1.42
1.43
1.44
1.45
1.50
1.51
1.52
1.53
2.00
2.10
2.12
2.13
2.20
2.21
-

Units

English Units

Roadway Construction
Earthwork
Clearing and Grubbing
Excavation
Grading
Pavement Removal
Curb/Gutter Removal
Earthwork Contingency
Pavement
Portland Cement Concrete Pavement
Bituminous Concrete Pavement
Crushed Stone Surface
Aggregate Base
Curbing
Curb Ramps
Drainage
Storm Drains
Pavement Markings
Bicycle Arrow
Bicycle Symbol
Bicycle Box (colored pavement)
Lane Striping
Shared Lane Marking (sharrow)
Landscaping
Landscaping - Grass
Landscaping - Trail
Root Dams
Structures
Bridge
Bridge Deck (concrete or steel)
Abutments
Bridge Contingency
Underpass
Underpass
Construction Estimate
Location Index
Construction Contingency

16

$
6 $
$
$
$

1,703
15
2,108
14
4
10%

acre
cu yd
acre
cu yd
l ft

$
$
$
$
$
$

-

5
3
3
4

$
$
$
$
$
$

142
135
37
28
22
1,068

cu yd
cu yd
cu yd
cu yd
l ft
each

$
$
$
$
$
$

-

$

113

l ft

$

-

$
$
$
$
$

53
71
9
3,266
71

each
each
sqft
mile
each

$
$
$
$
$

-

$
$
$

1,363
27,188
11

acre
mile
l ft

$
$
$

-

$
$

91
17,273
10%

sqft
each

$
$
$

-

$

3,840

l ft

$
$
$
$

-

$

-

125%
10%

TOTAL CONSTRUCTION COST

because of their remote locations. The user is encouraged to
enter construction factors if known.
Inﬂation

The team researched cost values for each cost element.
One or more cost values were obtained for each element. The
team chose the cost from the source determined to be the most
reliable, representative, or current.
The Producer Price Index for highway and street construction was used to adjust construction costs to the base year. The
Consumer Price Index for housing was used for real estate
costs. Both indexes are compiled by the U.S. Bureau of Labor
Statistics. Data for the years 1987–2003 were collected for
both indexes.
All construction values were normalized to a base year of
2002. Inﬂation factors were developed to convert unit costs
from 2002 levels to the build year. Growth rates for both the
construction and real estate costs were projected from the
1987–2003 data by the Microsoft® Excel growth function.

The growth function predicts the exponential growth by
using the existing data. The projected growth rates were then
used to predict construction and real estate costs up to the
year 2012 based on the midpoint of construction entered by
the user.
The user is then asked to provide more speciﬁcs on facility
type (those selecting on-street facilities will be asked to
choose bicycle lanes or paved shoulders, for example, while
those choosing equipment would see bus racks and bicycle
lockers as options). Each of these facility types, in turn, triggers additional user prompts on site characteristics (terrain,
current land ownership, etc.) and speciﬁcations (width, length,
number of signs). The database has been set up to be as comprehensive as possible given available cost data, while being
sufficiently simple to allow planners to generate preliminary
cost estimates quickly without exhaustive research into speciﬁc project components at an early stage of planning.
The final column in the interface section of the spreadsheet provides preliminary estimates of capital costs for speciﬁc facility types. The resultant cost estimate along with the
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TABLE 4 Cost worksheet, part 2
3.00
3.10
3.12
3.20
3.21
3.22
3.23
3.24
3.30
3.31
3.32
3.33
3.40
3.41
3.42
3.43
3.44
3.50
3.51
3.52
3.60
3.61
3.70
3.71
3.72

Equipment
Signs
Sign with Post
Traffic Signals
Bicycle Signal
Pedestrian Signal Activation - 4 Way
Pedestrian Signal Activation - 2 Way
Loop Detector
Barriers
Gates
Trail Bollards
Fencing
Parking
Bicycle Rack (Inverted U, 2 bicycles)
Bicycle Rack (Coathanger or similar, 6 bicycles)
Bicycle Locker (2 bicycles)
Bike Station
Conveyance
Bus Rack
Interior Train Rack
Lighting
Street Lights
Security
Emergency Call Boxes
Security Cameras

$

200

each

$

-

$
$
$
$

10,000
3,900
1,900
1,500

each
each
each
each

$
$
$
$

-

$
$
$

1,500
130
13

each
each
l ft

$
$
$

-

$
$
$
$

190
65
1,000
200,000

each
per bike
each
each

$
$
$
$

-

$
$

570
-

each
each

$
$

-

$

3,640

each

$

-

$
$

5,590
7,500

each
each

$
$

-

$

-

$
$
$
$
$

-

TOTAL EQUIPMENT COST
4.00
4.01
4.02
4.03
4.04
-

Real Estate
Rural/Undeveloped
Suburban/Single Family Residential
Urban/High Density Residential
Urban CBD
Real Estate Contingency

$
$
$
$

9,234
65,805
23
56
20%

acre
acre
sqft
sqft

TOTAL REAL ESTATE COST
-

Administration (Construction)
Planning (Construction)
Design/Engineering
Field Inspection

6%
2%
10%
2%

SUBTOTAL PROJECT COST
- Project Contingency

30%

$

-

$
$
$
$

-

$

-

$

-

TOTAL BASE YEAR CAPITAL COST

1.00

2002

$

-

TOTAL BUILD YEAR CAPITAL COST

100%

2002

$

-

6,500

mile/yr

$

-

$

-

5.00 Operations and Maintenance
5.10 Maintenance

0

$

TOTAL OPERATIONS AND MAINTENANCE

formula is presented on the ﬁnal module. The formulas consist of unit cost ﬁgures (such as paving per cubic yard and
land cost per acre), quantities and dimensions (length, width,
number) as well as indices to adjust to regional or subregional (urban/suburban/rural) markets.
A draft catalog of these unit costs and other input is
included in the box in the upper right corner of the spreadsheet. Some of these values (e.g., regional cost indices) are
included in the cost database; others (e.g., project speciﬁcations and location) are input by users as they respond to
prompts. In addition to the cost estimate, the ﬁnal screen also
allows users to access information on the source of all values
(i.e., ENR regional construction cost indices). All basic
inputs to the cost computation are default values that can be
adjusted according to user speciﬁcations. For example, the

user can provide more accurate land cost information for the
facility site than the default value.
The following text, which corresponds to Tables 1–4,
describes each cost component and the justiﬁcation of the
default value (indicated by “*” in the following subsections).

1.00 Roadway Construction

1.10 Earthwork
1.11 Clearing and Grubbing. The Iowa DOT’s Iowa
Trails 2000 report was the only source that identiﬁed a specific cost for the clearing and grubbing component of trail
construction. Estimated at $2,000 per acre, this figure was
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adjusted to $1,703* to reﬂect construction costs in 2002 in
Ohio, the baseline location for regional variations in construction costs (5).

TABLE 5 Normalized index by state
or region
Normalized Index by State or Region
State
AK
AL
AR
AZ
CA
CAS
CO
CT
DC
DE
FL
GA
HI
IA
ID
IL
IN
KS
KY
LA
MA
MAB
MD
ME
MI
MN
MO
MS
MT
NB
NC
ND
NH
NJ
NM
NV
NY
NYC
OH
OK
OR
PA
PAP
RI
SC
SD
TN
TX
USA
UT
VA
VT
WA
WI
WV
WY

Location
All
All
All
All
Except Bay Area
Bay Area
All
All
All
All
All
All
All
All
All
All
All
All
All
All
Western
Eastern
All
All
All
All
All
All
All
All
All
All
All
All
All
All
Upstate NY
New York City Metro
All
All
All
Except Philadelphia
Philadelphia Area
All
All
All
All
All
All
All
All
All
All
All
All
All

Index
0.90
0.90
1.00
1.10
1.40
1.00
1.15
1.05
1.05
0.90
0.95
1.15
0.95
1.20
1.00
0.90
0.95
0.90
1.10
1.25
1.05
1.10
1.15
1.15
1.15
0.90
0.95
0.95
0.90
0.95
1.10
1.25
0.95
0.95
1.10
1.40
1.00
0.90
1.10
1.05
1.25
1.15
0.90
0.95
0.90
0.90
1.00
0.95
0.95
1.10
1.15
1.10
1.00
0.95

1.12 Excavation. An Internet search was conducted to
identify estimated excavation costs. The expectation was that
information would not be available speciﬁcally for bike trail
projects. However, general excavation costs for roadway projects were sought to approximate bike trail excavation costs,
as well as a bike lane’s share of roadway excavation costs. A
review of several websites resulted in a range of excavation
costs, typically provided in cost per cubic yard. The Contra
Costa Bicycle Pedestrian plan uses a wide range of $10–$50
per cubic yard for excavation for a shared use pathway (6).
Advanced Drainage Systems, the largest manufacturer of
drainage equipment, identified $5 to $15* per cubic yard as
the national standard range for excavation costs (7).
Because this factor is based on volume rather than facility
length, its use will require some understanding of excavation needs for the speciﬁc bike facility.
1.13 Grading. Trail grading estimates were also taken
from the Iowa Trails 2000 report with the same adjustments made for regional differences and cost escalation to
arrive at $2,555* per trail mi (5). The Iowa report estimate
was based on a 10-ft wide hard surface trail.
1.14 Pavement Removal. A layer of pavement is often
removed prior to an overlay. An engineering estimate from
the city of Chino in southern California identiﬁes both portland cement and bituminous concrete pavement removal at
$15.60* per cubic yard (8).
1.15 Curb/Gutter Removal. Removal of curbing was
given in a report from the San Francisco Department of Parking and Traffic at a cost of $5* per linear ft (9). This cost is
used in the model.
1.20 Pavement
Bicycle facilities on roadways are typically paved in bituminous concrete or portland cement concrete. Brick, paving
stones, or other materials are occasionally used in select situations. Trails may also be paved in a soft surface such as
crushed stone, or a natural surface. The cost model provides
the user with a selection of the three most common trail surfaces; portland cement concrete, bituminous concrete, and
crushed stone. Depth of pavement and aggregate base will
vary at the project and at the regional level.
The unit cost of an installed concrete path was derived from
the survey of bikeway projects. However, the survey data were
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highly variable in the speciﬁcity of information provided about
the facility and what elements of construction were included
in the costs. In addition, unit costs were often provided using
different methods such as miles or square feet. To normalize
the cost data to a common measure, all costs were converted
to cubic yards. In instances in which all pathway dimensions
were not provided, standard dimensions were assumed for
pathway width and depth. Bike paths were assumed to be 10 ft
wide and bike lanes on roadways, 5 ft wide. Depth of ﬁnish
pavement was assumed to be 5 in. for portland cement, 3 in.
for bituminous concrete and 3 in. for stone dust surfaces.
Depth of pavement will vary by location, soil conditions, climate, cost, and other factors. The aggregate base was assumed
to be 4 in. deep. These assumptions are derived from the survey results. The cubic yard measures were further adjusted to
a 2002 base year using the factors described at the end of this
section for adjusting costs by year of construction. Factors for
regional cost variance as described earlier were applied to
further normalize the costs. The model user should also be
aware that pavement design could affect the functional and,
in turn, the economic life of the pavement. Because pavement
life depends on a number of variables unique to a site, no
adjustment has been made for life of pavement in the model.
The resulting unit costs still had wide variation most likely
resulting from varying scope. Some costs may have been limited to the marginal cost of additional paving as part of a roadway project. Others may have included clearing and grubbing,
excavation, and drainage. Median values from the sample were
used to provide an estimate of paving costs.
1.21 Portland Cement Concrete Pavement. Portland
cement concrete pavement is used in many regions of the
country. Ten of the surveyed projects speciﬁed concrete
paths and the median unit cost is employed in the model.
The selected median value of $142/cubic yard* is between
the low cost of $84/cubic yard for an Iowa DOT project (5)
and the high of $189/cubic yard for widening a bike lane
by 1 ft in Wisconsin (10).
The research on concrete pavement provided a wide range
of values. Given this range and the skew, it was decided a
median value would best reﬂect the value at the national level
of concrete pavement. State or regional conversions factors
would then be applied to convert to local costs.
1.22 Bituminous Concrete Pavement. Bituminous concrete pavement is the most common surface for both roadways and trails. The unit cost of $135/cubic yard* for bituminous concrete paving used in the cost model represents the
median cost from a sample of 26 bikeway projects that speciﬁed the use of bituminous concrete paving. The value falls
between the cost of widening a bike lane by 1 ft in Wisconsin
in 2002 (10) and the 2004 estimated cost of adding 4-ft wide
shoulders to a roadway in South Dakota (11).

1.23 Crushed Stone Surface. A crushed stone surface is
a commonly used lower cost method of surfacing for trails
with low use, in rural areas, in environmentally sensitive
areas to minimize run-off, or other reasons as locally speciﬁed. Only two of the sample responses speciﬁed costs for a
stone-surfaced path. A cost range of $240 to $359/cubic yard
was derived from estimates provided by The Rails to Trails
Conservancy (12). A cost of $37/cubic yard* was derived
from a 2000 Iowa DOT report cost (5). This value is consistent with other paving values whereas the Rails to Trails
numbers appear to represent full trail construction rather than
just the cost of surfacing.
1.24 Aggregate Base. A value of $28/cubic yard* for a
granular base was derived from the Iowa Trails 2000 (5).
This was the only source in the survey that speciﬁed a cost
for the granular base.
1.25 Curbing. Curbing is often required when a road is
built or rebuilt. Curbing is typically cast-in-place concrete;
however, in the Northeast region, granite or other stone material is often used as a curb material. The Vermont Agency of
Transportation (VTrans) projects a range of costs for concrete curbing. Cast-in-place concrete curbing is $16 to $22
per linear ft as part of a larger roadway project and $26 to $37
per linear ft as part of a sidewalk project. The cost of granite
curbing is estimated at $24 per linear ft* (13), which is an
average of the midpoint values of concrete and granite curbing costs.
1.26 Curb Ramps. Curb ramps are located at the corners
of intersections (either one or two per corner) providing accessible access between the sidewalk and street. According to the
Public Works director at the City of Berkeley, the typical cost
is $1,200 to install a curb ramp, including removal of existing
curbs (14).
1.30 Drainage
1.31 Storm Drains. The best information found on
drainage costs was in the Dutchess County, New York: 2002
Hopewell Hamlet Pedestrian Plan (15). This planning document included cost information on dozens of components of
a village-wide pedestrian improvement project. Costs were
identiﬁed as $113 per linear ft* for drainage pipes.
Storm drains include only the cost of the pipe by length.
Drainage is site speciﬁc and varies signiﬁcantly. This report
included only the cost of the pipes as a representative indicator of drainage costs. Complete estimation of drainage cost
would include the cost and number of drain grates and excavation and ﬁll requirements. Those factors are difficult to estimate at the planning level; hence the cost is based solely on
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the length of the pipe. At one extreme, no formal drainage may
be provided. This could be on ﬂat terrain with soil and vegetation along the edges to absorb and retain the runoff. At the
other extreme, storm drains could include catch basins with
sumps, grates, and a network of pipes. Because of the wide
variance in drainage scope and cost, as determined by site conditions and facility design, only cost of the pipes is included.

marking is used on roadways where signiﬁcant volumes of
bicycles may be present but there is no physical space for a
bicycle lane. These markings are often used on roadways
with two or more lanes in the direction the symbol is applied.
The shared lane marking typically consists of a bicycle symbol with a directional arrow. California now uses a bicycle
symbol and two chevrons. Given the similarity in size and
application to the bicycle lane symbol, the cost of the bicycle lane application is used for the shared lane marking.

1.40 Pavement Markings
1.41 Bicycle Arrow

1.50 Landscaping

1.42 Bicycle Symbol. Cost information on pavement
arrow markings (which include the use of a typical bicycle
symbol) were collected during an interview with the Cambridge, Massachusetts, bicycle coordinator (16). The city has
used both tape and thermoplastic markings. However, the
more expensive tape markings ($150 each) are more durable
than the less expensive thermoplastic ($60 each*) when
installed properly. The city has had problems with tape
installation in the past and so it has shifted to thermoplastic
exclusively.
Guidelines for the number of arrows and symbols needed
are as follows: bicycle arrows and symbols “shall be placed
immediately after an intersection and at other locations as
needed” (2, 17).
1.43 Blue Bike Lanes. Recently, bike lanes in high traffic or congested areas have been identified with color
markings to increase lane visibility. Color markings have
been used in Europe for a number of years and more
recently in the United States. Portland, Oregon, and Cambridge, Massachusetts, mark the pavement in blue while
Burlington, Vermont, uses a blue-green color.
In Portland, Oregon, in a study conducted by Hunter et al.
(18), the city identiﬁed seven different materials that can be
used to mark the pavement. The materials were tested for
durability, visibility, and cost. Recent experience by the City
of Cambridge has identiﬁed thermoplastic as the material of
choice because of its combination of durability and affordability. The cost of materials and installation in Cambridge
was reported to be $10/sqft*.
1.44 Lane Striping. Lane striping delineates travel
lanes, shoulders, and bike lanes. The most common width
for bicycle lane striping is 4 in. The Virginia Department of
Transportation, as reported by the Pedestrian and Bicycle
Information Center, has estimated the cost of a 4-in. bike lane
stripe at $0.60 per linear ft or $3,405 per mi* (19). The Oregon Bicycle and Pedestrian Plan identiﬁes a cost of “as little
as $2,000 per mile” (20).
1.45 Shared Lane Marking. The shared lane marking is
a recent evolution in bicycle facility implementation. The

1.51 Landscaping—Grass
1.52 Landscaping—Trail. Although information speciﬁc to bicycle lanes or trails was preferred, landscaping costs
associated with highway projects should provide comparable
cost information. Two sources in North Carolina provided per
mile landscaping costs for bicycle lane median landscaping—
Cary (21) and the Asheville Greenway 2003 Master Plan
(22). Both sources recorded landscaping costs to be roughly
$25,000/mi*. Additional information was provided by the
Iowa Department of Transportation (5). The Iowa cost was
for basic seeding and mulching by acre of land and was based
on highway projects. Figures from these sources are included
in the cost model to provide the user with a range of choices
from basic loam and seed (Landscaping—Grass) to more
park-like landscape treatment (Landscaping—Trail).
1.53 Root Dams. Root dams are installed around street
trees that are next to the roadway and sidewalk. The root
dam directs the roots downward, therefore preventing shallow roots that heave the sidewalk, road, or trail over time.
The cost of root dams ($10/linear ft) was taken from a rail
trail project on Cape Cod in Massachusetts (23).
2.00 Structures

2.10 Bridge
Bridge costs are presented in two categories: bridge decks
and bridge abutments. The cost of bridge decks is more predictable, and for short spans can be addressed with modular
structures. If circumstances require custom design then, with
the variety of bridge types and conﬁgurations, bridge costs
can become quite unpredictable. Bridge abutments are necessarily site speciﬁc in design and costs are difficult to predict reliably.
2.12 Bridge Decks (concrete or steel). A number of
sources for bridge costs were consulted including state DOTs
in Iowa (5), Florida (24), Vermont (13), and Wisconsin (10).
Ultimately, the Vermont data on bridge costs were selected
because they were specific to bike and pedestrian facilities
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and because they included a unit cost (square feet) that
could readily be applied to the model. The Vermont estimate
of $100/sqft* for bridge construction also appeared to be
consistent with the range of costs from the other state DOTs.
It should be noted, however, that the Vermont ﬁgures were
for spans of 100 ft or less.
2.13 Abutments. Bridge abutments support the bridge
span at either end and link it to the trail surface. Abutment
design can vary widely based on topography, geology, and
environmental constraints (wetlands in particular). Therefore little information on cost of abutments is transferable
from one setting to another. Users are encouraged to input
their own abutment cost based on local conditions if available. The Wisconsin DOT provided a bridge abutment cost
of $9,500 each* with the caveat that this cost is highly variable (10).

2.20 Underpass
2.21 Underpass. Grade separation of pedestrian and
bicycle paths is desirable when traffic volumes and speeds
discourage safe crossing of a highway, or railroad tracks, or
when necessitated by the crossing of a limited access highway. Cost estimates for underpasses will vary considerably,
depending on the geometric requirements of the speciﬁc site
method of construction, potential disruption to the surface
roadway or rail tracks, and the construction phasing required.
A 100-ft long pedestrian underpass under Route 1 in Woolwich, Maine, was built in 1999 for a cost of $400,000 or
$4,000/ft* (25).

3.00 Equipment

3.10 Signs
3.11 Sign with Post. Studies and reports where sign
costs had been speciﬁcally identiﬁed were reviewed to
develop estimates for the cost of providing signs along a
bicycle facility. The data sources did not always identify
whether or not costs included signposts or cost of installation
or only the cost of the uninstalled sign.
The Asheville Greenways 2003 Master Plan (22) provided
cost information for different sign types (informational,
direction, warning, etc). The New York City Bicycle Coalition provided information from Pittsburgh’s experience with
sign costs including installation and posts. Although there
was a range of sign costs from these sources ($55 to $1,000
per sign), most examples for installed signs were between
$100 and $250, with $200* being an amount identiﬁed by
three different sources (26).

3.20 Traffic Signals
3.21 Bicycle Signal. Bicycle signals provide an exclusive (or shared crossing with pedestrians or motorists) crossing at an intersection. The cost element is the installation of
a bicycle signal. The county of San Francisco provided an
estimate of $10,000* to install a bicycle signal (27).
3.22 Pedestrian Signal—4 Way
3.23 Pedestrian Signal—2 Way. Bicycles are legal
vehicles on the roadway; therefore, when riding on a roadway, cyclists are required to follow the same traffic signal
directions as motorists. In addition to roadway signals, there
are instances where a speciﬁc bicycle signal would be useful,
such as at road crossings of multipurpose trails. According
to the Florida DOT (24), a two-corner walk/don’t walk signal system with a signal head and activator costs $1,900.* A
four-corner system (with eight of each unit) costs $3,900.*
Additional costs result if a full signal system is installed.
3.24 Loop Detector. Loop detectors are typically used at
intersections to detect traffic. When activated, the detector will
initiate change of the signal to a programmed sequence. However, not all loop detectors detect bicycles. Loop detector
designs that accommodate bicycles are available. An estimate
of $1,500* developed for the County of San Francisco is used
in the cost model (28).

3.30 Barriers
3.31 Trail Gates. Gates are sometimes required on bicycle trails to prevent access by private motor vehicles while
providing access to public safety and security and maintenance vehicles. Cost information on security gates was not
available from the survey. Gate prices are being sought from
suppliers.
3.32 Trail Bollards. Typically bollards are placed at the
intersection of a trail with local streets or other locations
where passage of motor vehicles is prohibited and bicycles is
permitted.
The City and County of Denver, Colorado, prepared a report
of bid cost data of road construction projects for 1999 identifying a unit cost for bollards of $130 each* (29).
3.33 Fencing. Fencing is used for safety in some ROWs
that are shared with other vehicles. Fencing is also used in
some locations to protect private property, particularly in
densely developed urban areas. The per mile cost of 6-ft
black vinyl chain link fence with a top rail was developed
using a suppliers online calculator (30). The estimated cost
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was $43,000/mi uninstalled. The developed cost of installation
was estimated at $24,000/mi, for a total estimated cost of
$67,000/mi.* The installation cost assumes a ﬁve-person crew
for 2 weeks at $2,400/day.

not in use. The rack can hold two bicycles securely. The
racks, in constant view of the driver, are quite secure.
The primary supplier for bus racks is Sportworks located
in Woodinville, Washington. Sportworks reports the cost of
a bicycle rack as “approximately $549 per unit*” (33).

3.40 Parking
Bicycle racks are the most common method of securing a
bicycle. Bicycle lockers are also used, primarily at public facilities including train stations and other city property. Bicycle
lockers have the advantage of weather protection and greater
security for bicycles and gear.
3.41 Bicycle Rack (Inverted U, 2 bicycles). The most
common bicycle rack, particularly on city streets, is the
inverted U rack. In Boston, U racks were installed in 2003 for
a total cost including installation of $190 each* (31).
3.42 Bicycle Rack (Ribbon or similar, 6 bicycles). High
capacity bicycle racks are used at shopping malls, businesses, hospitals, and other locations with high demand for
bicycle parking. Most racks may be ordered in a desired
length and capacity as needed.
Virginia DOT reports a rack that holds 10 to 12 bicycles
to have an installed cost range from $325 to $730 (26). Using
the high-end number, the cost is estimated at $65 per bicycle
space.* Length and quantity of racks ordered will affect the
unit cost.
3.43 Bicycle Locker (2 bicycles). Bicycle locker units
typically hold two bicycles each. Installed bicycle locker
costs are reported by the Pedestrian and Bicycle Information
center as $1,000 per locker (32).
3.44 Bicycle Station. Bicycle stations are relatively new
in the United States. Bicycle stations vary in what is provided. They typically include bicycle storage facilities,
showers, bicycle and bicycle repair equipment rental, and
information about biking in the local area. Cost estimates to
develop a bicycle station will vary widely based on location.
The City of Bellevue in Washington State received a federal
grant of $200,000* to fund a bike station. This number is
used as a unit cost. Given the potential variability in cost,
model users are encouraged to seek a local cost if available.

3.50 Conveyance
3.51 Bus Rack. Bus racks have been institutionalized
throughout the country on many public transit systems. Bus
racks are mounted on the front of the bus and fold up when

3.52 Interior Train Rack. Bicycle racks have been
installed in public transportation vehicles, particularly light
rail and commuter rail cars. Installations to date have been
unique from agency to agency and even from vehicle to vehicle. One transit agency reported that installation of racks
added no cost to vehicle procurement. Due to the low cost
and limited availability, it is recommended that the cost
model user input an estimated cost based on local conditions.
3.60 Lighting
3.61 Street Lights. Street lighting will typically be a part
of a larger roadway project; however, lighting may be
installed as part of a trail project. A street light cost estimate
for the City of Chino, California, was $3,640 per ﬁxture* (8).

3.70 Security
3.71 Emergency Call Boxes. Emergency call boxes may
be a part of a bicycle facility project, particularly off-street
trails. The U.S. DOT Benefits and Costs Database provides
information on a call box project in Georgia. The average
cost for each call box including installation costs was about
$5,590* (34).
3.72 Security Cameras. Security cameras are often used
in public places and therefore may be used on public streets
or trails. The U.S. DOT Beneﬁts and Costs Database includes
the cost of a roadside detection camera using a closed-circuit
television (CCTV) video camera. The estimated cost of this
camera is $7,500* to $17,000. The low end of this cost is used
for the cost model. The cost cited includes installation of a
color video camera with pan, tilt, and zoom (PTZ) (35).

4.00 Real Estate

Alternative Sources of Data on Land Values
The procedures and data provided in the model are intended
as default values if other more traditional methods of obtaining land values are not used. The most direct method of obtaining an estimate of land value is to consult a local real estate
broker. If the land is “on the market,” a value can be immediately determined. A real estate broker can provide advice on
the difference between the asking price and the projected
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sales price. Property is almost always listed at a price higher
than the seller is willing to accept.
Another source of information on land values is the local
property assessor’s office. Property assessments are made for
all property in a municipality and are a matter of public record.
Staff is available in the office to aid in ﬁnding land value data
for a speciﬁc property. It is important to apply a factor that represents the ratio of assessed value to market value. Assessed
values are generally conservative and below market values.
Assessors usually keep information on the ratio of assessed
to market values.
A third method of estimating the value of a given property
is to have a land appraiser provide an estimate of value. Land
appraisals are normally done at later stages in a project and
can be expensive. Often three appraisals are required to ﬁrmly
establish the value of land. Appraisers often will provide a
“preliminary” estimate or “windshield appraisal” of land value
for a smaller fee, in anticipation of a full appraisal when one
is required for a project. Actual purchase prices can be higher
than the appraised value if the purchase is negotiated or if a
property value is contested in court.

Real Estate Values

median land value by state from housing values reported in
the Census of Housing.
Urban Land Values. Urban land prices were estimated
from an extensive listing of commercial property for sale compiled by C. B. Richard Ellis Company (37). There were not
enough listings for each state to provide a statistically defensible land value for each state. Using all the data of several
hundred listings yields a statistically defensible price for land
at the national level. The national price was estimated and
indexed for each state using the state’s median household
income. The derived U.S. average of $18.91/sqft* seems
reasonable absent more site-speciﬁc data.
Urban CBD Land Values. Estimates of land values for
53 downtown areas in U.S. cities were derived from rental
rates from a Spaulding & Slye Colliers Survey of Class A
Downtown Office Space Prices. Property value is generally
between 6 and 9 times annual gross rent and CBD land values are approximately 20% of the value of commercial property (38). Land prices for 53 urban CBDs were estimated
based on property values equal to 7.5 times annual rental
rates and a value of land equal to 20% of the property value.
Applying the Real Estate Component of the Model

Real estate values vary markedly by location throughout
the country and by density of development in the project
area. Unit prices for land acquisition were estimated for four
settings—rural, suburban, urban residential, and urban central business district (CBD).
Rural and Suburban Land Values. Estimates of per acre
land costs for rural and suburban areas by state were obtained
from the U.S. Census of Agriculture (rural land) and the U.S.
Census of Housing (suburban land). The latest data from the
Census of Agriculture (which is taken every 5 years) are for
2002. The latest data from the Census of Housing (which is
taken every 10 years) are for 2000. Data were updated to
2002 using the Consumer Price Index (CPI) for housing,
published by the U.S. Department of Labor’s Bureau of Labor
Statistics (4). An extrapolation of the data between 1987 and
2003 resulted in an annual rate of inﬂation of 2.5%.
Data are compiled by state in both the Census of Agriculture and Census of Housing. State-level data were thought to
be most appropriate for use because they reﬂect regional
variation in land costs and can be readily identiﬁed by the
cost estimator. Rural land value is reported by acre and can be
used directly (adjusted in accordance with the CPI for year).
Suburban property values are reported as the estimated value
for a home. To estimate the value of suburban land, the property value must be divided into land and building (improvements) components. Typically, the value of land accounts for
one-third of the total property value of single-family detached
housing (36). This factor was used to derive estimates of

Analysts using the model to estimate the land cost must
identify the following:
• The state in which the project is located,
• The city in which the project is located (if land is to be
acquired in a major urban CBD), and
• Whether the land is in a rural (undeveloped area), a suburban (single family home area), an urban (dense residential area), or an urban CBD area.
Whether an area is deﬁned as urbanized or is in a metropolitan area can be determined from U.S. Census information (accessible on the U.S. Census website at http://www.
census.gov/). The predominant land use of an area can be
determined from a land use map or an aerial photograph. A
zoning map may help as well because land values are partially determined by zoning.
Other Capital Costs

In any construction, there is a need for design, construction inspection, and administrative services.
Planning
Planning activities such as identiﬁcation of project needs,
deﬁnition of project objectives, project evaluation, and general deﬁnition of project scope tend to cost about 2% of the
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project cost for major transit projects. This value is also the
estimated cost of planning used by the state of Iowa as identiﬁed in the survey of bicycle facility cost data.

• Speciﬁcity of project scope,
• Time lag between estimate and actual construction, and
• Changing market conditions.

Design/Engineering

Project Scope

Design services are typically divided into basic services
and special services. Basic services are the efforts required to
perform basic design for a simple project. In addition to basic
services, most projects require special services for such
things as environmental assessment and permitting, community coordination, and custom design of features such as special landscaping or designing for unique soil conditions.
From the survey of bicycle project cost data, Iowa estimated
design fees as 7% of construction costs with an additional 5%
for construction phase services for a total of 12%. Vermont
estimated design fees at 10 to 30% of project costs (13).
Design fees for the General Services Administration, Property Development generally range from 8% to 12% of project
cost (39). Commonly, total design fees for public facilities
average about 10%. Based on the foregoing information, for
purposes of this project, a design fee of 10% of the construction cost has been used as a default value in the cost model.

As projects advance from concept through design to construction, the scope of the project becomes increasingly better
deﬁned. As a result, uncertainty declines and the appropriate
contingency in the cost estimate correspondingly declines.
Even with this progression, certain construction elements are
better speciﬁed than others (e.g., installing stock items, such as
signs or fences, is clearly speciﬁed with predictable costs).
Custom items (e.g., constructing bridge abutments, items
involving earthwork) are less well speciﬁed. Even with soil
sampling, actual soil conditions are only fully identiﬁed during excavation.

Inspection
Field inspection is required to ensure that work is being
performed in accordance with the construction contract
requirements and to ensure that quality standards are met.
Agency engineering staff would commonly perform inspection. Depending on the size of the job and availability of
agency staff, an agency might hire a separate contractor to
perform these services such as a “clerk of the works,” who
might provide both inspection and administration services.
For large transit projects, field inspection costs are about
2% of construction costs.
Administration
From the survey of bicycle projects, Vermont identiﬁed
administration costs as 10% of construction, real estate, and
design costs and Iowa cited project administration as 5% of
total costs. Project administration costs typically run at 6%
of construction costs + 2 % of planning and design costs for
major FTA-funded projects. Since planning and design costs
are typically a small portion of overall project costs, project
administration costs of 6% of construction estimates have
been assumed for cost estimating purposes.

Time Lag
The greater the lag in time between preparation of the cost
estimate and project construction, the greater the potential for
change in costs. An example of this is the increase in cost of
bituminous concrete with increasing oil prices. The base year
for the cost estimates is 2002. The contingency should reﬂect
the uncertainty of future costs.
Market Conditions
An additional element of uncertainty is market conditions
at the time of cost negotiations. Construction costs vary
depending on how active the construction industry is in the
area at the time project bids are sought. Additionally, real
estate values can be very unpredictable.
Considering the foregoing, an overall project contingency
of 20% has been applied to the base year of 2002 capital cost
estimate to reflect the uncertainty of future conditions. An
additional contingency of 10% has been applied to the construction cost estimate to reflect the general nature of the
project scope. Within construction, an additional 10% in contingency has been added for more unpredictable construction
activities, speciﬁcally earthwork and the construction of bridge
abutments. Finally, an additional 20% contingency has been
added to the real estate cost estimate to reﬂect the uncertainty
in predicting real estate markets.
It is recommended that the model user review the application of contingencies and adjust the contingencies in the model
as indicated by the level of uncertainty associated with speciﬁc
cost elements of the proposed project.

Contingencies
Total Build Year Capital Costs

Contingencies are included in cost estimates to reﬂect
uncertainty. Uncertainty in construction project costs is a
function of several factors:

Unit costs in the cost model are based on a base year of
2002. The year 2002 is the latest year for which a substantial
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amount of cost data is available for all elements. The construction, equipment, real estate, and contingency costs are
summed to obtain the total project cost in 2002 dollars.
Project construction occurs several years into the future. To
provide a more accurate assessment of the project cost, the
“build year” or midyear of construction is identiﬁed. For example, if construction is predicted to take 4 years and will start in
3 years (from 2004), the project completion year will be 2011.
The build year or midpoint of the construction will be 2009.
Researchers developed an inﬂation factor by extrapolating
the Producer Price Index Industry Data for Highway and Street
Construction from the period 1987 through 2003. When the
cost model user enters the build year into the model, the index
for the build year is applied to the 2002 base year costs to
provide estimated build year costs.

When bicycle facilities are elements of other, larger facilities, the maintenance costs are often subsumed into the cost
of the maintenance of the larger facility. Often the marginal
or incremental costs of added maintenance are so modest that
they are not accounted for as discrete facility costs. For example, for a roadway-widening project, it is difficult to discretely
identify the added operations and maintenance (O&M) costs
associated with the widening from the overall costs of maintaining the road. Accordingly, for most facilities it is assumed
that the added O&M costs are negligible.
A typical exception to this assumption is the cost of landscape maintenance for bicycle trails as discussed in section 5.10.

5.00 Operations and Maintenance

Research into trail maintenance costs identiﬁed a data source
that has been widely used by trail proponents to estimate costs.
Although independent sources were also identiﬁed, several trail
proponents used a Rails to Trails Conservancy breakdown of
maintenance costs for the year 2000. The cost items include
drainage maintenance, sweeping, trash removal, weed control, mowing, minor repairs, supplies, and fuel. The total
annual per mile cost is estimated at $6,500 (40).

Operations cost for bicycle facilities typically includes the
cost of security or policing the facility. Maintenance includes
pavement (sweeping, snow removal, and repair), drainage
(cleaning and repair of storm drains), traffic controls (pavement
marking, signs, and traffic signal maintenance), and landscape
maintenance.

5.10 Maintenance
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CHAPTER 2

MEASURING AND FORECASTING THE DEMAND FOR BICYCLING

INTRODUCTION

This chapter describes strategies to estimate the demand
for different types of cycling facilities. Such estimates form
the basis for user travel time and cost savings as well as estimates of reduced traffic congestion, energy consumption, and
air pollution. Several relatively comprehensive reviews exist
that estimate the demand for non-motorized travel. These reports range from adapting traditional transportation modeling
applications to devising speciﬁc applications and tools. Rather
than simply review these existing reports, this chapter focuses
on supplementing the knowledge gained from these reports
with new perspective and original research.
The team presents a way to understand the actual amount
of cycling based on different settings (as opposed to how it
is modeled or predicted). While several surveys and datasets
describe the amount of bicycling in the United States and
various smaller areas within it, no single effort has previously
reconciled the results of these different surveys and data
sources to develop a general overview of the amount of bicycling. Supplementing its own data analysis with these previous efforts, the team reconciles several seemingly conﬂicting
survey results and sets bounds on the amount of bicycling
that occurs in various geographic areas. The team uses this
as a basis for a simple sketch planning model for bicycle
planners to estimate demand in local areas.
The team also presents a detailed model to predict the
amount of cycling relative to cycling facilities in the cities
of Minneapolis and St. Paul, Minnesota. This analysis helps
advance the state of the art beyond simply describing the
techniques for demand modeling to evaluating how these
techniques can be reasonably applied by a planner seeking
reasonable results with limited resources. A principal utility
of this exercise was to present many of the difficulties associated with practices of predicting demand. Such difficulties
illustrate the limitations of applying traditional demand modeling applications.
The detailed bicycling demand analysis led to conclusions regarding the most practical ways of measuring and
predicting demand from the standpoint of a planner working with limited resources and data. Based on these conclusions, the team developed a draft sketch planning method for
measuring and predicting bicycling demand.i The method
develops ranges of estimates from limited and easily avail-

able datasets. A model easy to understand, use, and explain
has more value even if it is necessarily limited in its detail
and precision. This method has been incorporated into the
guidelines.
The literature review is described as follows: ﬁrst is the literature on measuring demand, including some original contributions; second is the literature on modeling demand, that
is, relating demand to bicycle facilities (the team makes original contributions by developing a demand model for the
Twin Cities area); and third is the demand literature discussion, which evaluates many of the problems with the traditional approach of predicting demand by relating demand to
underlying explanatory factors.

LITERATURE REVIEW

Simple and reliable tools to estimate and predict the amount
of bicycling in a given area, and how this amount depends
on the availability of bicycle facilities and other conditions,
would be useful for a variety of investment and policy decisions. However, while the desirability of such tools is generally recognized, and there have been a number of efforts to
model demand either speciﬁcally or generally, no modeling
technique or set of parameter values or even rules of thumb
have emerged as deﬁnitive. Measuring the amount of bicycling
occurring is an inexact science.
A good ﬁrst step in thinking about how to model bicycling
demand is to understand the types of questions that the model
might be used to answer. Porter, Suhrbier, and Schwartz (41)
list three major questions, paraphrased as follows:
• How many people will use a new facility?
• How much will total demand increase given an improved
facility or network?
• How does bicycling affect public objectives such as
reduced congestion and better air quality?
This question could be added: What are the total beneﬁts
that bicycling creates, including the beneﬁts to cyclists themselves, such as improved health and recreational opportunities? The answer to this and the previous questions could
be useful in justifying public spending on bicycle-related projects. The answers to the first two questions are likely to be
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more useful for technical analyses to prioritize projects
given limited resources.
Another way of approaching the problem is to note that
there are three different demand prediction objectives:
• Predicting the total amount of bicycling in an area or on
a facility,
• Predicting the marginal amount that total demand will
change given a change in facilities or policy, and
• Identifying areas where inadequate facilities appear to
be holding the level of bicycling below its potential, as
in the “Latent Demand” approach (42).
In principle, a model that explains the total amount of
bicycling as a function of “basic” factors including demographic, policy, and facility variables would answer all of
these questions at the same time. Most past work has taken this
kind of approach. The FHWA (43) and Texas Transportation
Institute (44) completed major surveys of non-motorized modeling techniques in the late 1990s; the majority of the efforts
they describe focused on predicting either commute shares or
total bicycle travel by referring to characteristics of the population and land use of the area being considered and to some
measure of the bicycling environment.
A second, less common type of demand prediction method
uses census commute-to-work shares, often combined with
other data, to provide an area-specific baseline of bicycle
usage. This can substitute for some of the unmeasured factors, attitudes toward bicycling in community and accessibility of neighborhoods to employment centers, that typically
are found to have a large and often unpredictable impact on
demand in the more “traditional” models.
At the extreme, these represent two completely different
ways of approaching the problem. Use of the traditional
approach relies on an (often unstated) assumption that relationships between demand and underlying explanatory factors
will be stable over time and transferable from one place to
another. The second approach relies more directly on what is
already known to be true about demand in a given area. This
method in principle is more limited because it does not
directly relate demand to changes in the underlying environment. However, within the short to medium time frames that
most bicycling forecasts are concerned with, it is more accurate to base predictions on known facts rather than on theoretical and possibly unproven relationships.
Section 2.21 describes the results of several surveys and
other measurements of general bicycling demand that have
been done during the last decade. The central aim is to
describe the results of these many different measurements in
one place to show that they are all roughly consistent when
differing methodologies are considered and to place general
bounds on the numbers that are likely to be observed. This
information forms the basis for the demand prediction guidelines. Section 2.22 describes the existing demand prediction
literature as well as efforts to develop a demand model for

the Twin Cities area. The team does not describe existing
literature in depth. It has already been well covered in recent
reports. It does address applying these models to practical
demand estimation, especially in situations where a planner
is constrained by limited data, time, or technical expertise.
These issues are explored in depth in section 2.23, which
develops an argument that the common demand modeling
objective to develop relationships between facilities and usage
by comparing different geographic areas is unlikely to provide useful results for a variety of reasons. These reasons are
derived from the analysis of bicycling rates and from some
ﬁndings from the team’s attempt to develop a demand model
for the Twin Cities area.

Measuring Bicycling Demand

This section describes the results of several surveys and
other measurements of general bicycling demand that have
been conducted during the last decade. The ﬁrst objective here
is to combine the results of many different measurements to
show that they are in fact all roughly consistent and to place
general bounds on the numbers that are likely to be observed.
The second objective is to demonstrate that the various measures of bicycling demand can be reconciled by a conceptual
framework in which there is a distribution of bicycle riding
frequencies over the population (see Appendix A).
Most of the information about the amount of bicycling
addresses the number of people who ride bikes, as opposed to
the number of trips or miles of riding. Because of the amount
of information that is available about riding frequency, the
team uses this as the measure of bicycling demand. At the end
of this section, the team addresses how this can be converted
into trips or distance calculations.
The surveys and other sources that address the frequency
of bicycling produce a wide variety of results. Each source
asks about a different time frame; the number of people who
ride a bike in a week will be larger than the number who ride
in a day. A key distinction that has to be tracked is that adults
are considerably less likely to ride a bike than are children,
regardless of the time frame being considered. These two
groups must be studied separately to avoid confusion or ambiguity. This is generally not an issue with most bicycling surveys, which tend to focus on adults. It is, however, a factor in
deriving numbers from general travel data collection surveys.
In the ensuing discussion and tables, the numbers refer
to adults 18 years old and older. In each case, the survey sample was randomly selected households, regardless of their
propensity or use of cycling. A summary of the ﬁndings of all
these sources is shown in Table 6.
Davis (50) takes a different approach by actually counting
the number of bikes on a fairly large sample of roads and bike
facilities in the Twin Cities and calculating the total amount
of biking in the region. In this approach, there is no information on who is biking or why, but only an estimate of the total
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TABLE 6 Measures of adult bicycling frequency
Source and Area

Measure

Range

1.4%

-

0.9%

-

NHTS, U.S. MSAs

-

0.2%-2.4%

NHTS, U.S. States

-

0.0%-2.2%

6.7%

-

-

4.5%-12.7%

%/month

-

3.5%-12.4%
16.6%-21.2%

27%

Travel Behavior Inventory, Twin Cities MSA

%/day

Average

National Household Travel Survey, U.S. Total (45)

NHTS, U.S. Total

%/week

NHTS, U.S. MSAs
NHTS, U.S. States
Parkwood Research Associates (46)
Bureau of Transportation Statistics (45, 47)

%/summer

Parkwood Research Associates (46)

%/year

National Sporting Goods Association (48)

%/6 times per
year

10.7%

Minnesota DOT (49)

%/ever ride

50%

amount being done (and where it is being done, to some
extent). Davis’s approach provides a very powerful and objective alternative to the biases that are always inherent in
survey-based data (for example, the number of people who
say they would consider commuting by bike exceeds by a
factor of 20 the number who ever actually do). It is also a
method that could be exactly duplicated in other cities and
towns, providing an objective baseline of how much cycling
actually takes place, and how it might vary by location, facility, and even weather conditions. Finally, this method has the
advantage over surveys of being a relatively inexpensive
method for the amount of information that is generated.
Some users cycle almost every day; others may only ride
once per year. The longer the time frame being considered, the
more people will have ridden at least once. It is possible to
divide the population into different frequencies of riding in a
way that is consistent with these numbers derived from different time frames. Table 7 shows an example of what such a
breakdown might look like, based on trial and error.
These riding probabilities and population frequencies are
mathematically consistent with about 1% of adults riding in
a given day, 5.3% in a week, 16% in a month, 29% in a summer, 40% in a year, and 50% “sometimes” riding, although
TABLE 7 Cycling frequency
Frequency of cycling

% of adults

3 of every 4 days
1 of every 2 days
1 of every 4 days
1 of every 10 days
1 of every 20 days
1 of every 50 days
1 of every 100 days
1 of every 200 days
Never

0.1%
0.2%
0.5%
1.2%
3%
10%
15%
20%
50%

37%-46%
-

not necessarily in a given year. Mathematically consistent here
means that the fraction of each population frequency group
who will ride during a given time span can be calculated using
a simple probability formula, and the groups summed to arrive
at a population total.
Evidence from the TBI and NHTS, although not exactly
consistent, can be interpreted to imply that the average personday of cycling for an adult generates about 40 minutes and
7 to 8 mi of riding, although there is a great deal of variation
around these averages.

Modeling and Predicting Bicycling Demand
The objectives in this literature review are to outline the
general types of models and methodologies that have been
used and to evaluate their potential usefulness to planners
seeking demand estimates with practical value. The team considers three criteria that are likely to be important to planners:
accuracy, data requirements, and ease of use. The focus is on
the FHWA report (51) of 1999 because it is the most recent
comprehensive survey. The earlier TTI report (52) provides
more detail on speciﬁc models and methods but does not add
to the breadth of the FHWA report.
The major FHWA report documenting non-motorized
travel estimation methods identiﬁes ﬁve major methods. The
ﬁrst two of these, comparison studies and aggregate behavior
models, are criticized by FHWA for their low accuracy. The
low accuracy is derived from the difficulty of comparing one
location with another (or transferring parameter values estimated in one location to another) because of the large impact
of unobservable factors such as attitudes. While these methods can be easy to use, and could require limited data, the difﬁculty of not knowing the area(s) from which the demand
numbers were generated severely limits its applicability.
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Comparison studies attempt to predict bike use in one area
or facility by measuring use in a similar area. However, it is
difficult to know whether the two locations are similar. Areas
identical in demographics and land use can generate bicycling
rates that differ by a factor of 10 or more. Similarly, for aggregate behavior models, the fact that a certain relationship exists
in one area between the amount of bicycling and certain
explanatory variables generally does not mean that the same
relationship will exist in other similar areas. Even if relationships were not consistent across places, these types of models
could still be useful if the range of likely error is known and
is relatively small. But this does not appear to be the case.
The third method, sketch planning, is described as relying
on data that already exist or can be collected easily, such as
census data. This is the sort of model that is described later
in this report. Sketch planning methods use readily available
data such as commute to work shares from the census as a
tool for estimating behaviors of interest, rather than estimating these behaviors directly from underlying conditions. The
FHWA report rates these methods as not being very accurate,
although this assessment seems to be derived from the fact
that these methods are simple and rely on limited data. It is
not clear that the relative accuracy of sketch planning methods compared with others has ever been formally evaluated.
This method has been criticized for being difficult to apply
accurately to other geographical areas. The team is not convinced that this is the case. While the relationship between
commute shares and other measures of bicycling may not be
perfectly consistent from one place to another, it does seem
from the analysis to fall within a fairly limited and predictable
range. The team believes that such methods could be quite
accurate, especially when supplemented with local knowledge and judgment. Perhaps even more important, the degree
of accuracy can be known with some precision. This can
make the forecasts more useful to planners hoping to do a risk
analysis. And, these methods can have other advantages
of being very easy to use (and explain to policymakers) and
requiring limited and easily accessible data.
The last two methods described in the FHWA report, discrete choice models and regional travel models, are widely
respected in the transportation profession because of their
longstanding application to the forecasting of auto and transit
travel. However, it is not clear that they are appropriate for
understanding bicycle travel, in part because of the signiﬁcant
amount of data and technical expertise that is needed to execute them and in part because “unobservable” factors play a
greater role in determining the amount of bicycle travel than
they do in either auto or transit.ii
Both these types of models are based on the assumption
that bicycle trips are made after considering a decision
among a number of alternate modes. However, the evidence
strongly suggests that a majority of bicycle trips are recreational in nature—a person going for a bike ride for fun
probably did not consider whether to go for a drive or a bus
ride instead. Recreational bike trips are probably made in

addition to, rather than instead of, auto trips; they would not
be captured by a model that starts out by assuming that a
given household will make a certain number of trips (as
these models do). Ignoring recreational trips could be justified if it were assumed that they had no value to society (or
at least a very small value compared with a “utilitarian”
trip) but the team is not willing to make this assumption,
and indeed the benefits analysis indicates that it is probably
not true. A good model of bicycling demand should capture
all types of bike trips.
To these criticisms could be added that the accuracy of
these models is unproven in the context of bicycle forecasting. FHWA rates these types of models as highly accurate,
but it is not clear whether this rating is based on actual comparisons with other models or on their complexity and high
data needs.
To supplement the research associated with this task, the
team conducted original research based in the Twin Cities
metropolitan area. This application develops a disaggregate
model relating bicycle facilities to the probability of an individual riding a bicycle in a given day. The work is described
in detail in Appendix B. The following text provides an
overview of the methods and results of this analysis.
The primary aim of the investigation was to understand the
effect of proximity to a bike facility on the odds of cycling. In
other words, does living closer to a bike facility increase the
likelihood of traveling by bike? The hypothesis is that subjects
living in closer proximity to a bike facility will be more likely
to travel by bike compared with those who live more than 1 mi
from the nearest bike facility.
The outcome of interest (any bicycle use in the preceding
24 hours) was ascertained from standard travel data furnished by the Twin Cities Travel Behavior Inventory. The
explanatory variable (or exposure) of interest is the proximity of bicycle facilities in the form of on- and off-road bicycle lanes and trails. Three continuous distance measures were
calculated using global information system (GIS) layers furnished by the Minnesota DOT, with separate map layers for
on-street and off-street trails. Using household locations
(x-y coordinates) and the GIS map layers, the distance in meters
was calculated to the nearest on-street bicycle lane, the nearest
off-road trail, and the nearest bike facility of either type.
Distance variables were used to classify subjects into one
of four categories. The four categories represent the distance from home to the nearest bike facility as less than
400 meters (one-quarter mi), 400 to 799 m, 800 to 1,599 m,
and 1,600 m or greater (greater than 1 mi). Given that distance cut-points with relatively simple interpretation were
used, it provides a compelling way to grasp the reported
findings in terms of comparing individuals who live within
400 m of a bike trail and those who live more that 1,600 m
from a bike trail. Attributes of the built environment are
theorized to influence the likelihood of cycling—namely,
having destinations to which individuals can bicycle matters.
Three spatial attributes were measured that are indicative of
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one’s home location—open space, regional accessibility, and
neighborhood retail.
For the sample of central city residents studied, 86 subjects
(4.8%) had at least one documented bike trip. This rate is
higher than both the larger TBI sample and national averages,
which tend to hover around 1 to 2% of the population (53). As
expected, the proportion of bikers varied with proximity to
bike facilities, with more bikers living closer to bike trails
and fewer bikers living further from bike trails. Of interest,
these distributions differed depending on which measure of
bicycle facility proximity was used.
A priori, it was assumed that the type of bicycle facility
matters, that is, the type of bike facility may have different
effects on the likelihood of bicycle use. Therefore, the team
used separate models to estimate the effect of proximity to
off-road facilities on the odds of bike use. Examining the
simple logistic regression model to the fully adjusted model
for off-road bicycle facilities, the odds of bike use did not differ signiﬁcantly by proximity to a trail. No effect of proximity to off-road bike facilities on bicycle use was detected (see
Appendix B for details).
Finally, the effect of proximity to on-road bike facilities on
the odds of bike use was examined. Using a series of logistic regression models, it was found that subjects living within
400 m of an on-road bike facility had signiﬁcantly increased
odds of bike use compared with subjects living more than
1,600 m from an on-road bike facility. As expected, those
that lived within 400 to 799 m of an on-road bike facility also
had signiﬁcantly increased odds of bike use compared with
subjects living more than 1,600 m from an on-road bike facility, although the odds of bike use were slightly lower than for
those living closest to an on-road facility.
After adjusting for individual, household, and neighborhood characteristics, the effects were somewhat attenuated.
Subjects living near an on-road facility (less than 400 m) still
had statistically signiﬁcantly increased odds of bike use compared with subjects living more than 1,600 m from an onroad bike facility. Subjects within 400 to 799 m still tended
toward increased odds of bike use, but this failed to reach the
level of statistical signiﬁcance. While not the focus of this
analysis, this part of the study reaffirmed that many of the
socio-demographic and economic variables used in other
studies are important. Bicyclists are more likely to be male, to
be college educated, to come from households with children,
and to have higher income.
Discussion of Prediction Methods
Traditional approaches to modeling bicycle demand derive
at some level from the standard methods used for forecasting
auto travel (i.e., they start from basic information about the
people and the transportation environment in an area and use
this in some way to predict an amount of bicycle travel, either
directly, or as the solution to a mode choice problem in a
larger travel model).

This section discusses some issues with using this approach
to model bicycling demand. The arguments are based in part
on some of the facts about bicycling discussed in the previous section, and in part on some preliminary ﬁndings from
an original attempt to estimate a demand model for the Twin
Cities area. While this model is not described here, in part
due to the lack of useful results, it is used to illustrate some
of bicycle demand modeling issues more generally.
There are several reasons why a bicycling demand model
derived from basic information is not likely to be accurate
or useful. These can be illustrated in part by the team’s own
attempt at developing a demand model, in which was found a
statistically signiﬁcant result that off-road paths were associated with lower rates of bicycling. This result is counterintuitive. Davis (50) found that off-road facilities in the Twin
Cities are more intensively used than other options. The team’s
result was not due to an obviously underspeciﬁed model; a wide
variety of demographic and land use variables were included
in the regressions. There are several reasons for this outcome.
One is a possible shortcoming related to measurement; the
manner in which facilities were deﬁned did not correspond to
how people perceive them. For example, many of the suburban “off-road” facilities run next to busy highways, with all
the associated crossing of driveways and roads. They are offroad in the sense that there is a barrier separating them from
the road, but they are not off-road in the sense of eliminating
potential conﬂicts or of being appealing facilities on which
to cycle. For example, it is conceivable that elaborate bicycle
modeling efforts would incorporate traffic volumes on major
streets, travel times by bicycle (given traffic signals and other
sources of delays), crash locations, or number of street crossings by off-road paths. Such data are available in many metropolitan planning organizations. Other issues and factors
include lane width, pavement quality, and the presence of onstreet parking. These measures were not captured because they
are considerably more difficult to obtain. Proximity to high
traffic corridors along a route also has important implications.
It would be useful to have information about impedance factors along a speciﬁc route, difficulties with the transit/cycling
interface, or other issues. These factors are important and the
fact that they were absent from the data might limit the broader
applicability of the results. This problem is only compounded
when trying to develop a model based on results in different
locations because cities may have different ways of deﬁning
and measuring their own facilities.
The second issue with this sort of model is that there are
very large and seemingly random differences from one place
to another. In one area in Minneapolis, 16% of the adults
made bike trips on the day they were surveyed, while the rate
in many other areas was 0%. Even across entire metropolitan
areas the differences can be large; the metropolitan areas and
states with the most bicycling can have rates that are 10 times
that of the places with the least. While there are some welldocumented population and land use characteristics that are
associated with higher levels of bicycling, the impact of these
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factors can account for only a small fraction of the total variations that are observed. Other, seemingly unobservable attitudinal and possibly historical factors seem to dwarf the effect
of the factors that planners and policymakers can control.
The report contains ﬁndings for residents of Minneapolis
and St. Paul. The team is not convinced that these ﬁndings are
applicable to other locations. Twin Cities’ residents may differ from those of other places with respect to lifestyles and
preferences for bike use. Even within the Twin Cities area, the
same regressions yielded different results depending on the
geographical scope of the study area, that is, including suburbs in the analysis changed the results. The options, availability, and manner in which bicycle facilities are valued
likely differ substantially between populations, especially
urban versus suburban (54).
Because the impact of the unobservable variables are large
relative to the variables of interest, it is likely that what is being
observed, both in this model and in others, is the effect of attitudinal variables acting on policy variables through spurious
correlations. What seems to have been observed in this model
are geographic spikes in bicycling. These spikes happened to
be positively correlated with some facility measures and negatively with others, but that in a causal sense had little or nothing to do with any of them. While other work of this type in the
literature has typically not had to deal with quite such a wide
range of bicycling levels, it seems probable that these types of
correlations might be driving their results to a large extent, too,
given the typically low explanatory power of these models.
A third issue is that because the level of bicycling is so low,
the range of sampling error can be many times larger than the
sample mean for any realistic sample size. The effect is that the
regression is trying to predict (measured) variable values that
could be off by a factor of ﬁve or more from their true values.
A sample of 1,000 people would yield 9 cyclists on a given day
at the national average level; the 95% conﬁdence interval for
this sample ranges from 3 to 15 cyclists. This is a very big difference in relative terms. Seemingly very high or low levels
could easily just be sampling aberrations. Yet these inaccurate
measurements could strongly inﬂuence the estimated parameter values. Obviously this will be a problem with any model of
bicycling behavior, but it seems likely to be compounded by
the need in traditional models to incorporate a large number of
explanatory variables.
Finally, there is always the problem that even a positive
correlation between riding and facilities could be causation
in the other direction—that is, the large number of cyclists
creates the political climate to build the facilities in the ﬁrst
place. Given limited funds, agencies are unlikely to spend
them on striping bike lanes unless there is a problem such as
crashes, or bikes and motor vehicle conﬂicts. Thus, retroﬁtted lanes are probably a response to existing cycling to a
large extent, and thus will naturally be associated with high
levels of cycling after they are built. Indeed, the other main
“result” of the Twin Cities model was that on-street bike lanes
were very strongly and positively associated with increased
riding. By contrast, lanes in some newer cities in California do

not seem to have high riding levels (55), possibly because they
were designed into new roads, that is, built in anticipation of
riding rather than in response to it.
Seemingly, the only way around these problems would be
to study the same geographic area over a period of time as facilities change. The relevant comparison is not comparing people
living at location A to different people living at location B, but
rather comparing the people at A with themselves as the provision of facilities changes over time. This would be an expensive prospect using surveys; development of a low cost method
of counting bikes over a large number of different streets and
bike facilities would be of great value for this purpose.
A SKETCH PLANNING METHODOLOGY

This section outlines a simple sketch planning method
to estimate the number of daily bicyclists in an area using
readily available data. This method could be used for general political purposes, justifying expenditures by reference
to the number of bicyclists and the benefits that they receive
from cycling. It could be used to estimate demand on new
facilities by assuming that it will be some fraction of the
total amount of riding in the surrounding area. Finally, this
method could be used indirectly to estimate changes to the
amount of cycling resulting from facility improvements,
assuming that changes will be some (probably small) fraction
of the existing total.
Discussion

The basic assumption that motivates the model described
here is the idea that a large portion of total bicycling is done
by a small fraction of cyclists who ride frequently, and that
many of these frequent riders are bike commuters who will
be observed as such in the census commute to work data. The
assumption is that the basic riding frequency table described
in the previous section will hold more or less across different
areas, so that an area with a lot of commuter cyclists will also
have a lot of total cycling, and an area with few commuters
will have little total riding. In other words, commuting by
bike, while it is a small fraction of the total bicycling in a
given area, can still be used as a “leading indicator” of what
might be happening with other types of cycling.
The team used three different geographical divisions to
study the relationship among commute shares, total daily
bicycling rates, and total weekly bicycling rates. These divisions were metropolitan statistical areas, states, and zones
of 10,000 to 30,000 people within the Minneapolis-St. Paul
area. The results of these analyses are described in more
detail in Appendix A. The primary results are summarized in
the following subsections, along with some key facts from
the demand measurement analysis.
On any given day, roughly 1% of the adults in the United
States ride a bicycle. Over large geographic areas such as met-
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ropolitan areas or states, this number could range roughly
between about 0.3% and 2.5%. Over smaller areas such as speciﬁc parts of metropolitan areas, the range could go as high as
15%. The possible range can be reduced somewhat for a given
area by considering the bicycle commute to work share. The
best ﬁt for a regression relating percentage of adults who bicycle in a given day to the census bike commute to work share
varies considerably across different sized geographic units.
However, based on this analysis, it appears that bounds can
be placed on the range of values that are likely to be observed.
The observed lower bound for the number of daily adult bicyclists is equal to the commute share (even though in this case
there are more total bicyclists than commuters, since they
are calculated from different denominators). A “most likely”
value would be 0.4% plus 1.2 times the commute share; this
was the best ﬁt at the MSA level, and also describes the
United States as a whole. An upper bound would be about
0.6% plus 3 times the commute share; this is slightly higher
than the slope observed at the neighborhood level.
Two important points are worthy of note. First, the range
is large in relative terms; bicycling days per adult are 8 to 10
times larger in the high-bicycling cities and states compared
with the lower level places. The difference between neighborhoods within a city can be even larger. These variations
seem far larger than can be reasonably explained by differences in formal policies and facilities, especially given that
some low-cycling areas have similar circumstances to other
high-cycling areas. It seems that local attitudes and perhaps
history play a substantial role in the perception of bicycling
as an appealing or normal thing for an adult to do. Thus, these
guidelines leave considerable scope for the planner to apply
local knowledge and judgment to modify the estimated range
of demand levels estimated.
The second important point is that while the range is very
large in relative terms, it is very small in absolute terms. An
estimate of total usage or total beneﬁts in a given local context
is unlikely to be off by very much in absolute terms because
the numbers overall are so small. Because costs tend to be relatively small as well, even somewhat inaccurately predicted
demand is unlikely to lead to poor decisions on major investments. The demand model outlined should be accessible to
decision-makers and provide a known range of outcomes.iii
Description of Process

The process for estimating the increase in demand due to
a facility is based on two steps derived from the team’s
research described in this chapter and in the Appendix A
and B. The ﬁrst step uses the bicycling commute share in the
area around the proposed facility to generate low, medium,
and high estimates of the total number of current adult bicyclists in the area (i.e., the average number on a given day).

This is a baseline level of demand. Then the ﬁndings for the
higher levels of bicycling for residents in the immediate
vicinity of a facility are applied to this baseline to estimate
the rates that would exist after the facility is built. This
process is described in more detail in Chapter 4.
It should be noted that this process is estimating the daily
average number of adult bicyclists from the area around the
facility, based on observed relationships from around the
United States. It is not estimating the number of people who
will actually use the facility itself. A given facility will likely
be used by many people who do not live near it, and some local
residents may ride but not on the facility. For purposes of estimating beneﬁts, one wants to know the number of cyclists in
general (on or off the facility), and how the presence of a
facility might impact that number, based on empirical observation. Estimating total users, including those from outside
the immediate area, would have required a level of data that
is not available and details of local geography that would be
hard to account for in a general way.
Once the demand estimate has been reduced to a range of
possible values based on readily available data and a set of
tested relationships between different measures of bicycling
demand, the user can apply his or her own judgment and local
knowledge to choose a most likely point within the range that
has been determined. It could be that circumstances are so
unusual in a given situation that the user will even want to
choose a point outside the recommended range.
The kinds of factors that the user might want to consider in
this step could be things like design details of the facility, special local land uses that could affect bicycling demand, how
the facility might fit into a larger system, and so on. These
kinds of factors would not be included in the primary demand
range estimate for two reasons. First, there is no compelling
evidence in terms of how these factors affect demand or that
the effect is sufficiently predictable and reliable that it can be
included in a model that can be applied across a variety of
locations. For example, universities tend to be associated with
higher levels of bicycling in general, but the size of this effect
seems to be highly variable depending on the speciﬁc situation. Second, the number of possible local details would be so
large as to be unmanageable, especially when there is no
basis for attaching speciﬁc numbers to most of them anyway.
Although examples can be listed to prompt the user to think
of additional local factors, putting together a comprehensive
list would be nearly impossible.
The demand estimation method, in summary, provides a
range of possible demand levels for a given situation, based
on a simple method derived from high quality, nationally
consistent data and from well-tested relationships among
various measures of bicycling demand. The user would then
be able to choose a most likely estimate based on this range
by applying local knowledge and judgment regarding other
more qualitative factors.
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CHAPTER 3

BENEFITS ASSOCIATED WITH THE USE OF BICYCLE FACILITIES

change over time will help in evaluating and prioritizing speciﬁc investments.

PREVIOUS APPROACHES

A key to encouraging bicycling and walking is to ensure
that adequate facilities exist to use these modes. For walking,
this includes sidewalks, public spaces, and street crossings.
For bicycling, this includes relatively wide curb lanes, onstreet bike lanes or off-street bike paths, and even parking and
showers at the workplace. But bicycle facilities cost money,
their merits are often called into question, and many consider
spending on them a luxury. Planners and other transportation
specialists often ﬁnd themselves justifying that these facilities beneﬁt the common good and that they induce increased
use. Especially in austere economic times, planners are often
looking for ways to economize such facilities.
Urban planners, policy officials, and decisionmakers have
lacked a consistent framework from which to understand the
merits of such facilities. These officials are often presented
with information on how much these facilities cost. Opponents
of bicycle projects consistently use such information to contend that trimming particular projects would preserve funds
that could be used for other purposes. Cost data are readily
obtained; it is relatively straightforward to account for the
acquisition, development, maintenance, and other costs for
site-speciﬁc or aggregate cases. The beneﬁts of such facilities, however, are considerably more difficult to estimate. To
respond to such policy and planning needs, the purpose of
this section of the report is twofold. The ﬁrst is to review and
interpret existing literature evaluating the economic beneﬁts
of bicycle facilities. The second is to suggest methods and
strategies to create guidelines.
The purpose of a framework for organizing and categorizing benefits is to provide a clear means of identifying
the myriad benefits being discussed and who benefits from
them. This is important because different types of benefits,
even if they appear similar, may be of different magnitudes,
or stem from different policy decisions or facility investments. The beneﬁts of bicycling are largely a function of the
amount of cycling; they will invariably depend on ﬁner details such as the location, purpose, person cycling, and characteristics of the facility being used. Understanding the size
of the beneﬁt requires at least a reasonable estimate of how
large they are in one’s own local area. Information on the
size of beneﬁts will be useful in justifying expenditures on
cycling in general; while understanding how they might

OVERVIEW OF ISSUES

To estimate the economic beneﬁts of bicycle facilities it is
necessary to provide an overview of the main issues involved,
the matters that confound such endeavors, and a justiﬁcation
for more structured research.
The overarching issue is reliably determining an economic
value for a facility for which there is no market value and little data for its use. Bicycle facilities, like wilderness, a clean
environment, and access to open space, represent non-market
goods not bought or sold. There are no prices for their use that
can be manipulated and, as a result, they represent a good for
which it is extremely difficult to derive an economic value.
Furthermore, given current levels of bicycling use, one person’s use does not interfere signiﬁcantly with another’s and
the costs of restricting entry to the facility outweigh any revenue that could be raised. Bicycle facilities exhibit characteristics closely resembling what economists call “public goods.”
But if certain goods are thought to contribute positively
to human well being, they are considered to have economic
value (the reverse is also true). Under these circumstances,
literature from the field of economics and transportation
has devised general methods for estimating economic values
attached to non-market goods and services. These include
methods to measure both revealed and stated preferences for
a good. Revealed preferences are used to identify ways in
which non-market goods inﬂuence the actual market for some
other goods and are estimated using methods such as hedonic pricing, travel cost, or unit day values. Stated preferences are used to construct markets, asking people to attach
an economic value to various goods and services and are estimated using methods such as contingent valuation or conjoint analysis.
Measuring any aspect of bicycling facilities is also complicated because discussion of transportation facilities typically
considers matters in terms of auto, transit, or non-motorized
travel; doing so aggregates walking and cycling. For abstract
or general purposes, this may suffice and is often done in
transportation research. In terms of daily use and facility
planning, however, bicycling and walking differ signiﬁcantly.
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Pedestrian travel and infrastructure have the following unique
characteristics. First, all trips—whether by car, rail transit, or
bus—require pedestrian travel because they start and end with
a walk trip. Second, sidewalks and other pedestrian related
amenities are often standard requirements in zoning codes.
Third, pedestrian concerns typically relate to relatively conﬁned travel-sheds or geographic scales (e.g., city blocks).
Bicycle travel and facilities, on the other hand, tend to apply
to longer corridors, fail to be used as readily and frequently as
walking facilities, and are therefore considered more discretionary in nature. Most important, whereas pedestrian planning applies to a clear majority of the population (nearly
everyone can walk), bicycle planning applies to a considerably smaller market of travelers—those who choose to ride a
bicycle. During the summer months in most of the United
States, this includes slightly more than one-quarter of the
population (47).
Poor data are a concern for all analysis of non-motorized
transportation (bicycling or walking). There exists a variety
of sources from which basic bicycle behavior can be determined, for example, the census, metropolitan/nationwide
travel surveys, facility speciﬁc surveys or counts, and national
surveys such as that administered by the Bureau of Transportation Statistics (47). Speciﬁc use and facility information
may be available for select areas throughout the country. The
strengths and weaknesses of these data sources are adequately
documented in a report issued by the U.S. Department of
Transportation (56). A common theme is that existing behavioral bicycle data lack the breadth and quality necessary for
reliable analysis. Analysis of cycling use has been especially
marginalized because of the relatively low levels of bicycling
(compared with other transportation modes).
Such data deﬁciencies are recognized by the transportation
planning community, and procedures and protocol for bicycle
data collection are improving. Bicycle and pedestrian travel
are increasingly apparent outside the transportation community, including in matters related to livability and public health.
For example, transportation and urban planning researchers
are joining forces with public health researchers to better understand both derived and non-derived forms of “active” transportation (i.e., bicycling and walking). These improvements
are noteworthy and will surely beneﬁt transportation research.
There remains considerable range in how to measure beneﬁts of bicycle facilities. Reviewing past research on the subject in a systematic manner is challenging. Geographic scale,
research depth, overall quality, and focus of past study vary
considerably. The research is not cumulative (i.e., studies do
not build on previous efforts). It is also challenging to ﬁnd
such research. The research team cast a relatively wide net to
identify papers on bicycle beneﬁts. The team’s deﬁnition
includes any research effort describing or attributing an economic value to bicycling or bicycle facilities. These studies are
described in detail in Appendix C.
A review of the studies suggests there are at least four issues
that confound research on this topic: (1) what is the geo-

graphic scale or type of facility? (2) who beneﬁts from the
facility? (3) which beneﬁts apply to the facility? (4) what units
and methods are used? How does one compare the economic
beneﬁts gained from Colorado’s mountain biking industry to
the quality of life or neighborhood-scale beneﬁts from building a neighborhood bike path for children? How do the air
pollution beneﬁts of increased cycling relate to quality of life
beneﬁts from the serenity of a nearby rail-trail? How reliable
are the safety estimates for different types of bicycle facilities, especially given existing debate over on-road versus offroad facilities (57, 58)? The studies and approaches to date
represent initial attempts to understand such beneﬁts. They
often do so, however, by estimating them over inconsistent
geographic scales and making a variety of assumptions (some
of which go unstated or are extremely case speciﬁc). Each
consideration is described in the following subsections.
What is the Geographic Scale or Type of
Facility?

The ﬁrst consideration pertains to the geographic scale of
the inquiry or facility in question. Past work has analyzed the
beneﬁts of a speciﬁc greenway or active recreation trail (59–
65), a speciﬁc trunk roadway (66), a region (67, 68), an entire
city (69), or an entire state (70). Some studies focus on a
system of bicycle trails across the state. Others focus on the
beneﬁts of on-road versus off-road facilities. Different geographic scales demand different data requirements, ranging
from individual counts of a facility to aggregated counts or
numbers for a speciﬁc area extrapolated to an entire state.
Who Beneﬁts from the Facility?

A second matter relates to the population for whom the beneﬁts apply. Beneﬁts can be determined in a number of ways
depending on the audience of interest and the geographic scope.
State legislators may be interested in understanding how bicycling, the bicycle industry, or bicycle-oriented tourism impacts
a state’s economy. Such analysis would resemble input/output
models examining expenditures across an entire state. In
contrast, a city council member may seek to learn how bicycle facilities enhance quality of life for a given municipality.
Advocates want to document induced or latent demand for
facilities and possible relationships to decreased traffic congestion. Public health professionals are concerned about the
safety beneﬁts of such facilities.
Can a single review do justice to the myriad interests and
beneﬁciaries involved? This depends on the level of speciﬁcity and need of the study. There are competing interests
and multiple perspectives to capture. While actual users are
likely to be the same for any given facility (i.e., people riding bicycles), the information likely to be of beneﬁt to the
state bureau of tourism differs from a municipality looking
to justify different types of bicycle investments.
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One report identiﬁes three user groups impacted by cycling
facilities: road users, non-road users (e.g., occupants of adjacent properties), and planning/ﬁnancing agencies (66). The
ﬁrst group of road users includes all users, cyclists, motorists,
pedestrians, horse riders, and public transport. Alternatively,
some studies divide the beneﬁts of non-motorized travel into
internal versus external beneﬁts. The former include the ﬁnancial savings, health beneﬁts, increased mobility, and overall
enjoyment for cyclists; the latter include the beneﬁts to others,
such as reduced (a) congestion, (b) road and parking facility
expenses, (c) motor vehicle crashes, (d) air and noise pollution, and (e) natural resource consumption.
One of the most contentious issues is adequately accounting for beneﬁts accrued by cyclists of different ages. Adults
and children value different types of facilities. Children enjoy
trails for recreational purposes. Programs such as “Safe Routes
to Schools” are also becoming important. However, it is difficult to obtain reliable data for an adult cycling population
much less for a population of children. For this reason, almost
all analysis of bicycle facilities, including the research reported
herein, is based on the preferences of an adult population.
Which Beneﬁts Apply to the Facility?

The range of beneﬁts of cycling facilities include, but are not
limited to, reduced pollution, congestion, capital investments
(at least compared with roads and auto use), and increased
livability, health, well-being, and quality of life. But anecdotally describing such beneﬁts has limited value. Politicians
and lobbyists seek reliable and quantiﬁable estimates. Speciﬁc beneﬁts range from the direct and easy-to-understand to
the difficult to reliably calculate. Counting the number of
cyclists using a new bicycle trail is relatively straightforward
after the fact. The challenge is translating such levels of ridership into an economic value.
One study suggests seven beneﬁts to consider when estimating the economic value of walking: livability, accessibility and transportation costs, health, external costs, efficient
land use, economic development, and equity (71). Focusing
just on greenways, Lindsey (72) articulates six valued beneﬁts: recreation, health/ﬁtness, transportation, ecological biodiversity and services, amenity visual/aesthetic, and economic
development. Which beneﬁts are most important? Is it those
that are accrued, those in which the sponsoring agency is primarily interested, or those for which there is available data?
What Units and Methods are Used?

The last issue involves the units and methods used to calculate different beneﬁts. An ideal analysis considers beneﬁts in
a framework using a common unit. But how does an increase
in riders compare with a reduced need for parking spaces?
How does increased livability compare with decreased health
concerns? With adequate data, it would be possible to count

riders on existing facilities and possibly determine induced
riders on a new facility. However, this is just one beneﬁt and
it remains unclear to which categories it applies. One article
focuses exclusively on methods, reviewing the Travel Cost
Method (TCM) to determine economic value and suggesting
better alternatives for measurement (73). When it comes to
estimating, many studies “guesstimate” to solve the problem.
Each of the methods and units are different, yielding varied
output that precludes the desired aim of a common unit.
Previous work provides the most precise guidance by suggesting a unit by which each characteristic could be measured. These range from simple counts (e.g., reduction of
casualties) to decibels to monetary amounts (e.g., vehicle
operating costs) to descriptive measures (e.g., overall convenience). More often, general measuring techniques are
offered. For example, it is suggested that hedonic pricing could
be used to measure livability or amenity visual/aesthetic values; economic input/output models could describe economic
development; time could be used to measure transportation
savings; and surveys of different kinds (e.g., contingent valuation) could be used to capture a host of values or beneﬁts.

PROPOSED BENEFITS AND METHODS

Past research offers varying perspectives on the bicycle
facility information different audiences require. The central
challenge for urban planners, policy officials, and researchers
focuses on the beneﬁts of bicycle facilities that pointedly satisfy certain criteria. After reviewing existing literature, canvassing available data and methods, and consulting a variety
of policy officials, the team has determined that bicycling
benefits need to satisfy five criteria: (1) be measured on a
municipal or regional scale, (2) be focused on transportation
and urban planning, (3) be estimable via available existing
data or other survey means, (4) be converted to measures
comparable with one another, and (5) be measured beneﬁts
for both users and non-users (i.e., the community at large).
It is also important to describe the range of beneﬁts, to whom
they apply, and to suggest compelling methods in which they
could be measured. The list of beneﬁts is guided by previous
research and includes direct beneﬁts to the user—in the form
of mobility, health, and safety beneﬁts—and indirect beneﬁts
to society—in the form of decreased externalities, increased
livability, and ﬁscal savings.
Other beneﬁts certainly exist, but the beneﬁciaries are not
always clear. The aim is not to dismiss their signiﬁcance
but merely suggest that practical considerations related to
data, methodologies, and measurement often preclude more
detailed analysis. The beneﬁts mentioned usually have different beneficiaries. These range from society-at-large to
individual users (potential and current) to agencies; there is
crossover between beneﬁciaries for each beneﬁt. Consider,
for example, that the most common argument in favor of
cycling suggests that an increase in facilities will result in
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increased levels of cycling. This assumed increase in cycling
will be derived from (1) existing cyclists whose current levels of riding will be heightened (because of more attractive
facilities) and (2) potential cyclists whose probability for riding will be increased. Thus, there are potential beneﬁts for
two different populations (current and potential cyclists). But
if any of these heightened levels of cycling result in decreased
auto use, then a third beneﬁciary results—society-at-large—
in terms of reduced congestion and resource consumption.
Descriptions follow of what each beneﬁt refers to, the primary user group to whom it applies, and a thumbnail explanation of strategies that could be used to measure such beneﬁt.
The proposed method is not to imply there is a single strategy
for estimating this benefit but merely to provide the reader
and researcher with an example of how it could be measured.
Figure 1 (in the Summary) shows a simplified depiction of
potential beneﬁciaries along with an indication of the primary
beneﬁt.

Mobility

The most directly cited beneﬁts are often from bicycle
facility users. These come in the form of greater satisfaction
of existing cycling (e.g., cyclists would be able to reach their
destination faster, safer, via a more attractive means). However, existing information by itself (e.g., ridership counts)
cannot reliably shed light on this issue. For this reason, the
different transportation beneﬁts for the user are best uncovered
through stated preference surveys or experiments. Because
stated preference methods provide individuals with hypothetical situations, it becomes feasible to analyze situations
that are qualitatively different from the actual ones seen in
practice (74).
Because individuals respond to several different hypothetical choice situations offered to them, the efficiency of data
collection is improved; enough data is hence available to calculate functions describing their preferences or utility. The
disadvantage in stated preference methods is that people may
not always do what they say. Individuals’ stated preferences
might not be the preferences they actually show (75). The
differences arise because of the systematic bias in survey
responses or because of the difficulty in carrying out the
posed task.
Two techniques used in stated preference analyses are
contingent valuation and conjoint analysis. Contingent valuation is based on the premise that the best way to ﬁnd out the
value an individual places on something is by asking. Like
other non-market goods, the concept has been applied to
wilderness, open space, or even more speciﬁcally to greenways (76). The second stated preference technique, conjoint
analysis, uses experiments to obtain the preferences of
the customer. This market research technique can provide
important information about new product development, forecasting market segmentation, and pricing decisions. In this

case, it would help to understand the type of cycling facilities residents value. Conjoint analysis enables researchers to
calculate the value that people place on the attributes or features of products and services; the aim is to assign speciﬁc
values to the options that buyers look for when making a
decision to use a good. It is a technique used to explore tradeoffs to determine the combinations of attributes that satisfy
the consumer.
In these cases, an individual is provided a choice of alternatives; for example, the various travel routes by which a
particular travel destination can be reached. The choice of a
particular mode is assumed to depend on the relative attractiveness of the various travel options that the individual
faces. These methods use experimental procedures to obtain
preferences based on the individual’s evaluation of the various options given. Typically, these experiments provide
hypothetical travel scenarios to obtain an individual’s preferences (77).
Stated preference surveys need to be stratiﬁed by audience: current users versus potential users. Current cyclists
could be asked to respond to questions about factors that
would provide for a more attractive cycling environment
through different types of environments or facilities. It is
necessary to have forced trade-offs so that a better environment might be coupled with higher costs for bicycle storage
or a higher travel time. This will allow one to value each
component of the user’s preference. These preferences can
then be translated to economic beneﬁts using consumers’
surplus measures (78) to determine, for example, the value of
an off-road bicycle facility for users of that facility.
For potential users, it is important to create scenarios
based on constructed markets, asking people to attach a value
to goods or services. This technique quantiﬁes the beneﬁts
that non-bicycling residents would accrue from a more desirable bicycling infrastructure. For example, questions could
be what mode they would choose for work and non-work
trips based on the quality of the transportation environment,
including travel by auto, walking, transit, and bicycle. It would
query residents about the degree to which they perceive different bicycling services or how facilities will improve the
conditions of their commute, recreational activities, and so
forth. By measuring how demand might change, one can ascertain the preferences for current non-users, some of whom
would become users if a certain infrastructure package were
constructed.
The team’s approach to determining user mobility beneﬁts
is described in detail in Appendix D. It quantitatively evaluates individual preferences for ﬁve different cycling environments. The respondent is asked to trade off a higher travel
time as a cost incurred to choosing a better facility while
allowing the respondent the option of selecting a less attractive facility at a lower travel time. The trade-off of travel time
to amenities of a particular facility determines the value
attached to different attributes such as bike lanes, off-road
trails, or side street parking. The facilities considered in this
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application are off-road facilities, in-traffic facilities with
bike lane and no side street parking, in-traffic facilities with
a bike lane and side street parking, in-traffic facilities with no
bike lane and no side street parking and in-traffic facilities
with no bike lane but with street side parking. The results
indicate that respondents are willing to travel up to 20 min
more to switch from an unmarked on-road facility with side
parking to an off-road bicycle trail, with smaller changes for
less dramatic improvements.

Health

Scientific literature from researchers and practitioners
from a variety of disciplines show relationships between community design, transportation facilities, and levels of physical
activity (79, 80). “Sprawling” land use practices and resulting auto-dependent travel are themes that now have moved
to the front of the American consciousness; the link to public health and obesity remains an important component of
this discussion (81–83). One goal of this research is to learn
the extent to which rates of physical inactivity can be linked to
features of the built environment (see Krizek et al. [84]). At a
regional or neighborhood level, most inquiries focus on land
use patterns characterized by relatively scattered, single use
and low-density development. At a street or facility level, such
research focuses on access to sidewalks, trails, other nonmotorized facilities, and destinations. While recent research
has linked neighborhood design to travel behavior (85, 86),
little of it has exclusively focused on relationships between
speciﬁc facilities, bicycling and walking travel, and levels of
physical activity.
To establish a health-care, cost-based reason for bicycle
facilities, several types of speciﬁc empirical evidence must
be gathered and communicated to interested parties. Using
reasoning from Goetzel et al. (87), researchers must first
demonstrate relationships between a given feature of the
built environment (e.g., a bicycle facility) and levels of
cycling. This activity is similar to methodologies previously
described to measure the demand induced from various facilities. International research on this question is likely to have
reliable results that can enhance this line of inquiry in relatively short order time (i.e., a couple of years). Second, any
amount of induced cycling that could be “teased” out from a
facility would then need to be translated into an average percentage of one’s weekly physical activity. For example, the
daily recommended level of physical activity is defined as
30 min of moderate physical activity on 5 or more days per
week (88, 89). Cycling 5 mi in 30 min or 4 mi in 15 min
would meet these current public health guidelines for physical activity (90–92).iv
Third, researchers must then demonstrate that lack of physical activity—because it is indicative of certain risk factors—
imposes a ﬁnancial burden to the individual or to society. A
fourth step would be to show that improving certain risk fac-

tors (i.e., increasing physical activity) does result in reduced
cost. The ﬁnal step is for researchers to demonstrate that
health habits can be changed and that the resultant lower risk
can be maintained over time. As can be seen, the challenges
associated with documenting a health ﬁnancial payback from
a bicycle facility are signiﬁcant. Looking at the problem optimistically and from the perspective of needing analytical justiﬁcation, such exercise is not completely out of the realm of
possibility. For this reason, these later steps (three through
ﬁve) constitute the focus of the following review.
The beneﬁts of physical activity in enhancing overall health
are well established. The task of attaching monetary value to
levels of physical activity is a more challenging endeavor.
One attempt is offered by Wang et al. (93) who derive costeffectiveness measures of bicycle/pedestrian trails by dividing
the costs of trail development and maintenance by selected
physical activity-related outcomes of the trails (e.g., number of
trail users). The average annual cost for persons becoming
more physically active was found to be $98; the cost was
$142 for persons who are active for general health, and the
$884 for persons who are active for weight loss.
Estimating the effect of physical inactivity on direct medical costs is a strategy more often employed, though considerably less straightforward. Part of the reason for ambiguity in this research is that the amount of physical activity
required to realize certain health beneﬁts is relatively unknown
(i.e., what is the elasticity?) (88, 94, 95). In the ﬁeld of public health, this matter is often approached from the perspective of dose-response relationships. The aim is to learn what
change in amount, intensity, or duration of exposure (in this
case, cycling) is associated with a change in risk of a speciﬁed outcome (in this case, cost of health care).
Existing literature examining relationships between levels
of physical activity and health costs varies considerably in
methodology and scope. The majority of existing studies pursue a dichotomized approach, separating respondents into two
classes: those that satisfy an accepted dose of 30 min per day
for 5 days and those who do not. In this ﬁrst group of studies,
there are at least ﬁve statewide reports whose methodology
and assumptions are relatively general in nature. In most cases,
estimates are derived from an aggregation of medical expenditures that can in some form be traced back to physical inactivity. For example, a study commissioned by the Michigan
Fitness Foundation (96) concentrated on the economic costs
to the residents of Michigan. The authors used estimates
(acknowledged to be conservative) to derive direct costs
(e.g., medical care, workers’ compensation, lost productivity)
and indirect costs (e.g., inefficiencies associated with replacement workers). The ﬁnal amount totaled $8.9 billion in 2003
($1,175 per resident). A 2002 report from the Minnesota
Department of Health (97) estimates that in 2000, $495 million was spent treating diseases and conditions that would
be avoided if all Minnesotans were physically active. This
amount converts to more than $100 per resident. Additional
reports claim that too little physical inactivity was responsi-
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ble for an estimated $84.5 million ($19 per capita) in hospital charges in Washington State (98), $104 million ($78 per
capita) in South Carolina (99), and $477 million in hospital
charges in Georgia ($79 per capita) (100).
These reports from various state agencies are complemented
with more academically oriented research. For example,
Colditz (101) reviewed literature on the economic costs of inactivity and concluded that the direct costs for those individuals
reporting lack of physical activity was estimated to average
approximately $128 per person. A separate analysis by Pratt
et al. (102) analyzed a stratiﬁed sample of 35,000 Americans
from the 1987 national Medical Expenditures Survey. Examining the direct medical costs of men and women who reported
physical activity versus those who did not reveals that the
mean net annual beneﬁt of physical activity was $330 per person in 1987 dollars. An alternative method used a cost-ofillness approach to attribute a proportion of medical and
pharmacy costs for specific diseases to physical inactivity
in 2001 (97). The authors ﬁrst identiﬁed medical conditions
associated with physical inactivity and then collected claims
data related to those conditions from approximately 1.6 million patients 16 years old and older from a large, Midwest
health plan. While the resulting conditions from lack of physical inactivity include depression, colon cancer, heart disease, osteoporosis, and stroke, the results from this study
conclude that the costs of claims to the health plan attributable to physical inactivity translates to $57 per member. One
challenge of these analyses is the decision whether to include
diseases causally related to obesity.
A different approach than the dichotomized strategy estimates the impact of different modiﬁable health risk behaviors
and measures their impact on health care expenditures. After
gathering information from more than 61,500 employees of
6 employers gathered over a 5-year study period, Goetzel et al.
(87) focused on a cohort of slightly more than 46,000 employees. The analysis found that a “risk-free” individual incurred
approximately $1,166 in average annual medical expenditures
while those with poor health habits had average annual medical expenditures of more than $3,800. Thus they estimated
the per-capita annual impact of poor exercise habits to be
approximately $172. Pronk et al. (89) also identify the relationship between modifiable health risks and short-term
health care charges. This research surveyed a random sample of 5,689 adults 40 years old or older enrolled in a Minnesota health plan. Multivariate analysis on the modiﬁable
health risks (diabetes, heart disease, body mass index, physical activity, and smoking status) concluded that an additional day of physical activity (above zero) would yield a
4.7% reduction in charges (or a $27.99 reduction). The overarching result of the study is that obesity costs approximately
$135 per member, per year and those with low ﬁtness (inactivity) cost approximately $176 per member per year.
Several matters should be noted when determining values
for health beneﬁts. First, annual per capita cost savings vary
between $19 and $1,175 with a median value of $128 (see

Table 25 in Appendix E). Second, some studies are disaggregate in nature and estimate costs by inpatient, outpatient,
and pharmacy claims; others compare average health care
expenditures of physically active versus inactive individuals.
Third, some use a dichotomized approach to determine who
constitutes a physically active individual while others employ
a modifiable health risks approach and do so in a relatively
continuous scale. The studies are difficult to compare, however, because some include different conditions, outpatient
and pharmacy costs, and actual paid amounts rather than
charges. Nonetheless, existing literature provides adequate,
though developing, methodologies for estimating the public
health impact of bicycle facilities in economic terms.
These approaches have recently been made more accessible to planners, decisionmakers, and the public through the
Robert Wood Johnson’s Active Leadership Program. The
physical inactivity calculator available on the website (103)
provides an easy-to-use tool to estimate the ﬁnancial cost of
physically inactive people to a particular community, city,
state, or business. It also supplies companion resources and
information needed to re-allocate resources and plan for healthier workplaces and communities that are more supportive of
physical activity.

Safety

Increased cyclist safety is an often assumed, poorly understood, and highly controversial beneﬁt of bicycle facilities.
The task of establishing a safety derived, cost-based justiﬁcation for bicycle facilities is similar to the process described
in the previous section for estimating public health beneﬁts,
albeit with different data. Researchers must ﬁrst demonstrate
relationships between a given cycling facility and safety outcomes. Then they need to demonstrate that the measured outcome of conditions with decreased safety imposes a ﬁnancial
burden to the individual or to society.
In general, the literature about the safety dimensions of
bicycling manifests itself in three primary aspects: (1) helmet
use, (2) safety programs, and (3) number of crashes or perceived level of safety that can be ascribed to facility design.
The last category is most germane to the construction of
facilities and is the center of the following discussion. One
issue is how to combine data about safety (e.g., crashes or
perceived comfort) with different attributes of cycling facilities. The team’s aims to understand the degree to which different cycling facilities lead to an incremental safety beneﬁt,
measured in terms of decreased crashes or medical costs.
Existing literature measures safety in one of three ways:
(1) number of fatalities, (2) number of crashes, and (3) perceived levels of comfort for the cyclist. Key explanatory variables behind these outcome measures are myriad and complex
to identify. For example, the overwhelming majority of bicycle crashes resulting in fatalities are caused by collisions
with motor vehicles (104). Less severe crashes tend to occur
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at intersections or at locations where motor vehicles and
bicycles come in contact with each other (105); it is further
suggested that crashes are caused by differing expectations
between auto drivers and bicyclists (106). However, there
is evidence to suggest that some bicycle crashes do not
involve any other party (107, 108); this is especially true for
children (109).
The prevailing argument is that enhanced facilities—bike
lanes, bikeways, and special intersection modifications—
improve cyclist safety (83). This claim, however, is controversial and a source of debate between Forester (57) and
Pucher (58). One of the issues concerns differences between
what cyclists state they prefer (i.e., their perception) and what
studies with collision data actually reveal.
It is widely acknowledged that increased perception of
safety is important to encourage cycling as a means of transportation and recreation (51, 110). Subsequently, providing
separated bicycle facilities along roadways is mentioned as a
key to increased perception of safety according to the literature related to bicycle-related stress factors (111); bicycle
interaction hazard scores (112), relative danger index (113),
compatibility indexes (114).
The goal of these works is to determine and predict conditions for safe bicycling based on different cyclists’ perceptions of safety. The culmination of these works can best be
described under the banner of level of service (LOS) models,
originally developed in 1987 in Davis, California (115, 116).
The participants of these studies were of diverse demographic
and skill backgrounds and cycled 30 roadway segments.
Including the variables of traffic volume per lane, posted
speed limit weighted with the percentage of heavy vehicles,
adjoining land use, width of outside through lane, and pavement conditions, the researchers were able to explain almost
75% of the variation of perceived safe conditions. The model
consists of four basic factors—pavement conditions, traffic
speed, lane width, and traffic volume per lane which aim to
serve as a tool for predicting perceived safety and comfort
along roadways between automobiles and bicycles.
The bulk of the existing literature on bicycle LOS and perceived safety focuses primarily on through travel on mid-block
roadway segments. Previous research has rarely considered
bicycle lanes separately from other shared use conditions
(wide curb lanes or paved shoulders) and rarely considered
the role of intersections. While stretches of roadways are
important, often the most signiﬁcant and complex design and
safety challenges occur at street intersections (117). Two
recent research papers focused on this matter (118, 119).
Landis’ recent work (118) derived a model to evaluate the
perceived hazard of bicyclists riding through intersections.
Again, with a highly varied demographic and cyclist ability
sample, this study produced a model with a high degree of
explanatory power (R2 = 0.83) for bicycle intersection LOS.
Signiﬁcant variables included motor vehicle volume, width
of the outside lane, and the crossing distance of the intersection. In this study, there was no control for the presence or

absence of a bicycle lane, but the width of the outside lane
variable did include the bicycle lane were it present. The
research by Krizek and Roland (119) analyzed the severity of
instances where existing bicycle lanes terminated and their
corresponding physical characteristics. The ﬁndings suggest
that bicycle lane discontinuations ending on the left side of
the street, increased distance at intersection crossings, parking after a discontinuation, and width of the curb lane are statistically signiﬁcant elements that contribute to higher levels
of discomfort for the cyclist.
The degree to which perception of safety translates into
actual increased safety, however, is still debated. It is difficult to translate perceived measures of safety into quantiﬁable
or economic estimates.
There is evidence to support the notion that collision-type
crashes are lower on off-road paths (120). Using before and
after analysis, Garder’s research (121) found raised bicycle
crossings to be more appealing and safer for cyclists than atgrade crossings. However, there exists an equal, if not greater
body of research suggesting no relationship or a relationship
in the opposite direction. Research examining conﬂicts at
approaching intersections on bike lane and wide curb lane
segments determined that both facilities improve riding conditions for bicyclists, but that the two facilities themselves
are not different in safety (122). Smith and Walsh analyzed
before and after crash data for two bike lanes in Madison,
Wisconsin, ﬁnding no statistically signiﬁcant difference (123).
Also, Hunter’s analysis of a bike box in Eugene, Oregon,
showed that the rate of conﬂicts between bicycles and motor
vehicles changed little in the before and after periods (124).
No conﬂicts took place while the box was used as intended.
Hunter also evaluated colored (blue) pavement and accompanying signing used in weaving areas at or near intersections in Portland, Oregon (125). The colored rectangular area
within the bike land came to be known as “blue bike lanes,”
even though only the weaving area was colored. Although
conﬂicts were rare, the rate of conﬂict per 100 entering bicyclists decreased from 0.95 in the before period to 0.59 in the
after period. In addition, signiﬁcantly more motorists yielded
to bicyclists in the after period.
There appears to be good reason for the existing debate
over the safety beneﬁts of bicycle facilities. While there is
considerable literature suggesting cyclists perceive greater
safety with facilities—and advocates certainly argue for
such—the bottom line is that there is little conclusive evidence to suggest this. One theory suggests that if a particular
setting is deemed unsafe, a cyclist will likely be vigilant and
avoid an incident. As a result, the number of incidents may
be no greater with an unsafe condition than a safe condition.
However, such argument does not support the conclusion
that both conditions are equally safe. In the less safe condition, the cyclist will either avoid it or endure a cost of stress
to use it.
Yet an alternative theory, not directly applicable to speciﬁc facilities, is derived from the concept of safety in num-
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bers where the likelihood of bicycle-automobile crashes interact in a nonlinear manner (the exponent for growth in injuries
is roughly 0.4) for an entire metropolitan area. Applying this
concept, one would need to calculate the total bicyclists at the
metropolitan level (X). Then one could compute 1.X exp 0.4.
This number provides the additional bicycle safety cost of
adding bicyclists. The cost of car crashes could even be
reduced by the proportional reduction in cars on the road.
Then, each additional bicyclist increases the total number
and thus the total cost of bicycle crashes (though not the per
unit cost). In low-volume portions of the nonlinear relation,
the decrease in fatality rate outpaces the increase in volume
so that, even with more cyclists, the number (not just the
rate) of fatalities decreases. Values for the beneﬁts and costs
of such crashes could be obtained from third party sources
(e.g., http://www.oim.dot.state.mn.us/EASS/) which typically
summarize the cost per injury of car crashes per type.

Reduced Auto Use

The most common assumption is that cycling trips substitute for auto trips, yielding transportation beneﬁts to societyat-large such as decreased congestion, improved air quality,
and decreased use of non-renewable energy sources. While
the substitution element may hold true for some cyclists it is
extremely difficult to reliably determine the trips that would
otherwise be made by car.
The nature and magnitude of any substitution is important
to determine and could be estimated via a variety of means.
In some instances, a bike trip may replace a car commute; in
many cases, however, bicycle trips are likely made in addition to trips that would otherwise occur (126) or for a different reason (e.g., recreation). Assuming a ﬁxed demand of
overall travel, a best-case scenario for bicycle substitution
stems from an assumption well known in the ﬁeld of travel
behavior modeling referred to as Independence from Irrelevant
Alternatives (IIA). That is, bicycles draw from other modes in
proportion to their current mode shares. For instance, bicycles
would draw 85% from current drive alone trips, 5% from auto
passenger trips, 5% from transit trips, and 5% from walk trips.
This of course is unlikely to be strictly true, so an important
part of the beneﬁt analysis would be to determine which of
these groups are more likely to switch to bicycling and furthermore, which socio-economic characteristics could be targeted to result in higher rates of cycling.
Assuming bicycling facilities can help bicyclists travel
faster, more safely, in a better environment or for shorter distances, its utility compared with other modes will increase.
There may be an estimable effect in terms of substitution, and
there are different approaches for measuring this phenomenon. At a crude level, one could estimate the number of bicycle miles of travel and auto miles of travel. Assuming a ﬁxed
rate of substitution (i.e., 60% of all cycling trips are utilitarian in nature and are substituting for a car trip), one could

estimate an upper bound of all mileage that is substituted and
the overall social costs being saved. However, this does not
account for the possibility that bicycle trips may be substituting for modes other than driving. Furthermore, it says little about how many additional trips from potential cyclists
could be induced. Such information would be most reliably
obtained by estimating a mode-choice model for different
types of cycling trips and calculating the likelihood of substitution rates in that manner. The latter strategy is subject to
elaborate modeling schemes and survey data.
It is important to recognize, however, that any reduced
congestion beneﬁt to society needs to be tempered by an
induced demand phenomenon which may obviate congestion
or pollution reductions due to diversion (127). This implies
that reduced traffic congestion that may result from the construction of an additional bike lane may largely (though not
entirely) be consumed by other drivers making additional
trips, drivers lengthening trips, and additional development.
This suggests that any reduction in congestion (and subsequently pollution and energy beneﬁts) will be small at best.
Nevertheless, the additional opportunities for drivers to pursue activities that previously had been too expensive prior to
the capacity expansion (of roads or bike lanes) engender some
beneﬁts for new drivers.

Livability

Another beneﬁt refers to social attributes accrued by individuals who receive beneﬁts of such facilities, either directly
or indirectly. One of the reasons people pay a premium to
live in desirable areas is that they are paying for the option to
use speciﬁc facilities, whether or not they actually do. For
instance people may pay a premium to live near a bike path
despite not cycling themselves because they might want to in
the future. In this respect, such proximity would be valued
by current and potential users. These benefits are revealed
through preferences that represent an elusive phenomenon to
which an economic value can be attached. A compelling strategy to measure these non-market goods analyzes the choices
people reveal in their purchase of home locations in efforts
to understand how they implicitly or explicitly evaluate the
desirability of a certain good. A revealed preference approach
would measure individuals’ actual behavior, and this can be
done through hedonic modeling to learn if and how much
residents value accessibility to bicycle facilities.
Discerning the relative value of non-market goods using
hedonic modeling techniques is a method that has been
employed for years since its first applications by Lancaster
(128) and Rosen (129). An extensive review of this literature
(130) contains nearly 200 applications that have examined
home purchases to estimate values of several home attributes
including structural features (e.g., lot size, a home’s ﬁnished
square feet, and number of bedrooms), internal and external
features (e.g., ﬁreplaces, air conditioning, garage spaces, and
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porches), the natural environment features (e.g., scenic views),
attributes of the neighborhood and location (e.g., crime level,
golf courses, and trees), public services (e.g., school and
infrastructure quality), marketing, and ﬁnancing. The application germane to this inquiry focuses on the relative impact
of bicycle lanes and trails. It is important, however, to understand the relative value of different types of facilities as they
may have substantially different appeal. Some trails are on
existing streets (demarcated by paint striping); some are next
to existing streets (separated by curbs); others are clearly separated from traffic and often contained within open spaces.
The last category, being the most attractive for many bicyclists, is likely to have the largest effect. To effectively estimate the value of such facilities, it is important to be able to
explain and control for the degree to which open space versus the bike trail contained within the open space contributes
to a home’s value. In many metropolitan areas, bike trails and
open space share a spatial location and at minimum exhibit
similar recreational qualities. Any research failing to account
and control for such correlation would be misguided in its
attempt to estimate the independent value of bicycle trails.
For this reason, not only is it important to control for structural attributes of the home, characteristics of the neighborhood, and geographic location, but it is also important to
consider the value of adjacent open space. The value of open
space has been estimated in several applications of hedonic
regression (131–136).
The hedonic pricing method is appealing because it is
rooted ﬁrmly in market prices and provides a strategy to perform an economic valuation for non-market facilities. To the
team’s knowledge, the only attempt to extend such methodology to bicycle facilities was conducted by Lindsey et al. (72)
who analyze the property value using a one-half mi buffer
around a greenway. The outcome of this methodology would
then be econometric models that can be used to reliably measure if residents value access to bicycle facilities and if so, to
what degree. This value could then be easily converted to
monetary amounts.

Fiscal

ROW preservation is the process of preserving land needed
for future infrastructure, most often in the form of transportation. It is a beneﬁt reaped exclusively by the public agencies
planning such facilities. Consider the situation where there
may be a plan to build a rail transit corridor in 10 years; it
may be economically prudent to acquire the land sooner
rather than later for several reasons (137). First, the price of
land may rise faster than inﬂation. Second, acquiring the land
now may ensure it is not developed, while not acquiring it now
may require the destruction of recently constructed buildings.
There are, of course, risks associated with ROW preservation. Land may be acquired but the resources never found to

complete the project. ROW acquired prior to use for a future
road or transit line may still be used for transportation. Placing a bicycle facility along the ROW is relatively inexpensive, ensures a transportation use for the corridor (ensuring it
will not be viewed as park land) and provides user beneﬁts.
The economic value of ROW preservation can be estimated by multiplying the probability of use in the future by
the difference of the net present value of future cost if not
preserved and the present cost. Because acquiring ROW that
is already developed is more expensive, this should output a
positive value. The probability of future use is an important
variable that is usually case speciﬁc. For example, a plan may
suggest three alternative ROWs for a route. The probability
of any route would then be less than one-third. Thus, the
ROW preservation beneﬁt would depend on the difference in
costs multiplied by that probability. There are similar ways
of estimating this value that might produce different results.
For example, the present cost of the ROW could be estimated in the cost category, and then consider “selling” the
ROW in the future to the other transportation project as part
of the salvage value of the bicycle facility. This salvage value
is an estimate of the market value of the land. If the net present value of the salvage value exceeds the present cost, there
may also be a right of preservation beneﬁt. In such deliberations, it would be important to account for the discount value
of completing the project—the present value of using available funds to complete a project and buying land for future projects later. For example, a beneﬁt-cost ratio of 1.1 that would
imply that 1 million dollars spent on a project will generate
stream of beneﬁts worth 1.1 million in present dollars. This is
the baseline to compare with early ROW purchase. That is, the
baseline is that some amount of money “x” greater than 1 million dollars will be spent to buy ROW in the future.
To estimate the present value of using the 1 million dollars
to buy ROW for future use, delaying a hypothetical project that
would have been done with that money, consider how that
the beneﬁt stream would change. First, a given project may
eventually generate the same stream of beneﬁts, but delayed
by n years, giving a lower present value. However, the money
that is saved (x minus $1M) by not paying a higher land price
later, means that an additional project can be done at that time,
yielding extra beneﬁts, again starting n years in the future.

CONCLUSIONS

For such information to be useful in policy circles, several
actions need to be taken (in addition to improving data collection efforts). First, the majority of past work has a clear
advocacy bent; it is not always known how and where much
of the data are derived. It is unclear from most of the studies
if the available data were analyzed in a completely objective
manner. Second, it is important to focus the discussion and
analysis at an appropriate scale and for a particular purpose.
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Third, such analysis and frameworks need to be better incorporated into policy discussions. In its current state, this research
lacks appeal because many studies are conducted at a relatively abstract scale rather than at a project scale.
For this reason, it is suggested that beneﬁts be estimated on
a municipal (or regional) scale or in even more disaggregate
units. Finally, there exists considerable room for improving

the manner in which these methodologies are approached. The
intent is to provide the foundation for urging a consistent
framework in which different beneﬁts can be estimated and
subsequently compared. If the goal is to implement plans that
systematically integrate or account for such consideration,
then such methods and improvements will ultimately lead to
more sound policy decisions and bicycle facility investment.
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CHAPTER 4

BENEFIT-COST ANALYSIS OF BICYCLE FACILITIES

INTRODUCTION AND PURPOSE

Based on the research conducted for this project, the team
crafted a set of guidelines to be used by transportation professionals and government agencies to better integrate the
planning of bicycle facilities into the transportation planning process. The web-based guidelines will assist state
DOTs and other state, regional, and local agencies in considering bicycling in all transportation projects. Additionally,
the guidelines will support local agencies’ review of bicycle
projects as part of the transportation improvement plan.
Transportation planners will be able to use the guidelines
for the following purposes:
• Estimating the likely cost of speciﬁc facilities based on
type and on key characteristics,
• Estimating how a facility will impact the overall bicycling
environment in an area, and implicitly how it will affect
the amount of riding based on characteristics of the facility and of the surrounding area,
• If information is available for calibration, estimating the
usage of a facility (and the change in usage of complementary and competing facilities), and
• Estimating the speciﬁc types of beneﬁts and their relative sizes based on characteristics of the facility and of
the surrounding area.

Estimates of existing bicycling demand are based on U.S.
census journey to work mode shares. Establish the number of
residents within 400-, 800-, and 1,600-m buffers of the facility by multiplying the area of each buffer by a user-supplied
population density. Multiply the number of residents in each
buffer (R) by 0.4, assuming the national averages of 80% of
residents are adults and 50% of adults are commuters, to calculate the number of daily commuters. Then multiply this
number of commuters in each buffer by the region’s bicycle
commute share (C). Use the bicycle commute share for the
Metropolitan Statistical Area (MSA) as the default value; the
user has the option to enter a commute share for the speciﬁc
area if it is known.
Daily existing bicycle commuters = R • C • 0.4
Adult commuters represent only a portion of adult bicyclists. The team compared U.S. census commute shares to
NHTS data and found that the total adult bicycling rate
ranges from the census commute rate at the low end to 0.6%
plus three times the commute rate at the high end (Appendix A). This allows the use of readily available census commute shares to extrapolate total adult bicycling rates (T).
Thigh = 0.6 + 3C
Tmoderate = 0.4 +1.2C
Tlow = C

TRANSLATING DEMAND AND BENEFITS
RESEARCH INTO GUIDELINES
Demand

Estimating the use of a new facility rests on two main
assumptions. First, all existing commuter bicyclists near a
new facility will shift from some other facility to the new
one. Second, the new facility will induce new bicyclists as a
function of the number of existing bicyclists. Research for
this project uncovered that people are more likely to ride a
bicycle if they live within 1,600 m (1 mi) of a facility than if
they live outside that distance (Appendix B). The likelihood
of bicycling increases even more at 800 m and 400 m. The
team therefore estimates existing and induced demand using
400-, 800-, and 1600-m buffers around a facility.

Multiply the estimated low, moderate, and high rates by the
number of adults—estimated to be 80% of the population—
in each buffer to arrive at the total number of daily adult
cyclists.
Total daily existing adult cyclists = Tj • R • 0.88
Additional research (Appendix B) found that people
who live near a facility are more likely to bike than those
that do not; multipliers were developed to describe these
probabilities. Multiplying the numbers of both commuters
and total adult cyclists by the likelihood multipliers found
in this research for various buffers around the proposed
facility provides an estimated number of induced cyclists
in each group.
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New commuters = ∑ ( Existing commuters

( Ld − 1))

d = 400, 800, 1, 600
New adult cyclists = ∑ ( Existing
g adult cyclists

( Ld − 1))

d = 400, 800, 1, 600
0
Where

Annual recreation benefit = D • 365

L400m = 2.93
L800m = 2.11
L1600m = 1.39

•

( new cyclistss − new commuters )

Reduced Auto Use Beneﬁts

Mobility Beneﬁt

This research, based on stated preference analysis, found
that bicycle commuters are willing to spend, on average 20.38
extra minutes per trip to travel on an off-street bicycle trail
when the alternative is riding on a street with parked cars (6).
Commuters are willing to spend 18.02 min (M) for an onstreet bicycle lane without parking and 15.83 min for a lane
with parking. Assuming an hourly value of time (V) of $12,
the per-trip beneﬁt is $4.08, $3.60, and $3.17, respectively.
Multiply the per-trip beneﬁt for the appropriate facility by the
number of daily existing and induced commuters, then double it to include trips both to and from work. This results in
a daily mobility benefit. Multiplying the daily benefit by
50 weeks per year and 5 days per week results in the following
annual beneﬁt:
Annual mobility event = M • V 60
•

of studies of outdoor recreational activities (Appendix G).
From both NHTS and Twin Cities TBI, the average adult
cycling day includes about 40 min of cycling. This is the
amount used, plus some preparation and cleanup time. Multiply this by the number of new cyclists minus the number of
new commuters. (The value of the facility to new commuters
is counted in the mobility beneﬁt.)

e + new commuters )
( existing commuters

•

50 • 5 • 2

It should be noted that this methodology assumes that no
bicycle facility previously existed nearby, aside from streets
with parking. In the this equation, V is divided by 60 because
the M is in minutes and V is in hours; dividing V by 60 converts it to minutes so that the result can easily be multiplied
by the minutes.

Health Beneﬁt

An annual per-capita cost savings from physical activity
of $128 is determined by taking the median value of 10 studies (Appendix E). Then multiply $128 by the total number of
new bicyclists to arrive at an annual health beneﬁt.
Annual health benefit = total new cyclists • $1228

Recreation Beneﬁt

The “typical” day involves about 1 hr of total bicycling
activity, which is valued at $10 (D), based on a wide variety

These benefits apply only to commuter and other utilitarian travel, because it is assumed that recreational riding does not replace auto travel. These include reduced
congestion, reduced air pollution, and user cost savings.
Multiply the total benefit per mile by the number of new
commuters, multiplied by the average round trip length
from NHTS (L).
Then consider two offsetting adjustments that ultimately
leave the total number unchanged. First, there are utilitarian riders in addition to commuters and some of these trips
will replace auto trips. Second, not all new bike commuters
and utilitarian riders would have made the trip by car; evidence from NHTS suggests that something less than half
of bike commuters use driving as their secondary commuting
mode. For simplicity, assume that these two factors offset
each other, and thus the total amount of new bike commuter
mileage is a reasonable number to use to represent the total
amount of new bike riding substituting for driving.
The beneﬁt per mile of replacing auto travel with bicycle
travel is a function of location and the time of day. There will
be no congestion-reduction benefits in places or at times
when there is no congestion. Pollution-reduction beneﬁts will
be higher in more densely populated areas and lower elsewhere. User cost savings will be higher during peak periods
when stop-and-go traffic increases the cost of driving.
Based on reasoning documented in Appendix G, congestion savings will be 0 to 5 cents per mile and pollution savings from 1 to 5 cents per mile depending on conditions.
Assume the high end of this range in central city areas, the
middle range in suburban areas, and the low end in small
towns and rural areas. For simplicity, assume that all commuting and utilitarian trips are during congested periods.
User cost savings were determined to be 3 cents per mile during congested peak periods and 0 otherwise; thus, these are
scaled by location in the same way as congestion savings.
Overall, the savings per mile (S) is 13 cents in urban
areas, 8 cents in suburban areas, and 1 cent in small towns
and rural areas.
Reduced auto use benefit = new commuters • L • S • 50 • 5
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BENEFIT-COST ANALYSIS TOOL

The guidelines, titled Beneﬁt-Cost Analysis of Bicycle
Facilities, can be found at http://www.bicyclinginfo.org/
bikecost/. These guidelines provide planners, policy officials,
and decisionmakers with the ability to use a standard method
to analyze the costs, beneﬁts, and induced demand associated
with a planned bike facility in their community. These guidelines allow the user the ability to tailor the information to a
particular project. Figure 2 presents a brief outline of the
sequence of logic and process contained within the web-based
guidelines.
The guidelines include useful accompaniments such as
“i” buttons and a “Bicyclopedia.” The “i” buttons help
explain variables so that the user can better understand the
information that is being requested (Figure 3). The Bicyclopedia comprises a glossary of terms, a guide on how to
use the guidelines, and a brief description of the methodology that was used to develop the guidelines. The explanations associated with the “i” buttons and the glossary
appear in separate popup windows so that data entered by
the user are retained.

mation that the tool requires depends on the different characteristics of the facility that the tool is analyzing. The following is the detailed logic tree that tool goes through for the
general input portion of the tool.
The user is prompted by the following general inputs:
1. Are you interested in: Costs, Demand, Beneﬁts? Or a
combination of the three?
2. In which metro area will the facility be located? Central
city or Suburb?
3. Mid-year of project?
4. Type of facility?
a. On-street with parking
1. Restripe
2. Overlay
3. Full Depth
4. Signed Route
b. On-street without parking
1. Restripe
2. Overlay
3. Full Depth
4. Signed Route
c. Off-street
1. Stone trail
2. Asphalt trail
3. Concrete Trail
d. Bicycle-Related Equipment

General Inputs

When determining the beneﬁts and costs of a bicycle facility, the guidelines allow the user to tailor the outputs to the
speciﬁc project that is being proposed. The user ﬁrst selects a
metropolitan area. Second, the user speciﬁes if the proposed
facility will be located in the city or suburbs (Figure 4). Such
options allow the user to tailor output to local conditions. The
user is asked to specify characteristics of the project that is
being proposed. Options include on-street bicycle lanes with
or without parking, off-street bicycle trails, and bicycle-related
equipment.
During the general input portion of the tool, it prompts the
user for information about the proposed facility. The infor-

Costs

The guidelines prompt the user to select various features of
a trail such as dimensions, signals, landscaping, and materials
used for the trail. The guidelines provide the user the ability
to enter a cost for various features or to use default settings as
outlined in Chapter 1 of this report (see Figure 5). Based on
such inputs, the tool calculates the cost of the facility.

Costs / Demand / Benefits

General Inputs

Cost Worksheet

Output:
Capital cost
Annual maintenance cost

Demand / Benefits Inputs

Output:
# of New
Cyclists

Output:
$ Benefits

Figure 2. Flow chart showing structure of the guidelines.
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Figure 3. Information from “i” buttons explaining the input variables provided in
separate popup windows.

Figure 4. General inputs.
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Figure 5. Facility costs spreadsheet.
Demand

The next process estimates the induced demand as a result
of the facility. In doing so, the guidelines consider the existing bicycle commute share, residential density at 400, 800,
and 1,600 m from the facility, household size, and length of
facility. The guidelines have default settings for each metropolitan area. However, the user has the ability to change
these ﬁgures if better information about the area around the
facility is available (Figure 6).
Output

The guidelines present the user with easy to read tables
showing the costs of a new facility and the induced demand
and beneﬁts related to mobility, recreation, health, and reduced
auto use (Figure 7).
APPLICATION TO PEDESTRIAN FACILITIES
Introduction

Some of the difficulty in planning for bicycling and walking is that the bulk of the literature and subsequent planning
tools typically aggregate these two modes. For abstract or
general purposes this may suffice; the two modes are almost
always aggregated in transportation research. In terms of daily

use, facility planning, and community design, bicycling
and walking differ substantially. The cost, demand, and
benefit tool for this project were developed specifically
with bicycle facilities in mind. Many elements of the tool,
however, can be applied to pedestrian facilities. For example, cost information can readily be adapted for pedestrians
to the existing cost model, given the constraints described
in this section. On the other hand, demand and benefit calculations would need to be considerably modified to meet
the unique characteristics of pedestrians. This section
describes the manner in which the designed tool could be
applied to matters of pedestrian planning and some of the
issues involved.

Important Issues to Consider

It is helpful to draw attention to two points when considering speciﬁc facilities. The ﬁrst is that there are facilities developed speciﬁcally for pedestrian use and most of the time only
pedestrian use (e.g., sidewalks, stairs, and street crossing
improvements). Other facilities suitable for bicycle use, however, tend to be used by pedestrians as well. The second point
is that pedestrians, in a strict deﬁnition, are meant to include
people walking, versus variants such as running and skating.
There is an important difference in terms of speed and typical
distances covered that impact how demand and beneﬁts will
be impacted by facilities.
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Figure 6. Demand inputs.

Figure 7. Output of guidelines.
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The ﬁrst distinction between facility types primarily affects
cost estimates. Facilities that are intended for mixed use
including bicycles can obviously be addressed using the cost
tool in the guidelines. However, it may not be possible to estimate costs for facilities that are for pedestrian use only, unless
the physical characteristics of the facility have a close parallel
to the bicycle facilities included in the model.
Demand and beneﬁt estimates tend to be more inﬂuenced by
the second point. Speciﬁc facilities and environments that may
be very useful to walkers may not be as suitable for higher
speed alternatives like running and skating. Conversely, the
value of a continuous off-road facility may be greater for
higher-speed users, which in turn will inﬂuence how far they
will go out of their way to use these facilities, which will
impact demand.
A ﬁnal matter is that walking is 10 times as common as bicycling. An estimated 70% of adults walk at least once per week
(in the NHTS baseline sample) while about 7% bike. Because
so many people walk already it seems unlikely that new facilities will have a signiﬁcant impact on total demand, although
they may inﬂuence where walking is done. The major impact
on beneﬁts will likely be the value of improved safety or general conditions for the already large number of existing pedestrians, rather than the value of additional activity by new users,
as was the case with many of the bicycling beneﬁts.
Costs

Costs and beneﬁts obtained from a self-contained project
such as a multipurpose trail, striping of an existing roadway for
bicycles, or construction of a sidewalk next to an existing roadway, are relatively easy to estimate by applying the guidelines.
However, bicycle facility costs as an element of much larger
road construction costs are more difficult to reliably estimate.
In like manner, the guidelines can be more readily applied
to self-contained pedestrian paths than sidewalks built as part
of roadway projects, particularly in urban environments.
Urban roadway projects will often include essential elements
to create a quality pedestrian facility which include not only
the sidewalk material but also street trees, landscaping,
benches, trash bins, and public art—all of which are often
important to creating inviting pedestrian environments.
The cost model was designed to estimate bicycle facility
construction and design cost for all types of on-street and
off-street facilities, equipment such as racks, and real estate

costs. Bicycle facilities may exclude pedestrians or be shared
with pedestrians and other non-motorized users. Table 8
identiﬁes, based on location, shared facilities for cyclists and
pedestrians as well as exclusive facilities.
Having identiﬁed the correspondence between the bicycle
and pedestrian facility type, the next step is to identify the
construction elements required for exclusive pedestrian facilities. Updating the cost model to include construction elements for sidewalks and trails would require minimal effort
as most construction elements are already included in the
cost model.
Table 9 identifies construction elements that are exclusive to bicycles and pedestrians as well as those that are
shared. Note that most elements are shared and included in
the existing model.
To use the tool to estimate the cost of the bicycle facility,
the user inputs information (such as path width) for the
applicable elements of the pedestrian facility type, thereby
generating the appropriate cost estimate.
Demand

Demand in terms of new bicycle users is generated based
on an extrapolation from existing mode share of bicycle commuters to ﬁnd the number of new users attributed to a given
facility. This is based on two different calculations: ﬁrst, estimating the total number of bicyclists in an area based on the
commute share and second, estimating the number of new
cyclists as a function of the current number. Both of these
calculations are based on the results of the research done for
this project.
Development of an equivalent demand estimation methodology for pedestrians should be considered carefully. There
is no reason to believe a priori that observed relationships
between recreational and commuter bicycling would hold
for walking or other potential facility uses. Nor is there any
reason to think that there would be a similar relationship
between marginal improvements to facilities and the amount
of walking. Indeed, there are good reasons to believe that
these relationships would not hold.
1. Adequate facilities for walking are much more widespread (e.g., sidewalks). There may not be good facilities on speciﬁc roads, but most people have some place
that is reasonable for walking. In general, because of the

TABLE 8 Conveyance
Location
Street
Adjacent Street
Off-Street

Bicycle
Bike Lane
Shared Lane
Side Path
Cycle Track

Shared
Paved Shoulder
Multipurpose Path

Pedestrian
Shared Street
Sidewalk
Walking Trail
Stairs
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TABLE 9 Construction elements
Bicycle

Shared

Pedestrian

Pavement Markings

Earthwork

Benches

Bicycle Parking

Pavement

Bus Racks

Drainage
Landscaping
Bridges
Underpasses
Signs
Traffic Signals
Barriers
Lighting
Security
Real Estate
Operations Costs
Maintenance Costs

wealth of existing pedestrian facilities, new pedestrian
facilities are less likely to create major changes to the
overall opportunity set as they often do for cycling. They
seem unlikely to have a major impact on the total amount
of walking, although they may impact where it is done
and the beneﬁts that it provides (e.g., providing a sidewalk connecting two formerly auto-oriented centers).
2. In more developed areas, pedestrians are generally separated from traffic; therefore, off-road facilities do not
create the same kind of unique advantages that they
do for bicycles, at least in the case of walking (this
would be different in rural areas). However, for runners and skaters, their higher speeds and longer distances could mean that facilities without frequent
intersections could be advantageous.
3. The relevant travelshed for walking is smaller than for
cycling. Most walking trips are quite short; unless a
facility is extremely close to a person’s home or work,
they are unlikely to use it much. There could still be
drive-in traffic for recreational walking, but only if the
facility is special in some way (e.g., scenic).
4. Cycling also tends to be more inﬂuenced by attitudes
and facilities; rates of commuting are an indicator of
these attitudes and facilities that can also be used
to predict recreational cycling. Commuting and recreational cycling to some extent beneﬁt from the same
kinds of conditions. Walking does not seem subject to
the same cultural and facility limitations. Furthermore,
commuting by walking is strongly constrained by local
land use density due to the short distances involved,
whereas walking for recreation is not. So there is no reason to believe that there would be a strong relationship
between commuting and total walking at a neighborhood or even an urban area level, as there appears to
be for cycling.

The conclusion that follows from these points is that not
only is the bicycling demand model in the guidelines not
applicable to pedestrians; in fact, it cannot even be adapted
because of the significant differences in the underlying
circumstances for the two user types.
In two respects, estimating pedestrian demand is simpler
and more reliable than estimating bicycling demand. First,
because walking is so much more common, there will not be
such large variations across different cities or between different parts of the same city. Because it is more common, it would
be much easier to complete representative counts in a given
area to estimate local demand. Furthermore, local variations
are smaller; it is therefore appropriate to estimate demand on
a new or improved facility based on known demand on a
similar facility at a different location.
The second reason estimating pedestrian demand is more
straightforward stems from the fact that walking facilities
are also more common. For any facility with given characteristics—a sidewalk in a suburban commercial area—it is
likely that one or more very similar facilities exist in the same
urban area, and if not, then almost certainly in some other
similar city. Thus estimating demand by comparing existing
facilities is more feasible for walking facilities than it is for
bicycling facilities, and probably more accurate as well. This
is likely true of mixed use as well as pedestrian-only facilities,
although some basic research to conﬁrm these hypotheses
would be valuable.
Beneﬁts

Three bicycling beneﬁts included in the guidelines rely
in part on demand estimates. The number of new bicyclists
is multiplied by a per-person dollar amount to calculate
health, recreation, and mobility beneﬁts. Of these, health and
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recreation could directly apply to pedestrian facilities without further study, assuming an established methodology for
estimating induced pedestrian demand. It could be assumed
that pedestrian facilities would generate $128 per year in
health beneﬁts to new pedestrians who did not formerly
engage in physical activity. The same assumption would
hold true for recreation; new pedestrians would value their
recreational time at the same rate as their cycling counterparts.
The mobility beneﬁt also relies on an estimate of demand,
but cannot be applied directly to pedestrian facilities. The
methodology employed to assign value to bicycle facilities
did not consider pedestrian facilities. To determine the mobility beneﬁt, the research team used an adaptive stated prefer-

ence survey to assign value to ﬁve types of bicycle facilities.
A similar survey could be used for pedestrian facilities, but
would require a new framework for considering different
types of facilities.
The externalities beneﬁt assumes that new bicycle commuters induced by a new facility will generate beneﬁts in the
form of less congestion and air pollution. The former relies on
the fact that bicycle facilities typically separate cyclists from
autos. Applying this logic to pedestrian facilities presents the
problem that increased pedestrian traffic, even on sidewalks,
can actually increase automobile traffic congestion at intersections. For this reason, the methodology employed to calculate the externalities beneﬁt would need to be substantially
modiﬁed to apply it to pedestrian facilities.
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CHAPTER 5

APPLYING THE GUIDELINES

The previous chapters described several issues surrounding any analysis of investments in bicycle facilities; the webbased tool provides the user with a means to performing such
analysis. This chapter describes how to apply the guidelines
in the ﬁeld.
Applying the described tool—Benefit-Cost Analysis of
Bicycle Facilities—provides the project proponent with the
basic technical information needed to advance a proposed
project through the development process. The project proponent will have an initial estimate of capital costs, including
cost of design, real estate acquisition and construction, and
operations and maintenance costs. Additionally, the proponent will have an estimate of use and associated beneﬁts.
With this information, the project proponent can develop
public support for the project (a key step to success in project implementation) and proceed into the transportation project development process.
In addition to deﬁning the project and its beneﬁt-cost characteristics and initiating efforts to develop public support, an
important early development task is to identify potential funding sources and the path to securing project funding. Principal
sources of potential project funding include federal transportation programs. Some state and private programs may also be
sources of project funding.

FEDERAL FUNDING SOURCES

Federal funds represent the largest potential source of funding for bicycle facilities. The U.S. DOT’s FHWA administers
the largest of these funding programs. The principal federal
funding sources for bicycle facilities are the Transportation
Enhancements (TE) and the Congestion Mitigation and Air
Quality (CMAQ) programs. Bicycle projects are also eligible for funds from FHWA-administered programs such as
National Highway System (NHS), Federal Lands Highways,
National Scenic Byways, and Recreational Trails.

Transportation Enhancements

The Intermodal Surface Transportation Efficiency Act
(ISTEA) established the TE grant program in 1991. TE funds
can be used to fund a variety of “non-traditional” projects,

such as bicycle facilities. Since the creation of the program,
45% of TE funds have been spent on bicycle and pedestrian
facilities. Bicycle facilities that are primarily designed for
transportation rather than recreational uses are eligible for
TE funds.
The Transportation Equity Act for the 21st Century, authorized in 1998, provided that 10% of Surface Transportation
Program (STP) funds authorized be set aside for TE funding.
This TE set aside is estimated between $500 million and
$750 million per year. Each state’s DOT is charged with determining project eligibility for TE funding. In some states, a
sitting “enhancement committee” is given this responsibility,
as well as the responsibility for establishing project priorities.
Most states also require matching funds from the project sponsor of at least 20% of the project budget, with the remaining
funding coming from the federal TE funds. The recently
passed transportation bill, SAFETEA-LU, also provides substantial funds devoted exclusively to constructing bicycle
facilities.

CMAQ

In 1991, ISTEA also created the CMAQ program. The
CMAQ program, jointly administered by the FHWA and the
FTA and reauthorized under TEA-21, provides more than
$1.3 billion per year to state DOTs, Metropolitan Planning
Organizations (MPOs), and regional transit agencies (RTAs)
to invest in projects that reduce targeted air pollutants from
transportation-related sources.
Because CMAQ funds are intended to improve air quality,
funds must be spent on projects in air quality non-attainment
or maintenance areas. A non-attainment area is an area currently designated by EPA as not meeting the national ambient air quality standards (NAAQS). A maintenance area is
one that was at one time a non-attainment area but currently
meets NAAQS and has been re-designated by EPA. Designated areas are described in the Code of Federal Regulations.
Although all states receive CMAQ funds, those that have nonattainment areas receive proportionally more CMAQ funding
than other states.
Historically, only 3% of CMAQ funds annually have been
used to build bicycle and pedestrian facilities. The overwhelming majority of CMAQ funding has been used for
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traffic flow measures and for transit projects. Eligible bicycle projects include trails, storage facilities, and marketing programs.

Other FHWA Programs

Other federal funding programs for which bicycle facilities are eligible provide much lower funding levels than TE
and CMAQ and are more restricted in their use. Although
NHS funding levels are comparable with overall STP funding levels ($5.5 billion in FY 2003), use of the funds is limited to roadways that are part of the interstate or national
highway systems. There is no set aside for enhancements,
although up to 50% of NHS funds can be transferred to the
CMAQ program.
The Federal Lands Highways Program receives approximately $700 million per year, all of which must be spent on
parkways, Indian reservation roads, or public lands roads.
National Scenic Byways funds can only be applied to designated All-American roads or National Scenic Byways, and
funding levels are $25 million per year. The Recreational
Trails program is funded at $50 million per year. States must
spend at least 30% of their apportionment for this program on
recreational trails for motorized vehicles such as snowmobiles.

and other agencies for funding decisions. MPO recipients
program these planning funds through the Uniﬁed Planning
Work Program (UPWP). Decisions on SPR funds are typically made at the state level. The preliminary estimates of
bicycle project costs and beneﬁts developed through application of the guidelines can be valuable in conveying the
relative merits of a project planning study for 3C PL and
SPR funds.

NON-FEDERAL FUNDING SOURCES

The federal government is not the only source for bicycle
funding. State and local governments all have the capacity to
spend general revenue funds or dedicated revenue on transportation projects, including bicycle facilities. The processes
for selecting projects can vary widely across state and local
governments. Although it is not possible to cover each project
selection process in detail, the nature of the estimates generated through the guidelines is such that it should be applicable
to any set of criteria or evaluation methods.
In addition to government funding for bicycle facilities,
some private and non-proﬁt organizations provide grants
speciﬁcally for the development of bicycle facilities. Two
examples of these grants are the Bikes Belong program and
the Kodak American Greenways awards.

Department of Interior—Land and
Water Conservation Fund (LWCF)

Bikes Belong Coalition Grants

The LWCF program provides matching grants to states and
local governments for the acquisition and development of
public outdoor recreation areas and facilities, including bicycle facilities. In FY 2004, $160 million was provided to the
states through this fund. States receive individual allocations
of LWCF grant funds based on a national formula (with state
population being the most inﬂuential factor). Then states initiate a statewide competition for the amount available. Projects are scored and ranked according to the project selection
criteria and successful applications are then forwarded to the
National Park Service for formal approval and obligation of
federal grant monies. The ﬁrst step for potential applicants is
to contact the cooperating state office to ﬁnd out about local
application deadlines, state priorities and selection criteria,
and what kinds of documentation are required to justify a grant
award.

In 1999, bicycle industry leaders founded this organization
in Boulder, Colorado, with the mission of “putting more people on bikes more often.” Bikes Belong grants are in amounts
up to $10,000, with funding goals including increased bicycle ridership, leveraging additional funding, building political
support, and promoting cycling. These guidelines can assist
an applicant in making the case that a project will increase
ridership and promote cycling. Bike paths, trails, and lanes
are among the facilities eligible for Bikes Belong grants, with
non-proﬁt organizations and public agencies (not individuals) being eligible grant recipients. The grant program has
strived to fund important and inﬂuential projects that leverage TEA-21 money and build momentum for bicycling. From
1999 to 2002, Bikes Belong funded 53 projects for a total of
$530,000, with $460,000 in bicycle facility grants leveraging
$246 million in federal funding in 23 states.

Federal Planning Funds

Kodak American Greenways Awards

In addition to the federal capital funding sources described
above, bicycle projects obtain federal planning funds. FHWA
planning funds (3C PL) and State Planning and Research (SPR)
funds are two common sources for funding planning studies.
Each state receives funding from FHWA based on an allocation formula. The states then distribute 3C PL funds to MPOs

Since 1992, the Kodak American Greenways program has
awarded nearly 500 groups across the nation with seed grants
to support the development of community-based, actionoriented greenways projects. The program deﬁnes greenways
as “corridors of protected, public and private land established
along rivers, stream valleys, ridges, abandoned railroad cor-
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ridors, utility rights-of-way, canals, scenic roads, or other
linear features. They link recreational, cultural, and natural
features, provide pathways for people and wildlife, protect
forests, wetlands, and grasslands, and improve the quality of
life for everyone.” In 2004, grants were awarded to 39 projects. Although only one was speciﬁcally identiﬁed as a bicycle facility, many of the projects are multi-use trails that would
accommodate bicycles, and bicycle trails are designated as an
eligible grant project on the grant application. Grant applications are completed online, and provide several opportunities
for applicants to describe project beneﬁts in detail.

Securing Federal Funding Through State
and MPO Processes

As a condition of eligibility for federal funding, transportation projects must be included in a federally certified
transportation planning process. In urban areas, MPOs are
responsible for complying with federal planning requirements.
In non-urban areas state DOTs are responsible for transportation planning.
In accordance with the federal planning requirements, projects proposed for federal highway capital funds like TE and
CMAQ and the others previously described must be programmed in a Transportation Improvement Program (TIP).
The federal regulations require the submittal of TIPs on a biennial basis. Project planning is also eligible for federal funding.
Planning efforts must be included in the federally required
UPWP to be considered for funding.
Project sponsors attempting to ﬁnance a bicycle facility with
CMAQ, TE, or other federal highway funds, need to ﬁrst submit their project to the state DOT or committee responsible
for determining funding eligibility. Once project eligibility has
been conﬁrmed, sponsors must propose their project for funding through the TIP development process. In urbanized areas
UPWPs and TIPs are developed by MPOs, the body responsible for planning and programming all of the federal surface
transportation funds allocated to the urban area. Participation
in the broader MPO planning and programming process is
helpful in advancing projects into the UPWP and TIP.
In non-urban areas of states, federal programming decisions are the responsibility of the state DOT. Although there
are some states, such as Massachusetts, where regional bodies in non-urban areas are still given the authority to prioritize eligible projects for CMAQ or TE funds, in most states
both eligibility and prioritization are within the purview of
the state DOT.
Information resulting from the application of the guidelines provides preliminary estimates of project cost and identiﬁes project beneﬁts to assist state DOTs in understanding a
new proposal’s overall effectiveness particularly as it relates
to furthering achievement of air quality improvements. In
addition, it permits evaluators to better assess the proposed
bicycle project relative to other candidates for funding. As

some DOTs and MPOs take steps to create a more transparent planning process with clearly deﬁned criteria, the guidelines become an important tool for planners to refer to as their
proposed project undergoes MPO evaluation.

Project Development

Transportation projects typically go through several phases
in planning and development. Simple projects, such as purchase and installation of bike racks, would bypass most development phases and would likely be limited to minimal design,
acquisition, and installation efforts. More complex projects
such as a major regional bike path may require addressing
more of the phases described in the following steps to implementation although it is expected that most facilities would
require minimal comprehensive planning and fewer design
phases than major transportation projects.
Information from application of these guidelines for market
demand and project beneﬁts would likely remain unchanged
through the development process unless the scope of the project were to change to provide a substantially different LOS to
the cyclist than that of the original proposal. Regional transportation system models are generally not designed to project bicycle market information in sufficient detail to improve
upon the estimates of facility use and beneﬁts provided by
application of the guidelines. As project scope becomes better deﬁned through the development process, more reliable
project speciﬁc information on construction and real estate
costs should become available. This more speciﬁc information should be used to update or replace the cost information
in the guidelines as needed to make decisions on funding and
programming the proposed project.
• Regional Planning—the regional planning process is
typically a comprehensive long-range (20-year horizon)
review of the region’s transportation needs and goals
and identiﬁcation of plans to meet those needs. The results
of the process are presented in the Regional Transportation Plan (RTP). Regional bicycle program goals might
be considered in such a process but speciﬁc bicycle facilities would not likely be addressed other than as elements
of a broadly described program. Information resulting
from application of the guidelines should be sufficient to
evaluate proposed bicycle facility projects, such as paths,
in the RTP.
• Alternatives Analysis/Corridor Studies—When projects
are not well deﬁned, area or corridor studies are conducted to develop, evaluate, and deﬁne speciﬁc project
proposals. The product of this effort is typically identification of a preferred project with design and construction cost estimates developed to the conceptual/
schematic design (5 to 10%) level. This analysis is typically reserved for major projects as a means of avoiding costly design in later development stages on projects
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that may not be economically feasible. Bike facilities
are typically sufficiently well deﬁned by their setting
and of modest cost relative to major roadway or transit
projects to preclude the need for this step in the development process. Should analysis at this level be conducted for a proposed bicycle path, the work could be
eligible for federal funding assistance through the UPWP.
At this level of analysis, guideline information on construction costs would be updated based on schematic
design and real estate costs would be updated based on
estimates from local assessors or realtors.
• Preliminary Engineering Design/Environmental Impact
Analysis—Major transportation projects and projects
with potentially signiﬁcant environmental impacts are
usually advanced through design in two phases: Preliminary Engineering (PE) design/Environmental Impact
Statement (EIS), and Final Design. At the completion of
a PE, the project scope and real estate requirements
should be speciﬁcally identiﬁed and National and State
Environmental Analyses should be completed. Federal
funding assistance for this and all subsequent project
development phases would usually come from capital
funding sources, requiring the project be included in the
TIP. Construction costs developed from the guidelines
should again be updated at completion of this development phase. If property acquisition is required detailed
property plans should be completed at the end of this
development stage.

• Final Design—Final Design consists of developing
plans and specifications in sufficient detail to construct the project. This project phase results in final
pre-construction cost estimates. If property acquisition
is required, the real estate acquisition process, which can
be time consuming, should be initiated early in this phase
of project development with preparation of appraisals
followed by acquisition. Both construction and real estate
estimates can again be updated in this phase.
• Construction, Operation, and Maintenance are the ﬁnal
project phases.
The prescribed tool provides a reliable starting point for
urban planners, policy officials, and decision-makers to
understand the merits and costs of bicycle facilities. These
officials are often presented with information about how
much these facilities cost. Opponents of bicycle projects consistently use such information to demonstrate how trimming
particular projects would preserve funds that could be used
for other aims. The described tool and guidelines—and in
many respects the underlying research—provide planners,
decision-makers, and policy officials with a reliable, consistent method to compare bicycle facilities and measure often
stated beneﬁts. Such analysis could allow for better use of limited transportation funds. Having a constant measure of the
costs and beneﬁts of the bicycle facilities will help decisionmakers to pursue broader public policy goals of increased
cycling and a healthier population.
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ENDNOTES

i

In theory, this task could assume proportions considerably more
complex and sophisticated not pursued in this application for several reasons. Some literature attempts to relate the amount of bicycling to facility measurement, but with very limited accuracy. Other
literature discusses possible ways of describing the bicycle environment but does not relate this empirically to the amount of bicycling in an empirical measurement. The team believed that a framework that required planners to evaluate the detailed bicycling
environment of their area would be exceedingly complex and labor
intensive for the planners, and difficult for us to explain in an unambiguous way that would be easy to apply. Even conceptually simple measures such as miles of off-road bike paths proved hard to
deﬁne in a way that would allow comparability across different locations. Local subtleties of design and location can be vitally important in issues that might arise in different places, let alone place values on them that could be used to develop an overall environment
rating.
ii
The amount of data needed for bicycle forecasting using these
methods is actually much larger than for an auto forecasting model
for two reasons. First, because so few people ride bikes in any short
period, relative to the number that drive cars. To have a large
enough sample of bicyclists to have some sense of their geographic
distribution would require a very large survey; of the roughly
10,000 adults in the Twin Cities Travel Behavior Inventory, only
about 200 rode a bike on their survey day, not nearly enough to estimate a regional model. Second, because the number of factors that
might inﬂuence bicycling decisions is much larger than for car or
transit travel, which are typically just assumed to rely on travel time
and monetary cost. By contrast, highly subjective factors such as
perceived safety and pleasantness of the riding environment could
play major roles in bicycling decisions.
iii
In addition, it may in fact be more useful than a more complex
model that may be slightly more accurate, but that given the issues
discussed may also have only the appearance of accuracy.
iv
Based on an analysis of several sources (e.g. travel dairies such
as the National Household Travel Survey, direct questionnaires
administered by the Bureau of Transportation Statistics), the team
project’s that approximately 3% of the U.S. population cycles one
day per week and an estimated one percent of the U.S. population
receives their recommended weekly level of physical activity by
cycling.
v
A quick look at the data shows that 69% of our adult subjects within
Minneapolis and St. Paul have a retail location within 400 meters of
their home.
vi
Households were recruited to participate in the TBI using a stratiﬁed sampling design. Telephone interviews were used to collect
both household and individual socioeconomic and demographic
data. Subsequent to the demographic interview, households were
assigned a travel day on which 24-hour travel diaries were completed for all household members ﬁve years or older.
vii
Home phone call interview information helped ensure the reliability of these self reported measures of walking and/or cycling.
viii
The sample was restricted to residents of Minneapolis and St. Paul
primarily because theses two cities—as opposed to the suburbs—
had adequate representations of walking and cycling behavior. Of

the adults who completed a bicycle trip during their diary day (a total
of 138 throughout the seven county area), 86 of them (62%) were
from the Minneapolis or St. Paul.
We also only included the population who reported having completed any type of travel during their assigned travel diary day, a procedure consistent with other transportation-related research (177.
Zahavi, Y. and J. M. Ryan, Stability of Travel Components Over
Time. In Transportation Research Record 750, TRB, National
Research Council, Washington, D.C., 1980, p. 19–26). Of the original 1,801 individuals, 148 individuals (8.2%) took no trips on the
travel diary day and were thus excluded. This left us with an effective sample size of 1,653 subjects (91.8% of our original sample).
The 148 subjects that were excluded were not signiﬁcantly different from subjects retained for analysis with respect to the likelihood
of living in a household with kids or living in Minneapolis. However, compared with excluded subjects, included subjects were
more likely to be employed (83% vs. 41%, p < 0.001); more likely
to have a college education (64% vs. 20%, p < 0.001) and more
likely to be male (48% vs. 35%, p = 0.002). Included subjects were
also less likely to live in households with an annual income less than
$50,000 (36% vs. 56%, p < 0.001) and less likely to be over 60 years
of age (15% vs. 37%, p < 0.001).
ix
Such data was obtained from 2001 employment records of the Minnesota Department of Employment and Economic Development.
x
When measuring this dimension, it is important to measure the
diversity of different types of retail establishments while controlling
for the potential disproportionate drawing power of larger establishments (e.g., a large clothing store offers high employment but little
diversity). The upper limit is set at businesses containing more than
200 employees and the number of employees for each area is tallied.
The ﬁnal measure is the number of employees within the “neighborhood retail” subset within 1,600 meters of each home location.
xi
These include all businesses in the following NAICS categories:
Food and Beverage Stores (e.g., grocery, supermarket, convenience, meat, ﬁsh, specialty, alcohol)
Health and Personal Care (e.g., pharmacy, drug store)
Clothing and Clothing Accessory Stores (e.g., shoe, jewelry,
luggage)
Sporting Goods, Hobby (e.g., needlepoint, musical instrument),
Book, and Music Stores
General Merchandise Stores (e.g., includes department stores)
Miscellaneous Store Retailers (e.g., ﬂorists, novelty, used merchandise, pet, art, tobacco)
Food Services and Drinking Places (e.g., restaurants)
xii
The principal reason from these breakpoints was to ensure adequate
distribution across each category. For example, 32 percent of the
households had a retail establishment within 200 m, 37 percent within
400 m, 21 percent within 600, and 10 percent for the remaining.
xiii
A continuous measure assumes that for each additional meter of
distance closer/farther there is a consistent incremental increase/
decrease in the odds of bike or walk use.
xiv
One potential disadvantage is that by subclassifying into categories, a strong homogeneity assumption is imposed. That is, the
team assumes that the effects are the same for everyone within a
given category regardless of their individual proximity to a bike
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trail. For example, the effect of living 400 meters from a bike trail
is no different than living 799 meters from a bike trail. However,
given that the increments are within roughly 400 meter, there is relatively little difference, if any.
xv
Outside the downtown core of each city (for which there are very
few respondents in the TBI), there is similar housing density spread
across mostly all neighborhoods.
xvi
These 86 cyclists completed between 1 and 10 bike trips on the
assigned travel day (mean = 2.9, SD = 1.79). For 73 of these cyclists
(85%) the total distance traveled by bicycle is also calculated, which
ranged from 0.74 km to 36.71 km (mean = 8.64, SD = 7.10). As
expected, the proportion of bikers varied across levels of bike facility proximity, with more bikers living closer to bike trails and fewer
bikers living further from bike trails. Of interest, these distributions
differed depending on which measure of bicycle facility proximity
was used. In other words, the distribution of cyclists across categories of proximity to any bike facility was not statistically signiﬁcant, nor was the distribution of bikers across categories of proximity to an off-street facility. However, the distribution of cyclists
across categories of proximity to an on-street facility was statistically signiﬁcantly different, with increasing proportions of cyclists
in the hypothesized direction (chi-square = 13.42; p = 0.004).
xvii
Our deﬁnition of “walkers” did not include people who only
reported a walk trip from a different location (e.g., work or other).
Individuals who only reported such walk trips are not included in
an effort to more cleanly identify correlations between the residential environment and walking.
xviii
This in turn can lead to an increase in the Type I error rate; that is,
ﬁnding a statistically signiﬁcant effect, when in fact there is none.
xix
Some respondents may be pursuing walk trips from work or other
types of locations. Only walk trips from home were considered. An
additional 137 people report having a completed a walk trip, however, none of the walk trips they reported were from home.

xx

As mentioned, this analysis only included residents from
Minneapolis and St. Paul. Most other communities within the
metropolitan area are more suburban in nature in terms of lower density, lower accessibility, and other related urban form features.
xxi
To be technically correct, sampling weights should have been
employed. Given the secondary nature of the analysis and the fact
that a sub-sample was selected, proper survey sampling weights
were not available.
xxii
Our sample began with 42,750 records. Geocoding and removing records with missing or unreasonable data (e.g., homes with
zero bathrooms, zero square feet, or built before 1800) reduced
our sample to 35,002. The relatively small number of records
removed still provided an even distribution of home sales across
the metro area.
xxiii
Active open spaces are primarily used for recreation, and consist
of neighborhood parks and some regional parks. Passive open
spaces are less accessible on foot. They include areas such as golf
courses, cemeteries, and large regional parks that are accessible
only through designated entrance points and often only by car.
xxiv
Open space and bicycle variable names are preﬁxed by a c for
city and s for suburb.
xxv
In Minneapolis, several of the streets in the downtown core have
bicycle lanes (although there are few home sales downtown). Most
other on-street bicycle lanes are on busy commuting arterials or
around the University of Minnesota commercial district. On-street
lanes in St. Paul are a different story. They tend to be along a well
maintained boulevard-type corridor (Summit Avenue) and the Mississippi River corridor. These counteracting effects between Minneapolis and St. Paul may possibly cancel out one other.
xxvi
The median sale prices in the city and suburbs for 2001 were
$148,475 and $184,500, respectively. No signiﬁcant relationship
was found between home prices in the city and proximity to onstreet bicycle lanes, so no effect is estimated in Table 27.
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APPENDIX A
ESTIMATING BICYCLING DEMAND

INTRODUCTION
Transportation investment decisions often require estimates or
predictions of the amount of bicycling in a given area, as well as
how this amount depends on facilities and other conditions. Despite
a variety of publications describing efforts to model bicycle demand,
no modeling technique or set of parameter values or even rules of
thumb has emerged as deﬁnitive.
A ﬁrst step in thinking about how to model bicycling demand is
to understand the types of questions that the model might be used
to answer. Porter, Suhrbier, and Schwartz (41) list three major questions, paraphrased here:
How many people will use a new facility?
How much will total demand increase given an improved facility or network?
How does bicycling affect public objectives such as congestion
and air quality?
The last of these could be expanded to include the benefits to
cyclists themselves, such as improved health and recreational opportunities. The answer to this question could be useful politically, in
justifying public spending on bicycle-related projects. The answers
to the ﬁrst two questions are likely to be more useful for technical
analyses, in prioritizing projects given limited resources.
Another way of approaching the problem is to note that there are
three different demand prediction objectives:
Predicting the total amount of bicycling in an area or on a facility,
Predicting the marginal amount that total demand will change
given a change in facilities or policy, and
Identifying areas where inadequate facilities appear to be holding the level of bicycling below its potential, as in the “Latent
Demand” approach (42).
In principle, a model that explains the total amount of bicycling
as a function of “basic” factors including demographic, policy, and
facility variables would answer all of these questions at the same
time. Most past work has taken this kind of approach. Federal Highway Administration (43) and Texas Transportation Institute (44)
completed major surveys of non-motorized modeling techniques in
the late 1990s; the majority of the efforts they describe focused on
predicting either commute shares or total bicycle travel by reference
to these types of basic factors. More recent work such as Dill and
Carr (55) has also used this methodology.
Results of these efforts have been mixed. While certain demographic and geographic variables routinely emerge as important,
evidence linking bicycle facilities and policies to levels of cycling
has proven hard to come by; Dill and Carr note that there is somewhat of a consensus that such evidence has not been established. In
general it has been hard to ﬁnd strong relationships because the differences in levels of bicycling across different areas can be very
large in relative terms, much larger than can reasonably be explained

by differences in the bicycling environments. Unmeasured factors,
perhaps cultural or historical, appear to play an extremely large role
in determining the level of cycling in an area.
A second, less common type of demand prediction method uses
census commute-to-work shares, often combined with other data, to
provide an area-speciﬁc baseline of bicycle usage; this can help to
neutralize or perhaps proxy for some of the unmeasured factors that
can have such a large impact on demand. Epperson (138) in Miami
used census data combined with demographic factors for estimating
bicycling demand generally. Goldsmith (139) in Seattle used census
data combined with local information to predict likely changes in
bicycle commuting due to facility improvements.
This appendix approaches the demand prediction problem more
from this second philosophical perspective; that is, to use known information about commuter bicycling to develop estimates of total bicycling levels in an area. These estimates would provide an area-speciﬁc
baseline that could then be supplemented with other information to
predict how the number might change under various conditions. There
are three major steps in developing a tool based on this approach.
The ﬁrst part of the appendix describes the results of several surveys and other measurements of general bicycling demand completed
over roughly the last decade. The aim is to bring together the results
of these many different measurements, to show that the statistics are
all roughly consistent when their differing time frames are considered, and place general bounds on the sizes of numbers that are likely
to be observed.
The second part of the appendix argues that, for a variety of reasons, the common demand modeling objective to develop relationships between facilities and use by comparing different geographic
areas is not likely to provide models that are consistently successful. The reasons are derived in large part from some problematic
ﬁndings from our own attempt to develop a demand model for the
Twin Cities area.
The third part of the appendix discusses a simple model relating
current total bicycling rates to census commute to work shares. We
describe estimates of this relationship across several geographic
scales. This method is advantageous because it is simple to estimate,
understand, and explain to policymakers, and has a known range of
accuracy.

THE AMOUNT OF BICYCLING IN THE U.S.
This section describes the results of several surveys measuring
general bicycling demand that have been completed over roughly the
last decade. The primary objective here is to bring together the results
of many different measurements, to show that they are roughly consistent when their differing time frames are considered, and to place
general bounds on the sizes of numbers that are generally likely to be
observed. A secondary objective is to demonstrate how a conceptual framework in which there is a distribution of bicycle riding frequencies over the population can reconcile the various measures of
bicycling demand.
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Measurements of Bicycling Frequency
Most of the available information about the amount of bicycling
addresses the number of cyclists, as opposed to number of trips or
miles of cycling. Because of the amount of information that is available about riding frequency, we use this as our measure of bicycling demand. The end of this section briefly addresses some other
measures.
The surveys and other sources that address the frequency of bicycling produce a wide variety of results. Each source asks about a different time frame; the number of people who cycle in a week will
be larger than the number who ride in a day. A key distinction to
keep in mind is that (empirically) adults are considerably less likely
to ride a bike than are children, regardless of the time frame being
considered. These two groups must therefore be studied independently to avoid confusion or ambiguity. This is generally not an
issue with most bicycling surveys, which tend to focus on adults,
but it is a factor in deriving numbers from general travel data collection surveys. In the ensuing discussion and tables, the data refer
to adults 18 years and older.
We derived measures of the number of people who ride a bicycle
in a given day from two sources. The Twin Cities Travel Behavior
Inventory (TBI) from 2001 (140) was a daily diary survey of about
5,000 households in the Minneapolis-St. Paul metropolitan statistical area (MSA). This was done primarily during the spring and summer. The National Household Travel Survey (NHTS) of 2001 (45)
was a similar survey done over the entire United States; roughly
25,000 households were sampled in the general survey that we examined for this study. This survey was done over an entire year, which
makes it possible to measure seasonal variations. Both of these
surveys involved households keeping travel diaries on a randomly
assigned day; these days were spread throughout the week, and
throughout the year for each geographic area.
The NHTS also identiﬁes households in about 20 Metropolitan
Statistical Areas (MSAs) and 34 states, allowing us to calculate averages for these areas. It should be noted that samples for many of these
were fairly small, so the number for a speciﬁc area could be well off
the true value. However, this probably gives a reasonable estimate
of the range of values that might be observed over areas with large

populations. The NHTS also asks about whether the individual completed bicycle trips during the last week; again it is possible to calculate this at the level of speciﬁc MSAs and states.
There are several national bicycling-speciﬁc surveys addressing
longer time periods than a week. Rodale (46) reports on U.S. surveys done in 1992 and 1995. They report the percent of adults bicycling in the last year, and it is possible to calculate the percent bicycling in the last month. The Bureau of Transportation Statistics (47)
conducted a U.S. survey asking about riding done during the summer of 2002, deﬁned as a three-month period. A more general Minnesota Department of Transportation (Mn/DOT) survey (141) from
2003 asks whether respondents bicycle for exercise, but does not
ask about frequency. The 2002 National Sporting Goods Association
survey (48), asks about participation in a variety of recreational activities; here the standard is riding a bike at least 6 times in the year.
Finally, the U.S. Census asks detailed questions, including mode
choice, about the commute to work of about 10% of the residents of
the U.S. These are summarized for use by transportation planners
in the Census Transportation Planning Package (142). These data
have the advantage of being by far the largest and most geographically comprehensive bicycle-related data sample available. The disadvantage is that they capture only commute to work trips, which
are a small minority of all bicycling trips (47). Table 10 summarizes the results from the sources described here and in the preceding paragraphs.
Some people ride almost every day; others may only ride once a
year. The longer the time frame being considered, the more people
will have ridden at least once. It is possible to divide the population
into different frequencies of riding in a manner consistent with the
above numbers derived from different time frames. If each member
of a group of people has a probability p of riding a bicycle in a given
day, then the expected fraction n of that group that will ride at least
once in a span of x days is given by the formula:
n = 1 − px

(1)

Groups with different riding probabilities, p, will generate different expected numbers of riders over a given time frame, and the

TABLE 10 Measures of adult bicycling frequencies
Source and Area
TBI, Twin Cities MSA
NHTS, U.S. Total

NHTS, U.S. MSAs
NHTS, U.S. States
NHTS, U.S. Total
NHTS, U.S. MSAs
NHTS, U.S. States
Rodale
BTS
Rodale
NSGA
Mn/DOT
U.S. Census
U.S. Census, MSAs
U.S. Census, states

Measure

Average

Range

% per day

1.4%
0.9%

.56% winter
.88% spring-fall
1.1% summer
0.2% - 2.4%
0.0% - 2.2%
4.5% - 12.7%
3.5% - 12.4%
16.6% - 21.2%

% per week

% per month
% per summer
% per year
% 6 times per year
% that ever ride
Commute to work %

6.7%
27%
10.7%
50%
0.4%

37% - 46%
0.1 - 1.4%
0.1 - 1.1%
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numbers from each group can then be summed to arrive at a population total. Table 11 shows an example of how the population can
be allocated to groups with different probabilities of riding in a
given day, in order to match known overall population bicycling
rates over different time frames. These riding probabilities and population frequencies are mathematically consistent with about 1% of
adults riding in a given day, 5.3% in a week, 16% in a month, 29%
in a summer, and 40% in a year, and with 50% “sometimes” riding,
although not necessarily in a given year.
The numbers deriving from the population frequencies do not
exactly correspond to the national averages over the medium time
frames. This is probably because the national averages may be
slightly overestimated in these cases. Intermediate time frames such
as “this week” or “the last month” contain some room for personal
interpretation; a person who rode ten days ago might consider that to
be close enough to count as part of the last week. Evidence that this
is happening can be seen in the fact that the fraction of adults in the
NHTS who report riding in the last week is more than seven times
the number that rode on their survey day. Given that survey days
covered all days of the week, and that every day will not be a completely new set of people, this result should be logically impossible.
If this frequency table is roughly right, there are some interesting
implications. The top four lines are the people who ride at least once
every ten days. They are 2% of the adult population, or 5% of the
adults who cycle in a given year. But they constitute 42% of the riders on any given day. That is, the 5% most active cyclists generate
about half the riding days, the other 95% generate the other half.
Because so many of the trips are generated by such a small number
of people, a relatively small part of the population can have a big
impact on the total amount of cycling. If 4% of the public were in
the “frequent” category, rather than the 2% that probably are now,
that could conceivably lead to a 40% increase in the total amount of
biking. Something like this may be what is happening in areas that
generate very high levels of bicycling.
Evidence from the TBI and NHTS, although not exactly consistent, shows that on the average day when an adult rides a bicycle,
he or she rides about 40 minutes. The NHTS also reports distances,
however, these seem extremely unreliable. Considering the total
daily ride durations in these data, assuming plausible average speeds,
and assuming that those people who ride longer times will also go
faster, gives a likely daily average distance of perhaps 7 to 10 miles.
Those people riding more than 60 minutes in a day, while they are
only one-quarter to one-third of all cyclists in a given day, ride
about two-thirds of the total miles.

TABLE 11 Possible population
distribution of bicycling frequencies
Frequency of cycling

% of adults

3 of every 4 days
1 of every 2 days
1 of every 4 days
1 of every 10 days
1 of every 20 days
1 of every 50 days
1 of every 100 days
1 of every 200 days
Never

0.1%
0.2%
0.5%
1.2%
3%
10%
15%
20%
50%

MODELING BICYCLING DEMAND
Traditional approaches to modeling bicycle demand are derived
from the standard methods used for forecasting auto travel. That is,
they start from basic information about the people and the transportation environment in an area and use this in some way to predict an
amount of bicycle travel, either directly, or as the solution to a mode
choice problem in a larger travel model.
This section discusses some problems with using this approach
to model bicycling demand, some of which appear intractable. The
arguments are based in part on some of the facts about bicycling discussed in the previous section, and in part on some preliminary ﬁndings from our own attempt to estimate a demand model for the Twin
Cities area. While this model is not described here, in part due to the
lack of useful results, it is used to illustrate some of bicycle demand
modeling more generally.
There are several reasons a bicycling demand model derived
from basic information about land use, demographics, and the transportation system is likely to be of limited utility. These can be illustrated in part by our own attempt at developing a demand model, in
which we found a statistically significant result that off-road paths
were associated with lower per person levels of bicycling for nearby
residents. This result makes no sense intuitively; at worst residents
should ignore the paths. Empirically, Davis (50) found that off-road
facilities in the Twin Cities were in fact much more intensively used
in all parts of the city than other options such as streets and on-street
bike lanes. Our result was not due to an obviously underspecified
model; a wide variety of demographic and land use variables were
included in the regressions. There are several possible reasons for
this problematic outcome.
One is a possible shortcoming in the analysis; the way facilities
were deﬁned did not correspond to how people perceive them. For
example, many of the suburban “off-road” facilities run next to busy
highways, with all the associated crossing of driveways and roads.
They are off-road in the sense that there is a barrier separating them
from the road, but they are not off road in the sense of eliminating
potential conﬂicts, or of being appealing to ride on. However, the
development of a more general measure of the bicycling environment, going beyond simple number of miles of facilities, is a difficult problem for many reasons.
Another reason is that a large fraction of bicycle riding is recreational. Intuitively, the sorts of land use and transportation facilities
that would be ideal for utilitarian riding (dense development, a grid
network, etc.) seem very different from what would be ideal for recreational riding (infrequent intersections, density of little importance). That is, the value of a facility may depend on the use to
which it is being put. As a related point, the skill level of the rider
likely also inﬂuences perceptions of the riding environment. These
are signiﬁcant conceptual difficulties, since it would seem that there
is no single land use-transportation type that is ideal for all bicycling
activities or people, and hence no unambiguous way of deﬁning the
“quality” of the environment.
The second problem with this sort of model is that there are large
and seemingly random differences from one place to another. In one
area we analyzed in Minneapolis, 16% of the adults made bike trips
on the day they were surveyed, while the rate in many other areas
was 0%. Even across entire metropolitan areas or states, differences
of a factor of ten can be seen.
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There are some well-documented population and land use characteristics that are associated with higher levels of bicycling. For
example, people with college educations are more likely to bicycle,
but the difference is on the order of a factor of two compared with
less educated people. A similar difference exists for factors such as
income, development density, and gender. None of the known factors, alone or together, can come close to explaining why people in
some places are ten or more times as likely to ride bikes as people in
other places. Other attitudinal and possibly historical factors seem
to dwarf the effect of the factors that planners and policymakers can
control.
Because the impact of the unobservable variables are so big relative to the variables of interest, it seems highly likely that what is
being observed, both in our model and in others, is the effect of attitudinal variables acting on policy variables through spurious correlations. Our model seems to have been driven by geographic spikes
in riding that happened to be positively correlated with some facility measures and negatively with others, but that in a causal sense
had little or nothing to do with any of them. It seems possible that
these types of spurious correlations might also be driving the results
of other work of this type in the literature, given the typically low
explanatory power of these models.
A third problem is that low levels of bicycling cause the range of
sampling error to be many times larger than the sample mean for
any realistic sample size. The effect is that the regression is trying
to match measured variable values that could be off by a factor of
ﬁve or more from their true values. A sample of 1,000 people would
yield 9 cyclists on a given day at the national average level; the 95%
conﬁdence interval for this sample ranges from 3 to 15 cyclists. This
is a large difference in relative terms, and observed extremes could
easily just be sampling aberrations. Yet these inaccurate measurements could strongly inﬂuence the estimated parameter values.
Finally, there is always the problem, noted by Dill and Carr (55)
and others, that even a positive correlation between riding and facilities could be causation in the other direction, that is, the large number of cyclists creating the political climate to build the facilities,
rather than the facilities encouraging more riding. For example, bike
lanes in some cases may be a response to existing situations such as
bikes interfering with traffic. In these cases retroﬁtted lanes will
often be associated with high levels of cycling after they are built.
By contrast, lanes in some newer cities in California do not seem to
have high riding levels (55), possibly because they were designed
into new roads, that is, built in anticipation of riding rather than in
response to it.
Seemingly the only way around these problems would be to study
the same geographic area over a period of time as facilities change.
The relevant question for policy is not comparing people living at
location A with different people living at location B, but rather comparing the people at A with themselves as the provision of facilities
changes over time. This would be an expensive prospect using surveys; development of a low cost method of counting bikes over a
large number of different streets and bike facilities, such as is outlined in Davis (50), would be of great value for this purpose.

of bicyclists in an area could be used for general political purposes,
justifying expenditures by reference to the number of bicyclists and
the beneﬁts that they receive from cycling. However, the more interesting problems for planners are predicting how the number of cyclists
will change as a result of a facility or other improvement, and knowing how many cyclists use or will use a speciﬁc facility.
While this model does not directly address these questions, we
believe that it is still useful because the answers to these questions
will in general need to be conditioned on the number of current bicyclists. This is not to say that the number of cyclists in an area cannot grow; the examples of many high-cycling cities show what is
possible. However, in general any growth will probably be gradual
rather than abrupt, and will likely depend on continued improvement
of the cycling environment. Thus the rules of thumb developed here
are not intended to represent permanent bounds on possible cycling
levels, but only to provide a range of likely short-term changes.
Similarly, while use of a given facility will probably depend on
a host of site-speciﬁc factors, in most cases it will also be limited in
the short term by existing bicycling habits among the surrounding
population. A thousand daily users may be realistic in an area where
2,000 people a day currently ride bikes; it is probably not realistic
in an area where 200 do. This is not to say that facilities are only
justiﬁable in areas that already have a lot of cyclists, or that a facility cannot increase the number of cyclists. The point, again, is only
to provide an empirical basis for developing realistic expectations
regarding short-term results.
The basic assumptions motivating this analysis are that a large fraction of total bicycling is done by a small fraction of cyclists who ride
frequently and that many of these frequent riders are bicycle commuters observed in the census commute to work data. The hypothesis that we test in this section is that the basic riding frequency table
described in the previous section will hold more or less across different areas. Thus an area with many commuter cyclists will also
have more total cycling, and an area with few commuters will have
little total riding. In other words commuting by bike, while it is a
small fraction of the total bicycling in a given area, can still be used
as a “leading indicator” of what might be happening with other types
of cycling.
Three different geographical divisions are examined to study this
issue. First is a set of 15 MSAs for which we could match CTPP commute to work shares with NHTS (45) daily bicyclist counts. Next are
states; there are 34 for which both census and NHTS data were available. Last is an analysis of 66 “zones” of the Minneapolis-St. Paul
MSA using data from the TBI (140), showing that the basic principle still works at this very different geographic scale.
The TBI and NHTS, like most travel diary data, are limited by
small sample sizes for speciﬁc geographic areas. Because of this and
the low level of cycling, the expected number of cyclists in the sample for a given area could vary by a factor of 10 or more from the low
to high end of the range. Ordinary measures of goodness of ﬁt have
little meaning in this sort of environment; we focus instead on more
heuristic measures such as the number of observations that ﬁt within
the predicted conﬁdence interval.

A MODEL OF TOTAL BICYCLING DEMAND

Metropolitan Statistical Areas

This section outlines a simple “sketch planning” method for estimating the number of daily bicyclists in an area using easily available data from the CTPP (142). An estimate of the current number

Combining census data with our NHTS analysis produced 15 MSAs
for which we had both commute to work shares by bike and total
percent of adults biking on their survey day. The commute shares
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ranged from 0.1% (Cincinnati and Dallas) to 1.4% (Sacramento).
The daily adult biking shares ranged from 0.18% (Houston—although
this is probably a sampling problem as 4.2% rode during the previous week), to 2.45% (Portland, OR, with Sacramento close behind
at 2.25%). We estimated parameter values as shown in equation 2;
the R squared for this equation was about 0.7.
A = 0.3% + 1.5 * C

States
There were 34 states with data from both the census and the
NHTS. Alabama had the lowest bicycle commute share at 0.07%,
Oregon the highest at 1.07%. Arkansas has the lowest rate of total
bicycling at 0% (again, a sampling problem as 3.4% rode during the
preceding week), and Florida the highest at 2.21%. Equation 3
shows the estimated parameter values, which are slightly different
from that observed at the MSA level. The R squared of this model
was about 0.3.

(2)

where A = % of adult population
o who bicycle in a day
C = bicycle commute sshare %

A = 0.4% + 1.1 * C
This equation can be used to generate a predicted total riding share
for each city. Given this predicted share and the NHTS sample size,
a 95% confidence interval of expected number of adult bicyclists
in the sample can be calculated assuming a binomial function. For
14 of the 15 cities, the actual number of bicyclists fell within this
conﬁdence interval. The one exception was Chicago, which generated 19 actual cyclists compared with a predicted level of 9.
The performance of this model at predicting the observed number
of cyclists for the cities with the biggest samples (and presumably
the most reliable numbers) is quite good, again with the exception of
Chicago: New York had 20 predicted, 23 actual; Los Angeles had
23 predicted, 22 actual; San Francisco had 21 predicted, 19 actual;
and Boston had 9 predicted, 7 actual. At the low and high ends
of the commuter cyclist ranges, Cincinnati had 1 predicted and
1 observed, Dallas was 3 predicted, 3 observed; Portland was 6 predicted, 10 observed; and Sacramento 9 predicted, 8 observed. Portland was among the worst-predicted cities, but was still within a
95% conﬁdence interval. Overall, as Figure 8 shows, the hypothesis that overall bicycling rates will correlate with bicycle commuting rates seems to be supported; indeed the correlation seems
quite strong at this geographic level. Figure 8 shows performance
of the model, the points represent actual commute rates for cities
and the lines represent levels that the model predicted.
The equation is also exactly consistent with the U.S. as a whole
(0.4% commute share, 0.9% total daily cyclists), and with a division into larger and smaller cities, in which the same figures are
observed.

Using either these parameter values or those derived from the
MSA level, the same predictive results emerge. Of the 34 states,
30 have actual counts within a 95% conﬁdence interval of their predicted values; the exceptions are all underpredicted. Of the states
with good sample sizes (over 1,000) about half were predicted with
good accuracy (less than one standard deviation), the other half were
farther off the mark, with predictions both too high and too low.

Twin Cities Zones
The ﬁnal level of analysis considered variations within the Minneapolis-St. Paul MSA, using 65 “zones” that had been deﬁned for
a different project. These were largely based on political boundaries, with the two central cities divided into a number of zones
based on natural and artiﬁcial divisions and neighborhood characteristics. Populations of the zones ranged from about 10,000 to 30,000.
While this analysis was based on the TBI, which was a large local
survey, there were still only 139 adults in the survey who made bike
trips (whose home location could be mapped to a zone in this area),
and one-third of these were in four zones in Minneapolis. Thus the
estimated bicycling rates for most of the zones are extremely unreliable. The results of this regression are shown in Equation 4.
A = 0.6% + 2.5 * C

(4)

0.5% + 3(C)

3.0
Daily Adult Bicyclists, %

(3)

0.3% + 1.5(C)

2.5
2.0
1.5

0% + 1 (C)

1.0
0.5
0.0
0.0

0.2

0.4

0.6

0.8

1.0

1.2

1.4

1.6

Bicycle Commute Share, %

Figure 8. Daily bicyclists and commute share, combined MSAs
and states.
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The relatively high slope and intercepts of this equation are likely
a reﬂection of the “outlier” nature of the Twin Cities compared with
the areas on which the previous two regressions were based. That
is, depending on the measurement, the Twin Cities have an overall
adult bicycling rate of 1.6% to 2%, which is quite high compared
with their bike commute share of 0.4%. Thus overall bicycling here
is about twice as high as would be predicted by the earlier regressions; given this information, perhaps it is logical that the estimated
parameter values with data drawn from this region would be about
twice as high as well.
In most of the zones the sample size was too small to present an
interesting prediction problem; that is, for these zones both the prediction and the actual count were either one or zero. For those 15 zones
where the predicted number was two or more, 12 were predicted
within a 95% conﬁdence interval, while three had actual values in
excess of the predicted range. Although the high bicycling zones
were not predicted accurately in absolute terms, the general relationship between commuting and total bicycling held. The six zones
where commuting by bike exceeded 2% generated six of the seven
highest rates of overall daily bicycling.

CONCLUSION
On any given day, roughly 1% of the adults in the United States
ride a bicycle. Over large geographic areas such as metropolitan areas
or states, this number could range roughly between about 0.3% and
2.5%. Over smaller areas such as speciﬁc parts of metropolitan areas,
the range could go as high as 15%. These variations are far larger
than can be reasonably explained by differences in formal policies
and facilities. It seems that local or even “subcultural” attitudes and
perhaps history play a very substantial role in the perception of bicycling as an appealing or even “normal” thing for an adult to do,
although without further study it is difficult to imagine how these
factors might exert their inﬂuence.
When the actual percentage of cyclists in an area is not known, it
can be estimated with reasonable accuracy by considering the bicycle
commute to work share. A “most likely” value would be 0.3% plus

1.5 times the commute share; this was the best ﬁt at the MSA level,
and also describes the U.S. as a whole. Figure 8 shows lines representing rough boundaries on the observed values for daily cyclists,
as they relate to bicycle commute shares at the MSA and state level.
These lines appear in fact to represent three distinct relationships
between these two variables that are observed in the data, but at this
point this must be considered a sampling coincidence.
The model described here has important practical advantages. It is
simple enough to be understandable to makers of funding decisions,
and provides a known range of possible outcomes derived from a
wide variety of locations and different geographic scales. However, it does fall short of the modeling ideal of directly describing
a relationship between the provision of bicycling facilities and the
amount of bicycling that will take place. The formulas we derive simply describe the amount of bicycling that is currently taking place;
they do not relate this amount in a causal way to explanatory factors,
or explain how it might change. We believe that this compromise is
necessary because of the ﬁndings described in the ﬁrst two sections
of this appendix.
By helping the planner to estimate a range of the number of bicyclists currently riding in a given geographic area, the model establishes a baseline that can be used to develop more informed estimates
about how this number might change given a change to the facilities or cycling environment. Such a baseline is necessary for any more
detailed estimates or predictions because there is such a high degree
of variation in bicycling demand levels in different locations. This
model represents a ﬁrst step in such a methodology; the question of
how to get from a general estimate of current bicycling levels to predictions about general or facility-speciﬁc future levels is left to later
research.
More qualitative research to better understand the “outliers” could
also be useful. Some MSAs and states have very high or low levels
of bicycle commute shares and/or daily adult bicyclists. Over such
large populations, this seems unlikely to be due to demographic differences. More detailed case studies of places that generate these
very high or low rates of bicycling could be enlightening, especially
if “soft” factors such as culture and attitudes can be probed in some
systematic way.
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APPENDIX B
BICYCLING DEMAND AND PROXIMITY TO FACILITIES
The Effect of Bicycle Facilities and Retail on Cycling and
Walking in an Urban Environment

INTRODUCTION
Urban planners and public health officials have been steadfast in encouraging active modes of transportation over the past
decades. While the motives for doing so differ somewhat between
professions—urban planning to mitigate congestion, public health
to increase physical activity—both have ardently aimed to increase
levels of walking and cycling among the U.S. population. Decisions to walk or bike tend to be the outcome of myriad factors.
Conventional thinking suggests two dimensions are important: for
cycling, this includes the proximity of cycling-speciﬁc infrastructure (i.e., bicycle lanes or off-street paths); for walking, this includes
the proximity of neighborhood retail (i.e., places to walk to).
This study focuses on two modes of active transportation—walking
and cycling—and two different elements of the physical environment that are often discussed in policy circles, respectively, neighborhood retail and bicycle facilities. Our work aims to answer the
following questions: (a) does having a bicycle lane/path close to
home increase the propensity to complete a cycling trip and (b) does
having neighborhood retail within walking distance increase the
propensity to complete a walk trip from home? The primary advantage of this work is that it carefully analyzes these relationships for
an urban population employing detailed GIS/urban form data and a
robust revealed preference survey. The study uses multivariate
modeling techniques to estimate the effect of features of the built
environment on outcomes related to bicycling and walking.
We ﬁrst brieﬂy review directly relevant literature to this pursuit
and describe some issues that limit the utility of previous research.
We explain the setting for this application, the travel data, and the
detailed urban form data. We then report the results of our analysis
in two different tracks: one to estimate the odds of cycling; another
to estimate the odds of walking. The ﬁnal section discusses these
results and offers policy implications.

EXISTING LITERATURE AND THEORY
Attempts to document correlations between active transportation
and community design have been a focus of much of the recent
urban planning and public health literature. Available literature
underscores the importance of this research (143, 144), establishes
a common language for both disciplines (79, 145), helps reﬁne
approaches for future studies (146), and comprehensively reviews
available work (147). Existing research, however, varies in geographical scope, the manner in which it captures different dimensions
of active transportation, and the strategies used to measure key features of the built environment. Some of the difficulty in tackling the
literature on community design and physical activity—namely walking and cycling—is that the bulk of the literature aggregates these two
modes. Some known work coming from the non-motorized com-

munity on the environmental determinants of bicycling and walking dually considers both modes (148, 149). For abstract or general
purposes this may suffice; the two modes are almost always aggregated in transportation research. In terms of daily use, facility planning, and community design, however, bicycling and walking differ substantially. The following paragraphs point the reader to some
of the salient literature related to walking and cycling and assesses
some of the theoretical differences between the two modes.
Pedestrian travel and infrastructure have the following distinguishing characteristics. First, all trips—whether by car, rail transit,
or bus—require pedestrian travel because they start and end with a
walk trip. Second, sidewalks and other pedestrian related infrastructure (e.g., crosswalks, public spaces) are now often incorporated into
zoning codes. Third, pedestrian concerns typically apply to confined travel-sheds or geographic scales (e.g., city blocks). Finally—
and most germane to the analysis presented herein—pedestrian travel
usually tends to be inﬂuenced by a broad array factors that go beyond
simply sidewalks and other infrastructure. This means that both
the attractiveness of features along the route (e.g., interesting
facades, a variety of architecture, the absence of long, blank walls)
and destinations (e.g., close-by stores) are important.
Early research on pedestrian travel underscored the importance
of neighborhood retail in creating inviting pedestrian environments
(150–152). Several studies offer detailed strategies using these measures (153–157). Much of the empirical work matches measures of
pedestrian behavior with assorted place-based destinations in their
work (158, 159) or even select measures of retail (160–166). However, much of the available work on pedestrian behavior vis-à-vis
retail tends to lack detailed spatial attributes or be speciﬁc to urban
design features such as benches, sidewalk width or other streetscape
improvements (167); few studies examine such behavior over an
entire city with detailed measures of retail activity.
Bicycle travel and facilities, on the other hand, apply to longer
corridors, and fail to be used as frequently as walking facilities.
Such trips are usually considered more discretionary in nature.
Where pedestrian planning applies to a clear majority of the population (nearly everyone can walk), bicycle planning applies to a considerably smaller market of travelers—those who choose to own
and ride a bicycle. During the summer months in most of the U.S.,
this includes just over a quarter of the American population (47).
Bicycle travel has a longer travel shed and most of the population
has a heightened sensitivity to potentially unsafe conditions (e.g.,
shared facilities with autos speeding by). The quality of the facility
is often paramount. Such facilities along a route include wide curb
lanes, and on-street or off-street bike paths.
Similar concerns pervade available literature on cycling and
the provision of cycling-speciﬁc infrastructure. There is considerable enthusiasm about the merits of bicycle trails and paths to induce
use (55, 168–170). Little work, however, has rigorously tested such
claims. Existing studies have examined the use of particular trails
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(171–173), cycling commute rates vis-à-vis bicycle lanes (174, 175)
or their impact on route choice decisions (176). Again, there exists
a dearth of empirical knowledge about the merits of such cycling
infrastructure using disaggregate data for individuals who may live
across entire cities.

SETTING AND DATA
Our research is based on the Twin Cities of Minneapolis and
St. Paul, Minnesota, which border one another and are roughly the
same geographic size (approximately 57 square miles each). The
separate central businesses districts for each city are less than ten
miles from one another. According to the 2000 Census, Minneapolis has roughly 100,000 more residents than St. Paul (382,618 versus 287,151). The setting of these cities proves to be almost ideal
for several reasons. Both Minneapolis and St. Paul are well-endowed
with both on-street and off-street bicycle paths. Figure 9 shows a
combined 60 miles of on-street bicycle lanes and 123 miles of offstreet bicycle paths. Furthermore, the population comprise residents
who appear to cherish such trails, particularly in the summer months.
Minneapolis ranks among the top in the country in percentage of
workers commuting by bicycle (175). For the walking query, each

city also has a wide distribution of retail activity across the city (see
the top half of Figure 10) and many homes with close proximity to
neighborhood retail.v
Our knowledge of who walked and cycled is derived from a home
interview survey known as the 2000 Twin Cities Metropolitan Area
Travel Behavior Inventory (TBI). This survey captures household
travel behavior and socio-demographic characteristics of individuals
and households across the 7-county metropolitan area, encompassing
primarily the urbanized and suburbanized parts of Twin Cities of
Minneapolis and St. Paul metropolitan area. The TBI data were originally collected via travel diaries in concert with household telephone
interviews.vi Participants were asked to record all travel behavior for
a 24-hour period in which they documented each trip that was taken,
including the origin and destination of the traveler, the mode of travel,
the duration of the trip, and the primary activity at the destination, if
one was involved.vii Household characteristics and household location were attributed to each individual. We additionally linked households with neighborhood spatial attributes relative to their reported
home location. We selected all subjects from the TBI diary database
who were residents of Minneapolis or St. Paul and 20 years of age or
older (n = 1,653).viii A key feature of this investigation is that it applies
to two entire central cities, rather than precise study areas or speciﬁc
corridors of interest.

Figure 9. Map of study area showing bicycle facilities and home location of cyclists.
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Figure 10. Maps of study area showing location of retail establishments (top) and home location of
walkers (below).
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POLICY VARIABLES OF INTEREST
Our policy variables of interest differ for each mode and are
based on distance which is often mentioned as a suitable measure
of impedance (178). For cycling, our analysis examines the proximity of bicycle facilities in the form of on-street bicycle lanes and
off-street bicycle paths (Figure 11). Three continuous distance measures were calculated using GIS layers furnished by the Minnesota
Department of Transportation, with separate map layers for onstreet and off-street trails. Marrying this data with precise household
locations, we calculated the straight-line distance in meters to the
nearest on-street bicycle lane, the nearest off-street trail, and the
nearest bike facility of either type. Four distinct categories represent
the distance from one’s home to the nearest bicycle trail as < 400
meters (one-quarter mile), 400–799 meters, 800–1,599 meters, and
1,600 meters or greater (greater than one mile).
For walking, we measure neighborhood retail in a detailed and rigorous manner. We ﬁrst obtained precise latitude and longitude information for each business in Minneapolis and St. Paul.ix Relying on
the North American Industrial Classiﬁcation System (NAICS),x we
included businesses such as general merchandise stores, grocery
stores, food and drinking establishments, miscellaneous retail and
the sort.xi These types of businesses were retained because they
would likely attract walking trips for neighborhood shopping and be
representative of good walking environments that would likely generate non-shopping walking trips. We again combined this information with household location data. Finally, we calculated the network
distance between the home location and the closest retail satisfying
the above criteria. For analysis, we used the distance variables to
classify subjects into one of four categories. The four categories represent the distance from home to the nearest retail establishment as
< 200 meters (one-eighth mile), 200–399 meters, 400–599 meters,
and 600 meters or greater.xii To provide the reader with visual representations of the retail “catchment” areas for varying distances, we
provide Figure 12 showing a home location (in the center) and retail
establishments within varying walking distances from the home.
When measuring each of the policy relevant variables, a fourlevel ordinal variable is advantageous over the continuous distance
measure in two respects. First, the categorical measure allows us to
relax the strong linearity assumption that underlies continuous measures.xiii Second, the four-level categorical measure allows ﬂexibility relative to ease of presentation and intuitive interpretation. Given
that we used distance cut-points with relatively simple interpretation, it provides a compelling way to grasp the reported ﬁndings in

terms of comparing individuals who live within 400 meters of a bike
trail and those who live more that 1,600 meters from a bike trail.xiv

COVARIATES
We identify several covariates to represent individual, household,
and other characteristics. These covariates represent factors that
may differ across exposure levels and thus could potentially confound our effect estimates. To help free our estimates from confounding explanations we use these covariates to statistically equate
subjects on observed characteristics across exposure groups; therefore, the only measured difference between them is the proximity to
either the retail or the bicycle facilities.
For individual characteristics, we use age, gender, educational
attainment (college degree or not), and employment status (employed
or not). For household characteristics, we use household income
(ﬁve categories), household size, and whether the household had
any children younger than 18 years old. We also use two other
measures: household bikes per capita and household vehicles per
capita. We calculate these by dividing the total number of bicycles
by household size and dividing the total number of vehicles by
household size.
Spatial measures and other attributes of the built environment in
this study are limited to proximity to retail or bicycle facilities.
Focusing on a sample contained within the boundaries of Minneapolis and St. Paul helps to control for other variation among spatial measures by nature of the research design. For example, our
sample has little variation in density,xv regional accessibility, and
access to open space. Other than a few small bluffs—where there
are few known residences—there is little variation in topography.
And, almost every neighborhood street in Minneapolis and St. Paul
has sidewalks on both sides, thereby controlling for an often cited
important urban design feature.

RESULTS AND INTERPRETATION
Overall, our sample was nearly evenly split on gender (52% female
vs. 48% male) and two-thirds (67%) were residents of Minneapolis
(as opposed to St. Paul). Most subjects were employed (83%) and had
at least a 4-year college degree (63%). The majority lived in households with no children (80%) and reported household incomes less
than $50,000 per year (36%).

Figure 11. Representative photographs of off-street trail and on-street
bicycle lane (respectively).
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Figure 12. Retail “catchment” areas for an example home (shown in the
center) and varying network walking distances. Dots represent retail locations;
polygon shaded areas represent a catchment area.

We ﬁrst used descriptive techniques (i.e., chi-square and t-tests)
to characterize our sample by proximity to each type of facility. We
explored the distributions of individual and household characteristics for subjects at each level of exposure. Subjects living within different proximity levels to bike facilities or retail differ somewhat
with respect to many of the individual and household characteristics. For example, subjects living in close proximity to any bicycle
facility are more likely to be 40 or older, have a college degree, and
live in households with no children than subjects living farther away
from a bike facility. Different covariate patterns emerge depending
upon which proximity measure we examine.
The outcomes of interest in this application are twofold; both were
operationalized in a dichotomous manner. The ﬁrst is whether the
respondent completed a bicycle trip as documented in the 24-hour
travel behavior diary. A total of 86 individuals from our 1,653 indi-

viduals reported doing so (5.2 percent).xvi While this rate is higher
than both the larger TBI sample and national average—which tend
to hover around two percent of the population (179)—one needs to
recognize this is a relatively small number. However, a close look at
this population showed that they did not have exceptional or peculiar characteristics (e.g., the majority of them showing up near the
university). The second outcome of interest was if the respondent
completed a walking trip from home, 12.4 percent of our sample
(n = 205).xvii
Because our outcome measures are dichotomous, we use multiple
logistic regression models to examine the effect of facilities and retail
on bicycling or walking. For each proximity measure (e.g., distance
to any trail, distance to on-street trail, distance to off-street trail, distance to retail), we conduct a series of analyses; they build from a simple logistic regression of the exposure on the outcome to a multiple
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TABLE 12 Models comparing the effect of distance to an on-street bicycle facility on odds of bike
use (Models 1a-1c) and the effect of distance to neighborhood retail on odds of making a walk trip
from home (Models 2a–2c)
Bicycle Use
Model 1a
Model 1b
Distance to nearest on-street bicycle path
< 400 meters
2.933
3.101
(3.11)**
(3.21)**
400 – 799 m
2.108
2.012
(2.05)*
(1.89)
800 – 1599 m
1.390
1.361
(0.88)
(0.81)
>= 1600 m
referent
referent
Individual Characteristics
Male subject
2.015
(2.96)**
College
1.753
(2.15)*
Employed
0.783
(0.71)
40-59 years
0.520
(2.73)**
>=60 years
0.081
(3.49)**
Household Characteristics
$15,000 - $49,000
$50,000 - $74,999
>= $75,000
Income missing
Household w/ kids
HH bikes per capita
HH vehicles per
capita

Wald chi-square =
Log pseudolikelihood =
Pseudo R-square =

Model1c
2.288
(2.23)*
1.511
(1.07)
1.163
(0.39)
referent
2.160
(3.12)**
2.840
(3.47)**
1.187
(0.43)
0.623
(1.83)
0.115
(2.98)**

Walk use
Model 2a Model 2b Model 2c
Distance to nearest retail establishment
< 200 meters
3.098
3.060
2.348
(3.41)** (3.36)**
(2.51)*
200 – 399 m
1.653
1.616
1.316
(1.48)
(1.41)
(0.80)
400 – 599 m
1.448
1.422
1.288
(1.02)
(0.97)
(0.69)
>= 600 m
referent
referent
referent
0.760
(1.80)
1.113
(0.68)
0.771
(1.24)
1.004
(0.03)
0.769
(1.03)

0.787
(1.57)
1.271
(1.42)
0.901
(0.49)
1.112
(0.64)
0.752
(1.10)

0.402
(2.30)*
0.293
(2.83)**
0.206
(3.33)**
0.172
(3.00)**
0.640
(2.21)*
2.463
(7.85)**
0.114

0.874
(0.41)
0.704
(1.00)
0.880
(0.35)
0.886
(0.32)
0.790
(2.08)*
0.892
(0.80)
0.300

(5.29)**

(4.56)**

137.65
-262.34
0.224

Wald chi-square =
Log pseudolikelihood =
Pseudo R-square =

55.61
-583.69
0.058

# of observations in all models = 1653
Odds ratios, robust z statistics in parentheses.
* significant at 5 %; ** significant at 1 %

logistic regression fully adjusted for all subsets of covariates (Models 1 and 2 in Table 12).
Because our data are hierarchically structured—individuals are
nested within households—we use robust standard errors to account
for the effects of this clustering. Subjects who reside in the same
household are more alike within a household than they are with subjects residing in other households. Accordingly, less independent
information is contributed by individuals from the same household,
which may artiﬁcially decrease the standard error of the estimate.xviii

Bicycling
Our ﬁrst models explore the odds of bicycle use and proximity to
any type of bicycle facility. From the simple logistic regression

model to the fully adjusted model, the odds of bike use did not differ signiﬁcantly by proximity to any bike facility (this includes
either on-street bicycle facility or off-street bicycle trails). Our
model suggests that there is no effect of proximity to any bike facility on bike use. We therefore used a separate model to estimate the
effect of proximity to off-street facilities on the odds of bike use.
Examining the simple logistic regression model to the fully adjusted
model for off-street bicycle facilities, the odds of bike use did not
differ signiﬁcantly by proximity to a trail. We detected no effect of
proximity to off-street bike facilities on bicycle use.
Finally, we examined the effect of proximity to on-street bicycle
facility on the odds of bike use. In the simple logistic regression model
(Model 1a in Table 12), subjects living within 400 meters of an onstreet bicycle facility had signiﬁcantly increased odds of bike use compared with subjects living more than 1,600 meters from an on-street
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bike facility. As expected, those that lived within 400 to 799 meters of
an on-street bike facility also had signiﬁcantly increased odds of bike
use compared with subjects living more than 1,600 meters from an onstreet bike facility, although the odds of bike use were slightly lower
than for those living closest to an on-street facility.
After adjusting for individual and household characteristics, the
effects were somewhat attenuated (see Models 1b and 1c). Subjects
living in close proximity to an on-street facility (< 400 meters) still
had statistically signiﬁcantly increased odds of bike use compared
with subjects living more than 1,600 meters from an on-street bike
facility. However, subjects within 400 to 799 meters still tended
toward increased odds of bike use, however this failed to reach the
level of statistical signiﬁcance. Consistent with prevailing theories
of bicycle use, our models show that cyclists tend to be male, from
older populations, and from households with children.

Walking
We employed a similar approach to examine walking behavior
vis-à-vis retail and discovered similar results. In the simple logistic
regression model (Model 2a in Table 12), subjects living within
200 meters of a retail establishment had signiﬁcantly increased odds
of making a walk trip compared with subjects living more than
600 meters away from retail. Households living between 200–
400 meters and 400–600 meters of retail, however, failed to reach
a level of statistical signiﬁcance.
Again, after adjusting for individual and household characteristics, the effects were somewhat attenuated (see Models 2b and 2c).
Subjects living in close proximity to retail (< 200 meters) still had
statistically signiﬁcantly increased odds of walking. Interestingly
enough, however, household with children was the only household
characteristic variable that was signiﬁcant.
In each model, the results suggest that distance to bicycle facilities
and retail is statistically signiﬁcant; however, the relationship is not
linear. The most important point is that close proximity matters, which
challenges conventional wisdom that people are willing to walk up to
one-quarter mile as well as analogous cycling speciﬁc hypotheses.

CONCLUSION
This research reports the results of individual level models predicting bicycling and walking behavior and correlations with proximity to
bicycle paths and neighborhood retail, respectively. We do so focusing on particular behavior—whether an individual biked or walked
from home—and robustly measuring policy relevant dimensions of
the built environment. The travel, bicycle facility, and the retail data
we employed are the most precise among city-wide measures for a
metropolitan area in the U.S. The primary merits of this exercise focus
speciﬁcally on measuring the exposure measures, each of which have
direct policy relevance. To our knowledge, this question has not
previously been asked or answered across an entire city.
We separated facilities into two categories: off-street bicycle
trails and on-street bicycle lanes. For the former group of facilities,
there is no effect of proximity to off-street bike facilities on bicycle
use. For on-street bicycle lanes, subjects living within 400 meters
of a bike facility had signiﬁcantly increased odds of bike use compared with subjects living more than 1,600 meters from an on-street

bike facility. Walking use increases if retail is within 200 meters.
While not the focus of this analysis, our study reaffirmed that
many of the socio-demographic and economic variables used in
other studies are important.
Some officials have supported the use of community design to
induce or enable physical activity, but this analysis suggests that the
argument is more complex. First, our results underscore the fact that
we are addressing fringe modes and rare behavior (180). Even
among the urban population, only ﬁve percent cycled and twelve
percent walked. And, the criteria for satisfying this measure were
generous—any cycling or walking trip from home that was reported
by the individual over a 24-hour period.xix Second, the research supports the theory that the built environment matters; however, it suggests that one needs to live very close to such facilities to have an
statistically signiﬁcant effect (i.e., less than 400 meters to a bicycle
trail for bicycling and less than 200 meters to retail for walking—
approximately the length of two football ﬁelds). While the oddsratios for longer distances failed to reach levels of statistical significance, it is important to mention that in all model estimations, they
were always in decreasing orders of magnitude and always in the
assumed direction. Planners need to be aware of such distance
considerations when designing mixed land use ordinances (181).
The results, however, need to be viewed in the following light. The
ﬁrst consideration is that the analysis is reported for only an urban and
adult population. Conventional wisdom suggests children (84), rural
or suburban residents (182) may value different features of the built
environment.xx The second is that the original TBI survey was the
result of a complex sampling design which needs to be taken into
account.xxi
Being based on cross-sectional analysis, these results cannot be
used to infer causal relationships (183). We can conclude that
respondents living very close to bicycle paths or retail bike or walk
more than their counterparts further away. However, consistent
with emerging theories about travel behavior, the decision to live in
close proximity to such features is likely endogenous (184). There
are likely attitudes, preferences, or other attributes motivating such
bicycling or walking behavior (185, 186). Such attributes are not
directly captured in this analysis—and, strictly using the results
from this research, we would be remiss to conclude that adding
retail or bicycle paths would directly induce such behavior.
This investigation makes progress by using focused research and
carefully measured variables. The work raises a number of important
data, measurement, and methodological issues for future researchers
endeavoring to predict levels of walking or bicycle use for entire
cities or metropolitan areas. We make headway in learning that distance matters—particularly close distance. Relative to the larger
picture of travel behavior, however, our understanding remains
unclear. The evidence suggests that features of the built environment matter, although it is hardly compelling. Statistical analysis
like ours needs to be complemented with more direct sampling as
well as qualitative modes of analysis to shed light on different factors and attitudes as well as sorting out the issue of residential selfselection. Further work will inevitably allow planners and modelers
to better understand relationships between cycling and walking
infrastructure and physical activity. Continued and thorough understanding will therefore assist policymakers to construct better
informed policies about using features of the built environment to
induce physical activity, namely walking and cycling.
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APPENDIX C
LITERATURE RESEARCHING BICYCLE BENEFITS

Conventional evaluation techniques suggest that any bicycle facilities should be considered in the same manner as other transportation
facilities (e.g., roadways, light rail, HOV lanes) or, for that matter,
any major public capital investment (e.g., wastewater treatment plant,
sports stadium). Doing so subjects bicycle facilities to the same
methodologies or criteria used in these projects such as beneﬁt/cost
analysis, economic impact assessment (local, regional or state),
cost-effectiveness evaluation, and ﬁnancial or risk analysis. Of these
approaches, benefit/cost analysis is the most well-known and most
frequently relied on in transportation projects. It provides a means
of comparing the effects of contemplated policies or projects on
social welfare. It requires identifying all project impacts (positive
or negative) in the present and the future and then assigning an economic value to these impacts.
A handful of research studies attempt to calculate beneﬁt-cost
ratios for bicycle-speciﬁc projects. The general approaches and data
used in doing so are presented in Table 13, together with values. As
can be seen, all show that beneﬁts exceed costs. Such consensus is
a reﬂection of a variety of factors, including the inexpensive nature
of bicycle facilities (i.e., a low valued denominator) and optimistic
adoption rates of such facilities.

REVIEW OF PREVIOUS RESEARCH
Reviewing past research on this subject in a systematic manner is
challenging because geographic scale, research depth, overall quality, and focus of past study varies considerably, and few studies build
on previous efforts. To the extent that some of the measured beneﬁts overlap (see Table 14), we present values derived from six different studies. There remains considerable disparity between values
that are imputed.
A second observation is that there is no clear strategy to delineate
what constitutes such a beneﬁt. We cast a relatively wide net in what
we consider a study of bicycle beneﬁts. Our deﬁnition includes any
research effort describing or attributing an economic value to bicycling or bicycle facilities.
By our tally this includes more than 25 studies, which comes close
to representing the universe of all available and published research
efforts. Each of these studies are presented in alphabetical order
(author’s name) in Table 15 showing the date, title, and geographic
level to which the study applies and an indication of whether the
report appears in a peer-reviewed outlet. The research ranges from
general overview pieces to those examining ridership data within
a traditional beneﬁt-cost framework. Eleven are published in peer
reviewed outlets. Many of the studies have a tone of advocacy to
their analysis and ﬁndings. Below we provide a brief review of each
of these studies.
The ﬁrst—and largest—geographic area includes a series of studies
conducted for individual states to calculate the economic impact of
cycling and related industries. In Colorado, more than 6,000 households and a selection of bicycle manufacturers, retail bicycle shops,
and ski resort operators were surveyed to glean a better understand-

ing of the impact bicycling has on Colorado’s economy in the form
of production, sales, jobs and income and tax revenue (70). Extrapolating data in concert with household information, this research
assessed the impact of bicycling in the form of expenditures, production, employment, income and tax revenues. A study from Maine
conducted for the Department of Transportation surveyed bicycle tour
operators to estimate the total economic impact of bicycle tourism
in the state and to develop marketing recommendations to increase
bicycle tourism (187). From this research, they estimated the size
and characteristics of the bicycle tourism market in terms of socioeconomic class, spending patterns, direct and indirect impacts. Finally,
Michigan has also estimated spending by users of local rail-trails
while participating in organized bike rides (188).
A second level of analysis focuses on regional geographic areas or
entire cities. Buis (69) offers an international application describing
the results of calculations in Amsterdam, Bogotá, Delhi, and Morogoro. Using existing data from each municipality about proposed or
existing bicycle policy, such as investments in infrastructure and
reported saved motorized journeys, this research attempts to capture
the cost of the facilities. The beneﬁts in the four different cities, while
not calculated consistently for each setting due to the availability
of data, used infrastructure, user, and safety information that were
translated into U.S. dollar amounts. In each case, the calculations
demonstrate that the beneﬁts exceed the costs; the beneﬁt-cost ratio
was more pronounced in cities that have not yet invested in cycling
facilities. A study prepared on behalf of the Institute of Transport
Economics in Oslo is in many respects, among the most robust of
available work (189). This research estimates the average bicycle ridership in three Norwegian cities (Hokksund, Hamar and Trondheim)
and determines a project’s calculated profitability, or net benefit.
This research claims to have used low beneﬁt estimates, and concludes that spending money on future infrastructure benefits society in those three cities. Saelensminde ascribes monetary values to
all aspects from security and crash reduction to health beneﬁts and
parking.
Using a slightly different geographic unit, research by Fix and
Loomis (67) use a travel cost model to estimate the economic beneﬁts to users of mountain bike trails in Moab, Utah. They did so measuring consumer surplus and individual per-trip values. The second
of these studies, also focusing on the Moab area, compared nonmarket valuation techniques by applying the TCM and the dichotomous choice contingent valuation method (CVM) (68). Also included
in this group of studies is an exercise, now more than 25 years
old, that created a computer model analyzing savings reaped from
increased cycling on a college campus (190). The computer simulation results generate a beneﬁt-cost ratio by multiplying the beneﬁts per mile for each commuter type by the miles per year traveled
by that commuter type and sums it over commuter types and years.
Subsequent research discusses the applicability of applying management economic techniques to bicycle and pedestrian transportation systems (191).
Next are a handful of studies that focus on specific facilities.
The Sharples work (66) is valuable because it lists a variety of
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TABLE 13 Cost-beneﬁt studies
Author/Date
Everett (1976)

Context
University of So.
Mississippi

Ratio
1.7 : 1

Buis (2000)

Amsterdam,
Netherlands
Bogotá, Colombia

1.5 : 1
7.3 : 1

Morogoro, Tanzania

5:1

Delhi, India
Hokksund, Norway
Hamar, Norway

20 : 1
4.09 : 1
14.34 :
1
2.94 : 1

Saelensminde
(2002)

Trondheim, Norway
Przybylski &
Lindsey (1998)

Central Indianapolis
Waterfront Greenway
Ohio River Greenway

1.43 : 1
1.9 : 1

considerations that are applicable and subsequently demonstrates in
a speciﬁc application how to evaluate related costs and beneﬁts
(192). She generates speciﬁc values around such diverse costs as air
pollution and crash reduction. However, her beneﬁts rely almost
exclusively on ﬁrst-hand experience of one particular corridor using
personally collected data. Lindsey and Knaap (76) use contingent
valuation to understand how much residents are willing to spend for
a greenway facility. A different approach applied unit day values to

Comments
Uses computer and hand-calculations
to estimate benefits and costs on a
university campus. Dated, difficult to
replicate.
Each case attempts to answer: “What
economic benefits can be attributed to
an increase in bicycle use due to local
bicycle policies?” Wealthier, currently
bicycle-friendly countries benefit to a
lesser degree than do poorer, less wellinvested countries.
Ratio based on “best estimates” of
future cycling/pedestrian traffic. Cities
with the least amount of infrastructure
in place see the most benefit from new
infrastructure.
Estimates benefits by Unit Day Values
and costs (based on construction costs)
to establish cost-benefit ratio.

estimate the benefits of proposed greenway projects (193). Using
a rating system established by the U.S. Army Corps of Engineers
(USACE), scores based on the USACE project evaluation scheme
are converted to dollar values, also established by the USACE. While
useful for estimating value, this work is limited because it only estimates use value. The same study also estimates use and net beneﬁts
of the greenway projects and includes a regional economic impact
analysis for the two trails.

TABLE 14 Beneﬁts from six studies
Betz

Fix &
Loomis

Lindsey

Benefit
Air Pollution
Congestion
Earnings
Ecological/
Environmental
Economic
Benefits

Litman

Nelson

Sharples

$0.20 $0.40
$0.04 $0.40

$0.24 $0.40
$0.03 $0.32

184 kg
of CO2
varies

$0.23

$0.23

$14,434,000

$18.46 $29.23
(surplus)

$197 $205
(surplus)

$1.43-$6.13
UDV

Energy Costs

$0.10 $0.12

Jobs
Noise

982 FTE
$0.05 $0.10
$0.25 $1.50
$0.05 $0.10

Parking
Road
Maintenance
Road Safety

$0.02

1.5 dB

$0.23 $2.25
$0.02

varies
varies
£450,00
0

Sales (from
derived
demand)
User Savings/
Driver Costs
Total

$21,000,000
est.
$0.55 $0.85
$1.37 $3.20

$0.40 $0.60
$1.27 $3.42
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TABLE 15 Summary of literature examining economic aspects of bicycle facilities
Author (date)

Title

Geography

Summary

Argys, Mocan
(2000)

Bicycling and Walking in
Colorado

State

Buis (2000)

The Economic
Significance of Cycling

City

Everett (1976)

Measuring the Economic
Value of Exercise in
Labor-Intensive Urban
Transportation Systems

University
campus

Everett, Dorman
(1976)

New Approach to
Economic Evaluation of
Labor-Intensive
Transportation Systems
The Economic Benefits of
Mountain Biking at One of
Its Meccas

University
campus

Comparing the Economic
Value of Mountain Biking
Estimated Using Revealed
and Stated Preference
Use of Greenway Trails in
Indiana
Sustainability and Urban
Greenways (Indiana)

Mountain
bike trails,
Moab, Utah

Provides statistical information
regarding the economic impact
of bicycling in Colorado, and
documents bicycling behaviors
and attitudes of residents of
Colorado.
The results of four cost-benefit
calculations: Amsterdam,
Bogotá, Delhi, Morogoro.
Analysis of how labor-intensive
transportation modes provide
needed exercise. Quantifies
health benefits and the
economic benefit of reducing
coronary heart disease.
Applies managerial economics
tools to quantify the benefits of
a proposed bicycle-pedestrian
transportation system.
Compares non-market
valuation techniques by
applying a data travel cost
method and contingent
valuation method to mountain
biking.
Estimates the value of
mountain biking using travel
cost method.

Fix, Loomis
(1997)

Fix, Loomis
(1998)

Lindsey et. al
(2002)
Lindsey, Knaap
(2003)

Mountain
bike trails,
Moab, Utah

Greenway
system
Greenway
system

Lindsey, et al
(2003)

Amenity and Recreation
Values of Urban
Greenways (Indiana)

Greenway
system

Litman (2002)

Economic Value of
Walkability

General

Litman (1999)

Quantifying the Benefits of
Non-Motorized Transport
for Achieving TDM

General

Informational report on trail use
in Indiana.
This case study examines
whether the greenways system
in Indianapolis, Indiana, is
sustainable using a framework
based on six principles of
sustainability recently proposed
in the planning literature.
Presents a taxonomy of the
values of greenways and
demonstrates how different
values can be measured using
complementary techniques.
Uses economic evaluation
methods to investigate the
value of walking. Analysis may
be applied to other nonmotorized travel modes.
Examines the degree to which
non-motorized travel help
achieve Transportation Demand

Peer
Review
No

No

Yes

Yes

Yes

Yes

No
Yes

No

No

No

(continued)
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TABLE 15 (Continued)
Objectives

Maine DOT
(2001)

Bicycle Tourism in Maine

State (three
trails)

Moore (1994)

The Economic Impact of
Rail-Trails

Three trails

Moore,
Barthlow (1998)

The Economic Impacts and
Uses of Long-distance
Trails

Trail

Nelson A.
(1995)

Private Provision of Public
Pedestrian and Bicycle
Access Ways

National

Vogt, Nelson
(2002)

A Case Study Measuring
Economic and Community
Benefits of Michigan’s
Pere Marquette Rail-Trail

Trail

PKF Consulting
(1986)

Analysis of Economic
Impacts of the North
Central Rail Trail
(Maryland)

State

Przybylski,
Lindsey (1998)

Economic Evaluation of
Major Urban Greenway
Projects

State

Saelensminde
(2002)

Walking- and cycling-track
networks in Norwegian
Cities

City

Schutt (1998)

Trails for Economic
Development: A Case
Study
A framework for the
evaluation of facilities for
cyclists – Part 1

Trail

Sharples (1995)

General

Management objectives,
including congestion reduction,
road and parking facility cost
savings, consumer cost savings,
etc.
Summarizes study to estimate
the total economic impact of
bicycle tourism by estimating
the tourism market.
Examined economic impact
generated by three diverse railtrails in Iowa, Florida, and
California. Impacts were
broken down into usersí
expenditures related to trail
visits.
Investigates use patterns and
economic impacts of long
distance trails. Case study of
Overmountain Victory National
Historical Trail.
Presents findings to support
that implementing bicycle and
pedestrian access ways will
result in economic benefit.
Compiles executive
summaries from research
reports that have been
completed as part of this case
study. Includes economic
benefit generated by trails used
for organized rides, property
owners’ opinions.
Investigated seven categories
including tourism, property
values, local resident
expenditures and public sector
expenditures to determine an
economic value.
Describes procedures used in
economic evaluations of two
major greenway projects in
Indiana. Includes benefit-cost
analyses and regional economic
impact analyses.
Cost-benefit analyses of
walking- and cycling-track
networks based on use of the
networks.
Summarizes a user and
economic impact study of the
Bruce Trail in Ontario.
Suggests framework for how to
determine who will be affected
by new cycling infrastructure

No

Yes

No

Yes

No

No

No

No

Yes

Yes

(continued)
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TABLE 15 (Continued)
Sharples (1995)

A framework for the
evaluation of facilities for
cyclists – Part 2
Outdoor Recreation Net
Benefits of Rail-Trails

Siderlis, Moore
(1995)

Roadway

Trails in
multiple
states

Sumathi, Berard
(1997)

Mountain Biking the
Chequamegon Area of
Northern Wisconsin

Trail system

Wittink (2001)

On the Significance of
Non-Motorized Transport

City

Betz et al. (62) combine contingent valuation and TCM methods
to estimate demand for visiting a greenway in northern Georgia and
measures of consumer surplus. More recently, Lindsey et al. (72)
demonstrated how different values of a speciﬁc greenway could be
estimated using complementary techniques. They measured the
impacts of greenways on property values in Indianapolis using
residential real estate sales data, GIS, and hedonic price modeling.

and how.
Applies the above framework
to Wilmslow Road Corridor in
Manchester, England.
Estimates net economic values
with the individual travel cost
method for three rail trails in
different U.S. Regions.
Profiles mountain biking user
characteristics from the
Chequamegon Area Mountain
Biking Association trail system.
Presents the effectiveness of
non-motorized transport in
relation to economic growth,
poverty reduction and quality
of life urban areas and on the
applicability of arrangements in
the Netherlands.

Yes

Yes

No

No

Recreation values for the trail were estimated using the TCM
method. A more general work absent of a geographical context (71)
focuses on walking aspects that can also serve as useful reference
for cycling research. This piece suggests that beneﬁt-cost analysis
offers the broadest brush at identifying the full range of beneﬁts but
again stops short of suggesting speciﬁc methods and strategies for
doing so.
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APPENDIX D
USER MOBILITY BENEFITS
Trails, Lanes, or Traffic: Valuing Bicycle Facilities with an Adaptive
Stated Preference Survey

INTRODUCTION
If bicycling is to be a viable mode of transportation, it must have
appropriate facilities. Evaluating what is appropriate requires an
understanding of preferences for different types of cycling facilities.
In this study we explore and provide a quantitative evaluation of individual preferences for different cycling facility attributes. This understanding can be incorporated into an evaluation of what facilities are
warranted for given conditions.
The facilities considered here are A) Off-road facilities, B) Intraffic facilities with bike lane and no on-street parking, C) Intraffic facilities with a bike lane and on-street parking, D) In-traffic
facilities with no bike lane and no on-street parking, and E) In-traffic
facilities with no bike lane but with on-street parking. The aim is to
understand what feature people desire by quantifying how many
additional minutes of travel they would be willing to expend if
these features were to be available. This added travel time is the
price that individuals are willing to pay for the perceived safety and
comfort the attributes provide.
A computer based adaptive stated preference survey was developed and administered to collect data for this study. To understand if
the value that people attach to attributes of facilities is systematically
related to different individual and social characteristics, the study has
also collected demographic, socioeconomic, household, and current
travel mode information from each participant. This information is
then used to build an empirical model to evaluate relationships
between these independent variables and the additional travel time
that people are willing to expend for different attributes of cycling
facilities. In addition to giving a measure of the appeal of the attributes under discussion, the model also highlights the social and individual factors that are important to consider in evaluating what
facilities to provide.
Interest in studying bicyclists and cycling environments is growing. Recent papers by a number of authors have investigated preferences of cyclists and the bicycling environment as well as the
relationship between the supply and use of facilities. Availability
of cycling facilities and the type and quality of a cycling facility
are important determinants of how well they are used. Studies by Dill
et al. (55) and Nelson et al. (174) have shown that there is a positive
correlation between the number of facilities that are provided and the
percentage of people that use bicycling for commuting purposes.
While both studies state that causality cannot be proved from the data,
Nelson and Allen (174) state that in addition to having bicycle facilities, facilities must connect appropriate origins and destinations to
encourage cycling as an alternative commuting mode.
Bovy and Bradley (194) used stated preference (SP) to analyze
bicycle route choice in the city of Delft. Their work looked at facility
type, surface quality, traffic levels and travel time in route choice.
They found that travel time was the most important factor in route
choice followed by surface type. Another study by Hopkinson and

Wardman (195) investigated the demand for cycling facilities using
stated preference in a route choice context. They found that individuals were willing to pay a premium to use facilities that are deemed
safer. The authors argue that increasing safety is likely more important than reducing travel time to encourage bicycling.
Abraham et al. (196) also investigated cyclist preferences for
different attributes using a SP survey again in the context of route
choice. Respondents were given three alternate routes and their attributes and were then asked to rank the alternatives. The responses were
analyzed using a logit choice model. Among other variables that were
of interest to their study, the authors found that cyclists prefer offstreet cycling facilities and low-traffic residential streets. But the
authors also claim that this may be due to an incorrect perception of
safety on the part of the respondents, and education about the safety
of off-road facilities may change the stated choice.
Shaﬁzadeh and Niemeier (197) investigate the role that proximity
to an off-road bicycle trail plays in route choice decisions. Using intercept surveys along the Burke-Gilman trail in Seattle, they ﬁnd that
among people who reported origins near the off-road facility, travel
time gradually increases as they are further from trail to a point and
then decreases, leading them to speculate that there may be a 0.5 to
0.75 mile “bike shed” around an off-road bike path, within which individuals will be willing to increase their travel time to access that facility and outside of which a more direct route seems to be preferred.
Aultmann-Hall, Hall, and Beatz (198) use GIS to investigate
bicycle commuter routes in Guelph, Canada. While comparing the
shortest path to the path actually taken, they found that people
diverted very little from the shortest path and that most bicycle commuters use major road routes. They found little use of off-road trails.
While this may be due to the location of the trails and the O-D pair
they connect, even in ﬁve corridors where comparably parallel offroad facilities do exist to in-traffic alternatives, they found that
commuters used the in-traffic facilities much more often. Only the
direct highest quality off-road facility (one that is “wide with a good
quality surface and extends long distance with easy access points”)
seemed to be used relatively more.
Stinson and Bhat (199) using data from a web based stated preference survey estimate a logit model to understand important attributes for commuter cyclist route choice. They ﬁnd that respondents
preferred bicycling on residential streets to non residential streets,
likely because of the low traffic volumes on residential streets. While
their model showed that the most important variable in route preference was travel time, the facility was also signiﬁcant. It was shown
that cyclists preferred in-traffic bike lanes more than off-road facilities. Both facility types had a positive effect on utility but the former added more to utility than the latter. In addition they ﬁnd that
cyclists try to avoid links with on-street parking. Another study by
Taylor and Mahmassani (200), also using a SP survey to investigate
bike and ride options, ﬁnds that bike lanes provide greater incentives to inexperienced cyclists (deﬁned as those with a “stated low
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to moderate comfort levels riding in light traffic”) as compared with
more experienced cyclists, with the latter group not showing a signiﬁcant preference to bike lanes over wide curb lanes.
The results from these papers seem somewhat mixed. Though
some of the research has shown a stated preference and revealed
preference with some constraints for off-road facilities, others have
shown that cyclists generally prefer in-traffic cycling facilities with
bike lanes. Especially in revealed preference cases, the apparent preference for in-traffic routes may be due to their ability to connect to
many destinations in a more direct fashion and therefore leading to a
lower travel time. In addition, route choice may be restricted by facility availability, geographic features or missing information. It may
also be that for people who regularly bicycle, who are most likely the
subjects of the revealed preference studies, travel time and not perceived safety are likely of utmost importance, as these individuals are
more likely to be conditioned to the cycling environment. The actual
preference therefore may not be for the in-traffic facility; however, it
may be the best alternative available to the cyclists.
Commuter choices are clearly limited by facilities that are available to them. Understanding preferences and behavior is crucial to
providing choices that people desire. This can be best accomplished
when the value of any given improvement in facility attribute is
known. Valuation of facility attributes can be done by considering
what people are willing to pay for using these facilities. In this study
we try to uncover this value by measuring how much additional
time individuals would be willing to spend bicycling between a
given origin and destination if alternate facilities with certain attributes were available to them.
In the next section we present the methodology in detail. This is
followed by a description of the survey instrument and design. The
analysis methodology is presented, and then the results.

METHODOLOGY
The methodology we follow to extract this valuation of attributes uses an Adaptive Stated Preference (ASP) survey. While both
revealed and stated preference data can be used to analyze preferences, there are certain advantages to using the latter method in this
case. In using consumer revealed preference, often a limitation arises
because only the ﬁnal consumer choice is observed. This makes it difﬁcult to ascertain how consumers came to their ﬁnal decision. This
complication arises because the number of choices that are available
to each consumer may be very large, and information on those
alternatives that went into an individual’s decision may not be fully
known. Even in cases where all possible alternatives are known, it is
difficult to assess whether the decisionmakers considered all available alternatives. In addition, the exact tradeoff of interest may not be
readily available. Even in cases where the tradeoffs seem to be available, one cannot be certain that the consumer is acting out his preference for the attributes we are observing. The lack of appropriate data
can pose a major challenge in this respect.
Stated preference surveys overcome these complications because
the experimenter controls the choices. In SP settings, the experimenter determines the choices and the respondent considers. While
this may not reﬂect the actual market choice that individual would
make because of the constraints the survey places on the choice set,
it allows us to measure attribute differences between the presented
alternatives. Further, by using specialized forms of SP such as ASP,
one can measure the exact value individuals attach to attributes of

interest. In this type of survey each option is presented based on
choices the respondent has already made. This allows for the presentation of choices that the individual can actually consider
while removing alternatives that the respondent will surely not
consider. This methodology has been adopted in a number of contexts, including value of time for commercial vehicle operators
(201), in mode choice experiments (202), and in evaluating transit improvements (203).

SURVEY INSTRUMENT, DESIGN,
AND ADMINISTRATION
All respondents of the ASP survey were given nine presentations
that compared two facilities at a time. Each presentation asks the
respondent to choose between two bicycle facilities. The respondent
is told that the trip is a work commute and the respective travel time
they would experience for each facility is given. Each facility is presented using a 10-second video clip taken from the bicyclists’ perspective. The clips loop three times and respondents are able to
replay the clip if they wish.
Each facility is compared with all other facilities that are theoretically of lesser quality. For example, an off-road facility (A) is
compared with a bike lane no on-street parking facility (B), a bike
lane with parking facility (C), a no bike lane and no parking facility (D), and a no bike lane with parking facility (E). Similarly, the
four other facilities (B, C, D and E) are each compared with those
facilities that are theoretically deemed of a lesser quality. The less
attractive of the two facilities is assigned a lower travel time and the
alternate (higher quality) path is assigned a higher travel time. The
respondent goes through four iterations per presentation with travel
time for the more attractive facility being changed according to the
previous choice. The ﬁrst choice set within each presentation assigns
the lesser quality facility a 20-minute travel time and the alternate
(higher quality) path a 40-minute travel time. Travel time for the
higher quality facility increases if the respondent chose that facility,
and it decreases if the less attractive facility was selected. A bisection
algorithm works between 20 and 60 minutes either raising or lowering the travel time for the alternate path so that it becomes less attractive if it is chosen or more attractive if the shortest path is chosen. By
the fourth iteration, the algorithm converges on the maximum time
difference where the respondent will choose the better facility. This
way the respondent’s time value for a particular bicycling environment can be estimated by identifying the maximum time difference
between the two route choices that he/she will still choose the more
attractive facility. Pictures of these facilities are shown on Figure 13.
Figure 14 maps the locations of the facilities where the videos were
taken in St. Paul, Minnesota.
The procedure used to converge on the time trade-off for the particular facility is illustrated as follows. If the subject ﬁrst chose the
longer option, then the next choice set assigns a higher travel time for
the higher quality path (raised from 40 minutes to 50 minutes). If the
respondent still chooses the longer option, the travel time for that
choice increases to 55 minutes and the choice is posed again. If on the
other hand, the 50-minute option is rejected and the respondent chose
the 20-minute route, the bisection algorithm will calculate a travel
time that is between the now rejected option and the previously
accepted option, in this case 45 minutes. By the time the respondent
makes a fourth choice, the survey will have either narrowed down the
respondent’s preference to within 2 minutes or the respondent will
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(A) Off-road bicycle facility

(C) Bike lane, on-street parking

(B) Bike lane, no parking

(D) Bike lane, no parking

(E) No bike lane, on-street parking

Figure 13. Cycling facilities used in the study.

Figure 14. Location of facilities used in the Adaptive Stated Preference survey. (Note:
(A) off-road facility; (B) bicycle lane, no parking facility; (C) bicycle lane, on-street
parking facility; (D) no bicycle lane, no parking facility; (E) no bicycle lane, on-street
parking facility.)
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TABLE 16 Facility pairs compared in the ASP survey
Base Route
E
B

C

D

No bike lane

Bike lane, no

Bike lane with on-

No bike lane, no

with on-street

parking

street parking

parking

parking

T1

T2

T3

T4

N/A

T5

T6

T7

N/A

N/A

N/A

T8

N/A

N/A

N/A

T9

A
off-road
Alternate routes

B
Bike lane, no parking
C
Bike lane with on-street
parking
D
No bike lane, no parking

Ti represents the average additional travel time users are willing to travel.

have hit the maximum travel time that can be assigned to the longer
trip, which is 58.5 minutes. Table 16 shows the pairs of comparisons
that were conducted and used in the analysis. Table 17 shows a
sample series of travel time presentations and Figure 15 shows
sample screenshots of the survey instrument.
The survey was administered in two waves, once during winter and
once during summer. The winter and summer respondents were
shown video clips that reﬂected the season at the time of the survey
taken at approximately the same location. Our sample for both waves
comprised employees from the University of Minnesota, excluding
students and faculty. Invitations were sent out to 2,500 employees,
randomly selected from an employee database, indicating that we
would like them to participate in a computer based survey about their
commute to work and offering $15 for participation. Participants
were asked to come to a central testing station, where the survey was
being administered. A total of 90 people participated in the winter

TABLE 17 Choice order for a sample
presentation
Facility Travel
Time
Presentation

Route 1

Route 2

Choice
Route

choice set 1

40 min

20 min

2
Route

choice set 2

30 min

20 min

1
Route

choice set 3

35 min

20 min

1
Route

choice set 4
Ti

37 min

20 min

36 min

2

survey and another 91 people participated in the summer survey,
making a total of 181 people. Among these, 13 people had to be
removed due to incomplete information, leaving 168 people. Of
these 168, 68 people indicated that they have bicycled to work at least
once in the past year. Thirty-eight of these 68 identiﬁed themselves
as regular bicycle commuters at least during the summer. Also, 127
of the 168 people said they have bicycled to somewhere, including
work, in the past year. Further demographic information on the
respondents is given in Table 18.

MODEL SPECIFICATION AND RESULTS
Switching Point Analysis
The adaptive nature of the survey allows us to extract the actual
additional minutes each individual is willing to travel on an alternate
facility. In the context of the survey, this is the maximum travel time
beyond which the respondent would switch to use the base facility.
For each pair of facilities that are compared during the summer and
the winter, the averages of this switching point are computed and
plotted in Figure 16. On average, individuals are willing to travel
more on an alternate facility when the base facility is E (undesignated with on-street parking), followed by D (no bike lane without
parking) and C (bike lane with parking). For example, individuals
are willing to travel further on facility B when the base facility is E,
as opposed to D or C.
Figure 16 shows the hierarchy between facilities clearly—each of
the lines plotted connects the average additional travel time that individuals are willing to bicycle over the 20 minutes that they would
have bicycled if they had chosen the base facility. For example, looking at the winter data, the top solid line connects the average additional time individuals say they would travel on an alternate facility
when the base facility is E (in-traffic with parking at 20 minutes).
The alternate facilities are as shown on the horizontal axis. For example, on average respondents are willing to travel about 22 additional
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Figure 15. Top: comparing designated bicycle lanes with no parking with in-traffic
bicycling with no parking. Bottom: same presentation three iterations later.
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TABLE 18 Demographic distribution of respondents
Number of subjects
Sex
% Male
% Female
Age

Mean (Std. deviation)

168
34.5%
65.5%
44.19 (10.99)

Usual mode (Year round)
%Car
%Bus
%Bike
%Walk

69.7%
18.5%
9.2%
2.6%

Bike commuter
All season
Summer

9.2%
22.6%

HH income
< $30,000
$30,000 - $45,000
$45,000 - $60,000
$60,000 - $75,000
$75,000 - $100,000
$100,000 - $150,000
> $150,000

8.3%
14.3%
19.6%
15.5%
20.2%
17.9%
4.2%

1
2
3
4
> 4

25.0%
32.7%
16.7%
20.8%
4.8%

HH Size

Model
We start with the economic paradigm of a utility maximizing individual, where given a bundle of goods the individual chooses that
bundle which results in the highest possible utility from the choice
set. In the current context then, given two alternatives, the chosen
alternative is the one that the respondent derives a higher utility from.
We can then break down each bundled alternative to its components
to understand what amount each contributes to utility. This will
enable us to extract the contribution of each feature of the facility in
the choice consideration of the individual. Mathematically, we would
state this as alternative A is selected if UA is greater than UB, where
A and B are the alternatives and U is the utility function.
We hypothesize that the utility a user derives from using a bicycle
facility depends on the features of the facility and the expected travel
time on the facility. Choices are also affected by individual characteristics that we may not directly observe but can try to estimate
using individual speciﬁc variables such as income, sex, age etc. As
discussed earlier, each individual records a response over various
alternatives, and therefore the data reﬂects the repeated choices over
the same respondent. This implies that the errors are no longer independently distributed. To overcome this problem one can use a generalized linear mixed model which would estimate a random effect
for the between-subject effect, thus separating the within-subject and
between-subject errors. Both subject random effects are assumed to
have a normal distribution with zero mean and separate variances.
The error term of the utility’s linear component is assumed to have
a Gumbel distribution. The model’s linear utility component is speciﬁed as follows:
U = f (Facility, Travel Time, Season, Individuaal Variables)
The utility of a particular alternative can be written as follows:
U iA = ViA +

minutes if an off-road bike path is available if the alternative is to
bike in traffic. We can further describe the data by employing techniques such as the non-parametric bootstrap. The bootstrap approximates the sampling distribution of the mean by repeatedly sampling
with replacement from the original data. We employ the nonparametric bootstrap where no prior assumptions are made on the distribution of the statistic. The bootstrap approach was ﬁrst developed by
Efron in 1979 (204).
Consider the histogram shown in Figure 17, it reﬂects the additional travel times individuals in the sample said they would travel
between facilities A (off-road) and C (in traffic with parking). It is difﬁcult to make any distributional assumptions based on the observed
sample. Employing the nonparametric bootstrap on this data with
5,000 resamples (Figure 18), we can see that the bootstrap distribution of the mean is very close to normal, and hence a normal interval can be built around it. The bootstrap distributions of all nine pairs
of comparisons lead to very symmetric distributions that show no evidence of non-normality. The percentile conﬁdence interval based on
the actual 2.5% and 97.5% values of the bootstrapped mean are also
computed. The bootstrap also allows us to estimate the bias of the
sample mean. The sample mean, the estimate of the bias and the conﬁdence interval (CI) using the normal distribution and the percentile
of the bootstrap are reported in Table 19 for each pair of comparisons
both for the combined and season speciﬁc data.

iA

ViA = β 0 + β1WiA + β 2O iA + β3BiA + β 4 PiA + β5TiA + β6SiA + β 7 A iA
+ β8 I iA + β9 H iA + β10 CiA
Where:
W = Weather (winter = 1, summer = 0)
O = dummy indicating whether the facility is off-road (1 = Yes,
0 = No)
B = dummy indicating whether the facility has a bike lane (1 =
Yes, 0 = No)
P = dummy indicating whether on-street parking is absent or
present (1 = absent, 0 = present)
T = Expected travel time on the facility being considered
S = Sex (Male = 1, Female = 0)
A = Age
I = Household Income (Inc/1000)
H = Household Size (>2 = 1, Otherwise = 0)
C = Cyclist at least during summer (Yes = 1, No = 0)
β = estimable coefficient
∼ Gumbel (0, λ)
To interpret the model appropriately it is important to note how
the dummy variables are coded (Table 20). Variable B represents
whether a facility has a designated bike lane, O represents whether
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Maximum Additional Travel Time Between Facility Pairs (Combined Data)
25.00
Base
Facility

Travel Time

20.00

B
C
D
E

15.00
10.00
5.00
0.00
A

B

C

D

Alternate Facility
Maximum Additional Travel Time Between Facility Pairs (Winter data)
25.00
Base
Facility

Travel Time

20.00

B
C
D
E

15.00
10.00
5.00
0.00
A

B

C

D

Alternate Facility
Maximum Additional Travel Time Between Facility Pairs (Summer Data)
30.00
Base
Facility

Travel Time

25.00
20.00

B
C
D
E

15.00
10.00
5.00
0.00
A

B

C

D

Alternate Facility

Figure 16. Hierarchy of facilities. (Note: (A) off-road facility; (B) a bike lane, no parking facility;
(C) a bike lane, on-street parking facility; (D) a no bike lane, no parking facility; (E) a no bike lane,
on-street parking facility.)
the facility is off-road, and P represents whether a facility has no
parking adjacent to it. This would allow separately valuating bike
lanes as well as being off-road. It should be observed that ‘O’ is not
equivalent to an off-road trail. ‘B’ and ‘O’ together constitute an
off-road trail.
The parameter estimates of binomial logit model are given in
Table 21. The model is estimated such that the results indicate the

odds of choosing the theoretically better facility. Choices depend on
the attributes of the facilities, the travel time the user experiences on
the facilities, and individual characteristics. The signs of the estimated parameters are as expected. The travel time is negative showing an aversion to longer trips. The improvements (off-road, bike lane
and no parking) all have a positive and signiﬁcant inﬂuence on choice
of different magnitudes. Of these three, a bike lane improvement
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Figure 17. Distribution of additional travel time
for facility C over facility A.
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increases the odds much more than a parking elimination or that of
an off-road improvement alone.
The season variable is negative and signiﬁcant, indicating that
people have lower odds of choosing the higher travel time facility
during winter than during summer. Looking at the individual covariates that are used, income and sex are not signiﬁcant at the 0.10 level;
however the signs seem to indicate that women have a higher tendency to choose the facilities that are perceived safer (better quality)
than men (p-value = 0.11); and higher incomes seem to be associated
with a tendency to choose the better quality facility (p-value = 0.11).
The cyclist variable, which indicates if the respondents use bicycling
as their main mode at least during summer, is highly insigniﬁcant;

indicating that preferences are not dictated by experience at least in
this SP context. The model also tells us that older individuals have
higher odds of choosing the better quality facility. Also, individuals
whose household size is greater than two have lower odds of choosing the better quality, longer travel time facility. This may be because
these individuals have higher constraints on their time than individuals who live in single or two person households.
The estimates of a linear utility model can be used to determine the
value of an off-road facility, a bike lane facility and a facility with no
parking in terms of the time cost of travel. These are derived using the
marginal rate of substitution between each of the facility features and
travel time (Table 22). These values are derived based on SP questions that have a 20-minute base travel time, and should be interpreted
as such. Accordingly, a bike lane improvement is valued at 16.3 minutes, a no parking improvement is valued at 8.9 minutes and an offroad improvement is valued at 5.2 minutes. This is to say, keeping
utility at the same level, one can exchange the off-road improvement
for 5.2 minutes of travel time, a bike lane for 16.3 minutes of travel
time and a no parking improvement for 8.9 minutes of travel time.
This says that the most value is attached to having a designated bike
lane. While having an off-road facility would certainly increase the
utility of the individual, most of the gains of an off-road facility seem
to be derived from the fact that such facilities provide a designated
bike lane. The absence of parking is also valued more than taking the
facility off-road.
An alternate speciﬁcation of the model looks at time as a dependent variable and features of the facility as independent variables
along with demographic covariates. This speciﬁcation also employs
a mixed models approach to account for the repeated measurements
taken over the same subject. The dependent variable is the switching
point travel time minus the base facility travel time. This approach
yields similar patterns in the order of valuation of the different attributes of the facilities and the expected directions of the parameter
estimates. A side by side comparison of the two model coefficients
is not possible; however, we can compare the values derived for different facility pairs based on our logit model and the linear model
(Table 23). This is given in Table 24 and Figure 19. As can be seen,
most comparisons are very close to one another in magnitude. As
Figure 19 shows, the results derived from the logit model more
closely replicate what is observed in the raw data, even though that
is not always the case across the nine comparisons.
The overall assessment of the models suggests that designated
bike lanes seem to be what are desired the most. It is also important
to consider that both the linear and logit models found no evidence
against the possibility that preferences between cyclists and noncyclists are the same. This is encouraging in many respects, because
it avoids the dilemma of which interest to serve. The policy implication is that by addressing this common preference, we can ensure
cyclists receive the facilities they prefer and non-cyclists get the
facilities that they could at least consider as a viable alternative.

CONCLUSION
14

16

18

20

time

Figure 18. The bootstrapped mean for the
additional travel time between facilities A and C
(based on 5,000 resamples).

This appendix analyzes preferences for different cycling facilities
using a computer-based adaptive stated preference survey with ﬁrst
person videos. Using the survey on 168 randomly recruited individuals, we derive the values that users attach to different cycling facility features and expose which are most important. The choice data
were collected based on individual preferences between different
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TABLE 19 Mean additional travel time between facility pairs and conﬁdence interval of the bootstrapped
distribution of the mean
Original
Fac1

Normal 95%

Fac2

Mean

Bias

A

B

14.21

0.0223

A

C

16.00

A

D

A

Standard Error

Percentile 95%

CI

CI

0.962

(12.30, 16.08)

(12.41, 16.17)

0.0136

0.964

(14.10, 17.88)

(14.16, 17.92 )

18.46

-0.0160

0.984

(16.55, 20.41)

(16.58, 20.40)

E

23.14

-0.0051

0.939

(21.30, 24.98)

(21.26, 24.94)

B

C

10.13

0.0092

0.973

(8.21, 12.03)

(8.25, 12.06)

B

D

13.73

-0.0008

0.957

(11.85, 15.61)

(11.90, 15.62)

B

E

20.87

0.0245

0.956

(18.97, 22.72)

(19.09, 22.84)

C

E

19.65

-0.0033

0.950

(17.79, 21.51)

(17.79, 21.49)

D

E

18.25

0.0211

1.002

(16.27, 20.20)

(16.35, 20.22)

Combined Data

Winter Data
Original
Fac1

Normal 95%
Standard Error

Fac2

Mean

Bias

A

B

15.33

0.0208

A

C

13.69

0.0339

1.327

(11.06, 16.26)

(11.21, 16.40)

A

D

17.57

-0.0252

1.344

(14.96, 20.23)

(14.99, 20.19)

A

E

20.66

-0.0025

1.319

(18.08, 23.25)

(18.16, 23.28)

B

C

6.17

-0.0064

1.197

(3.83, 8.52)

(3.97, 8.57)

B

D

10.86

-0.0244

1.180

(8.57, 13.19)

(8.58, 13.25)

B

E

17.45

-0.0101

1.248

(15.02, 19.91)

(15.02, 19.91)

C

E

17.39

-0.0097

1.264

(14.92, 19.87)

(14.98, 19.92)

D

E

15.72

0.0074

1.270

(13.22, 18.20)

(13.22, 18.22)

1.335

CI

Percentile 95%

(12.69, 17.92)

CI
(12.78, 18.00)

Summer Data
Original
Fac1

Fac2

Mean

Bias

Standard Error

Normal 95%

Percentile 95%

CI

CI

A

B

13.04

-0.0051

1.338

(10.43, 15.67)

A

C

18.43

0.0146

1.353

(15.76, 21.07 )

(15.84, 21.16 )

A

D

19.40

0.0079

1.434

(16.58, 22.20 )

(16.58, 22.25 )

A

E

25.73

-0.0071

1.292

(23.21, 28.27 )

(23.18, 28.27 )

B

C

14.28

0.0154

1.397

(11.53, 17.01 )

(11.63, 17.10 )

B

D

16.75

-0.0128

1.481

(13.86, 19.66 )

(13.89, 19.68 )

B

E

24.46

-0.0072

1.332

(21.85, 27.07 )

(21.78, 27.06 )

C

E

22.03

0.0013

1.403

(19.27, 24.77 )

(19.30, 24.82 )

D

E

20.92

-0.0055

1.485

(18.01, 23.83 )

(17.96, 23.82 )
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TABLE 20 Coding for facility features
Facility

O

B

P

A (Off-road)

1

1

1

B (Bike lane, No parking)

0

1

1

C (Bike lane, on-street parking)

0

1

0

D (In traffic, No parking)

0

0

1

E (In traffic, on-street parking)

0

0

0

TABLE 21 Logit model
Random effects:
Group

Variance

Std.Dev.

subject

1.550

1.245

Description

Estimate

Std. Error

z value

Pr(>|z|)

–0.620

0.472

–1.315

0.1885

Fixed effects:
Variable
(Intercept)
W

Season (1 = winter,
0 = summer)

–0.627

0.207

–3.028

0.0025

**

T

Travel time

–0.051

0.004

–12.685

0.0000

***

O

Offroad
Improvement?

0.264

0.060

4.386

0.0000

***

P

Parking
Improvement?

0.456

0.065

7.067

0.0000

***

B

Bikelane
Improvement?

0.831

0.067

12.475

0.0000

***

A

Age

0.021

0.010

2.126

0.0335

*

S

Sex
(1 = M, 0 = F)

–0.350

0.223

–1.567

0.1171

I

Income

0.005

0.003

1.584

0.1132

–0.594

0.229

–2.589

–0.133

0.253

–0.524

H
C

HHsize ( if>2, 0
otherwise)
Cyclist (1 = atleast
summer, 0 = No)

**
0.6003

TABLE 22 Time values of facility attributes
Attribute

Marginal Rate of
Substitution (minutes)

O – Off street improvement

5.20

P – Parking improvement

8.98

B – Bike lane improvement

16.36
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TABLE 23 Linear model
Random Effects
Residual
8.01

(Intercept)
8.98

StdDev:

Fixed effects:
Description
(Intercept)
W

P

Season Winter?
Offroad
Improvement?
Parking
Improvement?

B

Bikelane
Improvement?

A

Age

S

Sex

I

Inc/1000

O

H

Household Size

C

Summer cyclist?

Significance

Yes=1
No=0
Yes=1
No=0
Yes=1
No=0
Yes=1
No=0
Yes=1
No=0
Male=1
Female=0

>2=1
≤2=0
Yes=1
No=0

***0.001

**0.01

Value

Std. Error

t-stat

p-value

7.24

3.377

2.143

0.032

–4.13

1.485

–2.782

0.006 * * *

2.38

0.429

5.540

0.000 * * *

3.50

0.456

7.673

0.000 * * *

5.98

0.456

13.127

0.000 * *

0.15

0.071

2.092

0.038

*

–3.36

1.604

2.093

0.038

*

0.03

0.021

1.475

0.142

–3.75

1.645

–2.278

0.024

–2.22

1.818

–1.221

0.224

*0.05

+0.1

TABLE 24 Comparison of travel time values between facilities using the
linear model and the logit model
Comparison

Facility 1

Facility 2

Logit

Linear

Mean (raw data)

1

A

B

5.2

9.6

13.0

2

A

C

14.2

13.1

18.4

3

A

D

21.6

15.6

19.4

4

A

E

30.5

19.1

25.7

5

B

C

9.0

10.7

14.3

6

B

D

16.4

13.2

16.7

7

B

E

25.3

16.7

24.5

8

C

E

16.4

13.2

22.0

9

D

E

9.0

13.2

20.9
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(See Table 24)

Figure 19. Comparison of the estimates of the additional time
willing to travel between facility pairs based on logit model, linear
model, and the raw data.
facilities having different travel times, but the same origin and destination. From the raw data we have demonstrated that a hierarchy
exists between the facilities considered, and we have extracted a measure of how many additional minutes an individual is willing to
expend on an alternate facility if it were available and provided certain features that were not available on the base facility. The data were
then used to ﬁt a random parameter logit model using a utility maximizing framework. A linear model was also estimated and compared
with the results from the mixed logit model. The results show that

users are willing to pay the highest price for designated bike lanes,
followed by the absence of parking on the street and by taking a bike
lane facility off-road. In addition, we are able to extract certain individual characteristics that are indicative of preferences such as age
and household structure and make loose connections with sex and
household income. Such an understanding can be incorporated into
the planning process to help planners make appropriate recommendations and investment decisions in developing bicycle facilities that
are more appealing to the public.
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APPENDIX E
USER HEALTH BENEFITS

The benefits of physical activity in enhancing overall health are
well established. Physical activity reduces the risk of chronic diseases
including coronary heart disease (170, 205–209), hypertension (210),
Type II (non-insulin dependent) diabetes mellitus (211, 212), osteoporosis (213, 214), cancer (215–217) and mental illness (95, 218–220).
Inversely, reduced levels of physical activity are also associated with
mortality rates in general (221–223).
The task of attaching monetary amounts to levels of physical
activity is a more challenging endeavor. One attempt to this general inquiry has been completed by Wang et al. (93) who derived
cost-effectiveness measures of bicycle/pedestrian trails by dividing the costs of trail development and maintenance by selected
physical activity-related outcomes of the trails (e.g., number of
trail users). The average annual cost for persons becoming more
physically active was found to be $98; the cost was $142 for persons who are active for general health, and $884 for persons who
are active for weight loss.
Estimating the effect of physical activity on direct medical
costs is a strategy more often employed, though considerably less
straightforward. Part of the reason for ambiguity in this line of
research is that an unsettled question looms as to how much physical activity is required to realize certain health benefits (i.e., what
is the elasticity?) (88, 94, 95). In the field of public health, this
matter is often approached from the perspective of dose-response
relationships. The aim is to learn what change in amount, intensity, or duration of exposure (in this case, cycling) is associated
with a change in risk of a specified outcome (in this case, cost of
health care).
Existing literature examining relationships between levels of
physical activity and health costs varies considerably in methodology and scope. The majority of existing studies pursue a dichotomized approach, separating respondents into two classes: those
that satisfy the accepted “dose” of 30 minutes per day for ﬁve days
and those who do not. In this ﬁrst group of studies, there are at least
ﬁve statewide reports whose methodology and assumptions are relatively general in nature. In most cases, estimates are derived from
an aggregation of medical expenditures that can in some form be
traced back to physical inactivity. For example, a study commissioned by the Michigan Fitness Foundation (96) concentrated on
the economic costs to the residents of Michigan. The authors used
estimates (acknowledged to be conservative) to derive direct costs
(e.g., medical care, workers’ compensation, lost productivity) and
indirect costs (e.g., inefficiencies associated with replacement
workers). The ﬁnal amount totaled $8.9 billion in 2003 ($1,175 per
resident). A 2002 report from the Minnesota Department of Health
(97) estimates that in 2000, $495 million was spent treating diseases and conditions that would be avoided if all Minnesotans were
physically active. This amount converts to over $100 per resident.
Additional reports claim that too little physical activity was
responsible for an estimated $84.5 million ($19 per capita) in hospital charges in Washington State (98), $104 million ($78 per capita) in
South Carolina (99), and $477 million in hospital charges in Georgia
($79 per capita) (100).

These reports from various state agencies are complemented
with more academically oriented research. For example, Colditz
(101) reviewed past literature on the economic costs of inactivity
and concluded that the direct costs for those individuals reporting
lack of physical activity was estimated to average approximately
$128 per person. A separate analysis by Pratt et al. (102) analyzed
a stratified sample of 35,000 Americans from the 1987 national
Medical Expenditures Survey. Examining the direct medical costs
of men and women who reported physical activity versus those who
did not reveals that the mean net annual beneﬁt of physical activity was $330 per person in 1987 dollars. An alternative method
used a cost-of-illness approach to attribute a proportion of medical
and pharmacy costs for speciﬁc diseases to physical inactivity in
2001 (97). The authors first identified medical conditions associated with physical inactivity and then collected claims data related
to those conditions from approximately 1.6 million patients 16 and
older from a large, Midwest health plan. While the resulting conditions from lack of physical inactivity include depression, colon
cancer, heart disease, osteoporosis, and stroke, the results from this
study conclude that claims costs at the health plan attributable to
physical inactivity translates to $57 per member. One challenge of
these analyses is the decision regarding whether or not to include
diseases causally related to obesity or not. The Garrett paper did
not, which may account for the lower estimates of cost of inactivity per person.
A different approach than the dichotomized strategy estimates
the impact of different modifiable health risk behaviors and measures their impact on health care expenditures. After gathering
information from more than 61,500 employees of six employers
gathered over a five-year study period, Goetzel et al. (87) focused
on a cohort of just over 46,000 employees, one-third of whom
were considered to be sedentary (or inactive). The analysis found
that a “risk-free” individual incurred approximately $1,166 in
average annual medical expenditures while those with poor health
habits had average annual medical expenditures of more than
$3,800. Thus, they estimated the per-capita annual impact of poor
exercise habits to be approximately $172. Pronk et al. (89) also
identify the relationship between modiﬁable health risks and shortterm health care charges. This research surveyed a random sample
of 5,689 adults aged 40 years or older enrolled in a Minnesota
health plan. Multivariate analysis on the modifiable health risks
(diabetes, heart disease, body mass index, physical activity and
smoking status) concluded that an additional day of physical activity (above zero) would yield a 4.7 percent reduction in charges (or
a $27.99 reduction). The overarching result of the study is that
obesity costs approximately $135 per member per year, and those
with low fitness (inactivity) cost approximately $176 per member
per year.
From this discussion, a couple of matters stand out with respect to
understanding such relationships and ultimately informing applicable methods. First, annual per capita cost savings vary between $19
and $1,175 with a median value of $128 (see Table 25). Second,
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TABLE 25 Estimated annual per capita cost savings
(direct and/or indirect) of physical activity (103)
Study/Agency
Washington State Department of Health
Garrett et al.
South Carolina Department of Health
Georgia Department of Human
Resources
Colditz (1999)
Minnesota Department of Health
Goetz et al.
Pronk et al.
Pratt
Michigan Fitness Foundation

Per Capita Cost Savings ($)
19
57
78
79
92
>100
172
176
330
1,175

some studies are disaggregate in nature and estimate costs by inpatient, outpatient, and pharmacy claims; others compare average
healthcare expenditures of physically active versus inactive individuals. Third, some use a dichotomized approach to operationalize physically active individuals while others employ a modiﬁable
health risks approach and do so in a relatively continuous scale. The
studies are difficult to compare because some include different
conditions, outpatient and pharmacy costs, and actual paid amounts
rather than charges. Nonetheless, existing literature provides adequate, though developing, methodologies for estimating the public
health impact of bicycle facilities in terms of economic impacts.
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APPENDIX F
USER SAFETY BENEFITS

The prevailing argument is that enhanced facilities—bike lanes,
bikeways and special intersection modiﬁcations—improve cyclist
safety (83). This claim, however, is the source of a rich controversy
within the literature as evidenced by the debate between Forester
(57) and Pucher (58). Part of the controversy around this topic
is fueled by differences between what cyclists state they prefer
(i.e., their perception) and what studies with collision data actually reveal.
It is widely acknowledged that increased perception of safety is
important to encourage cycling as a means of transportation and recreation (51, 110). Subsequently, providing separated bicycle facilities along roadways is mentioned as a key ingredient in increased
perception of safety according to the burgeoning literature related to
bicycle related stress factors (111), bicycle interaction hazard scores
(112), relative danger index (113), compatibility indexes (114).
Existing literature on the safety of bicycle facilities usually considers one of three outcome measures: the number of fatalities, the
number of crashes, and perceived levels of comfort for the cyclist. Key
explanatory variables behind these outcome measures are myriad
and complex to identify. For example, the overwhelming majority
of bicycle crashes resulting in fatalities are caused by collisions with

motor vehicles (104). Less severe crashes tend to occur at intersections
or at locations where motor vehicles and bicycles come in contact
with each other (105); it is further suggested that crashes are caused
by differing expectations between auto drivers and bicyclists (106).
However, there is increasing evidence to suggest that some bicycle
crashes do not involve any other party (107, 108); this is especially true
for children (109).
The degree to which perception of safety translates into actual
increased safety, however, is still debated. It proves difficult to translate perceived measures of safety into quantifiable or economic
estimates. Additional confounding factors are that prevailing guidelines recommend a variety of solutions. For example recent research
suggests that both bicycle lanes and wide curb lanes can and should
be used to improve riding conditions and safety for bicyclists (http://
www.fhwa.dot.gov/tfhrc/safety/pubs/99035/intro.htm).
In the end, bicycle safety data are difficult to analyze, mostly
because bicycle trip data (and thus accident probability per trip) are
hard to uncover. As more research and conclusive ﬁndings become
available, it will likely be possible to understand the safety beneﬁts
of bicycle facilities in more detail—at such time, a model could then
be developed and incorporated into the guidelines.
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APPENDIX G
RECREATION AND REDUCED AUTO USE BENEFITS

The material in this appendix is adapted from a longer report on the
beneﬁts of bicycling in Minnesota (224).

USER BENEFITS: HEALTH AND RECREATION
In general people bicycle because they enjoy the activity and the
improved sense of well-being and health that comes from it. There
is value in this, although it is not reﬂected in any monetary transaction. An improved bicycling environment will make riding more
enjoyable when it is done, and will likely increase the frequency
with which it is done; both factors will increase the overall size of
this beneﬁt.
Our concern here is with the non-monetary beneﬁts derived from
user enjoyment of bicycling and its effects, including health. By this
we mean simply the greater sense of well-being that comes from
being healthy rather than sick. There are also monetary beneﬁts of
better health such as reduced medical costs and less missed work;
these are discussed later as societal beneﬁts.
It is hard to place a value on recreation and on improved health
separately. One approach to dealing with both these issues is to treat
them jointly. This approach would assume that the individual who
chooses to ride a bike derives some personal non-ﬁnancial beneﬁts
from doing so, in terms of better health and general enjoyment, but
does not try to disentangle this bundle of beneﬁts into its components, instead simply comparing the overall size of the bundle to the
costs of participating in the activity. For any person who participates in the activity, the bundle of benefits must exceed the time,
money, or other costs of participation. Estimates of non-monetary
value then reﬂect this entire bundle rather than any individual component of it.
While there is a monetary cost to owning and maintaining a bike,
the apparent cost of any given ride is generally very low. The larger
cost of riding is the value of the time that it takes. If one supposes,
as is common in transportation work, that the average person values
time at about $10/hr, then the typical hour bike ride, including some
preparation and cleanup time, must be generating at least $10 in nonmonetary beneﬁts to justify the time taken. Since the total beneﬁts
must exceed the total costs to justify the activity, the total beneﬁts are
certainly higher than this.
Three methods for estimating the value of recreational activities
and facilities have been informally sanctioned by the federal government in the form of guidelines for their application. All tend to yield
similar results. Perhaps the most relevant for this situation is the
“travel cost” approach. Very brieﬂy, the idea of this is to measure
and value the time spent accessing the activity, and to value the net
beneﬁts of the activity as being at least this value. That is, the total
beneﬁts of participation, minus the costs incurred by participating,
must be greater than the cost of accessing the activity in the first
place. A person who makes a two-hour round trip to get to a bike
trail, at $10 per hour, must place a net value on the bike ride itself
of at least $20.

A wide variety of studies of outdoor recreational activities (nonbicycling) generated typical values of about $40 per day in 2004
dollars (245). If a typical day of recreation is about 4 hours, this would
be about $10/hour. Note that this is an estimate of the net beneﬁts,
above and beyond the value of the time taken by the activity itself.
This estimate is also in line with a recent study of urban trails in
Indianapolis, which used the travel cost method to ﬁnd typical
implied values per trip of about $7 to $20 (246).

AUTO SUBSTITUTION BENEFITS
This section discusses three categories of beneﬁts related to auto
substitution: lower transportation costs for bicyclists, reduced governmental and infrastructure costs, and reducing problems associated
with automobile use. Although our work leads us to conclude that
these beneﬁts are relatively small, we treat them at some length here
because they are generally considered to be of great importance in the
bicycle advocacy literature. Because of this we felt that it was important to explain in some depth our reasons for considering these beneﬁts to be of only minor signiﬁcance.
The arguments for these beneﬁts, and calculations of their sizes, are
summarized in the work of Litman (225); his discussion is generally
representative of other work in this area. All of these beneﬁts ultimately rely on some assumption of bicycle travel substituting for
car travel, with correspondingly reduced costs of some type. There
are two broad issues that impact the potential size of beneﬁts from
this source.
The ﬁrst is that the fraction of total bicycling that is actually replacing a driving trip is probably very small. All sources agree that more
than half of all riding is recreational or ﬁtness-oriented; these rides
almost certainly are not substituting for a driving trip, and may even
be creating extra driving if people drive their bikes somewhere else
to ride. Even of those trips that are utilitarian in nature, it could be
that the trip would have been made by transit, walking, as a car passenger, or not at all if not made by bike. Evidence from the NPTS
suggests that of those people who usually commute to work by bike,
only about 40% drive on the days that they do not bike; the others
use transit, walk, or ride with someone else.
The second reason that biking probably does not have much impact
on broader transportation problems is that there is so little of it relative to the amount of driving. Total daily miles of travel by bike in a
typical city are perhaps 0.25% of daily vehicle miles of travel by cars.
This will certainly have no impact on overall infrastructure needs,
and it is hard to imagine that it could have much impact on congestion
except possibly in a few isolated situations.

Lower Transportation Costs for Bicyclists
The notion that bicycling reduces transportation costs tends to
rely on some combination of two assumptions, each of which is
questionable. The ﬁrst is that a bicycle does not cost very much to

Copyright National Academy of Sciences. All rights reserved.

Guidelines for Analysis of Investments in Bicycle Facilities

G-2
operate compared with a car. The second is that the extra time (not to
mention inconvenience) that is needed to make trips by bike rather
than car is not really a cost. We address each of these in turn.
Litman states that the variable costs of bicycling are 1 cent per
mile. These seem low by perhaps a factor of 10 or 20. Parts wear
out, or are damaged in crashes. The chain needs to be cleaned and
lubricated; the tires need to be inﬂated. It is impossible to use a bike
for 5,000 miles without doing any maintenance on it, as is routinely
done with cars. Even if the rider does this work, the time costs of doing
it should be counted as a cost of riding. If one rides any signiﬁcant
amount, or uses the bike for utilitarian purposes, then specialized
clothing and other equipment will typically also be purchased.
A pair of mid-priced tires, as an example, might cost about $50,
and might last about 5,000 miles. This is 1 cent per mile, about the
per-mile cost of car tires. Spending three minutes every 100 miles
or so to inﬂate the tires is 50 cents worth of time, or 0.5 cents per mile.
The chain should be cleaned every 500 miles at least, at a time cost
of about $5, or 1 cent per mile. The occasional tube puncture imposes
a monetary and time cost. As with cars, more expensive repairs and
tune-ups are sometimes necessary. Expensive bike-speciﬁc clothing,
a near necessity if one rides very much, wears out after a few hundred
miles (and must be laundered in the interim). We are not aware that
anyone has really tried to systematically determine these costs, but
the author’s personal experience does not lead him to believe that
he saves money when he rides a bike rather than driving.
Even in terms of fuel, consider that a mile of biking might burn
perhaps 50 calories. A dollar would buy roughly somewhere between
100 and 1,000 calories worth of replacement food, depending on the
type of food. At 500 calories per dollar, the replacement food is costing 10 cents per mile, a cost that is not really any cheaper than the gas
needed to drive a car the same distance. To the possible objection
that people enjoy eating but not putting gas in their car, we respond
yes, but that beneﬁt is already counted as part of the non-monetary
recreational beneﬁts mentioned previously. Here we are talking
about monetary costs, and whether it is possible to save money by
riding a bike.
The overall variable costs of operating a car (the costs that actually
go up as the car is driven more) are about 15 to 20 cents per mile
depending on the degree of stop and go traffic conditions (226). These
costs include fuel, tires, maintenance and repairs, and depreciation.
Of these, depreciation is probably the only area where a bike may
be cheaper. Overall a bike seems likely to be more expensive for
off-peak travel (when cars are cheaper to operate), and even for peak
travel the difference seems unlikely to be more than three cents per
mile, and likely zero if clothing is included as part of the cost, as we
believe it should be. This is substantially less than Litman’s estimated
savings of 11 to 17 cents per mile.
A second point concerns the time costs of biking versus driving.
While there may be isolated situations of extreme congestion where
biking is faster, in general there will be a time penalty to riding a
bike rather than driving. While Litman argues that since this time
penalty is incurred voluntarily it should not be counted as a cost, we
contend that this falls into the same category as food. Litman’s point
is that if someone enjoys riding then the extra time it takes is not
really a cost to that person. But again, we are counting this enjoyment value as part of the non-monetary recreational beneﬁts. The
fact that there is a compensating beneﬁt does not mean that there is
not a cost as well.
Another possible source of user savings is parking, for those
commuters who work in areas where parking fees must be paid.

This is more likely to be an issue in dense areas, and for those commuters who would drive if they didn’t bike. While this could be substantial in some cases, it is location-speciﬁc and hence difficult to
estimate in a general way.
These results are a small fraction of the level that Litman asserts.
We believe that the true value is closer to zero, as we are ignoring
the extra time costs usually associated with bicycling and probably
underestimating the monetary costs.

Reduced Governmental and Infrastructure Costs
Litman and some advocates argue that bicycling saves costs of
roads, parking, and other transportation infrastructure and maintenance. These arguments, however, rely on a confusion of ﬁxed and
variable costs. Most state and federal roads are more or less fully
funded through fuel taxes and other fees, so that any additional costs
created by driving are paid for by taxes on driving. In this sense driving does not create a ﬁnancial burden on government in general. The
exception is local streets and roads, which are often paid for by
property taxes and hence could be considered to be “subsidized.”
However, philosophically, local streets are paid for by property
taxes because their primary purpose is considered to be providing
access to property, not transportation (227). A person who rides a bike
and never drives still needs streets. In any case, the primary cost of
streets in most developed areas is for cleaning, snow plowing, and
routine maintenance. None of these things will need to be done with
any less frequency if bikes are used instead of cars; indeed, they might
be even more important for bikes. The need for maintenance arises
primarily from weather, the passage of time, and heavy trucks and
other equipment, not from cars. The fact that a certain amount of
money is spent each year, and a certain number of miles are driven
in cars, does not mean that the amount of money would go down if
the number of miles driven did. That is, these costs are largely ﬁxed;
riding a bike will not save the government money.
Similarly for parking (the governmental or private costs of providing it, not the costs to the user), almost all the cost is the ﬁxed cost
of creating the facility in the ﬁrst place; shifting a trip from car to bike
will not change this. In cases where parking is in very short supply,
the fact that bicyclists are not taking up spaces may create some convenience for others who are able to park in areas that would otherwise have been full, but the value of this seems unlikely to be large
because so few trips are made by bike compared with cars.
One possible exception to this argument would be those cases
where costs are incurred to expand streets to alleviate heavy traffic
conditions. In this case less traffic could mean eliminating or at least
delaying these expenditures. However, as a practical matter, the
amount of bike-car replacement is so small that it cannot possibly
inﬂuence these decisions, even in terms of timing, compared with
more important factors such as funding availability, environmental
impact issues, and even more signiﬁcant alternative modes such as
transit.

Reducing External Problems Associated
with Automobile Use
A ﬁnal set of minor beneﬁts are those that have to do with reducing external problems associated with automobile use, primarily
congestion and air pollution.
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Litman claims, citing a Minnesota study (228), that urban congestion costs range from 5 to 30 cents per vehicle mile. However,
this study was examining primarily the Twin Cities freeway and
major arterial network, in the context of understanding how congestion pricing could reduce these costs in part by shifting trips to
less congested (but slower) alternate routes. Most of the value of the
congestion reduction comes from shifting traffic off of freeways
and on to other routes. Once this takes place, the congestion costs
are already greatly reduced; further reductions due to shifting from

car to bike are limited. The average congestion costs on the nonfreeway streets that bikes can use is more in the range of 0 to 5 cents
a vehicle mile; the high end is achieved only in a few especially
problematic places.
With regard to air pollution, Litman cites sources indicating that
average costs of air pollution caused by automobiles are about 5 cents
per mile for urban driving and 1 cent per mile for rural (rural emissions cause fewer costs because there are fewer people around to be
affected by them).
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APPENDIX H
COMMUNITY LIVABILITY BENEFITS
The Value of Bicycle Trail Proximity on Home Purchases

INTRODUCTION
Many cities—through public dialogues, community initiatives,
and other land use-transportation policies—are developing strategies
to increase the “livability” of their communities. While “livability” is
a relatively ambiguous term, there is emerging consensus on the
following: the ease by which residents can travel by walking or
bicycling represents a critical component of this goal. Communities
well endowed with non-motorized infrastructure, either in the form
of sidewalks, bicycle paths, or compact and mixed land uses are
hypothesized to be more livable than those without. This is an often
relied-upon argument used by advocates of bicycle paths or sidewalks.
If livability is a cherished commodity among residents, and one
important component of livability includes bicycle paths, then proximity to bicycle paths should be capitalized into the value of home
purchases. Documenting this relationship would go a long way for
advocates of bicycle facilities who often seek ways to monetize the
value of these facilities. Such an endeavor would be especially beneﬁcial since bicycle facilities are non-market goods, making it difficult
to attach an economic value to them.
Social or economic beneﬁts can be measured either through stated
preferences, in which users are asked to attach a value to non-market
goods, or through revealed preferences. The revealed preference
approach measures individuals’ actual behavior. In this study we
measure homebuyers’ revealed preferences in the form of hedonic
modeling to learn if and how much residents value proximity to
bicycle paths. The ﬁrst part of this paper reviews previous literature
on hedonic modeling focusing primarily on the dimension of open
space and trails. The second part describes the setting for this work,
our data, descriptive statistics, and methodological approach. Part
three describes the results of a hedonic regression model, and part
four reports on the policy implications and relevant conclusions.

REVIEW OF RELEVANT LITERATURE
AND CONCEPTS
Discerning the relative value of non-market goods using hedonic
modeling techniques is a method with a long history. Taylor (229)
used what are now called hedonic techniques to explain the price of
cotton with its internal qualities, and later applications by Lancaster
(128) and Rosen (129) standardized the method for consumer products such as houses. An extensive review of this literature (130) documents nearly 200 applications that have examined home purchases
to estimate values of several home attributes including structural features (e.g., lot size, a home’s ﬁnished square footage, and number of
bedrooms), internal and external features (e.g., ﬁreplaces, air conditioning, garage spaces, and porches), natural environment features
(e.g., scenic views), attributes of the neighborhood and location (e.g.,
crime, golf courses, and trees), public services (e.g., school and infrastructure quality), marketing, and ﬁnancing.

As the literature describes various methods to assign value to
housing characteristics, there exist opportunities to increase the
explanatory power of hedonic models. Recent contributions include
accessibility, perceived school quality, and measures of environmental amenities. For example, Franklin and Waddell (230) used a
hedonic model to predict home prices in King County, Washington,
as a function of accessibility to four types of activities (Commercial,
University, K-12 Schools, and Industrial). In assessing the relationship between public school quality and housing prices, Brasington
(231) found that proﬁciency tests, per-pupil spending, and student/
teacher ratios most consistently capitalize into the housing market.
Earnhart (232) combined discrete-choice hedonic analysis with
choice-based conjoint analysis to place a value on adjacent environmental amenities such as lakes and forests.
Our application here focuses on the relative impact of bicycle lanes
and trails. To the casual observer, bicycle lanes and trails may be considered as a single facility where any type of bicycle trail would have
the same attraction. More careful thinking, however, suggests otherwise, especially for different types of bicycle facilities. Consider, for
example, the three different types of trails/lanes shown in Figure 20.
Some trails are on existing streets (demarcated by paint striping,
hereafter “on-street lanes”); some trails are adjacent to existing roadways (hereafter “roadside trails”) but are separated by curbs or mild
landscaping (these facilities are sometimes referred to as “black
sidewalks” because they are nothing more than blacktop in the usual
location of sidewalks); other trails are clearly separated from traffic
and often within open spaces (hereafter “non roadside trails”). For
this last category, it is important to explain and control for the degree
to which open space versus the bike trail contained within the open
space contribute to a home’s value. In many metropolitan areas bike
trails and open space share a spatial location and at minimum exhibit
similar recreational qualities. On-street lanes or roadside trails are
often on or near roads. In some cases they will be on well-used collector streets or trunk highways; in others they may be on neighborhood arterial streets. Home buyers tend to dislike proximity to busy
roadways. Much of the attraction of these facilities therefore depends
on the design speed of the roadway facility and the average daily trafﬁc. Any research failing to account for any of these factors will misestimate the independent value of bicycle trails.
It is therefore important to consider relevant literature estimating
the value of open space. For example, Quang Do (136) found that
homes abutting golf courses sell for a 7.6 percent premium over
others. Other studies include measures of proximity and size of various open spaces (233, 234). Geoghegan (133) compared the price
effects of the amount of permanent and developable open space
within a one-mile radius. Smith et al. (235) examined the distinction
between ﬁxed and adjustable open spaces along a new Interstate highway corridor. Other approaches further disaggregate developable and
non-developable open space in terms of ownership type and land
cover (236 ). Some studies seek to attach values to views of open
space. Benson et al. (132) created a series of dummy variables for
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Figure 20. Representative photographs of an on-street bicycle lane, non-roadside
trail, and roadside trail, hypothesized relationships.

four different qualities of ocean views, as well as lake and mountain
views. Luttik (135) combined the vicinity and view approaches,
dividing the geography into three levels of proximity.
Anderson and West’s work (131) is particularly helpful for this speciﬁc application. They modeled both proximity and size of six speciﬁc
open space categories, comparing effects on home prices between the
city and suburb. They found that proximity to golf courses, large
parks, and lakes has a positive effect on home prices in the city, with
no signiﬁcant results in the suburbs. The effects of open space on
home prices also increased with the size of the open space. Proximity to small parks and cemeteries tended to reduce sale prices. To our
knowledge, only one application focuses on proximity to bicycle
trails. Lindsey (72) performed a hedonic analysis of 9,348 home sales,
identifying properties falling inside or outside a half-mile buffer
around fourteen greenways in Marion County, Indiana. This research
found that some greenways have a positive, signiﬁcant effect on
property values while others have no signiﬁcant effect. A survey in
Vancouver found that the majority of realtors perceive little effect of
bicycle trails on home values, either positive or negative (237 ). However, two-thirds of respondents also indicated that they would use
bicycle trail proximity as a selling point.
Given the novelty of the application presented herein, theory is
derived from a combination of sources, including existing published
work (described in part above), consumer theory, and anecdotal evidence. Our ﬁrst underpinning is derived from a local county commissioner who claims that bike facilities—like libraries—are goods
everyone appreciates (238). Such a claim maps well with the assertions of bicycle trail advocates. Assuming an ability to account for the
possible disutility of living on a busy arterial, bicycle facilities—no
matter their type—positively contribute to home value. However, this
hypothesis needs to be tempered based on the ﬁndings of Anderson

and West. Their analysis suggests that open spaces and by association, bicycle facilities, may be perceived and valued differently
depending on whether they are located in the city or suburbs.
Unlike other attributes which tend to be more universally valued
(e.g., home size, number of bathrooms), we hypothesize that trails
may be more appreciated by a subset of the population. Households
who choose to live in the city are more likely to walk or bike, particularly to work, (53, 239) and therefore more likely to value bicycle
facilities. Because we specify three different types of facilities with
two populations who may value such facilities differently, we present
Figure 20 displaying the nature and relative magnitude of our hypothesized relationships.

SETTING AND DATA
Our investigation is based in the Twin Cities (Minnesota) Metropolitan Area which proves to be an almost ideal laboratory for a variety of reasons. First, the Twin Cities boasts an almost unparalleled
system of off-street bike paths for a major metropolitan area in the
United States, totaling more than 2,722 kilometers (1,692 miles).
While not nearly as extensive, striped on-street bike lanes are common as well. The network of on- and off-street trails is accessible to
most Twin Citians, with 90 percent of homes within 1,600 meters
(one mile) of an off-street trail. In fact, in many communities within
the metropolitan area, over 90 percent of the homes have some form
of facility within 400 meters (one-quarter mile).
Second, several municipalities and county governments pursue
active roles in constructing and maintaining these facilities. The
Grand Rounds Parkway in Minneapolis, considered by many to be
the crown jewel of parks and recreational trails in Minnesota, con-
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TABLE 26 Descriptive statistics of sample

Environmental
Amenities (A)

Structural
Attributes (S)

Location (L)
Neighborhood
Attributes (N)

Variable
Name
Contrnr
Cnrtrnr
Crstrnr
Sontrnr
Snrtrnr
Srstrnr
Cactive
Cpassive
Cactive
Spassive
Bedrooms
Bathroom
Homestea
Age
Lotsize
Finished
Firepls
Garagest
Hwynear
Cbdnear
Busy
mca5_att
Pctnonwt
Avghhsiz

Description
CITY: distance to nearest on-street bicyble lane (meters)
CITY: distance to nearest non-roadside bicycle trail (meters)
CITY: distance to nearest roadside bicycle trail (meters)
SUBURBS: distance to nearest on-street bicycle lane (meters))
SUBURBS: distance to nearest non-roadside bicycle trail (meters)
ters)
SUBURBS: distance to nearest roadside bicycle trail (meters)
CITY: distance to nearest active open space (meters)
CITY: distance to nearest passibe open space (meters)
SUBURB: distance to nearest active open space (meters)
SUBURB: distance to nearest passive open space (meters)
Number of bedrooms
Number of bathrooms
Homestead status
Age of house
Size of lot (square meters)
Finished square feet of floor space
Number of fireplaces
Number of garage stalls
Distance to nearest major highway (meters)
Distance to nearest central business district (meters)
Home is on a busy street
Standardized test score in school district
Percent nonwhite in census tract
Persons per household in census tract

sists of 69 km (43 miles) of off-street paved trails along the city’s
chain of lakes, the Mississippi River, and Minnehaha Creek. Hennepin County, which includes the city of Minneapolis and many of
its suburbs, works in cooperation with the Three Rivers Park District
to build and maintain the largest network of off-street trails in the
metro area (240). Many off-street trails in Hennepin and other counties are located on former railroad rights of way for the dual purposes
of recreation and preservation of the land for future transit corridors.
Other off-street trails in the Twin Cities follow arterial and collector
streets. The cities of Chanhassen, Eden Prairie, and Plymouth have
extensive networks of these roadside trails, with somewhat smaller
networks in Maple Grove, Roseville, Eagan, and Apple Valley.
Roseville is the only inner-ring suburb with a substantial network of
off-street trails. Third, Twin Citians appear to cherish such trails,
particularly in the summer months. For example, Minneapolis ranks
among the top in the United States in the percentage of workers commuting by bicycle (55).
Consistent with the prevailing literature, our hedonic model
assumes a competitive market in which homebuyers are seeking a set
of home attributes that can be tied to a location. Locations are deﬁned
by structural attributes (S ) (including internal and external attributes),
neighborhood characteristics (N ), location and accessibility (L), and
environmental amenities (A). We build an equilibrium hedonic price
function on these assumptions, where the market price of a home (Ph )
depends on the quantities of its various attributes:
Ph = P ( S, N , L, A)
The Regional Multiple Listing Services of Minnesota, Inc.,
(RMLS) maintains home sale data from major real estate brokers in
Minnesota. This database includes all home sales in Anoka, Carver,
Dakota, Hennepin, Ramsey, Scott, and Washington counties in 2001,

Mean
1276.31
799.42
1293.81
1580.51
1099.89
1359.35
340.15
683.10
569.92
760.73
3.12
2.14
0.86
35.88
2097.98
1871.01
0.70
1.72
1672.32
17558.59
0.05
4760.46
12.51
2.67

Standard
Deviation
947.90
517.82
716.20
2240.18
1732.29
1728.01
203.41
396.64
1176.45
641.12
0.91
0.88
0.34
28.97
8053.17
908.66
0.76
1.02
1821.44
10409.61
0.21
276.78
14.02
0.40

Median
1023.55
711.29
1219.16
979.82
602.92
911.83
315.35
633.76
290.07
613.09
3.00
2.00
1.00
27.00
968.00
1708.00
1.00
2.00
1149.58
16374.75
0.00
4836.10
7.82
2.66

totaling 35,002xxii home sale purchases, including structural attributes
of each home. The address of each home was mapped and paired with
GIS features for spatial analysis using ArcGIS.
Table 26 lists each variable, its deﬁnition, and descriptive statistics.
We measure location attributes through simple calculations of linear
distance to the nearest central business district (either Minneapolis or
St. Paul) (cbdnear) and the nearest major highway (hwynear). A third
location variable (busy) indicates the presence of an arterial street
fronting the home.
Neighborhood attributes include school district and demographic
variables. Standardized test scores capitalize into home sale prices
and are an effective measure of perceived school quality (231).
Mca5_att represents the sum of the average math and reading scores
achieved by ﬁfth grade students taking the Minnesota Comprehensive
Assessment. Scores associated with suburban homes are measured at
the school district level, while Minneapolis and St. Paul scores are
assigned to elementary school attendance areas. Demographic variables are derived from the 2000 United States Census. We include the
percentage of people in the census tract who do not classify themselves as Caucasian (Pctnonwt) and the average number of people in
each household in the census tract (Avghhsize).

MEASURES OF INTEREST
AND METHODOLOGY
Measures of Distance to Bicycle Facility
The measures of interest for this application center on bicycle facilities and to a certain extent, open space. Examples of the facilities and
trails in this setting are shown in Figure 21. Detailed GIS data allowed
us to discern all bike trails in the region, separately identifying
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Figure 21. Examples of off-street bicycle trails, on-street bicycle lanes, and open space.

on- and off-street facilities which are distributed across both major
open space corridors (e.g., railway lines, rivers, and lakes) and other
roadways. We pair the MLS data for every home sale in the seven
county study area from 2001 with the location of these trails.
Some on-street and off-street trails are located alongside busy trafﬁcked streets, which is presumably a propelling characteristic for
home locations. We therefore divide the off-street layer into roadside
and non-roadside trails based on proximity to busy streets. We then
calculate distance to the nearest roadside trail, non-roadside trail, and
on-street bicycle lane for each home. As previously mentioned, we
also measure distance to open space as a central variable, classifying
such areas by type: active or passive.xxiii

Measures of Density of Bicycle Facilities
Motivated by Anderson and West’s (131) ﬁndings that proximity
and size of open space matters, we also theorize it to be important to
consider not only the distance to facilities but also the density of trails
around a particular home. The overall density (length) of different
facilities within a buffer area may also be appreciated by homebuy-

ers. They might value a well-connected system of trails, which are
prevalent in many areas throughout the Twin Cities metropolitan
area. We therefore calculate the kilometers of trails within buffer distance. See, for example, Figure 22 showing an example home in Minneapolis and how we measured open space and density of bicycle
facilities by differing radii of 200, 400, 800, and 1,600 meters.

Interaction Terms
Many of the structural attributes used in this application are universally valued (e.g., home size, number of bathrooms). Several of
the spatial attributes employed, however, are hypothesized to vary by
segments of the population (urbanites versus suburbanites). Again,
this distinction was found by Anderson and West’s application for the
same region. We therefore generate interaction terms (e.g., city multiplied by independent variable) to measure the attributes that may
vary spatially. Doing so allows us to pool the sample of urban and
suburban homes, thereby parsimoniously estimating a single model
that preserves the integrity of the differing preferences. This single
model provides coefficients that describe the effect of common attrib-
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Figure 22. Off-street trails and open space within 200, 400, 800, and 1,600 meters of a Minneapolis house.

utes while producing different coefficients for the spatial attributes
that may vary across suburbanites and urbanites.xxiv

Fixed Effects
Finally, as with any analysis of this type there are omitted attributes to consider. When estimating phenomena associated with the
real estate market this dimension is particularly important. There are
likely spatial attributes—not captured by any of our measures—
which invariably affect home value. These attributes may include
but are not limited to general housing stock of neighboring homes,
the reputation effects of different neighborhoods or unobserved characteristics of the neighborhood.
Without ﬁxed effects, variation across all observations in all neighborhoods is used to identify the effect of interest. But given the likely
spatial correlation between proximity to bicycle facility with other
variables, this effect is susceptible to omitted variable bias. We control for bias introduced by potential omitted variables by using local
ﬁxed effects, a dummy variable for each RMLS-deﬁned market area
(104 areas in our region). These boundaries mostly follow city limits
in suburban areas and divide the central cities into several neighborhoods that closely follow similarly natured real-estate markets. By
controlling for ﬁxed effects we are estimating the effect of proximity

to a bicycle trail, assuming a household has already decided to locate
in one of the 104 MLS areas in the region. While more accurate, this
process makes it difficult to identify the impact of bicycle trail proximity because it in effect reduces the variation of the variables of
interest. Michaels and Smith (241) support this claim, showing that
dividing a market into submarkets results in less robust estimates of
the effects of hazardous waste site proximity.

RESULTS AND DISCUSSION
Our ﬁnal model (shown in Table 27) is an OLS regression which
determines the effect of bicycle trail proximity on home sale prices.
We employ a logged dependent variable and also log transformations of several continuous independent variables, indicated by an ln
following the variable name. All structural and location variables
are statistically signiﬁcant and have the expected signs. Home values increase with number of bedrooms, bathrooms, lot size, ﬁnished
square footage, ﬁreplaces, garage stalls, proximity to a central business district, and school quality. Home values decrease with age and
percent non-white in the census tract. Similarly, proximity to a freeway has a negative effect on home value, which implies that the disamenity effects of freeways (e.g., noise, pollution) likely outweigh
any accessibility beneﬁts within particular neighborhoods. Looking
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TABLE 27 Regression results
Variable
Name
Contrln
Cntrln
Crstrln
Sonrln
Snrtrln
Srstrln
Cactive
Cpassive
Cactive
Spassive
Bedrooms
Bathroom
Homestea
Ageln
Lotsize
Finished
Firepls
Garagest
Hwynear
Cbdnrln
Busy
mca5_att
Pctnonwt
Avghhsiz

Description
CITY: distance to nearest on-street bicycle lane (ln)
CITY: distance to nearest non-roadside bicycle trail (ln)
CITY: distance to nearest roadside bicycle trail (ln)
SUBURBS: distance to nearest on-street bicycle lane (ln)
SUBURBS: distance to nearest non-roadside bicycle trail (ln)
SUBURBS: distance to nearest roadside bicycle trail (ln)
CITY: distance to nearest active open space (meters)
CITY: distance to nearest passive open space (meters)
SUBURB: distance to nearest active opn space (meters)
SUBURB: distance to nearest passive open space (meters)
Nubmer of bedrooms
Number of bathrooms
Homestead status
Age of house (ln)
Size of lot (squaremeters)
Finished square feet of floor space
Number of fireplaces
Number of garage stalls
Distance to nearest major highway (meters)
Distance to nearest central business district (ln)
Home is on a busy street
Standardized test score in school district
Percent nonwhite in censu tract
Persons per household in census tract
Constant
Number of observations: 35,002
Adjusted R-squared: 07920

at some of the location and amenity variables reveals a different
story. Open space coefficients are generally consistent with Anderson
and West’s (131) ﬁndings. Suburbanites value passive open space
over active recreational areas. City residents also value lakes and
golf courses, but active open space does not affect sale price.
Focusing on the variables of interest in this application, our analysis of bicycle facilities reveals a relatively complex story. It fails to be
crisp and clean because we measure three types of facilities for two
different populations (urban and suburban). Our discussion separates the ﬁndings for city and suburban residents. First, city residents clearly value proximity to non-roadside trails (after controlling for open space). As Minneapolis is well endowed with many
off-road facilities and appears to exhibit a relatively high cycling population, this comes as little surprise. The opposite is true for trails
alongside busy streets, however, even when controlling for adjacency
to the streets themselves. On-street bicycle lanes have no signiﬁcant
effect in the city. The possible reason for this is that in general, the
nature of on-street facilities differs considerably between Minneapolis and St. Paul.xxv
As in the city, suburban homes near roadside trails sell for less
than those further away, even when controlling for busy streets. The
same is true for on-street bicycle lanes, for which there was not statistically signiﬁcant effect in the city. Suburban off-street trails
appear to negatively inﬂuence home prices, unlike in the city. There
are possibly several reasons for this. First, it may be the case that
because of decreased cycling use, suburbanites simply do not value
access to trails. Such proximity may not even factor into their use
or option value of their home purchase locations. Second, counter-

Coefficient
0.003950
–0.007851
0.022772
0.003334
0.003858
0.010230
–0.000024
–0.000065
0.000006
–0.000028
0.033037
0.079976
–0.027259
–0.092578
0.000003
0.000168
0.068749
0.075257
0.000009
–0.056065
–0.03351
0.000160
–0.004014
0.038961
11.314800

Standard
Error
0.002689
0.003732
0.003777
0.001272
0.001325
0.001419
0.000012
0.0000007
0.000001
0.000002
0.001570
0.002018
0.003481
0.001759
0.000000
0.000002
0.001768
0.001268
0.000001
0.006926
0.005096
0.000010
0.000183
0.004481
0.079957

Effect of
400m Closer

t-statistic
1.47
–2.1*
6.03**
2.62**
2.91**
7.21**
–1.96*
–9.08**
3.88**
–12.86**
21.05**
39.63**
–7.83**
–52.65**
21.68**
82.14**
38.89**
59.37**
10.35**
–8.09**
–6.54**
15.31**
–21.99**
8.7**
141.51**

$
$
$
$
$

509.85
(2,271.63)
(364.02)
(239.65)
(1,058.73)

$
$
$

3,860.35
(442.80)
2,066.40

$
$

(637.20)
9,861.10

** Significant at p<0.01
* Significant at p<0.05

acting phenomena may be taking place. Some suburbanites may
indeed value such trails. However, their preferences may be overshadowed by a combination of the following factors. Some of the
suburban trails are along former railway beds. If these property values were formally depressed because of such an externality, such
legacy effect may likely still be in effect. Uncertainty surrounding
future uses of such corridors, such as commuter rail, could compound any legacy affect. Snowmobiling introduces additional externalities common to exurban trails. Most notable, many suburbanites
simply appreciate the seclusion of their settings. Proximity to trails—
no matter their character—may be an indication of unwanted people passing by or other symptoms that run counter to factors that
prompted their decision. One need only refer to several newspaper
headlines (Figure 23) to learn of instances in which suburbanites
oppose nearby trails.
Similar analysis employing measures of the density of bicycle
facilities did not reveal statistically signiﬁcant ﬁndings in any of the
models estimated.
Because the policy variables of interest and the dependent variable are logged, the coefficients can be directly interpreted as elasticities. However, we provide the results of an effect analysis to more
concretely estimate values. In Table 27 the last two columns present
the effect of moving a median-priced home 400 meters closer to each
facility than the median distance, all else constant.xxvi We ﬁnd that in
the city, the effect of moving a median-priced home 400 meters closer
to a roadside bicycle trail reduces the sale price $2,272. Assuming a
home was 400 meters closer to a non-roadside trail would net $510.
While all relationships between bicycle facility proximity and home
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The Seattle Times, Nov. 1, 2003. P. 1A. L
ì ake Sammamish rails-to-trails vision: ‘One person ’s dream, another’s nightmare.’”
The Boston Globe, Aug. 26, 2004. Globe West P. 9. “Friends, foes of Nobscot rail trail take up sides.”
The Washington Post, June 10, 2001. Loudoun Extra P. 5. “Trail’s appeal is lost on some; Neighbors: not in our back yards.”

Figure 23. Newspaper headlines showing suburban trail opposition.

sale prices are negative in the suburbs, the effect analysis shows
significant variation in the magnitude of those relationships. The
effects of moving a suburban home 400 meters closer to a roadside bicycle trail is −$1,059 compared with only −$240 for a nonroadside trail.

CONCLUSION AND FUTURE RESEARCH
There are several important implications for our results which
conﬁrm the hypothesis that the three types of trails inﬂuence home
sale prices in different ways. They demonstrate the importance of
controlling for bias induced by omitted spatial variables. Such bias
is especially relevant for large complex and polycentric housing
markets (such as in the Twin Cities, with two CBDs) and in areas
where factors that inﬂuence home price differ tremendously by
neighborhood. We use local neighborhood ﬁxed effects to reduce
spatial autocorrelation and also lead to more robust coefficient estimates. Of course, using this methodology—while technically sound
and robust—also makes it more difficult to detect the effects of such
proximity because we are now comparing homes within MLS areas.
Our results are also able to robustly test for the fact that urbanites
and suburbanites perceive and value bicycle facilities differently. The

use of interaction terms between city and suburb reveals this difference in preferences between city dwellers and suburbanites. We
measure bicycle facilities in different ways. Distance to nearest facility is the measure discussed in detail above. Models that were estimated to examine the role of trail density did not produce statistically
signiﬁcant ﬁndings. The comprehensiveness of the Twin Cities’
bicycle trails may contribute to a lack in variation among trail densities near homes.
Further reﬁnements would enhance our approach to estimating the
value of bicycle facilities. Introducing a stated preference element
akin to Earnhart’s (232) application could yield more robust estimates. Additional stratiﬁcation of variables would also augment our
understanding. We have divided bicycle trails into on-street, roadside and non-roadside facilities in the city and suburbs. Further data
collection efforts aimed at identifying other differentiating characteristics among facilities, such as trail width and adjacent land cover,
would allow the implementation of a hedonic travel cost model to
place a value on such characteristics (242).
Assigning future benefits based on a hedonic model presents
complications, as new environmental amenities can take years
to capitalize into housing prices. Ridell (243) shows that crosssectional studies may underestimate the beneﬁts of these goods, and
provides an approach for capturing delayed beneﬁts. In addition to
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delayed benefits, future benefits also present an opportunity for
refining model specification. Shonkweiler’s (244) methodology
accounts for the potential conversion of rural land to urban uses,
revealing that this qualitative consideration reduces estimation
error.
From a policy perspective, this research produces three important
insights. First, type of trail matters. On-street trails and roadside trails
may not be as appreciated as many city planners or policy officials
think. Second, city residents have different preferences than suburban
residents. Third, larger and more pressing factors are likely inﬂuenc-

ing residential location decisions. Using ﬁxed effects detects such
considerations in terms of neighborhood quality and character. Overall, our results suggest that off-street bicycle trails add value to home
sale prices in the city, implying a contribution to social livability. No
positive or signiﬁcant relationship, however, is found for other types
of facilities in either city or suburb. In fact, bicycle trails exhibit a
disutility in suburban settings. This suggests that urban planners and
advocates need to be aware of the consequences of providing for
bicycle facilities, as the change in welfare is not necessarily positive
for all homeowners.
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APPENDIX I
FIELD TESTING

An important part of this project’s outcome lies in its utility as a
tool to assist the local community transportation planning process.
Toward this end, the research team conducted ﬁeld testing of the
guidelines before general release to the public. This effort took place
in two parallel tracks: one aimed at soliciting comments from the
broad cycling community and another focused on communities with
strong interest in testing and potentially using the guidelines.
Survey

• Tom Huber, State of Wisconsin Bicycle and Pedestrian Coordinator
• Charlotte Claybrooke, State of Washington Bicycle and Pedestrian Coordinator
• Drusilla van Hengel, Mobility Coordinator, City of Santa
Barbara
• Paul Magarey, Chair, Australian Bicycle Council

Advocates

Through ﬁeld testing, our aim was to ensure that the guidelines
provide a useful and easy-to-use tool that planners, engineers, and
policymakers can use for making informed investment decisions.
To accurately measure the degree to which the tool met this goal,
the research team developed a survey that was distributed to all ﬁeld
testers (see Figure 24). The survey, in Microsoft® Word format,
asks a series of questions about the tool’s applicability, accuracy,
ease of use, “look and feel,” and other technical issues. Some questions asked for narrative responses, while others solicited numerical ratings to allow for quantitative analysis.

•
•
•
•

Chuck Ayers, Cascade Bicycle Club
Louise McGrody, Bicycle Alliance of Washington
Peg Staeheli, SVR Design Company
Emily Allen, Seattle Bicycle Advisory Board

These individuals were selected on the basis of referrals or because
they represented geographic areas or communities that would likely
have good use for the tool.

Track One: Public Testing
After testing the guidelines within the research team, the beta version was released for public ﬁeld testing through email distribution
lists and announcements at research presentations. Potential ﬁeld
testers were asked to apply the online tool to a planned or existing
bicycle facility whenever possible, and provide comments using the
survey.
The research team solicited ﬁeld testing from the planning and
cycling community through the following efforts:
• A presentation and announcement at the 2005 American Planning Association national conference in San Francisco in March
• A presentation and announcement at the University of Minnesota’s 2005 Center for Transportation Studies annual conference in April
• A presentation and announcement at Boise State University’s
2005 Community Bicycle Congress in May
• An email invitation to members of the Association of Pedestrian and Bicycle Professionals (APBP)
• An article in the April 22, 2005, edition of Centerlines, the
newsletter of the National Center for Bicycling and Walking
To augment this “public” field testing track, the research team
extended personal invitations to the following select group of
bicycle planners and advocates to test and offer comments on the
guidelines:

Planners
• Josh Lehman, Massachusetts State Bicycle Coordinator
• Randy Thoreson of the National Parks Service Rivers, Trails,
and Conservation Assistance Program, St. Paul
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Field Testing Survey for “Guidelines for Analysis of Investments in Bicycle Facilities
(NCHRP Project 07-14)
Thank you for agreeing to pilot test the guidelines created for the above project. Doing so
requires four steps.
1. Please familiarize yourself with the guidelines (http://www.bicyclinginfo.org/bikecost/)
2. Envision a possible bicycle facility in your community, or gather data from an existing
facility, and apply them to the guidelines.
3. Compare your results with any cost or demand data you may have or evaluate the utility
of the data output from the guidelines.
4. Please complete the below survey and provide us with valuable feedback
This form is available at: _________________web site here
APPLICABILITY
Please rate the degree to which any set of guidelines that loosely represent this tool advance
the bicycle planning process. Select one...
Now, rate how well you think THIS TOOL serves its intended purpose. Select one...
Did the guidelines meet your expectations?
If not, in what manner?

Select one...

In what way do the guidelines help investment decisions?

For each estimated benefit, please rate its ability to help guide facility investments:
Mobility
Select one...
Health
Select one...
Recreation
Select one...
Community Livability
Select one...
Externalities
Select one...
Which benefits do you feel need considerably more attention?

Were there benefits that were not captured by the guidelines?

When calculating facility costs, you were provided the option to enter user-specified values.
Please rate the extent to which this feature was useful: Select one...
Please continue on the next page...

Figure 24. Field testing survey.

Track Two: Active Living By Design
Partnership Communities
The second track of field testing focused on a targeted list of
bicycle planning professionals with a strong interest in testing and
potentially using the guidelines. The goal was to receive detailed
and substantive comments from geographically distributed communities where bicycle planning is a priority. Key to this effort
was our partnership with Active Living By Design (ALBD), a
$16.5 million national program of The Robert Wood Johnson
Foundation (RWJF) and part of the University of North Carolina
School of Public Health in Chapel Hill. As part of their aim, ALBD
is providing $200,000 grants to community-oriented partnerships to
develop and implement strategies that increase opportunities for

and remove barriers to routine physical activity. Promoting bicycling is an important part of this aim as evidenced by the generous
grant recently awarded by the RWJF to the League of American
Bicyclists for the Bicycle Friendly Community Campaign. This is
a national grassroots effort to increase the number of trips made by
bike, promote physical ﬁtness, and make communities more livable.
The community partnerships to be selected for funding under ALBD
were announced in the fall of 2003. Given that many of these communities have an interest in developing a stronger bicycling infrastructure, and that they have demonstrated a proven level of coordination, we saw these communities as ripe opportunities for
ﬁeld-testing the guidelines. An important consideration is that the
chosen communities vary in their bicycling needs, capacities for
change, and size. This strategy represents a creative way to mobi-
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ACCURACY
Assuming you are able to compare to existing data:
What was the total facility cost projected by the guidelines?

$

What was the actual cost of your facility (if known)?

$

If you have cyclist counts for your existing facility, please comment on the accuracy of the
guidelines’ demand estimates:

EASE OF USE
Please rate the guidelines’ ease of use a scale of 1 to 10: Select one...
Please rate the effectiveness of the Bicyclopedia and “i” buttons: Select one...
How clear were the instructions? Select one...
What needed to be clearer?

What improvements would make the guidelines easier to use?

Please list any data that were difficult to locate (for example, household densities, median
home sale price, bicycle commute share):

BUGS
Keep in mind that this product is a beta version. Please provide us with detailed description of
any errors that you encountered.

Please continue on the next page...

Figure 24. (Cont.)
lize efforts around our central aim—understanding how to make
best use of funds.
The research team recruited three ALBD partnership communities to pilot test the guidelines: Seattle, Somerville, and Chapel Hill.
These cities represent a variety of geographic settings, each providing a different bicycle planning context (Table 28).
The combined efforts of tracks 1 and 2 produced responses from
the following individuals:

Active Living By Design Partnership Communities
• Steve Winslow, Somerville Massachusetts Bicycle and Pedestrian Coordinator
• David Bonk, Senior Transportation Planner, Town of Chapel Hill
• Gordon Sutherland, Principal Long Range Planner, Town of
Chapel Hill
• Ned Conroy, Principal Planner, Puget Sound Regional Council

Solicited Individuals
• Randy Thoreson of the National Parks Service Rivers, Trails,
and Conservation Assistance Program, St. Paul
• Tom Huber, State of Wisconsin Bicycle and Pedestrian Coordinator
• Josh Lehman, Massachusetts State Bicycle Coordinator

• Charlotte Claybrooke, State of Washington Bicycle and Pedestrian Coordinator
• Drusilla van Hengel, Mobility Coordinator, City of Santa
Barbara

Responses from General Announcements
•
•
•
•

Jennifer Toole, Toole Design Group
Anne Lusk, Harvard School of Public Health
Jim Coppock, City of Cincinnati
Heath Maddox, Associate Transportation Planner, City of
Berkeley
• Andriana McMullen, Capital Regional District, British
Columbia

Internal Research Team
•
•
•
•
•

David Loutzenheiser, Planners Collaborative
Don Kidston, Planners Collaborative
Bill Hunter, UNC Highway Safety Research Center
Libby Thomas, UNC Highway Safety Research Center
Gary Barnes, Active Communities Transportation (ACT)
Research Group, University of Minnesota
• Gavin Poindexter, Active Communities Transportation (ACT)
Research Group, University of Minnesota
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TABLE 28 Active Living By Design, ﬁeld testing locations

Seattle, Washington

West Coast

U.S. Region /
Community

Setting

Proposed Project or Specific Facility

Population: 563,000
Five neighborhood project areas are more
ethnically diverse than Seattle, with Asians
constituting between 12% and 51%, and
African Americans representing between
5% and 29% of the population.

Somerville, Massachusetts

East Coast

Population: 77,000
More than 50 languages are spoken in this
city, which has two distinct faces; the
wealthy west, where many professionals
moved following the development of the
Davis Square subway in 1986; and the east,
which retains a largely blue-collar
immigrant character with recent arrivals
from Central and South America, South
Asia, Africa, and the Caribbean.

Chapel Hill, NC

South

Population: 50,000
Home of the University of North Carolina—
Chapel Hill (UNC); the campus has 26,000
students and 10,000 employees

• David Levinson, Associate Professor of Civil Engineering,
University of Minnesota

A vigorous mapping process in five Seattle
neighborhoods will involve neighbors of all
ages and ethnicities to make the places they
live and work more walkable and bike
friendly. An annual neighborhood map will
be published, promoting neighborhood
assets and promoting the pleasures and
benefits of creating a good, safe walking
environment.
The project features completing the
Somerville Community Path and bringing its
physical activity benefits to the lower
income communities in East Somerville.
Innovative activities include distributing an
"Active Living Welcome Package"
(including a public transit map) to new
residents, conducting physical activity audits
in neighborhoods, engaging community
members in mapping workshops, and
making sure Active Living resources (e.g.,
bike paths and subway stops) appear
correctly on mainstream city maps. In
cooperation with realtors, the group will
work to allow homebuyers to preview their
commute options, based on each house they
are considering. Policy change will leverage
existing Safe Routes to School efforts,
greening projects and master planning work
to establish secure, attractive walking
corridors. The Somerville Community path
runs through a low-income area of high
population density, racial and ethnic
diversity.
The partnership will promote active living in
neighborhoods, schools, and along a major
transportation corridor in Chapel Hill.
Specific tactics to promote active living will
include: a citizen assessment of
environmental supports for active living in a
low income neighborhood; Safe Routes to
School programming;
pedestrian/bicycle/transit assessment of a
major town transportation corridor (Airport
Road); strengthening transit/active living
linkages through bus promotions; and
utilizing an existing employer incentive
program to promote multi-modal
commuting options.

a number of respondents offered broad methodological comments
that could be incorporated into future research.
The following outlines the range of comments that the research
team was able to address through changes to the guidelines.

Comments
Comments received via the online survey generally ﬁt four categories. First, several comments pointed out technical bugs in the
tool. Second, a substantial number of comments related to ease of
use, providing the research team with opportunities to improve the
user experience. A third body of comments pointed out speciﬁc inaccuracies in methodology, cost estimates, and glossary items. Finally,

Technical Bugs
• Pressing the “back” button results in an error message.
• In the cost sheet, the numbers in the “Itemized costs” ﬁeld do
not always ﬁt in the allotted space.
• Cost items 4.03 and 4.04 are not calculating correctly.
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• Entering median home sale price with a comma ($150,000)
results in an error message.
• Entering persons per household with a decimal point (3.2) results
in an error message.
• The Community Livability and Externalities benefits do not
always appear in the final output page.
• The facility length entered in the cost sheet does not always
transfer to the demand and beneﬁts calculations.

Ease of Use
• Include a disclaimer at the beginning of the tool that informs
the user about the relative accuracy of the estimates.
• Include an executive summary of the 150-page research report.
• Cost sheet headings should remain static when scrolling down.
• Include instructions on how to use the cost sheet.
• It is unclear which ﬁelds in the cost sheet are changeable.
• The heading in the cost sheet called “Base Year” is difficult to
understand. It should be called “User-speciﬁed unit cost.”
• The outputs of the tool should be better formatted and clearly
interpreted for the user.

Inaccuracies
• In the glossary, the same photograph is used for bicycle symbol,
bicycle arrow, and sharrow.
• Spelling error on Demand Step 1: “Metro are” should be “Metro
area.”

• Some metro area names on the ﬁrst input page do not match the
metro area names in other parts of the tool.
The following comments for the previous three categories could
not be addressed because of technical feasibility and time constraints:
• An option should be provided to save your work partway
through the process.
• The option to export the cost sheet to Excel should produce a
better-formatted document.
• Users should have the option to use the tool in either metric or
English units.

Future Research Possibilities (outside scope
of immediate project)
In addition to issues that were impractical to address because of
resource constraints, other comments offered ideas that were beyond
the research scope of this project but should be considered for future
study:
• Costs and beneﬁts should include information about safety in
terms of crashes.
• A facility’s connection to transit should be considered in the
demand model.
• Facility connectivity to schools should be considered in the
demand model.
• The manner in which traffic volume, hazards, topography,
intersections, and vehicle speed would inﬂuence demand.
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APPENDIX J
PRIMER ON DESIGNING BICYCLE FACILITIES

When considering, planning, or constructing a bike facility, the
ﬁrst step is to identify the project scope. As more detailed information
becomes available on site limitations, construction cost, and funding
project impacts, the scope will be reﬁned through the design development process. Basic considerations in deﬁning the scope are facility
type (on-street, off-street, equipment), paving, drainage, structures,
and design guidelines used to identify dimensions such as width of
paths. The following text provides some basics in identifying the
project scope.
When developing the cost of on-street bicycle facilities and shared
use paths, the user will need to know how to select construction
materials, recommend dimensions, and decide on a path surface. The
following is a primer for design consideration of bicycle facilities.
Pavement design focuses primarily on shared use paths and other
off-street facilities. Bicycle facilities on roadways are considered to
be a minor part of the structural design of the roadway and are therefore not included as part of the primer. This primer should be used
in conjunction with the 1999 AASHTO Guide for the Development
of Bicycle Facilities.

On-Street Facility
On-street facilities consist primarily of paved shoulders, wide
curb lanes, and bike lanes. All are part of the roadway surface that
is also used by motor vehicles. Structural requirements of the road
bed including pavement depth are dictated by motor vehicles:

• 15 feet (4.5 m): preferred where extra space required for maneuvering (e.g., on steep grades) or to keep clear of on-street parking
or other obstacles
Continuous stretches of lane 15 feet (4.5 m) or wider may encourage the undesirable operation of two motor vehicles in one lane. Where
this much width is available, it is recommended to more seriously
consider striping bike lanes or shoulders.

Bicycle Lanes
Critical dimensions
Bicycle lane width
• 4 feet (1.2 m): minimum width of bike lane on roadways with no
curb and gutter
• 5 feet (1.5 m): minimum width of bike lane when adjacent to
parking, from the face of the curb or guardrail
• 11 feet (3.3 m): shared bike lane and parking area, no curb face
• 12 feet (3.6 m): shared bike lane and parking area with a curb
face
Bicycle lane stripe width
• 6-inch (150 mm): solid white line separating bike lane from
motor vehicle lane (maybe raised to 8-inches (200 mm) for
emphasis)
• 4-inch (100 mm): optional solid white line separating the bike
lane from parking spaces

Paved Shoulders
Critical dimensions
• Less than 4 feet (1.2 m): any additional width of paved shoulder
is preferred than no facility at all, but below 4 feet a shoulder
should not be designated or marked as a bicycle facility
• 4 feet (1.2 m): minimum width to accommodate bicycle travel
measurement must be of useable width and should NOT include
the gutter pan or any area treated with rumble strips
• 5 feet (1.5 m) or more: minimum width recommended from the
face of a guardrail, curb or other barrier
Widths should be increased with higher bicycle use, motor vehicle speeds above 50 mi/hr, and higher percentage of truck and bus
traffic.

Wide Outside Lanes
Critical dimensions
• 14 feet (4.2 m): recommended width for wide outside lane width
must be useable and measurement should be from the edge line
or joint of the gutter pan to the lane line

Off-Street Facility (typically shared use paths)
Standards recommend the width be 10 feet or 3 meters for a
two-way, shared use path on a separate right of way. Other critical
measurements include the following:
• 8 feet (2.4 m) may be used where bicycle traffic is expected to
be low at all times, pedestrian use is only occasional, sightlines
are good, passing opportunities are provided, and maintenance
vehicles will not destroy the edge of the trail
• 12 feet is recommended where substantial use by bicycles,
joggers, skaters, and pedestrians is expected, and where grades
are steep
• 2 feet of graded area should be maintained adjacent to both sides
of the path
• 3 feet of clear distance should be maintained between the edge of
the trail and trees, poles, walls, fences, guardrails or other lateral
obstructions
• 8 feet of vertical clearance to obstructions should be maintained;
rising to 10 feet in tunnels and where maintenance and emergency
vehicles must operate

Copyright National Academy of Sciences. All rights reserved.
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Drainage
The AASHTO Guide recommends a cross slope of 2%. The following are considerations to ensure adequate drainage:

• Preserve natural ground cover adjacent to the trail to inhibit
erosion
• Include price of seeding, mulching, and sodding of slopes,
swales, and other erodible areas in the cost

• Slope the trail in one direction rather than having a crown in
the middle of the trail
• Provide a smooth surface to prevent ponding and ice formation
• Place a ditch on the upside of a trail constructed on the side of
a hill
• Place drainage grates, utility covers, etc., out of the travel path
of bicyclists

Proper drainage is one of the most important factors affecting pavement performance. Proper drainage entails efficient removal of excess
water from the trail. Surface water runoff should be handled using
swales, ditches, and sheet ﬂow. Catch basins, drain inlets, culverts and
underground piping may also be necessary. These structures should
be located off the pavement structure.

Copyright National Academy of Sciences. All rights reserved.
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Abbreviations used without deﬁnitions in TRB publications:
AASHO
AASHTO
ADA
APTA
ASCE
ASME
ASTM
ATA
CTAA
CTBSSP
DHS
DOE
EPA
FAA
FHWA
FMCSA
FRA
FTA
IEEE
ISTEA
ITE
NASA
NCHRP
NCTRP
NHTSA
NTSB
SAE
SAFETEA-LU
TCRP
TEA-21
TRB
TSA
U.S.DOT

American Association of State Highway Officials
American Association of State Highway and Transportation Officials
Americans with Disabilities Act
American Public Transportation Association
American Society of Civil Engineers
American Society of Mechanical Engineers
American Society for Testing and Materials
American Trucking Associations
Community Transportation Association of America
Commercial Truck and Bus Safety Synthesis Program
Department of Homeland Security
Department of Energy
Environmental Protection Agency
Federal Aviation Administration
Federal Highway Administration
Federal Motor Carrier Safety Administration
Federal Railroad Administration
Federal Transit Administration
Institute of Electrical and Electronics Engineers
Intermodal Surface Transportation Efficiency Act of 1991
Institute of Transportation Engineers
National Aeronautics and Space Administration
National Cooperative Highway Research Program
National Cooperative Transit Research and Development Program
National Highway Traffic Safety Administration
National Transportation Safety Board
Society of Automotive Engineers
Safe, Accountable, Flexible, Efficient Transportation Equity Act:
A Legacy for Users (2005)
Transit Cooperative Research Program
Transportation Equity Act for the 21st Century (1998)
Transportation Research Board
Transportation Security Administration
United States Department of Transportation

Copyright National Academy of Sciences. All rights reserved.
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INTRODUCTION
Background and History
The Mt. Plymouth Sorrento Community has a long and unique history. The area
was originally settled as two separate communities. Sorrento was settled in 1875
by homesteaders who built cabins and planted orange groves. Wild game was
plentiful in the area. A mail route was established between Mt. Dora and
Mellonville (west of Sanford) to serve the residents along the way including those
in Sorrento. The postman would blow a cow horn to summon the residents that
lived a distance from the main road. This route provided weekly mail and grocery
delivery. Two considerable catalysts for community growth however were
provided by the establishment of regular boat passage between Jacksonville and
Astor using the St. John’s River, and a dedicated rail line interconnecting the
Mount Plymouth and Sorrento areas with the Town of Sanford and the City of
Orlando. The provision of accessibility for trade and interregional travel
facilitated the advancement of community awareness and a general
understanding of community needs that needed to be accounted for.
One of the first public buildings erected
was the Town Hall and one of the first
organizations was the Sorrento Literary
Society. The Presbyterian Church was
organized in 1883 and the Ladies Aid
Society was organized in 1884. The
Sorrento Improvement Society laid out
the original street grids and opened the
first public school. The advent of the rail
lines spurred economic development and
Sorrento quickly became a hub for
shopping and shipping of goods outside
Image of Sorrento's General Store
the community. Induced economic
activity helped Sorrento to advance and to become a town of three hundred
residents with two stores, two sawmills, a hotel, a brickyard, a public school and a

church. Some remnants of that community exist today along with more recent
developments.
Mt. Plymouth was settled in the 1920’s and was well known for the Mt. Plymouth
Hotel and Country Club. The hotel was built in 1926 at a cost of $350,000 and had
150 rooms, an air strip and a golf course. The 18-hole golf course was patterned
after the St. Andrews golf course in Scotland. It was one of four golf courses
planned for the area. The real estate crash of 1939 prevented the completion
of the three other golf
courses but the hotel became
a center of activity in the
area. It was a popular winter
vacation destination for
Northerners. It has been
reported that the guests of
the Mount Plymouth Hotel
and Country Club included
the notorious Al Capone,
baseball legends Connie Mack
and Babe Ruth, and the “First
Lady of Radio” Kate Smith

OPKA
Mount Plymouth's New $350,000 Hotel
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Newspaper Article from the Apopka Chief dated November 18th,
1926 Describing the Mount Plymouth Hotel and Country Club

Images of the Mount Plymouth Hotel and Country Club Airstrip, Carl Dan and Sam Stoltz, the Blarney Castle,
and the Hotel

who was also very well known for her rendition of the classic American song God
Bless America. The air strip, depicted above provided a way for many visitors to
reach the hotel. Within a few short years, and with the help of developers Carl
Dann and Sam Stoltz a residential community was planned surrounding the
Country Club golf course. There are several of these homes remaining today from
that era further supporting the dexterity and ingenuity of earlier architectural
design. Many of the homes from this development are in fact still standing today,
including one designed by Mount Plymouth pioneer Sam Stoltz (depicted above).
Stoltz designed one of his early residences to mirror the Blarney Castle in Ireland.
The hotel converted to the Florida
Central Academy (FCA) in 1959 and
operated as a school until 1983.
Originally FCA was a boy’s school but
opened enrollment to girls in 1971.
Within two years nearly half of the
student population was female1.
Classes in grade 7 – 12 were offered
and students from around the world, as
well as students from the local area
attended.
In May of 1983 the last class of 20
Seniors graduated from FCA and the
school immediately became the
custody of the U.S. Bankruptcy Court
and a judge ordered the school closed
and all business transactions halted
pending the settling of claims from
more than 330 of the school’s creditors.
Shortly afterward County health
officials condemned the buildings as
unfit for habitation.
Information About FCA Retrieved from www.fca-alumni.org

1

Retrieved from the “Official Florida Central Academy Ulumi” website at: www.fca-alumni.org

The main building fell victim to arson in
1986 and burned to the ground. The
two water towers behind the building
were empty at the time leaving the
emergency responders no choice but to
truck water to the fire from a site over
two miles away2. From all accounts it
took nearly two days to extinguish the
Fire destroys h storlc Florida Central
fire completely. Two three story wings
Figure 1: Orlando Sentinel Article from January 7th,
1986 Depicting the Fire that Destroyed the Hotel
were destroyed, but the two story
south wing was saved although heavily damaged. Almost exactly one year later
the final existing wing also fell victim to arson and was destroyed. This was a
major loss for the Mount Plymouth-Sorrento Community as it represented such a
significant component of the historical precedence developed by East Lake
County and its eventual impact on the other areas in Lake County.
A large residential community was eventually built out around the Mt. Plymouth
Golf Course. The two communities came to be known as the Mt. Plymouth
Sorrento Community. Today Mt. Plymouth Sorrento serves as a commercial,
cultural and social hub for surrounding residential areas providing retail, services,
a library, churches and a school.

2

Retrieved from Orlando Sentinel, January 7th, 1986, Author: Loy, Wesley,
http://articles.orlandosentinel.com/1986-01-07/news/0190070119_1_vandals-mount-plymouth-lake-county

Chapter II
Inventory
The Inventory summary is intended to document the existing conditions in the
Mt. Plymouth Sorrento Community Redevelopment Area. It also establishes the
foundation for recommendations set forth in later sections of the Plan. The
inventory pertains to both physical conditions and programs that will affect the
future of the community.
Population and Demographics
The unincorporated community of Mt. Plymouth Sorrento is located in east Lake
County, Florida near the Lake/Seminole County line. The Community
Redevelopment Area consists of 1.87 square miles. The historic community of
Sorrento in located in the western part of the CRA and the commercial area of the
historic community of Mt. Plymouth is located in the eastern area of the CRA.
Although many of the properties between the two established communities are
currently undeveloped, the area has come to be known as the Mt. PlymouthSorrento Community.

Figure 1: The above image depicts the current boundaries of the Mount Plymouth-Sorrento CRA including the designated
commercial nodes identified in the Redevelopment Plan

The CRA boundary roughly follows Wolf Branch Road to the north, Orange
Avenue to the west with State Road (SR) 46 in the center of community. There are
two designated commercial nodes which are located adjacent to SR 46, and on
both sides of CR 437. The older residential areas are located north and south of
SR 46 with low density residential and agriculturally zoned properties located in
the south of the CRA behind and adjacent to the commercial nodes, County Road
(CR) 437, and CR 435. The boundaries do not include large residential
developments such as Sullivan Ranch on CR 437, and Redtail on SR 46 and 46A.
\

The map to the left
depicts the
population within
the CRA broken
down by block
group. This data
was retrieved from
the US Census
American
Community Survey1
(ACS), and reveals

Figure 2: The map above uses US Census Bureau data to place a number on the most densely
populated areas within the CRA.

the highest populations are located in the South, and to the East of the CRA. The
higher population in the South of the CRA is due to new residential development
following commercial and industrial development at Kelly Park in Apopka.
Sullivan Ranch, a large and upscale residential development is also located very
near to this area. The area to the East is the Mount Plymouth community that lies
adjacent to the Wekiva Protection Area.

1

The American Community Survey is the benchmark platform for community statistical measurement. See:
https://www.census.gov/programs-surveys/acs/about.html

Ethnicity
To gain a better
perspective for
who is living
within the CRA’s
boundaries it is
important to try
to account for
the ethnicity,
age, educational
attainment and
household
income of CRA

Population by Race in 2010
12.61%

 White Alone
• Black Alone
• American Indian Alone

• Asian Alone
• Pacific Islander Alone

• Some Other Race Alone
• Two or More Races
Hispanic Origin (Any Race)

74.37%

Figure 3: This graph uses US Census Bureau data to identify ethnicity within the CRA boundaries.

residents. It should be noted that the last definitive census of the American
population occurred in 2010 and any projection used is an extrapolation based on
the best demographic and economic indicators available and by using the US
Census Bureau’s formula for forecasting population. A few examples of these
indicators are birth and mortality rates, as well as domestic and international
migration. When compounded with traditional demographic and economic
indicators such as population by census tract, ethnicity, household income and
per capita income a trend is developed that can predict population with relative
accuracy. Looking specifically at the area within the boundaries of the Mount
Plymouth-Sorrento CRA, and according to the 2010 ACS nearly 73% of the
population residing within the CRA is White alone with the next highest ethnicity,
Hispanic, capturing 13% of the population. When projected through 2017 the
population for both are expected to increase by a combined 32% which makes
both ethnicities the majority of the population within the CRA boundaries. When
dichotomized and reviewed individually the increase in the estimated population
for residents of Hispanic origin is substantial rising nearly 75% by 2022.

Age & Education

Population by Age
18%

16%

16%
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2010
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85+
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The population
by age for
residents within
the CRA also
increases,
particularly the
adolescent and
working age
adults. This
correlates with
the consistent
increase year

Figure 4: The graph above uses US Census Bureau data to project population by age through 2022.

over year in school and classroom size at Sorrento Elementary school. Since the
2013-14 school year enrollment at Sorrento Elementary has increased on average
3%, and for school year 2017-18 there was a 13% increase from school year ’13142. Currently the school, which is exclusively pre-K through 5th grade, has
enrolled nearly 1000 students. By 2022 many of these students will be nearing
the legal working age. This does not include the number of new residents that
are already legal working aged adults. Many of these adult residents, many of
which are between 25 and 54, have at least a high-school education and have
attained at least some college level coursework or training. This pie chart depicts
educational attainment3 for residents that live exclusively within the boundaries
of the CRA. The majority of the residents living within the CRA have obtained a
high-school diploma which is significant as this is the fundamental requirement
for many jobs that will become available within Lake County in the near future. A
high-school diploma is also necessary for enrollment into Lake Technical College
which has recently opened its new Center for Advanced Manufacturing.

2

Data retrieved from Florida’s Department of Education “ED Stats” web portal: www.edstats.fdle.org

3

Data retrieved from US Census Bureau American Community Survey, American Fact Finder for measured year 2016
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Income
The final indicator that is important to account for in population forecasting is
income. Residents living within the CRA have very little surplus income and many
are currently living below the Federal poverty line. Median household income,
which is the aggregated income for all working aged adults living within a
household, decreased between 2013 and 2015. Any explanation to describe the
circumstances for why this may have happened would most likely be multifaceted
however it is important to note that many residents living within the CRA are
transitional and are living in rental units. By doing so their place of residence may
change frequently which makes it more difficult to track household income. Also,
as median household income is an aggregated number of ALL working age
members of a household it should be considered that at least some percentage of
this can be accounted for by young adults moving out of their immediate familial
homes and into a residence of their own. This would change the dynamic within
the household and would certainly contribute to a drop such as the one depicted
above. Most importantly however is that this number started to climb again and
increased between 2015 and 2016. $44,000 USD per year seems like a large
number but for households with families of more than three people this is
typically barely enough to consistently provide even basic resources.
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To put this in
perspective this is
$22,000 USD per
year per person
which is in line with
the per capita
income
measurement for
2016. The second
graphic above
depicts per capita
income for residents
within the CRA
boundaries since
2010. This number
has changed
frequently but has at
least stayed above
$20,000 per year.
This is still below the
Federal poverty line

Figure 5: The two graphs above use a combination of US Census data, and Florida DEO data to aggregate household and
personal income within the CRA.

however, but the incline and decline can most likely be explained by the same set
of circumstances causing the decline in median household income. In summary
residents within the CRA are not making enough money per year to support a
family of four without substantial help and considering that many of these
residents are at least high-school educated this is very troublesome statistic with
wide ranging impacts. Community education about the different programs that
are available to help residents living below the poverty line, as well as the
provision of opportunities for residents to take a more active role in their
community can help to change this, but a more comprehensive strategy that
includes the small business recruitment and the development of a walkable urban
environment will make a substantial impact.

Land Use
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For planning purposes, individual parcels have been combined into generalized
categories. Under this scenario, there are 678 parcels of land uses in the
Redevelopment Area occupying 1,112.9 acres of land. The table below depicts
the current land use categories and the associated acreage by category.

I

EXISTING LAND USE
General Land use
AGRICULTURAL
COMMERCIAL
GOVERNMENT
INDUSTRIAL
INSTITUTIONAL
OTHER
RESIDENTIAL
TOTAL

Number of Parcels
21
114
7
24
12
7
507
692

Total Acres
396.36
146.76
8.33
66.78
34.26
2.87
450.10
1105.46

Percent
35.85%
13.28%
.75%
6.04%
.26%
.26%
40.72
100

The largest percentage of land use within the Redevelopment Area consists of
undeveloped Agricultural lands (41.6%) with Residential comprising the next
largest category (34.3%). The balance consists of a mixture of Commercial,
Industrial, Agricultural and other land uses. Map 2 represents the existing land
uses within the Mt. Plymouth Sorrento CRA. Following is a summary of conditions
within each land use category.
Future Land Use
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The Future Land Use Map is an important component of Comprehensive Planning
and Map 3 depicts the approved Future Land Use in the Mt. Plymouth Sorrento
area. This map and the supporting comprehensive plan documents sets forth the
physical plan for future development in the Community.
The Mt. Plymouth Sorrento Community is located with the Wekiva River
Protection Area which is a statutorily designated area of Central Florida
encompassing the Wekiva Springs and River basin. The Florida Legislature
recognized the environmental uniqueness of this area and this designation was
incorporated into Lake County’s Comprehensive Plan by naming Mt. Plymouth
Sorrento a “Special Community”. These Special Communities are described as
“historically established communities with unique character that warrant special

attention and planning approaches to ensure their distinctive qualities are
retained”. As such, the Future Land Use Map reflects the location of the
Community within the Basin and includes the following districts: Mt. Plymouth
Sorrento Main Street Area and Mt. Plymouth Sorrento Neighborhood Area. The
Mt. Plymouth Sorrento Neighborhood Area is located immediately adjacent to the
Main Street Area and typical uses will include residential, agricultural, religious
organizations, residential professional uses, day care services, passive parks, civic
uses and K-12 schools. The Mt. Plymouth Sorrento Main Street Area consists of a
Main Street corridor (SR 46) and surrounding neighborhoods. Typical uses will
include residential, passive parks, civic uses, K-12 schools, day care services,
religious organizations and commercial uses such as services, retails, finance,
insurance and real estate.
Commercial
The commercial land
uses are mostly
located along the SR
46 corridor and
consist of retail,
office, financial
institutions, shops
and service stations,
medical offices and
child care facilities.
Many of the
commercial sites do
not meet current
land development
regulations and
there is a lack of
adequate parking
Figure 6: The images above depict the Eastern and Western commercial nodes within the CRA.

areas and landscaping. New commercial development is also difficult because of
regulations that require considerable building setback distances from the arterial

roadway, and do not allow for turn lanes off of the arterial roadway for ease of
access into the developments. Regulation supporting low density and low
intensity development does not encourage the advancement of a walkable urban
environment.
Agricultural

Much of the land adjacent to the southern border of the CRA and a few parcels
along the northern border are agricultural including commercial greenhouses and
nurseries. As the surrounding area develops over time, there will likely be a
demand for additional residential uses and these parcels may be available for
future residential development, particularly in the southern area of the CRA.
Industrial

There are a number of industrial land uses
located north of SR 46, some of them
adjacent to the abandoned railroad right of
way that runs east and west through the
community. Some of these industrial uses
are no longer in business and the
remainder consists of construction and
material companies, warehousing and

and trucking companies. There is also an existing industrial business park located
to the East of the CRA on Long Acres Road that is zoned primarily for light
manufacturing.
Residential

Much of the existing residential area is located in the western and eastern areas
of the CRA with some scattered residential uses located just north and south of SR
46. Many of these residential parcels consist of mobile homes and conventional
housing. Many of the mobile homes are in need of replacement and/or
rehabilitation.

Institutional
The Institutional lands consist mainly of churches,
clubs and lodges. There are a number of churches
located in both Mt. Plymouth and Sorrento
including the historic Presbyterian Church, the First
Baptist Church of Sorrento, Christ Fellowship Church
and the Refuge Church. The churches and lodges
serve a diverse population, many of whom have
lived in this area for decades. In fact there are
several organizations that utilize these institutional
properties for
the purposes
of meeting
space and
administration.
In addition to
serving the
community as
places of
worship these
churches also
function as
food pantries
and makeshift
emergency
shelters during
circumstances
involving
severe
weather
and crises. Also the First National Bank of Mount Dora has a branch near the
intersection of County Road 437 and State Road 46 (Sorrento Avenue). This
serves as the primary financial institution within the proper boundaries of the
CRA.

Government
Lake County owns a
neighborhood park
north of SR 46 in the
Sorrento area called
Sorrento Park. Although
Sorrento Park has
occupied this site for
many years, there have
been recent efforts to
upgrade the park and
the adjacent residential
areas. The County
regularly conducts
neighborhood cleanups,
the last of which took
place in September of
2018 that collected
refuse in the area
between Orange
Avenue, and County
Road 437 within the
CRA boundaries. Lake
County also operates a
library in a building
leased from the East.
Lake Chamber of Commerce located on the southern portion of CR 437.
Other
The remaining parcels consist of state and county rights of way and properties, as
well as a CSX railroad right of way no longer in use. Although the railroad played
a major role in the development of the communities, over time the demand for
that type of transportation lessened. This property is currently included in a plan
to develop a recreational trail system that will connect Mt. Plymouth Sorrento to

the extensive trail system in Seminole County as well as to Mt. Dora and adjacent
Lake County communities. There is also an existing Lake County recognized
recreational cyclist route located within Mount Plymouth aptly named the Mount
Plymouth Bike Loop. The bike loop was designed to showcase many of the
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historic properties within the Mount Plymouth area as well as natural resources
and indigenous wildlife habitats that should be protected at all cost.
Site Inventory Conditions
Building Age and Conditions
The presence of deteriorated buildings impairs economics growth in a community
by negatively impacting the investment environment. In addition, deteriorated
buildings create additional expense for the community in the need for increased
code enforcement personnel and inspections.

Another indication of the quality of the building stock in an area can be the
relative age of the building. Aging buildings typically required increased
maintenance and repair. In addition, the interior space, exterior appearance and
functional aspects of older buildings may be obsolete for modern market
demands. When market demands suffer, lease revenues decline and investment
in upkeep or enhancement may suffer.
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AGE OF BUILDINGS
Ma 4

N

LAKE COUNT Y
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AGE OF BUILDINGS
Year Built
1881 – 1900
1901 – 1920
1921 – 1940
1941 – 1960
1961 – 1980
1981 – 2000
2001 – 2012

Number of Buildings
3
4
9
65
162
156
39

Many of the buildings located along the commercial corridor were built between
1961 and 2000. The relatively few historic structures tend be located in the

Sorrento area, including the historic Presbyterian Church, and some scattered
historic residential structures. A few of those historic buildings have converted
from residential to commercial due to their location along SR 46.
Most of the residential units located in the northwestern area of the CRA were
constructed between 1961, this is not a true reflection of the condition of the
units as the majority of them are mobile homes. The age of these mobile homes
tend to reflect the blighted state of this area of the CRA.
Property Values
Average taxable values of properties within the CRA range from a low of $20 to a
high of $1,500,000. The distribution of those parcels are shown on Map 5. This
map shows the concentration of lower valued properties is evenly distributed
throughout the CRA with the highest property values located along the
Commercial corridor. Many of the higher valued properties are existing
commercial properties, existing industrial properties or large vacant properties
that have the potential for future commercial or residential development.

$70,650.01 -$126,341 .00
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$349,101 .01 - $1 ,500,653.00
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Plymouth •Sorrento
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AVERAGE TAXABLE VALUE OF PARCELS
Map 5

Assessed Values
None
$20 - $14,961
$14,962 - $70,650
$70,651 - $126,341
$126,342 - $237,721
$237,722 - $349,101
$349,102 - $1,700,000
TOTAL

ASSESSED PROPERTY VALUES WITHIN CRA
# Properties
4
106
292
137
80
38
23
680

% of Total
.59%
15.59%
42.94%
20.15%
11.76%
5.59%
3.38%

When compared with properties outside the CRA, the distribution of assessed
values differs substantially. Table 4 indicates that over 84% of the properties
within the CRA have assessed values of less than $126,341 while just over 72% of
properties within the 1 mile radius outside the CRA are valued at $126,341 or less.
The largest percentage of assessed values fall between $14,962 and $70,650
within the CRA while the largest percentage of assessed values outside the CRA
fall between $70,651 and $126,341.
Utilities
There are no public central water and sewer facilities within the CRA. All
properties are serviced by wells and septic tanks. As the lack of central water and
sewer service will likely limit the uses of properties within the CRA, options for
providing central public facilities will be investigated.
Transportation
The Lake-Sumter Metropolitan Planning Organization has the primary
responsibility for transportation planning in Lake and Sumter Counties. Most of
the existing road network is the responsibility of Lake County while the Florida
Department of Transportation is responsible for SR 46 which is the principal
arterial running through the center of the community. SR 46 also serves as the
main commercial corridor.
Other transportation routes through the community include CR 435 and CR 437.
These state and county roads provide access to and through the community to
adjacent Seminole and Orange Counties. It is anticipated that the nature of much

of the through traffic will change once the interchanges to the Wekiva Parkway
are opened and SR 46 is turned over to Lake County to become a county
maintained road. This change in transportation patterns will impact the
community in a number of ways. While it may impact the commercial properties
by changing the market it will also provide opportunities for creating a
multimodal transportation network that can include pedestrian and bike trails.

CHAPTER III
ANALYSIS
The intent of the Analysis chapter of the Redevelopment Plan is to identify and
explore issues and opportunities that will be incorporated into the
Implementation Strategies.
The CRA analysis has been developed within the context of the inventory of
existing conditions process. The community’s assets will be identified as will
characteristics that the CRA can build upon to achieve the desire goals. Issues
that need to be addressed through program recommendations and
implementation strategies will be identified and key opportunities that can be
expanded upon through those strategies will be included in the Analysis.
Three areas of the CRA will be included in the analysis of issues and opportunities.
They include the residential areas, commercial areas and public spaces.
Ensuring that each of these components are accounted for during the
redevelopment process is essential to the future growth of the surrounding
community. Without accountability through measures such as development
design standards, and adequate land use and zoning of undeveloped properties,
development is left unchecked and oftentimes is not consistent with the
aesthetics of the existing surrounding community. This is where sprawl is born.
The following analysis is our attempt to diagnose what we believe to be the
biggest challenges and impediments to sustainable growth within the CRA
boundaries and the Sorrento, as well as the Mount Plymouth areas. Addressing
these challenges and attempting to account for these impediments using a
process similar to a SWOT1 Analysis (Strengths, Weaknesses, Opportunities and
Threats) allows for the use of criteria used to determine whether or not specific
areas are sufficient or deficient as current or future resources for the Mount
Plymouth-Sorrento Community.

1

A SWOT Analysis is a strategic planning process developed to identify internal and external organizational
strengths, weaknesses, opportunities and threats. The process can be used

Residential Areas
Although there are
residential properties
located throughout the
CRA, most of the residences
are concentrated in the
western and eastern areas
of the community. The
majority of the houses
consist of older mobile
homes and conventional
site built housing
constructed between 1960
and 2000.
Assets:
Stable neighborhoods
Low traffic streets (opportunity to increase walkability)
Proximity to commercial areas
Close to public schools
Some historic structures (church and residential) in neighborhoods
Existing neighborhood park in Sorrento
Issues:
Older mobile home housing stock
Deteriorating structures in some areas
Lack of sidewalks, streetlights and adequate stormwater drainage
Opportunities:
Traditional neighborhood grid system design
Housing infill opportunities
,,-...
\f Planned Sorrento Park expansion
Q Vacant land available for new residential areas generated by Wekiva
Parkway and Mt. Dora Commerce Center

Commercial Nodes and Corridors
There are existing commercial
nodes in Sorrento and in the
Mt. Plymouth areas of the CRA.
Most of the businesses area
located along the SR 46
commercial corridor. Although
there are a number of retail
and service businesses, there
are limited restaurants and
entertainment facilities. Many
of the commercial uses
developed over time when
there were few design
standards in place. At this
time, the through traffic on SR
46 is very heavy but traffic patterns are likely to change once the Wekiva Parkway
interchanges open.
Assets:
Good access to transportation
Mix of retail and professional service businesses
Issues:
High speed and volume of through traffic
Lack of sidewalks, little walkability
Lack of streetscape
Dilapidated commercial buildings in some areas
Lack of design standards for new development
Opportunities:
Available land for infill development
Traffic speed and volumes likely to lessen when Wekiva Parkway
opens
Available areas for gateway signage
Proposed development projects adjacent to CRA will provide
opportunities for new commercial – ecotourism, retail, restaurants

Public Spaces
Lake County’s Comprehensive
Plan designated a Main Street
District within the Mt. Plymouth
Sorrento community and the
Plan further encourages the
development of a civic park or
open space in the Community.
There are also existing public
spaces that can be expanded
and land available for new
public spaces that could
encourage the ecotourism
industry.
Assets:
Existing public library
Existing neighborhood park (Sorrento Park)
Railroad rights of way
Issues:
Existing library needs to be enlarged to adequately serve the
community
No existing community gathering spaces for events
Opportunities:
Vacant land available for future public spaces
,.... Programmed improvements to Sorrento Park
Replacing East Lake Library included in County’s Library Master Plan
Wekiva Parkway project includes planning and design funding for
Wekiva Trail
Proximity to future Wekiva Trail trailheads, East Lake Community
Park, Neighborhood Lakes property and Wekiva River provide
ecotourism opportunities

CHAPTER IV
IMPLEMENTATION STRATEGIES
Background
In order to prepare a Redevelopment Plan that reflects the community’s desires
for the future of the Mt. Plymouth Sorrento area, the Board of County
Commissioners created and appointed a committee of local residents, property
and business owners to assist in the development of the Plan. The Mt. Plymouth
Sorrento Community Redevelopment Area Advisory Committee met monthly for
almost a year to discuss strategies and ideas to incorporate into the
Redevelopment Plan.
Those meetings, and an analysis of existing conditions and future plans for the
area, resulted in the creation of a set of implementation strategies that provides
the basis of the Redevelopment Plan.

Economic
Econom·c Development
D ve opm nt Goal

Develop
velop a Redevelopment Plan that
includes
ludes strategies for transitioning
thee economy from
from a small rural
community
mmunity into a family-oriented
community
mmunity and a destination for
visitors.
itors

a. The community’s business district should include areas for small mom-andpop type businesses that cater to the local population as well as visitors.
b. Develop a Master Plan for future development within the two designated
commercial nodes.
c. The location of the community adjacent to the Wekiva River Basin and the
proposed Wekiva Bike Trail is well-suited to the development of commercial
businesses supporting an ecotourism industry including those catering to
kayaking, biking, hiking and paddle-boating.
d. Plan for one or more trailheads in strategically located areas along the
Wekiva Trail within the Mt. Plymouth Sorrento CRA.

e. Develop strategies to recruit outfitters, restaurants and small shops that
cater to the ecotourism industry.
f. Marketing for the businesses should include targeting the visitors to large
events held in nearby communities such as Leesburg’s Bikefest and Mt.
Dora’s Art Show.

Community Image Goal

To enhance the image and perception
of
of the community as a safe, family
oriented small town and a destination
for visitors interested in the area’s
area's
natural and cultural activities.

a. Develop a “theme” such as identifying Mt. Plymouth Sorrento as an
equestrian community.
b. Utilize the community’s agricultural economic base and history in
developing economic strategies and opportunities such as farmer’s markets
and festivals.
c. Market the community as a bicycle, pedestrian and possibly golf cart
oriented community through brochures and online websites.
d. Develop gateway entry features to define the Mt. Plymouth-Sorrento
Community on County Road 437 (north and south entrance), County Road
435 (south entrance), Wolf Branch Road (west entrance), and on the
segment of State Road 46 (described as the Main Street District – east and
west entrance).
e. Develop names for consideration by Lake County for SR 46, CR 437, and CR
435 that support neighborhood identity.
f. Name and redevelop two compact, pedestrian oriented Market or Village
Districts; one in Mount Plymouth and one in Sorrento and encourage
development of a Main Street Parkway commercial District between the
two Village Districts.
g. Work with other agencies to develop and maintain areas of natural
resources in and around the CRA.

h. Develop strategies for encouraging public gatherings and cultural activities.

Housing Goal

Focus
cus on infrastructure improvements
improvements
to encourage neighborhood
redevelopment.
development.

a. Work with Lake County on their CDBG Mobile Home Replacement program
to replace aging unsafe mobile homes for eligible homeowners.
b. Develop plans for sidewalks and paving or repaving streets to improve
interconnectivity.
c. Develop multi-family design standards.
d. Develop a traffic calming plan in neighborhoods where needed.

Redevelopment Area Goals
a. Develop a circulation pattern plan for the community to provide safe and
efficient access throughout the community. This network will include plans
to transition SR-46 into a local road.
b. Work with the appropriate agencies to develop a transportation vision and
network plan that identifies the functional type, cross sections for different
streets, and recreational trail and pedestrian connectivity and develop a
traffic calming plan.
c. Enhance the physical appearance of properties along the commercial
corridor and encourage a uniform fencing plan throughout the CRA area.
d. Create adaptive development standards to permit flexibility and incentives
for redevelopment of existing buildings and sites.
e. Develop a façade grant program to encourage the redevelopment of aging
structures in the commercial district.
f. Investigate options for water and sewer service to the community in order
to provide for commercial development opportunities.
g. Develop a strategy for hosting festivals and cultural events in the
community to attract visitors and to enhance the quality of life for the local
population.
h. Encourage neighborhood stability through the implementation of
decorative streetlights and benches, wide sidewalks, street trees and
landscaping, and on-street parking and rear parking.
i. Develop design standards for redevelopment of the commercial corridor.
j. Develop a plan for stormwater improvements and placing utilities
underground.
k. Include areas for public gathering spaces such as a town square in the
redevelopment plan capital improvement plan.

CHAPTER V
REVENUE PROJECTIONS
Tax Increment Financing
Tax increment financing (TIF) is often used in cities and communities throughout
the country to redevelop urban or urbanized areas through public improvement,
which promotes private sector activity. Although the legal requirements can be
complex, the basic concept is simple.
In tax increment financing, property values in the base year (the year prior to the
adoption of the Redevelopment Plan) are capped or “frozen” at the assessed
value for that year. Any tax revenues generated from increases in value in excess
of the base are dedicated to the redevelopment area to be used in the
implementation of the Redevelopment Plan. The governing body continues to
receive property tax revenues based on the frozen value.
Any funds received from a tax increment financing district must be used for the
redevelopment of the area and not for general government purposes.
History of Tax Increment Financing
In Florida, tax increment financing is derived from the Community
Redevelopment Act of 1969, which is codified as Part III, Chapter 163 of the
Florida Statutes. This act provided for a combination of public and private
redevelopment efforts, but did not allow for tax increment financing until 1977.
Under the Statutes, the governing body must go through a number of steps to
establish a redevelopment area and implement a tax increment district.
Upon approval of the governing body, a Trust Fund for each Community
Redevelopment Area (CRA) must be established. The revenues for the trust fund
are obtained as described above.
Types of Expenses Allowed
There major types of expenses allowed under Florida Statutes 163.387 (6) for tax
increment revenues are:

 Establishment and operations – for the implementation and
administrative expenses of the Community Redevelopment Agency
 Planning and Analysis – to develop the necessary engineering,
architectural and/or financing plans
 Acquisition – to acquire real property
 Preparation – for site preparation, including the relocation of existing
residents if necessary
According to F.S. 163.370(2), the funds may not be used for the following
purposes:
 To construct or expand administrative buildings for public bodies
unless each taxing authority agrees;
 Any publicly-owned capital improvements which are normally
financed by user fees, and if the improvement would have been
made without the Redevelopment Agency within three years;
 General government operating expenses unrelated to the
Redevelopment Agency.
Tax increment revenue is typically the major source of funding for redevelopment
projects under the State of Florida Community Redevelopment Act. However, it is
not uncommon to combine the use of TIF revenues with other public and private
dollars to complete projects as identified in the Redevelopment Plan.
Following is an analysis of revenues expected to be generated by the TIF district
over the thirty (30) year term of the Mt. Plymouth Sorrento CRA.

Year
2014
2015
2016
2017
2018
2019
2020
2021
2022
2023
2024
2025
2026
2027
2028
2029
2030
2031
2032
2033
2034
2035
2036
2037
2038
2039
2040
2041
2042
2043
2044

Taxable
Value
$46,553,651
$47,251,956
$47,960,735
$51,613,566
$56,310,914
$62,415,920
$70,232,191
$78,095,322
$86,832,349
$97,022,701
$108,219,493
$121,071,204
$133,345,316
$147,343,923
$163,172,074
$180,946,239
$200,784,993
$218,841,986
$237,927,325
$258,474,036
$280,561,201
$304,287,446
$327,591,774
$352,602,654
$379,409,137
$408,104,116
$438,784,476
$468,325,591
$499,895,026
$533,596,373
$599,213,210

TAX INCREMENT REVENUE
2014 – 2044
Incremental
TIF Revenue
Value
$698,305
$708,779
$3,652,830
$4,697,348
$6,105,006
$7,816,271
$7,863,131
$8,737,027
$10,190,351
$11,196,792
$12,851,711
$12,274,112
$13,998,607
$15,828,151
$17,774,165
$19,838,755
$18,056,992
$19,085,340
$20,546,710
$22,087,166
$23,726,245
$23,304,327
$25,010,880
$26,806,483
$28,694,979
$30,680,360
$29,541,115
$31,569,435
$33,701,346
$25,616,838

$5,155
$5,232
$26,966
$34,677
$45,068
$57,701
$58,047
$64,498
$75,227
$82,657
$94,874
$90,610
$103,341
$116,847
$131,212
$146,454
$133,300
$140,892
$151,680
$163,052
$175,152
$172,037
$184,635
$197,891
$211,832
$226,489
$218,078
$233,052
$248,790
$189,109

TIF Revenue
At 95%
$4,897
$4,971
$26,618
$32,943
$42,815
$54,816
$55,145
$61,274
$71,466
$78,524
$90,130
$86,079
$98,173
$111,004
$124,652
$139,131
$126,635
$133,847
$144,096
$154,899
$166,394
$163,435
$175,404
$187,996
$201,240
$215,164
$207,174
$221,399
$236,351
$179,653

CHAPTER VI
CAPITAL PROJECTS AND PROGRAMS

The Community Redevelopment Plan contains projects consisting of public,
private and joint public/private efforts that may take up to thirty (30) years to
complete. The large scale projects often need multiple funding sources to be
completed. One of the main purposes of utilizing tax increment revenues for
infrastructure projects is to encourage private sector investment in the
community. It is important for the CRA to incorporate a sound implementation
strategy to accomplish the most effective results in terms of addressing the
community’s needs while stimulating private sector investment.
The Redevelopment Plan must be flexible enough to take advantage of
unforeseen opportunities such as private sector development initiatives or newly
created government programs and funding sources which may provide additional
leverage for tax increment financing.
The following section sets forth recommendations concerning proposed projects
and funding sources. To streamline the process and simplify the presentation of
information, project priorities have been reduced to phases that will include short
term, mid-term and long term projects. Short term projects should be
implemented immediately and be completed within five (5) years. Mid-term
projects should be completed within ten (10) years and long term projects will
likely take more than ten (10) years to complete.
The Capital Projects Plan will be updated and amended over time as revenue
projections are refined and opportunities arise during the thirty year
Redevelopment Plan timeframe.

Capital Improvement Program
Short Term (2014 – 2019)
Year
2015
2016
2016
2016/2017
2018/2019

Project
Façade Grant Program
SR 46 Streetscape Plan Design
CR 437 PD & E Study
Wekiva Trail Design
Master Plan Study

Cost
$10,000
$100,000
$300,000
$1.4M
$30,000

Source
TIF
TIF
LC
FDOT
TIF

Mid Term (2019 – 2024)
Year
2019
2019
2019

2020
2020
2019-2020
2021

Project
Logo Development & Design Study
Gateway Signage
Streetscape Plan Implementation
Bike Trail CR 46 to Wallick Road
Sidewalk/Pedestrian Plan
Underground Utility Project
Utility Master Plan
Market Demand Study
Sitewise Site Selection Software
Way finding signage

Cost
$10,000
$30,000
$1.5M
$250,000

$100,000
$100,000
$25,000
$30,000

Source
TIF
TIF
TIF/FDOT
LC/TIF
LC/TIF/FDOT
TIF/Private
TIF
TIF
TIF
TIF

Long Term (2025 – 2044)
Year
2025
2030

Project
Utility Master Plan Implementation
Bike Trail Enhancements

Cost
$3.5M

Source
TIF/State
TIF

CHAPTER VII
STATUTORY REQUIREMENTS
Requirements of the Community Redevelopment Plan
The Community Redevelopment Plan must meet the following criteria:
 The Redevelopment Plan conforms to the Comprehensive Plan of the
County as prepared by the local planning agency under the
Community Planning Act;
 The Redevelopment Plan is sufficiently complete such land
acquisition, demolition and removal of structures, redevelopment,
improvements and rehabilitation as may be proposed to be carried
out in the redevelopment area; zoning and planning changes, if any;
land uses; maximum densities; and building requirements; and
 The Redevelopment Plan provides for the development of affordable
housing in the area, or state the reasons for not addressing in the
Plan the development of affordable housing in the area. The CRA
shall coordinate with each housing authority or other affordable
housing entities within the geographic boundaries of the
redevelopment area concerning the development of affordable
housing in the area.

Plan Approval
In accordance with Chapter 163.360, Florida Statutes, the Community
Redevelopment Agency shall submit any Redevelopment Plan it recommends for
approval together with its written recommendations to the governing body. The
governing body shall hold a public hearing on the Redevelopment Plan after
public notice thereof by publication in a newspaper having a general circulation in
the area of operation of the County. The notice shall describe the time, date,

place and purpose of the hearing, identify generally the redevelopment area
covered by the Plan and outline the general scope of the Redevelopment Plan
under consideration. Following such a hearing, the governing body may approve
the Redevelopment Plan therefore if it finds that:
 A feasible method exists for the location of families who will be
displaced from the community redevelopment area in decent, safe
and sanitary dwelling accommodations within their means and
without undue hardship to such families;
 The community redevelopment plan conforms to the general plan of
the county;
 The community redevelopment plan gives due consideration to the
utilization of community policing innovations, and to the provision of
adequate park and recreational areas and facilities that may be
desirable for neighborhood improvement, with special consideration
for the health, safety and welfare of children residing in the general
vicinity of the site covered by the plans; and
 The community redevelopment plan will afford maximum
opportunity, consistent with the sound needs of the county as a
whole for the rehabilitation or redevelopment of the community
redevelopment area by private enterprise.
Duration of Plan
The provisions of this plan shall remain in effect, and serve as a guide for the
future redevelopment activities in the entire designated Mt. Plymouth Sorrento
Community Redevelopment Area through 2043. All redevelopment activities
financed by increment revenues shall be completed by 2043.
Amendment of Plan
The Redevelopment Plan may be modified, changed or amended at any time by
the Board of County Commissioners in accordance with the requirements of
Florida Statutes, Section 163.361.

Retention of Control
This Redevelopment Plan is the guiding document for future development,
redevelopment and ancillary programs, projects and activities in and for the
redevelopment area. In order to assure that redevelopment will take place in
conformance with the projects, goals and policies expressed in this Plan, the
Redevelopment Agency will utilize the regulatory devices, instruments and
systems used by the Lake County Board of County Commissioners to permit
development and redevelopment within its jurisdiction. These regulatory devices
include but are not limited to the Comprehensive Plan, Land Development
Regulations, Zoning Code, adopted design guidelines and County authorized
development review, permitting and approval processes.
Reporting Requirements
The Community Redevelopment Agency shall comply with the reporting
requirements of Florida Statutes, Section 163.356(3)(c). This includes filing a
report of its activities for the preceding fiscal year with the Auditor General on or
before March 31st of each year and with the County Commission. This report shall
include a complete finance statement setting forth its assets, liabilities and
income and operating expenses as of the end of such fiscal year. Additionally, the
Agency shall comply with the auditing requirements, as set forth in Florida
Statutes, Section 163.387(8), which mandates an independent financial audit of
the trust fund each fiscal year and a report of such audit.
Severability
Should any provision, section, subsection, sentence, clause or phrase of this Plan
be declared by the courts to be invalid or unconstitutional such declaration shall
not affect the validity of the remaining portion or portions of this Plan.

Staff Summary
2
3
4
5
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This Ordinance creates the Mt. Plymouth-Sorrento Community Redevelopment Advisory
Committee. The purpose of this committee is to advise the Board of County Commissioners on
issues related to the creation, operation and functions of the Mt. Plymouth-Sorrento
Redevelopment Agency.
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ORDINANCE NO. 2012-36
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AN ORDINANCE OF THE BOARD OF COUNTY COMMISSIONE~&i>F ~
LAKE COUNTY, FLORIDA, CREATING LAKE COUNTY <:xWE;;;:;
CHAPTER 2, ARTICLE IV, DIVISION 5, ENTITLED "MT. PLYMO!i!H- ~
SORRENTO
COMMUNITY
REDEVELOPMENT
ADVl~Yr;COMMITTEE"; PROVIDING FOR FUNCTIONS, POWERS, ~ e n
DUTIES; PROVIDING FOR MEMBERSIIlP; PROVIDING Mr9R--o
INCLUSION IN THE CODE; PROVIDING FOR SEVERABim Y;~
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WHEREAS, the Board of County Commissioners finds that it is in the best interests of
the citizens of Lake County, Florida to create the Mt. Plymouth-Sorrento Community
Redevelopment Advisory Committee.
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NOW THEREFORE, BE IT ORDAINED by the Board of County Commissioners of
Lake County, Florida, as follows:
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PARTMENT OF STATE~:3

WHEREAS, on June 26 2012, the Board of County Commissioners did enact a
resolution finding a need for a community redevelopment agency to function in the Mt.
Plymouth-Sorrento Redevelopment Area; and
WHEREAS, the Board of County Commissioners designated itself as the board of the
community redevelopment agency; and
WHEREAS, in order to assist the Board of County Commissioners with carrying out its
functions as the community redevelopment agency, the Board now desires to create a citizens'
committee to provide recommendations to the Board; and

38
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Section 1.
herein by reference

Recitals.

The foregoing recitals are true and correct and incorporated

Section 2.
Creation.
Lake County Code Chapter 2, Article IV, Division 5,
entitled "Mt. Plymouth-Sorrento Community Redevelopment Advisory Committee" is hereby
created to read as follows:

Ordinance amending Lake County Code Chapter 2, Article IV, Division 5, entitled "Mt. Plymouth-Sorrento Community
Redevelopment Advisory Committee"

1
2
3

Sec. 2-90.7

Legal boundaries.

4
5

6
7
8
9
10
11
12
13
14
15

The Mt Plymouth-Sorrento Community Redevelopment Area ("planning area") shall be defined
as set forth in Resolution No. 2012-77.
Sec. 2-90.8

Functions, powers, and duties.

The Mt. Plymouth-Sorrento Community Redevelopment Advisory Committee shall have the
following functions, powers and duties as they pertain to the planning area:

16

(I) The Committee is hereby created for the purposes of advising the Board of County
Commissioners on issues related to the creation, operation and functions of the Mt. PlymouthSonento Redevelopment Agency.

17
18
19

(2) The Committee may make recommendations to the Board of County Commissioners on the
community redevelopment plans and modifications thereof.

20
21
22
23
24
25
26
27
28
29

(3) The Committee may review individual applications for matching grants and/or recommend
specific projects to the Board of County Commissioners including but not limited to preparing
plans for street scape design, installation of street lighting, and community entry signage.
(4) The Committee may make recommendations to the Board ·of County Commissioners on any
other items as requested by the Board of County Commissioners.
Section 2-90.9

Membership.

30
31
32
33
34
35
36
37

38
39
40
41
42
43

The Committee shall consist of seven (7) members to be appointed by the Board of County
Commissioners and appointments shall comply with the following:
(1) All members shall have a term of two (2) years from the date of appointment, and all
members shall be eligible for reappointment.
(2) At a minimwn, at least four (4) members shall own property within the Planning Area. The
remaining members may be appointed from outside the Planning Area so long as they are
residents or own property within a three (3) mile radius of the Planning Area.
(3) Members shall have expertise or experience in one or more of the following areas: land
planning, engineering, architecture, ownership or operation of a business, or community
leadership/volunteerism.

44
45

46

2
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Ordinance amending Lake County Code Chapter 2, Article N , Division 5, entitled "Mt. Plymouth-Sorrento Community
Redevelopment Advisory Committee"

2
3
4
5
6

7

( 4) Members will be expected to attend all scheduled meetings. If any member of the committee
fails to attend three (3) meetings without cause within a calendar year, or fails to attend a total of
six (6) meetings with or without cause in a calendar year, the County Manager or designee shall
notify the Board of County Commissioners in writing. The Board of County Commissioners
shall declare the member's seat vacant and promptly fill such vacancy. Examples of absences for
cause include illness, vacation, death or illness of a· family member, etc.

8

9
1o
11
12

(5) In addition to the seven (7) members appointed by the Board of County Commissioners, one
( 1) County Commissioner may be appointed by the Board of County Commissioners to serve as
a non-voting liaison and shall not be considered a member of the committee.

13

14
15
16
17
18
19
20
21
22
23
24
25

26
27
28

Section 2-90.10

Procedure.

(1) The committee shall meet quarterly or as necessary to achieve its functions as specified in
Section 2-90.8.

(2) The committee shall have the authority to elect a chairman and a vice-chairman from its
membership to serve the needs of the committee. Te1ms of all offices shall be for one (1) year
from the date of election, with eligibility for reelection.
(3) All meetings shall be held in a public place and shall be open to the public pursuant to
Chapter 286, Florida Statutes.
(4) All meetings shall be noticed and minutes kept.

29

(5) Robert's Rules ·o f Order, Newly Revised, shall be the reference source on all questions of
parliamentary procedure.

30
31

(6) A quorum for conducting regular business shall be a majority of the appointed members.

32
33

(7) The County Manager or designee shall determine who shall serve as staff to the committee.

34
35
36

37
38
39
40
41
42
43

44
45

Section 3.
Inclusion in the Code.
It is the intent of the Board of County
Commissioners that the provisions of Sections 1 and 2 shall become and be made a part of the
Lake County Code and that Sections 1 and 2 may be renumbered or relettered and the word
"ordinance: may be changed to "section," "article," or such other appropriate word or phrase in
order to accomplish such intentions.
Section 4.
Severability. If any section, sentence, clause, or phrase of the Ordinance
is held to be invalid or unconstitutional by any court of competent jurisdiction, then said holding
shall in no way affect the validity of the remaining portion of this Ordinance.

3
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Ordinance amending Lake County Code Chapter 2, Article IV, Division 5, entitled "Mt. Plymouth-Sorrento Community
Redevelopment Advisory Committee"

2

3

Section 5.
for by law.

Effective Date.

This ordinance shall become effective as provided

4

5
6
7
8

9
10

Enacted this

~

Filed with the Secretary of State

11

12
13

2...day of

Effective

1,j W 'j \.o

, 2012.

J W ~ \.D

, 2012

, 2012.

14

15
16
17
18
19
20
21
22
23
24
25

ATTEST:

BOARD OF COUNTY COMMISSIONERS
OF LAKE COUNTY, FLORIDA

oners

26

~i~
This ~ d a y of _ +b=t--'~~
- __, 2012.

27
28

29
30
31
32

33
34

35

36
37
38

Approved as to form and legality:

Si:J_,.J(
Sanford A Minkoff½
County Attorney

4
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LAKE COUNTY
MT. PLYMOUTH-SORRENTO COMMUNITY
REDEVELOPMENT AREA
FINDING OF NECESSITY REPORT
JANUARY 2012
I. INTRODUCTION
The Mt. Plymouth-Sorrento community is located in eastern Lake County, Florida
on the edge of the Wekiva Protection Area. The community encompasses a lowdensity residential area with associated limited-use commercial nodes. Although
growth in the surrounding area has slowed in recent years, future growth is
expected to occur due to the regional accessibility that will be provided upon
completion of the proposed Wekiva Parkway.
Residents have expressed concerns about maintaining the quality of life while also
expressing the desire to address issues such as traffic, dilapidated structures,
recreational opportunities and additional businesses to service the community.
In response to those concerns, the Board of County Commissioners desires to
designate a portion of the community as a Community Redevelopment Area
(CRA). The Florida Statutes provide for the creation of CRA’s and the use of
various funding sources to help communities with their revitalization efforts.
In order to be eligible for CRA status, the redevelopment area must meet the
criteria of slum or blight as stated in Chapter 163, Part III, Florida Statutes (F.S.). It
is the purpose of this study to document conditions which provide evidence of
blight in Mt. Plymouth-Sorrento and therefore the need for a CRA to implement
redevelopment activities.

II. DEFINITION OF BLIGHT
Chapter 163.340, F.S. requires that the proposed redevelopment area meet the
definition of a “blighted area” in order to create a CRA which is defined by the
presence of one or more of the following conditions:















Unsanitary or unsafe conditions
Deterioration of site or other improvements
Inadequate or outdated density patterns
Tax or special assessment delinquency exceeding the fair value of the land
Incidence of crime in the area higher than in the remainder of the county
or municipality
Higher number of fire and emergency medical service calls
Higher number of Florida Building Code violations
Predominance of defective or inadequate street layout, parking, roadways,
bridges or public transit
Falling lease rates per square foot of office, commercial or industrial space
compared to rest of County
Higher residential and commercial vacancies compared to rest of County
Aggregate assessed values of real property in the area for ad valorem tax
purposes have failed to show any real increase over the five years prior to
funding
Faulty lot layout in relation to size, adequacy, accessibility of usefulness
Diversity of ownership or defective or unusual conditions of title which
impair redevelopment
Government-owned property with adverse environmental conditions

According to Florida Statues, the presence of only one of these conditions is a
basis for a “Finding of Necessity” and justification for creating a Community
Redevelopment Area.

III. STUDY AREA
The proposed redevelopment area includes land on the north and south side of
the SR 46 corridor east of Orange Street and south along the CR 435 corridor to
the Orange County line. This area includes approximately 2,112 acres (See
attached map).
IV. LAND USES WITHIN THE STUDY AREA
The proposed CRA contains 2,439 parcels. These parcels include developed and
vacant residential and commercial uses. The following table lists the land uses
represented within the proposed redevelopment area.
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General Land use
AGRICULTURAL
COMMERCIAL
GOVERNMENT
INDUSTRIAL
INSTITUTIONAL
OTHER
RESIDENTIAL
TOTAL

Number of Parcels
21
114
7
24
12
7
507
692

Total Acres
396.36
146.76
8.33
66.78
34.26
2.87
450.10
1105.46

Percent
35.85%
13.28%
.75%
6.04%
.26%
.26%
40.72
100

V. ANALYSIS OF CONDITIONS OF BLIGHT
In varying degrees, many of the conditions outlined in the Florida Statutes exist in
the Study Area. This analysis will concentrate on deterioration of site and other
improvements and defective or inadequate infrastructure.
a. Deterioration of Site and Other Improvements
A windshield survey revealed vacant commercial lots and both commercial
and residential structures in need of repair. A review of code enforcement
complaints and resulting violations indicate an ongoing incidence of
complaints and violations within the area. The table below lists the number
of complaints and violations and shows a consistent pattern since 2007.
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CODE ENFORCEMENT 2012-2018
D Complaints D Cases

Complaints
Cases

2012
64
42

CODE ENFORCEMENT 2012-2018
2013
2014
2015
2016
2017
69
119
177
175
188
41
72
118
98
136

2018
181
90

Further examination of the nature of this data reveal that many of the properties
were found to have code violations relating to abandoned residential units, trash,
debris and illegal dumping and inoperable vehicles.

“Abandoned residential unit.”

“Trash, debris and inoperable vehicle.”

“Trash and debris.”

“Deterioration of site and other
improvements.”

“Abandoned commercial developments.”

b. Inadequate Infrastructure: As shown in the following photographs, many
of the streets have crumbling shoulders, no curbs and inadequate stormwater
systems. There are few sidewalks and very little street lighting. The area in
general is not conducive to pedestrian activity or multi-modal travel. Many of
the commercial parcels’ parking facilities are inadequate and need repair.

“Deficient shoulders, no curbs, no
sidewalk or street lighting.”

“Lack of sidewalks and street lighting.
Deficient parking areas.”

“Lack of sidewalks and streetlights.
Deficient parking areas.”

VI. CONCLUSION
Based on the analysis conducted by Lake County, the proposed redevelopment
area qualifies for Community Redevelopment Area designation by virtue of the
presence of blight as defined by Chapter 163.340, F.S. The study indicates a need
to revitalize this area and develop a redevelopment plan to carry out the goals
and objectives of the County and the Community for revitalization. The County
should rely on information contained in this Analysis to justify the approval of a
resolution adopting the Finding of Necessity.

To summarize the results, the analysis found:
1. Predominance of defective or inadequate street layout and parking
facilities; and
2. Deterioration of site and other improvements.
The presence of these conditions provides support to the Finding of Necessity for
adoption of the proposed Mt. Plymouth-Sorrento Community Redevelopment
Area.

COUNTY
FLORIDA

Real Florida. Real Close.
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Mount Plymouth / Sorrento CRA Revenue Analysis
1.0

Introduction
Lake County Department of Economic Development and Tourism (“EDT”) was tasked by the Mt.
Plymouth / Sorrento Community Redevelopment Agency (“CRA”) with conducting an analysis of
potential annual tax increment financing (“TIF”) revenues to be generated by the CRA over the
thirty (30) year time horizon of the project.
The analysis consisted of two (2) phases. Phase 1 involved the projection of housing unit demand
within the CRA over the thirty (30) year time horizon. In Phase 2, EDT estimated the future growth
in tax revenue that would result from the build-out of the existing entitlements and supply potential
within the CRA boundaries, and then estimated the revenue that could be generated for the CRA
with the Tax Incremental Financing (TIF) mechanism in place. Given the sensitive nature of making
growth and financial projections of this kind, EDT conducted the analysis in as conservative a
manner as possible.
The financial analyses presented in this report are illustrative of the types and magnitudes of revenues
which can be expected to be generated by the CRA. It should be noted, however, that the actual
growth elements and financial arrangements for the CRA are likely to be more complex than shown
in the simplified projections contained in this analysis.
While EDT has conducted a detailed analysis of future residential and non-residential demand,
ultimately, the economic viability of the CRA will rest on the marketability and execution of the
future revenue generating land uses which make up the CRA. It should be noted that EDT has not
conducted a detailed market analysis regarding the potential projects and their product types;
therefore, it has been assumed that the future development will conduct the necessary due diligence,
will offer the appropriate mix of product types to best meet the demand, and will effectively market
and execute the sale of property within the CRA.

Mount Plymouth / Sorrento CRA Revenue Analysis
2.0

Market Demand

2.1

Lake County Population Growth Projections
To determine the future demand for housing within the CRA over the thirty (30) year time horizon
of the project (2014-2044), EDT conducted a multi-step analysis utilizing a number of data sources
and clearly defined assumptions.
First, EDT utilized population projections provided by the University of Florida’s Bureau of
Economic and Business Research (“BEBR”) to determine the future population growth within Lake
County between 2014 and 2040.1 The BEBR population projections are widely regarded as the most
accurate and appropriate projections of population growth to be utilized in these types of analyses.
The BEBR projections provide three (3) growth scenarios (Low, Medium and High); however, this
analysis utilized the most likely scenario, which is represented by the “Medium” projection.
The most recent BEBR population projections extend only through 2040, while the time horizon for
the CRA reaches out to 2044. Therefore, it was necessary for EDT to extend the projection through
an additional five (5) year increment. Table 2.1 shows BEBR’s most recent population projections
for Lake County through 2040 and EDT’s projections from 2040 to 2045.
Table 2.1. Lake County Population Projections. 2013-2045.
Estimate

LAKE
Low
Medium
High

1-Apr-12
299,677

I

Projections, April 1
2015

2020

2025

2030

2035

2040

2045*

299,700
318,800
338,000

322,900
358,800
394,700

340,400
395,800
451,200

351,900
429,200
506,400

357,300
458,100
558,900

358,500
484,500
610,500

358,764
508,397
660,694

Source: “Florida Population Studies. Projections of Florida Population by County. 2012-2040. Bulletin 165. March 2013.”
*2040-2045 projections estimated by EDT based on BEBR’s growth projected growth rates from 2015-2040.

Next EDT converted the population projections shown in Table 2.1 into annual population growth
projections for each year between 2014 and 2044. (See Table 2.4 for annual growth projections).

1

“Florida Population Studies. Projections of Florida Population by County. 2012-2040. Bulletin 165. March 2013.”

Mount Plymouth / Sorrento CRA Revenue Analysis

2.2

Northeast Lake County Population Growth Projections
2000 & 2010 U.S. Census statistics were utilized to evaluate historical growth patterns in Lake
County. Specifically, the percentage of population growth occurring in the northeast region of Lake
County from 2000 to 2010 was determined in order to provide a basis for projecting the percentage
of future growth that could reasonably be projected to occur in Northeast Lake County over the
project time horizon. From 2000 to 2010, roughly 23% of all population growth in Lake County
occurred within the Northeast region. For the purposes of this analysis and based on this historical
growth pattern, a 23% share of countywide population growth was assumed for Northeast Lake
County beginning in 2014 with that percentage share increasing to 35% by 2044. It is reasonable to
assume that the percentage share for Northeast Lake County will increase substantially over this time
period due to the completion of the Wekiva Parkway and the emergence of the proposed Mount
Dora Employment Center located immediately to the west of the CRA. Table 2.2 provides the 2000
and 2010 U.S. Census statistics for growth shares, while Table 2.4 shows the annual population
growth for Northeast Lake County from 2014 through 2044 based on the projected share rates.
Table 2.2. Historical Lake County Growth Patterns. 2000 & 2010.

Lake County
Northeast Lake County
Eustis
Mount Dora
Tavares
Umatilla
NEL Unincorporated

2000

2010

Growth

210,528
64,048
15,106
9,418
9,700
2,214
27,610

297,052
84,057
18,558
12,370
13,951
3,456
35,722

86,524
20,009
3,452
2,952
4,251
1,242
8,112

% of
Growth

I

23.1%
4.0%
3.4%
4.9%
1.4%
9.4%

Source: United States Census Bureau. 2000 and 2010.
*Unincorporated for Northeast Lake County was assumed to be 20% of total Unincorporated.

2.3

CRA Population Growth Projections
Next, assumptions were made for the percentage of Northeast Lake County annual growth that
could reasonably be expected to be captured within the CRA. Based on U.S. Census data for 2000
and 2010, the entire Mt. Plymouth/Sorrento area accounted for 6.5% of growth occurring in
Northeast Lake County. It is estimated that less than 50% of that growth occurred with the CRA
area.
In order to maintain as conservative an analysis as possible, it is projected that the CRA will
experience no growth between 2014 and 2016. From 2017 through 2020, the CRA is projected to
capture from 3% to 6% of the growth in Northeast Lake County. After the completion of the
Wekiva Parkway in 2020, it is expected that the capture rates in the CRA would increase substantially.
As such, EDT is projecting a steady increase in capture rate from 6.0% in 2020 to 12% by 2030.
From 2030 through 2044, the capture rate for the CRA is projected to increase steadily from 12% to
15%. Table 2.3 shows the 2000 and 2010 U.S. Census statistics for growth shares in the Mt.
Plymouth/Sorrento region and Northeast Lake County. Table 2.4 provides the annual population
growth for the CRA based on the projected capture rates for the CRA from 2014 through 2044.

Mount Plymouth / Sorrento CRA Revenue Analysis

Table 2.3. Historical CRA Growth Patterns. 2000 & 2010.

Northeast Lake County
Mt Plymouth
Sorrento
Total for CRA area

2000

2010

Growth

% of Growth

64,048
2,814
765
3,579

84,057
4,011
861
4,872

20,009
1,197
96
1,293

6.0%
0.5%
6.5%

I

Source: United States Census Bureau. 2000 and 2010.

2.4

Household and Housing Unit Demand Projections
After arriving at the population growth projections for the CRA specifically, 2010 U.S. Census
statistics for Mount Dora, FL were utilized to determine the average household size for the projected
residents. For the purposes of this analysis, it has been assumed that the demographic profile of
future demand in the CRA area will be similar to that of the current population of Mount Dora.
Applying the average household size to the annual growth projections resulted in an annual
household demand projection for the CRA. The average household size for the City of Mount Dora
in 2010 was 2.6. For the purposes of this analysis, it was assumed that the household size figure will
remain constant throughout the entire CRA time horizon.
Next, 2010 U.S. Census statistics for Mount Dora, FL were again utilized to determine the average
projected vacancy rate for the CRA. Applying this figure to the household growth projections
resulted in the total annual demand for housing units that can be expected to occur within the CRA
between 2014 and 2044. Including the vacancy rate is required, so that the projections reflect the
natural home buying flexibility that is needed in a healthy housing market. According to the 2010
Census, the vacancy rate in Mount Dora was 5.2%. As with the household size forecast, the vacancy
rate was also projected to remain constant through the thirty (30) year time horizon. In Table 2.4,
the annual growth in households and demand for housing units is displayed.
Based on the assumptions provided above, EDT is projecting demand for a total of 2,142 new
housing units within the CRA area between 2014 and 2044.
In Table 2.4, the annual growth in households and demand for housing units is displayed for the
period 2014 through 2044.

Mount Plymouth / Sorrento CRA Revenue Analysis

Table 2.4. CRA Housing Unit Demand Projections. 2014-2044.
2014

2015

2016

2017

2018

2019

2020

2021

2022

2023

2024

312,294
6,373
23%
1,483
0.0%
0
0
0
0

318,800
6,506
24%
1,533
0.0%
0
0
0
0

326,426
7,626
24%
1,818
0.0%
0
0
0
0

334,235
7,809
24%
1,884
3.0%
57
22
23
23

342,231
7,996
24%
1,952
4.0%
78
30
32
55

350,417
8,187
25%
2,022
5.0%
101
39
41
96

358,800
8,383
25%
2,096
6.0%
126
48
51
147

365,912
7,112
25%
1,803
6.4%
116
45
47
194

373,166
7,253
26%
1,865
6.9%
129
50
53
247

380,563
7,397
26%
1,929
7.4%
142
55
58
305

388,107
7,544
26%
1,995
7.9%
158
61
64
369

2025

2026

2027

2028

2029

2030

2031

2032

2033

2034

2035

Population Projections
Annual Population Growth
NEL % of County Growth2
NEL Population Growth
CRA % of NEL Growth3
CRA Annual Population Growth
Households4
Housing Units4
Cumulative Housing Units

395,800
7,693
27%
2,063
8.5%
175
67
71
440

402,265
6,465
27%
1,758
9.1%
160
62
65
505

408,836
6,571
28%
1,812
9.7%
177
68
72
577

415,514
6,678
28%
1,868
10.4%
195
75
79
656

422,302
6,787
28%
1,925
11.2%
216
83
88
744

429,200
6,898
29%
1,984
12.0%
238
92
97
841

434,830
5,630
29%
1,642
12.2%
200
77
81
922

440,535
5,704
30%
1,687
12.4%
209
80
84
1,006

446,314
5,779
30%
1,734
12.6%
218
84
89
1,095

452,168
5,855
30%
1,781
12.8%
228
88
93
1,188

458,100
5,932
31%
1,830
13.0%
238
92
97
1,285

2036

2037

2038

2039

2040

2041

2042

2043

2044

Population Projections1
Annual Population Growth
NEL % of County Growth2
NEL Population Growth
CRA % of NEL Growth3
CRA Annual Population Growth
Households4
Housing Units4
Cumulative Housing Units

463,262
5,162
31%
1,615
13.2%
213
82
86
1,371

468,483
5,221
32%
1,656
13.4%
222
85
90
1,461

473,762
5,279
32%
1,699
13.6%
232
89
94
1,555

479,101
5,339
33%
1,742
13.9%
241
93
98
1,653

484,500
5,399
33%
1,787
14.1%
251
97
102
1,755

489,188
4,688
34%
1,573
14.3%
225
87
92
1,847

493,921
4,733
34%
1,611
14.5%
234
90
95
1,942

498,700
4,779
35%
1,649
14.8%
243
93
98
2,040

503,525
4,825
35%
1,689
15.0%
253
97
102
2,142

Population Projections1
Annual Population Growth
NEL % of County Growth2
NEL Population Growth
CRA % of NEL Lake Growth3
CRA Annual Population Growth
Households4
Housing Units4
Cumulative Housing Units

1

I

Sources: (1) “Florida Population Studies. Projections of Florida Population by County. 2012-2040. Bulletin 165. March 2013.”Annual estimates: Lake County EDT. 2014. (2) Historical
Lake County growth share trends from 2000 and 2010 US Census. Projections: Lake County EDT. 2014. (3) Lake County EDT. 2014.
(4) Historical City of Mount Dora household size and vacancy data from 2010 US Census. Projections: Lake County EDT. 2014

I

I

Mount Plymouth / Sorrento CRA Revenue Analysis
2.7

Non-Residential Demand
In projecting the absorption rates for non-residential square footage, EDT applied a consistent
square feet per housing unit ratio to the annual absorption of housing units for each year of the time
horizon. Although it is highly unlikely that the non-residential square footage would develop directly
in proportion to housing units on an annual basis, for the purposes of keeping this analysis as simple
and conservative as possible, it was assumed that the annual absorption of non-residential square
footage would occur at consistent rates in relation to housing unit growth within the CRA. The
ratios of square feet per housing utilized in this analysis were arrived at through an analysis of ratios
in comparable counties and based on what would be appropriate for a market area of this size.
a. Retail: 50 square feet per housing unit
b. Office: 20 square feet per housing unit
c. Industrial: 10 square feet per housing unit
The square feet per housing unit ratios provided above are extremely conservative; therefore, they are
deemed reasonable and appropriate to be utilized in this analysis. Table 2.5 provides the annual
absorption of non-residential square footage within the CRA between 2014 and 2044.
Table 2.5. CRA Non-Residential Square Footage Absorption. 2014-2044.

2014
2015
2016
2017
2018
2019
2020
2021
2022
2023
2024
2025
2026
2027
2028
2029
2030
2031
2032
2033
2034
2035
2036
2037
2038
2039
2040
2041
2042
2043
2044

Retail

Cumulative
Retail

Office

Cumulative
Office

Industrial

Cumulative
Industrial

0
0
0
1,150
1,600
2,050
2,550
2,350
2,650
2,900
3,200
3,550
3,250
3,600
3,950
4,400
4,850
4,050
4,200
4,450
4,650
4,850
4,300
4,500
4,700
4,900
5,100
4,600
4,750
4,900
5,100

0
0
0
1,150
2,750
4,800
7,350
9,700
12,350
15,250
18,450
22,000
25,250
28,850
32,800
37,200
42,050
46,100
50,300
54,750
59,400
64,250
68,550
73,050
77,750
82,650
87,750
92,350
97,100
102,000
107,100

0
0
0
460
640
820
1,020
940
1,060
1,160
1,280
1,420
1,300
1,440
1,580
1,760
1,940
1,620
1,680
1,780
1,860
1,940
1,720
1,800
1,880
1,960
2,040
1,840
1,900
1,960
2,040

0
0
0
460
1,100
1,920
2,940
3,880
4,940
6,100
7,380
8,800
10,100
11,540
13,120
14,880
16,820
18,440
20,120
21,900
23,760
25,700
27,420
29,220
31,100
33,060
35,100
36,940
38,840
40,800
42,840

0
0
0
230
320
410
510
470
530
580
640
710
650
720
790
880
970
810
840
890
930
970
860
900
940
980
1,020
920
950
980
1,020

0
0
0
230
550
960
1,470
1,940
2,470
3,050
3,690
4,400
5,050
5,770
6,560
7,440
8,410
9,220
10,060
10,950
11,880
12,850
13,710
14,610
15,550
16,530
17,550
18,470
19,420
20,400
21,420

Mount Plymouth / Sorrento CRA Revenue Analysis
3.0

CRA Tax Increment Revenue Generation

3.1

Vacant Acreage Absorption
The first step in determining the future revenue generation potential of the CRA was to convert the
annual residential (units) and non-residential (square feet) absorption into acreage absorption utilizing
the following ratios:
a.
b.
c.
d.

Single Family:
Retail:
Office:
Industrial:

4 units per acre (average SF density of proposed projects in CRA)
0.25 FAR (industry average)
0.30 FAR (Comp Plan Max)
0.30 FAR (Comp Plan Max)

To properly account for the take down of new development, for each acre absorbed by new
development, one (1) acre had to be removed from an existing land use. Existing acreage was
divided into three (3) categories from which new development acreage could be deducted. The three
(3) categories were determined based on detailed parcel data obtained from Lake County Property
Appraiser records.2
a. Vacant:
b. Sorrento Village PUD:
c. Talon’s Ridge PUD:

368.77 acres
164.57 acres
25.00 acres

Cumulative absorption was then determined for all land use groups. Acreage contained in one of
the three existing categories mentioned above was transferred to the new land use categories after
development was realized. Cumulative absorption was tracked for the following categories:
a.
b.
c.
d.
e.

Residential w/Homestead Exemption (80% of Single Family absorption)
Residential without Homestead Exemption (20% of Single Family absorption)
Retail
Office
Industrial

Table 3.1 provides a summary of the vacant acreage absorption, while Table 3.2, following, shows
the cumulative absorption of new development within the CRA.

2

Lake County Property Appraiser. 2012 Parcel Data.
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Table 3.1. CRA Vacant Acreage Absorption. 2014-2044.
New Development Acreage

2014

2015

2016

2017

2018

2019

2020

2021

2022

2023

2024

Residential
Retail
Office
Industrial
Total

0.00
0.000
0.000
0.000
0.00

0.00
0.000
0.000
0.000
0.00

0.00
0.000
0.000
0.000
0.00

5.75
0.106
0.021
0.042
5.92

8.00
0.147
0.029
0.059
8.24

10.25
0.188
0.038
0.075
10.55

12.75
0.234
0.047
0.094
13.12

11.75
0.216
0.043
0.086
12.10

13.25
0.243
0.049
0.097
13.64

14.50
0.266
0.053
0.107
14.93

16.00
0.294
0.059
0.118
16.47

368.77
164.57
25.00

368.77
164.57
25.00

368.77
164.57
25.00

362.85
164.57
25.00

354.62
164.57
25.00

344.06
164.57
25.00

330.94
164.57
25.00

328.24
155.17
25.00

325.21
144.57
25.00

321.88
132.97
25.00

318.21
120.17
25.00

New Development Acreage

2025

2026

2027

2028

2029

2030

2031

2032

2033

2034

2035

Residential
Retail
Office
Industrial
Total

17.75
0.326
0.065
0.130
18.27

16.25
0.298
0.060
0.119
16.73

18.00
0.331
0.066
0.132
18.53

19.75
0.363
0.073
0.145
20.33

22.00
0.404
0.081
0.162
22.65

24.25
0.445
0.089
0.178
24.96

20.25
0.372
0.074
0.149
20.85

21.00
0.386
0.077
0.154
21.62

22.25
0.409
0.082
0.163
22.90

23.25
0.427
0.085
0.171
23.93

24.25
0.445
0.089
0.178
24.96

316.80
105.08
23.23

315.51
91.27
21.60

314.53
75.97
19.35

313.46
59.18
16.88

312.26
40.48
14.13

310.94
19.87
11.10

309.13
4.91
7.05

296.33
0.29
2.85

276.10
0.29
0.18

252.17
0.29
0.18

227.21
0.29
0.18

Existing Acres
Vacant
Sorrento Village PUD
Talon’s Ridge PUD

Existing Acres
Vacant
Sorrento Village PUD
Talon’s Ridge PUD

New Development Acreage

2036

2037

2038

2039

2040

2041

2042

2043

2044

Residential
Retail
Office
Industrial
Total

21.50
0.395
0.079
0.158
22.13

22.50
0.413
0.083
0.165
23.16

23.50
0.432
0.086
0.173
24.19

24.50
0.450
0.090
0.180
25.22

25.50
0.468
0.094
0.187
26.25

23.00
0.422
0.084
0.169
23.68

23.75
0.436
0.087
0.174
24.45

24.50
0.450
0.090
0.180
25.22

25.50
0.468
0.094
0.187
26.25

205.07
0.29
0.18

181.91
0.29
0.18

157.72
0.29
0.18

132.50
0.29
0.18

106.25
0.29
0.18

82.58
0.29
0.18

58.13
0.29
0.18

32.91
0.29
0.18

6.66
0.29
0.18

Existing Acres
Vacant
Sorrento Village PUD
Talon’s Ridge PUD

I

I
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Table 3.2. CRA Cumulative Absorption for All Land Uses. 2014-2044.
Cumulative Absorption
Residential Homestead
Residential Non-Homestead
Retail
Industrial
Office

un
un
sf
sf
sf

Cumulative Absorption
Residential Homestead
Residential Non-Homestead
Retail
Industrial
Office

un
un
sf
sf
sf

Cumulative Absorption
Residential Homestead
Residential Non-Homestead
Retail
Industrial
Office

un
un
sf
sf
sf

2014

2015

2016

2017

2018

2019

2020

2021

2022

2023

2024

0
0
0
0
0

0
0
0
0
0

0
0
0
0
0

18
5
1,150
230
460

44
11
2,750
550
1,100

77
19
4,800
960
1,920

118
29
7,350
1,470
2,940

156
38
9,700
1,940
3,880

198
49
12,350
2,470
4,940

244
61
15,250
3,050
6,100

295
74
18,450
3,690
7,380

2025

2026

2027

2028

2029

2030

2031

2032

2033

2034

2035

352
88
22,000
4,400
8,800

404
101
25,250
5,050
10,100

462
115
28,850
5,770
11,540

525
131
32,800
6,560
13,120

595
149
37,200
7,440
14,880

673
168
42,050
8,410
16,820

738
184
46,100
9,220
18,440

805
201
50,300
10,060
20,120

876
219
54,750
10,950
21,900

950
238
59,400
11,880
23,760

1,028
257
64,250
12,850
25,700

2036

2037

2038

2039

2040

2041

2042

2043

2044

1,097
274
68,550
13,710
27,420

1,169
292
73,050
14,610
29,220

1,244
311
77,750
15,550
31,100

1,322
331
82,650
16,530
33,060

1,404
351
87,750
17,550
35,100

1,478
369
92,350
18,470
36,940

1,554
388
97,100
19,420
38,840

1,632
408
102,000
20,400
40,800

1,714
428
107,100
21,420
42,840

I

I
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3.2

Taxable Values and Taxable Value Appreciation
The first step in determining the potential increase in taxable value for the CRA was to set a baseline
value for each land use as of 2014. Taxable value appreciation could then be estimated by assigning
an annual percentage growth to the baseline figure.
Taxable value appreciation for each land use type was determined based on the following 2014
baseline figures:
a.
b.
c.
d.
e.
f.
g.

Vacant:
Sorrento Village (Vacant):
Talon’s Ridge (Vacant):
Residential Homestead:
Residential Non-Homestead:
Retail, Office and Industrial:
Existing Improved:

$17,500.00 per acre3
$360.00 per acre3
$11,900.00 per acre3
$100,000.00 per unit4
$150,000.00 per unit4
$17.00 per square foot3
$70,000.00 per acre5

Next, EDT made assumptions regarding annual home value appreciation. Given the assessed value
limitations associated with the Save Our Homes amendment and in an effort to keep the analysis as
conservative as possible, annual appreciation was set at 1.00% in 2014, 1.50% in 2015 and 2016,
2.00% in 2017 and 2018 and 2.5% for each additional year through the 2044 time horizon. These
growth projections were applied uniformly to each land use category. Table 3.3 provides the annual
taxable value growth projections.
3.3

Tax Increment Financing (TIF) Revenues
In calculating the potential TIF revenue for the CRA, EDT utilized the existing millage rate for the
Mt. Plymouth/Sorrento area (14.8805) minus the millage rates for the Lake County School Board
(7.1700) and St. Johns River Water Management (0.3283). The Lake County School Board and St.
Johns River Water Management millage rates are ineligible to be utilized by the CRA. The net
eligible millage of 7.3822 was then applied to the annual total taxable value of each land use within
the CRA. For the purposes of this analysis, it has been assumed that the millage rates will remain
constant throughout the entire thirty (30) year time horizon.
The total ad-valorem tax revenues for 2014 were utilized as the baseline for projecting future TIF
revenues. According to F.S. 163, 95% of the incremental tax revenue between any given year and
that of the 2014 baseline can be retained by the CRA and used to fund CRA designated projects.
Table 3.4 provides a breakdown of the projected annual TIF revenue for the CRA.

3

From 2013 Parcel Data provided by Lake County Property Appraiser
$150,000 assumed new home value minus $50,000 for homestead exemption
5
“Existing Improved” includes all existing residential, retail, office and industrial square footage. Baseline value
was calculated by dividing total just value in this category by total acreage as provided by the Lake County Property
Appraiser.
4
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Table 3.3. Baseline Taxable Value Appreciation for each CRA Land Use. 2014-2044.

Annual Appreciation
Vacant
Sorrento Village
Talon’s Ridge
Residential Homestead
Residential Non-Homestead
Retail, Office, Industrial
Existing Improved

Annual Appreciation
Vacant
Sorrento Village
Talon’s Ridge
Residential Homestead
Residential Non-Homestead
Retail, Office, Industrial
Existing Improved

Annual Appreciation
Vacant
Sorrento Village
Talon’s Ridge
Residential Homestead
Residential Non-Homestead
Retail, Office, Industrial
Existing Improved

2014

2015

2016

2017

2018

2019

2020

2021

2022

2023

2024

acre
acre
acre
unit
unit
sf
acre

1.0%
$17,500
$360
$11,900
$100,000
$150,000
$17.00
$70,000

1.5%
$17,763
$365
$12,079
$101,500
$152,250
$17.26
$71,050

1.5%
$18,029
$371
$12,260
$103,023
$154,534
$17.51
$72,116

2.0%
$18,390
$378
$12,505
$105,083
$157,624
$17.86
$73,558

2.0%
$18,757
$386
$12,755
$107,185
$160,777
$18.22
$75,029

2.5%
$19,226
$396
$13,074
$109,864
$164,796
$18.68
$76,905

2.5%
$19,707
$405
$13,401
$112,611
$168,916
$19.14
$78,828

2.5%
$20,200
$416
$13,736
$115,426
$173,139
$19.62
$80,798

2.5%
$20,705
$426
$14,079
$118,312
$177,468
$20.11
$82,818

2.5%
$21,222
$437
$14,431
$121,270
$181,904
$20.62
$84,889

2.5%
$21,753
$447
$14,792
$124,301
$186,452
$21.13
$87,011

2025

2026

2027

2028

2029

2030

2031

2032

2033

2034

2035

acre
acre
acre
unit
unit
sf
acre

2.5%
$22,297
$459
$15,162
$127,409
$191,113
$21.66
$89,186

2.5%
$22,854
$470
$15,541
$130,594
$195,891
$22.20
$91,416

2.5%
$23,425
$482
$15,929
$133,859
$200,788
$22.76
$93,701

2.5%
$24,011
$494
$16,327
$137,205
$205,808
$23.32
$96,044

2.5%
$24,611
$506
$16,736
$140,635
$210,953
$23.91
$98,445

2.5%
$25,226
$519
$17,154
$144,151
$216,227
$24.51
$100,906

2.5%
$25,857
$532
$17,583
$147,755
$221,633
$25.12
$103,429

2.5%
$26,504
$545
$18,022
$151,449
$227,174
$25.75
$106,014

2.5%
$27,166
$559
$18,473
$155,235
$232,853
$26.39
$108,665

2.5%
$27,845
$573
$18,935
$159,116
$238,674
$27.05
$111,381

2.5%
$28,541
$587
$19,408
$163,094
$244,641
$27.73
$114,166

2036

2037

2038

2039

2040

2041

2042

2043

2044

acre
acre
acre
unit
unit
sf
acre

2.5%
$29,255
$602
$19,893
$167,171
$250,757
$28.42
$117,020

2.5%
$29,986
$617
$20,391
$171,351
$257,026
$29.13
$119,945

2.5%
$30,736
$632
$20,901
$175,634
$263,452
$29.86
$122,944

2.5%
$31,504
$648
$21,423
$180,025
$270,038
$30.60
$126,018

2.5%
$32,292
$664
$21,959
$184,526
$276,789
$31.37
$129,168

2.5%
$33,099
$681
$22,508
$189,139
$283,709
$32.15
$132,397

2.5%
$33,927
$698
$23,070
$193,868
$290,801
$32.96
$135,707

2.5%
$34,775
$715
$23,647
$198,714
$298,071
$33.78
$139,100

2.5%
$35,644
$733
$24,238
$203,682
$305,523
$34.63
$142,577

I

I
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Table 3.4. CRA TIF Revenue Projections. 2014-2044.
Year
2014
2015
2016
2017
2018
2019
2020
2021
2022
2023
2024
2025
2026
2027
2028
2029
2030
2031
2032
2033
2034
2035
2036
2037
2038
2039
2040
2041
2042
2043
2044

Taxable Value
$46,553,651
$47,251,956
$47,960,735
$51,632,435
$56,352,168
$62,607,793
$70,349,370
$77,861,216
$86,754,456
$96,711,096
$107,922,764
$120,594,044
$132,994,933
$146,962,973
$162,653,529
$180,453,572
$200,420,138
$218,645,255
$238,164,319
$259,091,565
$281,465,537
$305,403,758
$328,301,793
$353,019,138
$379,535,433
$407,944,382
$438,251,470
$467,678,623
$499,076,981
$532,429,718
$567,936,459

Incremental
Value

$698,305
$1,407,084
$5,078,784
$9,798,517
$16,054,142
$23,795,719
$31,307,565
$40,200,804
$50,157,445
$61,369,113
$74,040,393
$86,441,282
$100,409,322
$116,099,877
$133,899,921
$153,866,487
$172,091,604
$191,610,668
$212,537,913
$234,911,885
$258,850,106
$281,748,142
$306,465,487
$332,981,782
$361,390,731
$391,697,819
$421,124,972
$452,523,330
$485,876,067
$521,382,808

TIF Revenue

$5,155
$10,387
$37,493
$72,335
$118,515
$175,665
$231,119
$296,770
$370,272
$453,039
$546,581
$638,127
$741,242
$857,073
$988,476
$1,135,873
$1,270,415
$1,414,508
$1,568,997
$1,734,167
$1,910,883
$2,079,921
$2,262,390
$2,458,138
$2,667,859
$2,891,592
$3,108,829
$3,340,618
$3,586,834
$3,848,952

TIF Revenue @
95%

$4,897
$9,868
$35,618
$68,718
$112,589
$166,882
$219,563
$281,932
$351,759
$430,387
$519,252
$606,220
$704,180
$814,219
$939,052
$1,079,080
$1,206,894
$1,343,783
$1,490,548
$1,647,458
$1,815,339
$1,975,925
$2,149,270
$2,335,231
$2,534,466
$2,747,012
$2,953,387
$3,173,587
$3,407,493
$3,656,505

I
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Appendix C

Cost Estimate

WEKIVA TRAIL COST ESTIMATE
(PERCENTAGES BASED ON $25M ESTIMATED TOTAL PROJECT COST)

CEI
$1,200,000
5%

Construction
$11,300,000
45%

PE
$2,100,000
8%

R/W Acquisition
$9,000,000
36%

R/W Survey & Mapping
$1,400,000
6%

Estimate of Probable Cost
Wekiva Trail Extension - Segments 1 & 5 Project
Item Description
Length (ft) Width (ft)
Mobilization (10%)
Maintenance of Traffic (Major Crossings and Signalized Crossings Only)
Sediment Barrier
60720
2
Clearing and Grubbing
60720
30
Regular Excavation
60720
20
Embankment
29212
20
Optional Base (6" Lime rock or 6" Crushed Concrete)
90884
14
Super Pave Asphaltic Concrete (Type A) (1 1/4")
60720
14
Seed & Mulch
60720
10
Sodding
60720
4
Gravity Walls (2' exposed face) (Concrete Class I Misc)
5533
Bicycle Railing Footer (Concrete Class I Misc)
5533
Bicycle Railing
6086
Tremain Street Bridge
US 441 Trail Bridge
SR 46 Bridge
Cultural Resources Preservation and Interpretation
Two-Lane Major Crossings
Two-Lane Minor Crossings
Signalized Crossings (RRFD)
Misc Drainage
Misc Utilitites
Misc Signing and Marking
ITS & Broadband Conduits
Construction Contingency (15%)
Total Construction Cost
CE&I
R/W Acquisition
Design
Surveying
Wekiva Trail Segments 1 and 5 Total Estimated Cost

The above cost estimate is based on the Wekiva Trail Segment 1 PD&E Study and Segment 5 Feasibility Study.

Quantity
20
121440
42
44978
21639
141375
6248
3607
26987
1107
700
6086
1
1
1
1
20
8
2

1
1
1
1

Units

Unit Cost

EA
LF
AC
CY
CY
SY
TN
SY
SY
CY
CY
LF
SF
SF
LS
EA
EA
EA
EA
LS
LS
LS
LS

$5,000
$2
$8,322
$4
$8
$12
$115
$1
$2
$469
$400
$65
$950,000
$200,000
$800,000
$150,000
$25,000
$15,000
$50,000
$200,000
$200,000
$250,000
$700,000

Total
$1,130,000
$100,000
$242,880
$348,011
$190,256
$165,318
$1,696,501
$718,520
$2,705
$59,101
$519,183
$280,000
$395,610
$950,000
$200,000
$800,000
$150,000
$500,000
$120,000
$100,000
$200,000
$200,000
$250,000
$700,000
$1,281,915
$11,300,000
$1,200,000
$9,000,000
$2,100,000
$1,400,000

$25,000,000
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Lake County Community
Health Assessment (CHA)

CHAPTER 7: HEALTH NEEDS OF THE COMMUNITY

FIGURE 7.9

LAKE COUNTY FOOD DESERTS (2011)

Wekiva Trail Extension
Regional Wekiva Trail

This figure reflects the most current open-sourced data available at the time the report was printed.
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Lake County and City of Tavares
Trail Master Plans
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Executive Summary
This updated Trails Master Plan represents an extensive and highly collaborative effort involving the
community, the Office of Parks and Trails and numerous agencies and committees to review and
update the vision for the Lake County Trails system. This vision will continue to direct the expansion
and maintenance of the system. This update does not preclude the prior plan, and should be used in
conjunction with the 2008 Trails Master Plan.
In addition to staff input, an extensive outreach effort included interactive workshops in each
Commission District as well as feedback from 14 Municipalities, Lake County Agency for Economic
Prosperity, Tourist Development Council, Lake County Public Works Department, Bicycle and
Pedestrian Advisory Committee (BPAC), and the Lake-Sumter Metropolitan Planning Organization
(LSMPO). Feedback highlighted opportunities for collaboration as well as identified new trails to add to
the network. Maps at the end of this section illustrate the Master Plan, the identified Regional Trails
and the Blueway Network. Additional detail about the alignments can be found in Section 6.
Mileage Chart s
The plan identifies an entire network, the regional network as well as a smaller sub-set of priority trails.
The entire network includes many trails that are conceptual. Conceptual trails are trail opportunities to
be explored if related roadway projects emerge or a development opportunity is identified but would
not be pursued on their own. The priority trails are those modified from the prior plan and several new
alignments that were supported during the outreach process. These trails were evaluated and
prioritized using the criteria shown in Section 9. The regional network represents the longer trails that
make cross-county and adjacent county connections. They satisfy the Lake-Sumter Metropolitan
Planning Organization’s (LSMPO) definition of regional trails and many of the miles are on the Florida
Department of Transportation (FDOT) SUNTrail opportunity network. Tables (ES) 1 shows the
proposed mileage of each network and Table (ES) 2 shows the breakdown of existing trails and
mileage.
Table (ES) 1: Multi-Use Trail Network Mileage
Network
Entire network*
Priority network**
Regional network**

Existing
52
14
14

Proposed Miles
336
164
131

Total
388
178
145

* local trail mileage is included when known
** Includes only estimated County maintained miles

Table (ES) 2: Existing Multi-Use Trail Network and Mileage

Multi-use Trail

Miles

South Lake Trail (Phase I & II)
Hancock Trail (Phase I,II,III)
Wilson Lake Trail
Black Still Lake Trail

12.60
6.20
3.00
0.75
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Table (ES) 2: Existing Multi-Use Trail Network and Mileage, continued

Multi-use Trail
Sleepy Hollow Trail
Tav-Lee Trail (Phase I)
Green Mountain Trail (Montverde
Greenway Trail)
Lake Apopka Loop Trail
Fountain Lake Trail
Magnolia Trail
Venetian Garden Trail
Gardenia Trail
Leesburg-Wildwood Trail (Phase I)
Tremain Street Greenway Trail
Captain Haynes Road Trail
Total

Miles
0.10
3.50
1.00
16.10
2.00
1.00
0.50
0.80
2.70
0.50
0.80
51.55

Table (ES) 3: Existing Major and Minor Trailheads
Major Trailheads
Green Mountain Scenic Overlook & Trailhead
Minneola Athletic Complex
McDonald Canal Boat Ramp
Minor Trailheads
Cooper Memorial Library

Multi-Use Trail
Lake Apopka Loop Trail
Hancock Trail
Lake Apopka Loop Trail
Multi-Use Trail
Hancock Trail

Maintenance
Maintenance is a critical component to this plan and to the future of the trails system. Generally, the
Office of Parks and Trails is responsible for the maintenance of trails outside municipal boundaries and
the municipalities agree to maintain the trails within their limits through maintenance agreements
which are completed early in the design process.
Needs Assessment
To determine how much investment should be made in trails we need to assess where we are based on
population needs. These needs are based on the State Comprehensive Outdoor Resources Plan
(SCORP) guidelines for level of service (LOS). For multi-use trail the guideline is 1 miles of multi-use trail
from every 5000 residents. 1 Lake County has 52 miles of multi-use trail and a population of 331,724 2 so
the county should have 66 miles of multi-use trail to meet current needs. The LOS for Nature/Hiking
Trails is 1 mile for every 6750 residents. 3 Lake County currently has 218 miles of nature/hiking trails 4
1

(2008 SCORP and 2008 Trails Master Plan)
(BEBR 2017)
3
(2008 SCORP and 2008 Trails Master Plan)
4
(OG&T 2016)
2
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across all agencies which far exceeds the 49 miles required to meet SCORP. Even with Lake County’s
fast growing population the county should meet its Multi-use Trail requirement with completion of
South Lake Trail/Coast to Coast, Wekiva Trail, and Neighborhood Lakes Trail which will add about 25
additional miles over next 5 years.
Implementat ion item s
The Plan identifies alignments and opportunities as well as implementation recommendations that
should be taken to ensure the success of the plan. The entire list is available in Section 5 and the most
critical items are listed below:


To support the expansion and maintenance of the Lake County Trails System, work towards a
dedicated and/or increasing existing funding source, including possibly trail impact fees, user
fees, and/or a bond referendum, for construction and maintenance of trails within Lake County.



Continue to coordinate trail plans review with the Lake County Public Works Department and
other agencies during PD&E and the design stages.



Coordinate annual reviews of funding through the Lake-Sumter MPO and BPAC.



Coordinate with the Lake-Sumter MPO on submissions of projects to the annual List of Priority
Projects, including trailheads and trail amenities.



Coordinate with local governments for adoption of the Lake County Trails Master Plan into
local Comprehensive Plans, city trails masters plans, and work to protect trail corridors.



Continue to develop and maintain relationships with other jurisdictions for the coordination,
implementation and management of the trail system with the goal of local management of
trails within jurisdictional boundary.



Continue to coordinate with staff in adjacent counties, MPOs, OGT and FDOT to plan for and
construct trails across county lines to help create a seamless and connected regional trail
network.



Continue to coordinate with the Lake County Public Works Department to include trails and
wider sidewalks on new roadways and roadway expansion plans.

Plan highlights
Master Plan
The Master Plan has been developed to illustrate all proposed trail opportunities in Lake County and
incorporates by reference all municipal plans. Land developers have and will continue to play a large
role in the expansion and enhancement of the county trail network and this plan creates a framework
for that ongoing collaboration and should be designed to connect to existing or planned infrastructure.
Opportunities exist within roadway right-of-way as well as in independent rights-of-way. Each of these
trail types take a different approach to move designs through the process. Regardless of the approach,
collaboration and communication are required. Map ES-1 illustrates the Lake County Trails Master Plan.
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Regional Trails
The Plan represents a regional vision to develop primary trail routes throughout the County. The
Regional Trails connect the major areas of the county as well as connecting to adjacent counties and
the FDOT statewide network. Construction of these major trails will require collaboration by a variety of
agencies and represents a long term vision. Map ES-2 illustrates the Lake County Regional Trails Master
Plan.
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Map ES 1: Lake County Trails Master Plan
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Map ES 2: Lake County Regional Trails
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Blueways
Blueways are scenic paddling trails that provide a guided navigable route along or around Lake
County’s various rivers and lakes. They require collaboration with Florida Department of Environmental
Protection (FDEP), U.S. Army Corps of Engineers, and the United States Coast Guard (USCG) for
permitting and sign implementation along navigable waterways. In addition, cooperation with various
municipalities, St. Johns River Water Management District (SJRWMD) and Lake County Water
Authority (LCWA) to install signage and to provide access points is often required.
The proposed blueways build on an already robust blueway trail system in the County. Blueways can
connect water bodies or be self-contained. Table (ES) 2 details the existing and proposed mileages for
blueways in Lake County. Map ES3 illustrates the existing and proposed blueways plan. See Section
9.2.4 for additional information.
Purpose
They offer trail users an opportunity to experience the wonderful natural resources and scenic beauty of
Lake County while also bringing additional economic impacts to the county and local communities
through tourism. These paddling trails tie in well with the Lake County Agency for Economic
Prosperity’s vision of “Real Florida, Real Close” Map ES-3 illustrates the Lake County Blueways Master
Plan.
Maintenance
Blueways have an annual maintenance and repair cost of around $6,000.00 per year for the existing 162
mile system. This covers checking and straightening signage, replacing damaged signage, and light
vegetative clearing around signs so they remain visible to trail users.
Implementation Costs
Bring a new blueway trail into the system is not free. A new blueway requires permitting, design,
signage, signage installation, maps, and updates to www.paddlelake.com and Office of Parks and Trails
website. The estimated cost for the approximate 100 miles (See Table ES-3) of new paddling trails will
be $70,000.00 to bring into the County’s system and additional $4,000.00 per year in maintenance.
Shared Resources
The Office of Parks and Trails worked closely with the Office of Communications and Office for
Economic Prosperity to develop maps that can be found at www.paddlelake.com or printed from online
resources on the Office of Parks and Trails webpage.
In 2010 Lake County and LCWA entered into a memorandum of understanding for sharing of canoes
and kayaks, related equipment, and join participation in interpretive nature trips. This includes up to 6
guided “Paddling Adventures” each year open for free to the public.
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TABLE (ES) 2: EXISTING AND PROPOSED BLUEWAYS
Blueway

Mileage

Status

8.2
7.54
10.78
16.59
36.89
8.67
21.0
28.96
22.6
11.48
3.24
12.44
5.43
6.63
11.69
4.6
3.97
14.38
12.26
3.0
10.00

Existing
Existing
Existing
Existing
Existing
Existing
Existing
Existing
Existing
Proposed
Proposed
Proposed
Proposed
Proposed
Proposed
Proposed
Proposed
Proposed
Proposed
Proposed
Proposed

Blue Creek Run
Stagger Mud Run
St. Francis/Dead River Run
Lake Griffin Run
Lake Harris Run
Helena Run
Golden Triangle Run
Palatlakaha Run
Lake Eustis/Haynes Creek Run
St. Johns River Run
Wildcat Lake Run
Alexander Springs Run
Lake Dorr Run
Lake Norris/Upper Blackwater Creek Run
Wekiva Wild & Scenic River Run
Lake Beauclair Run
Apopka-Beauclair Canal Run
Lower Blackwater Creek Run
Upper Lake Griffin
Lake Yale Blueway
Lake Apopka Blueway

TABLE (ES) 3: Number and Miles of Existing and Proposed Blueways
Existing Blueway Trails
Proposed Extensions or New Trails

Number of Blueways

Miles

Annual Cost

9
12

162
100

$6,000
$4,000
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Map ES-3: Lake County Existing and Proposed Blueways
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Nature/Hiking Trails
Purpose
Nature/Hiking Trails are an important component in outdoor recreational opportunities and provide a
more up-close opportunities to enjoy nature and outdoor hobbies such as bird-watching, photography,
butterfly watching, and native plant viewing. These trails may vary in width from simple footpath to a
wider packed surface like clay or lime rock. These trails are usually entirely inside an existing park but a
few like the Florida Trail connect many destinations through scenic natural corridors.
Planning Process
Nature/Hiking Trails are usually developed with the idea of minimizing impacts to the ecosystem while
providing access to keep vistas, ecosystems, and wildlife viewing. Most are simply cut by mowing or
bush hogging and then mapped with GPS to create trail maps.
Needs Assessment
The recommended miles of nature/hiking trail is 1 mile for every 6,750 residents. Lake County has 32.7
miles of nature/hiking trails located inside county parks. In addition the Office of Greenways and Trails
states there are 218 miles of nature/hiking trails (This includes equestrian trails that can be used for
hiking) as of 2016 through Lake County’s State and Federal owned lands. These lands include Ocala
National Forest, Seminole State Forest, Emeralda Marsh Conservation Area, Lake Louisa State Park,
and others.
Table (ES) 4: Existing County Maintained Nature Trails
Nature Trail Park Location
Ferndale Preserve
Haynes Creek Park
Lake Idamere Park
Lake Jem Park & Boat Ramp
North Lake Community Park
P.E.A.R. Park
Paisley Park
Palatlakaha River Park & Boat Ramp
Pine Forest Park
Ellis Acres Reserve
Lake May Reserve
Pasture Reserve
Pine Meadows Conservation Area
Total
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Miles
7.00
0.80
1.50
0.40
1.70
5.10
0.40
0.80
0.50
3.20
2.30
2.70
6.30
32.7
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1 Introduction
1.1 Purpose
Trails are an integral part of Lake County communities. Being used for recreation and increasingly for
transportation, trails help connect people to places while providing local and regional opportunities for
walking and biking. They also provide economic and health benefits to the surrounding communities.
The Trails Master Plan Update (Plan) is to provide a framework for continuing to expand and improve
the Lake County trail system. Picking up where the 2008 Trails Master Plan left off, this Plan identifies
new alignments and updates the ones previously identified. This document also prioritizes those trail
alignments and identifies implementation actions that support trail development. Much has changed
since the adoption of the prior plan, including construction of major trail segments, so in addition to
new trails, this plan includes an increased focus on maintaining what the County has already
constructed and collaboration with other agencies.

1.2 Planning Process
The development of the Plan began in 2017 with a review of GIS data, policies, background documents,
stakeholder interviews and public workshops. This effort established the existing and future conditions
of the County, as well as its needs and overall vision.

Needs Assessment
Understanding what exists and what future demand will be is an important step to establish the needs
for the plan and ultimately identify projects that respond to those needs. The Needs Assessment
Technical Memo looked at implementation progress, demographics, regional needs as well as economic
development and staffing. This Technical Memo can be found in the Appendix and highlights are
provided here.
In 2008 a plan vision was created to guide the planning process. This Vision is still applicable and will
continue to set the stage for future planning efforts.

Develop a cohesive countywide trail system that will connect people and places through a
regional network
To achieve this vision, east/west alignments were created by the construction of the Wekiva Trail
(including extending it to the Sumter County Line) and completion of the South Lake Trail/Coast-toCoast Trail. A north/south alignment was identified and is part of the MPOs trails vision to help build
out the network of regional trails.
Population growth in the Four Corners Area and an assessment of existing facilities revealed an overall
lack of trails and other recreation opportunities. For this reason, the area has been highlighted for
future study.

Community Input Highlights
To ensure community input, the Office of Parks & Trails hosted community workshops to get feedback
in each County Commission District. Each workshop used the same format, presenting the existing
conditions, as well as some preliminary findings. Participants were given the opportunity to markup
maps with trail ideas and other feedback. An online survey supplemented the workshop gatherings to
obtain comments from the community at large. The recommendations from the workshops and the
Lake County Parks & Trails Master Plan | Vol. II Trails
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online survey where then reviewed and refined by Staff. The Community Survey Results Memo detailing
the workshops and survey responses can be found in the Appendix and highlights are provided here:





Trails are very popular with Lake County residents, with 40% noting that they use trails daily or
weekly
There is a strong community desire to finish trails and parks projects that have been started
Partnerships with local agencies are considered key to getting projects done
Facilities should be planned for high growth areas of the County, such as the Four Corners

Specific trail connections and projects were identified by workshop attendees and on-line survey
participants:





Coordinate with FDOT on a trail along US 27 and on the North Lake Trail Phase 3
Develop a loop between Tavares, Mount Dora and Eustis
Connect the Wekiva Trail to the South Lake Trail
Connect Umatilla to North Lake Community Park

2 Economic Benefits
There are numerous studies that show the economic benefit of trails within their communities. The
Florida Office of Greenways and Trails notes that every million dollars spent on trails yields 9.6 jobs.
State trails like the Withlacoochee State Trail have had a direct economic impact of over $36 million
dollars. 5
In 2011 the Economic Impact Analysis of Orange County Trails report noted that Orange County found
that the average trail user spends $20 per visit, contributing up to $42.6 million to Orange County’s
regional economy from visitor spending and that Trail use-related spending contributed $5 million
annually to downtown Winter Garden’s local economy.6
The Florida Coast-to-Coast Connector Economic Benefits and Market Report anticipates that the 250
mile cross-Florida trail will generate an annual economic benefit of $120 million. A significant portion of
the Coast-to-Coast trail runs through Lake County and is already constructed. The completion of the
final segments will inevitably boost the economic benefits realized by Lake County. The Economic
Development Direction for the City of Dunedin attributes the 65% reduction in downtown vacancy
rates specifically to the Pinellas Trail going through Downtown Dunedin and “A 2012 economic analysis
by Miami-Dade County concludes that each mile of urban trail increased property values by as much as
$45 million over twenty five years, generating $1 million in additional property tax revenues.”7
In 2015 the Bamoral Group did an economic impact study for the city of Mount Dora in Lake County for
the potential Wekiva Trail benefits to the city and nearby unincorporated areas. It found that the 15.2
miles trail would generate about $7.9 million and support 114 jobs annually.#4

5

https://floridadep.gov/downloadfile/10953/9718/Draft%202018-22%20FGTS%20Plan.pdf

6 https://headwaterseconomics.org/trail/1-orange-county-trails/
7

http://static1.squarespace.com/static/552ea744e4b034c9174834f7/t/564cb6b4e4b0af3391f90220/1447868084144/Coast_to_C
oast_Report_PROOF.pdf
4 City of Mount Dora Trail Impact Study by Bamoral Group 2015
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3 ADA Transition Plan Recommendations
The Lake County Multiuse Trails Accessibility Study & ADA Transition Plan (adopted September 2017) was
written to provide Lake County with information necessary to improve the access, accessibility and
safety along their multi-use trails. The recommendations in the Transition Plan were developed by
generating an inventory of the condition of the following County trails and identifying steps to address
the compliance issues found:






Black Still Lake Road Trail
Hancock Trail
Sleepy Hollow Road Trail
South Lake Trail
Wilson Lake Parkway Trail

Of the segments analyzed, 23 sections were identified as non-compliant. Issues include inaccessible or
obstructed features such as benches and trash cans and signage and curb ramp deficiencies. The
specific recommendations can be found in the Lake County Multi-use Trails ADA Compliance Plan Report
Appendix. The Office of Parks and Trails has implemented a plan to address these issues.

4 Benchmarking
Adjacent and nearby counties are all working on developing trail networks. As part of this project, a
number of counties were contacted to better understand how they manage trail construction and
maintenance. Plan miles were also noted for comparison and are listed in the following table. Their
approach to construction and maintenance is described below.
Table 1: Adjacent County Existing and Planned Multi-use Trail Mileage
Existing Miles (or under
Planned and/or
construction)
Conceptual Miles
LakeA
52
336
PolkB
106
360
Volusia
61
10
Seminole
56
40
Ocala
10
99
Orange County
49
170
A
includes local trail mileage B includes paved and unpaved
County

Total
388
466
71
96
109
219

Polk County has no dedicated funding sources for trail construction. They use a variety of sources, but
primarily rely in federal TMA- SU funds coordinated by the TPO and FDOT. Maintenance is funded
through General Revenue funds - there is no dedicated source.
Volusia County uses both local and federal funds for construction. The Volusia ECHO Program is the
dedicated local funding source. It is financed by bonds backed by county ad valorem taxes. Volusia
ECHO Program sets aside $1 million/year for construction of trail projects. The Volusia ECHO Program
is set to expire in 2020 unless an extension is approved by referendum. Volusia County Trails are also
funded by federal funds (SU, Transportation Alternatives, Recreation Trails Program) and state funds
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(SUN Trail funds). Operations and maintenance of trails is paid from the County’s General Revenue
fund.
Seminole County residents approved a $25 Million bond program - $20 Million dedicated to trails that
was generated through property taxes - back in 2000. This tax sunset in 2010. In 2014 residents
approved a penny sales tax for Transportation projects, some $53 Million of which named toward future
trails development projects to be spent by the County and the local municipalities. Collection of the
penny tax began in 2015 and will sunset in 2025. The current penny tax is for use of capital
improvements only. The previous bond program included a revenue stream for maintenance, but only
in terms of capitalized improvements, such as repaving and other physical improvements.
Routine maintenance – mowing shoulders, trash pickup, leaf and debris blowing and tree trimming –
are all from the County’s General Fund on a yearly basis. The bond fund was also used to assist in
serving as a match for grants, so projects were also funded through FDOT LAP, CARL, FCT, FRDAP,
RTP and TEA-21. The County was able to secure grants for almost 50% of the project costs over the
duration of the previous bond program.
On a yearly basis, Seminole County has a contract for outsourced maintenance (the maintenance
activities described above) of $178,030. The County also has a small staff of trades workers and
inspectors that are also part of a yearly General Fund budget, but these also have all of their passive
parks lumped together with the trails. This overall fund also includes a budget for monthly utilities
expenditures, materials for repairs, operating budgets for our facilities, IT, etc. While the $178k is the
primary source, there is an operating budget for work beyond and above routine or general
maintenance.
Seminole County also has a few agreements in place where trail or trailhead maintenance are
contracted by another entity. For example, the City of Lake Mary maintains a portion of the Cross
Seminole Trail within their city limits; a property management group maintains a portion of the
Seminole Wekiva Trail along International Drive in Heathrow; and the City of Winter Springs maintains
the Black Hammock Trailhead restrooms. Those efforts also contribute to the routine maintenance
responsibilities and provide valuable resources.
This review affirms a current challenge with trails. They are in demand and being constructed more
than ever before, but agencies are having to do a lot with few resources. Generally, maintenance is a
‘hidden item,’ often pulled from a general revenue fund. Because it is typically lumped in with other
things, it can be hard to ascertain a true cost. Construction is often successfully coordinated with
roadway projects, but the funding for stand-alone trails is generally coordinated by the MPO using
FDOT funds or grants. These funds are also limited. The creation of SUNTrail in 2014 created another
fund source, but that is specifically limited to trails on their adopted network and does not cover
trailheads.
It is important to note that trails also include water-based trails or blueways. By way of comparison,
Lake County has 162 miles of existing blueways and 10 new ones planned with a total of 100 miles. Lee
County’s Great Calusa Blueway Is a paddling trails that meanders through the coastal waters of Lee
County from the Pine Island Sound to Estero Bay, up the Caloosahatchee River and through its
tributaries. The 190-mile trail guides canoeists and kayakers via easy-to-identify brown-and-white signs
through shallow areas away from powerboat traffic. Osceola County’s Shingle Creek Paddling Trail is
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has 7 marked miles, but has 20 miles of available trail and Volusia County has 9 blueways, including the
10-mile Hontoon Dead River Paddling Trail. At the time of this writing, none of trails had maps or
signage posted yet, but directional and informative signage is planned along all of their trails.

5 Trail Implementation Recommendations
Developing a plan is only the first step in the process to creating a robust and successful trail system.
After plan adoption, collaboration and action are what make the plan successful. The following
implementation recommendations have been developed to ensure the success of this Plan.


To support the expansion and maintenance of the Lake County Trails system and work toward
developing a dedicated funding source, such as trail impact fees, user fees, grants, and/or a
bond referendum, for construction and maintenance of trails within Lake County.



Work toward maintaining a minimum level of service of one linear mile of Multi-use Trail per
5000 residents and one mile of nature/hiking trails per 6750 residents.



Continue to make the Trails Master Plan available online. Distribute as needed to all
municipalities, county, state, and federal agencies with jurisdiction over property along the
alignments.



Continue to coordinate trail plans review with the Lake County Public Works Department and
other agencies during PD&E and the design phases.



Coordinate annual reviews of funding through the Lake-Sumter MPO.



Coordinate with the Lake-Sumter MPO on submissions of projects to the annual List of Priority
Projects, including trailheads and trail amenities.



Trails Master Plan should be incorporated by reference into the Lake County Comprehensive
Plan and other long-range planning documents, such as those dealing with land use,
environmental planning and transportation planning.



Coordinate with local governments for adoption of the Lake County Trails Master Plan into
local Comprehensive Plans, city trails masters plans and work to protect trail corridors.



Continue to develop and maintain relationships with other jurisdictions for the coordination,
implementation and management of the trail system with the goal of local management of
trails within jurisdictional boundary.



Continue to coordinate with other non-government entities on regional planning issues related
to the trail system.



Continue to coordinate with the Lake-Sumter MPO, Florida Department of Environmental
Protection (DEP), the Office of Greenways and Trails (OGT), Florida department of
Transportation (FDOT), Department of Community Affairs and others to pursue grant
opportunities.
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Continue to coordinate with staff in adjacent counties, MPOs, OGT, FDOT and others to plan
for and construct trails across county lines to help create a seamless and connected regional
trail network.



Continue to coordinate with the Lake County Public Works Department to include trails and
wider sidewalks on new roadways and roadway expansion plans.



Review and revise this Plan as needed at least every ten years. Interim updates to the map or
Plan may be required to fully utilize partnership opportunities.



Develop an Adopt-a-Trail program, similar to the Adopt-a-Park program where entities or
individuals can ‘adopt’ a length of trail to keep litter-free.



Complete land acquisition agreement with the State (FDEP) for the needed trail right-of-way
(165 acres, Parcel 7 Neighborhood Lakes) for the planned Wekiva trailhead and Neighborhood
Lakes multi-use trail.



Create a sign package in coordination with Office of Communications that standardizes all trail
signage across county maintained sections. This should include Safety Medallions, Trail
Markers, and Information Signage.

6 Master Plan and Trail Alignments
The effort to update the 2008 plan had two goals. The first goal was to update the previously identified
alignments to reflect construction and current need. The second goal was to identify new alignments to
expand the trail system. Therefore, the Plan is shown in two ways: an overall Master Plan map that
illustrates the entire network and Area Maps that focus on specific alignments and opportunities
identified based on staff and community feedback.
Each area may include trail opportunities that would be managed or funded by different agencies.
Because there is so much growth in the County, it is recommended that Office of Parks & Trails
continue to work closely with the Lake County Public Works Department to identify and construct trails
as roadways are designed or upgraded. Municipalities, including Mount Dora, Groveland, Leesburg and
Minneola, maintain their own local trails plans and should continue to prioritize and collaborate with
the County and the MPO to fund local trail projects. The Lake-Sumter MPO maintains the priority list
for trail project funding with an emphasis on regional trails.
This plan is a living document that supports the construction of trails and pathways by policy and
implementation action. The alignments and maps may be updated at any time.
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Maps 1 through 3 illustrated the Lake County Trails Master Plan, Regional Trails Master Plan, and
Blueways Master Plan, respectively.
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Map 1: Lake County Trail Master Plan
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Map 2: Lake County Regional Multi-use Trails Plan
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Map 3: Lake County Existing and Proposed Blueways
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Area Maps
Maps were developed to illustrate alignments that are considered a priority. The 2008 plan identified a
number of trail concepts that are included on the Master Plan Map, but community support was
focused on these priority trails.
The following pages present the trail alignments and information about the lead agency anticipated
timing, and funding for each. Notes are included where there are additional details about trail design.
Alignment maps include:












Figure 1: North Lake Trail (phase I, II and III)
Figure 2: Tav-Dora Trail
Figure 3: Four Corners to the South Lake Trail
Figure 4: South Lake Trail to Tavares
Figure 5: Trout Lake Nature Center to Pine Meadows Conservation Area to Lake May Reserve
Loop Trail
Figure 6: Tav-Lee Trail
Figure 7: Umatilla to North Lake Community Park
Figure 8: Gardenia Trail
Figure 9 South Lake Trail
Figure 10: Wekiva Trail
Figure 11: Central Lake Trail
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Lake County Trails Master Plan

Figure 1: North Lake Trail
This trail provides a connection between Tavares and Astor, connecting the downtowns of Tavares and Eustis as well as providing views of Lake Eustis and pristine forests in north Lake County. Trailhead opportunities
exist at the Lake Pearl Community Center, Old Ocala National Forest Visitor Center and Umatilla Park and at Ferran Park. A PD&E study is planned for 2020 the segment from Eustis to the Black Bear Scenic Trail, the
other segments are unfunded. When complete this trail will become part of the regional River to Hills Trail.
Number

Trail

Miles

Segment

Lead Agency

Anticipated Timing

Funding

1

Northlake Trail Phase 1

4.35

Begins at the Tavares Station Trailhead near
Wooten Park (Tavares) and ends north of Ferran
Park (Eustis).

County / Municipalities

Roadway widening or
Independent project

Unfunded

2

Northlake Trail Phase 2

8.28

From North of Ferran Park (Eustis) to CR 42
(Umatilla)

County / Municipalities

Roadway widening or
Independent project

Unfunded

3

Northlake Trail Phase 3

15.07

From CR 42 to Black Bear Scenic Trail (along SR
40)

County / Municipalities

Roadway widening or
Independent project

PD&E funded
for 2020

Notes/Phases

FDOT has also funded a PD&E study for the Black
Bear Scenic Trail running along SR 40 connecting
Marion and Volusia Counties.

Figure 1: North Lake Trail Alignment
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Figure 2: Tav-Dora Trail
This trail is part of the regional Wekiva Trail and will connect the cities of Tavares and Mount Dora, using Old 441 or railroad right-of-way. Connections are proposed to the YMCA and to Sylvan Shores Park. This
trail also provides a connection to the North Lake Trail as well as the Wekiva Trail to the east.
Number

1

2

Trail

Tav-Dora Trail Phase 1

Tav-Dora Trail Phase 2

Anticipated
Timing

Miles

Segment

Lead Agency

Funding

2.18

Along E Alfred St/Old 441 North Lake
Trail to Bay Rd

County/
Municipalities

TBD

Unfunded

1.81

From Bay Rd to Lakeshore Dr

County/
Municipalities

TBD

Unfunded

Notes/Phases
Proposed to occupy Old 441 right-of-way. Connection to North Lake Trail to be determined
during design and proposed to be trail along Old 441. Widening study for Old 441 did not
include trail and ROW may be insufficient. Alternative wide sidewalk connection possible along
E Caroline St/Dora Ave and connect to E Alfred St.
Part of Old 441 Improvement Study (2008). Anticipated to be constructed in Old 441 ROW or
partially utilizing railroad ROW. CR 500A/Old 441. An alternative alignment runs adjacent to
the Florida Inland Railroad.

3

Tav-Dora Trail Phase 3

1.17

From Lakeshore Dr to Tremain S

County/
Municipalities

TBD

Unfunded

Proposed to be constructed with Old 441 improvements

4

YMCA Connector

0.76

From Old US 441 to Winsled Blvd

Municipalities

TBD

Unfunded

Proposed connection to be wide sidewalk or trail

5

Sylvan Shores Connector

0.10

From Old 441, crossing Park Place to
Sylvan Shores Park

Municipalities

TBD

Unfunded

Proposed connection to be wide sidewalk or trail

Figure 2: Tav-Dora Trail Alignment
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Figure 3: Four Corners to South Lake Trail
The trails in this area are envisioned as a combination of regional and local trails. The primary trail along US 27 connects the Four Corners area to the South Lake/Coast to Coast Trail. This is part of the regional River
to Hills Trail. Many of the trails are anticipated to be built in collaboration with the Lake County Public Works Department and will be constructed during road widening or new roadway construction projects. The
Wellness Way Plan also includes an extensive trail system. Per the Area Plan, there must be trail connections to all parks 100 acres or larger.
Number

Trail

Miles

Segment

1

CR 455 (Green Mountain Scenic Trail)

2

US 27

16.55

Polk County Line to South Lake/ Coast to Coast
Trail

Lead Agency
County/
Municipalities
County/
Municipalities

3.8

Old Hwy 50 to Downtown Montverde

3

Wellness Way Trails

22.16

Conceptual new roadways in wellness way

Developer

4

Citrus Grove Rd, Grassy Lake Rd, Fosgate Rd

5.17

US 27 to Blackstill Lake Rd. Includes Grassy
Lake extension and Triple E Rd South extension

5

Hartwood Marsh Rd Extension

4.61

County line to US 27

6

CR 474

8.53

US 27 to Van Fleet Trail

7

South Lake Trail to Jahna Planned
Development

1.59

South Lake Trail to Jahna Planned
Development

Public Works
Department
Public Works
Department
County/
Municipalities
County/
Developer

Anticipated Timing

Funding

Notes/Phases

Roadway widening

Unfunded

Anticipated to occupy CR 455 right of way.

Roadway widening

Unfunded

With development

Unfunded

Roadway widening

Planned/Funded

To be built with the roadway widening/construction.

Roadway widening

Planned/Funded

To be built with the roadway widening/construction.

Roadway widening

Unfunded

Anticipated to occupy CR 474 right-of-way.

TBD

Anticipated to occupy US 27 and private development right-ofway.
Roadways identified in Sector Plan. Anticipated to be
constructed by developer.

Proposed to use rail and road right-of-way

Figure 3: Four Corners to South Lake Trail Alignment
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Figure 4: South Lake Trail to Tavares
The trails in this area continue the effort to create a primary north south corridor that will let people on bicycles ride from Polk County to the Black Bear Scenic Trail experiencing all that Lake County has to offer in
between. Many of the proposed trails would be constructed in existing road right-of-way and they connect to existing infrastructure. The trail segment north of the Clay Island Trailhead is proposed to run along the
Apopka-Beauclair Canal (A-B Canal).
Number

Trail

Miles

Segment
Montverde to US 27

1

CR 455 (Green Mountain Scenic Trail)

9.65

2

Hills of Minneola/Sugarloaf Mountain
Developments

2.29

3

CR 48

7.05

4

CR 448

6.25

Hancock Trail Phase IV-- CR561A to Green
Mountain Scenic Overlook and Trailhead
Clay Island trailhead to Lake Jem Park
Trailhead

Lead
Agency

Developer

Lake Jem Park Trailhead to Tavares

Anticipated
Timing

Funding

Notes/Phases

TBD

Unfunded

Proposed within CR 455 right-of-way

TBD

With development

Trail proposed with Development

TBD

Unfunded

Proposed within CR 48 right-of-way an along the Canal

TBD

Unfunded

Proposed within CR 448 right-of-way

Figure 4: South Lake Trail to Tavares Alignment
Number
1
2
3
4

Trails
Lake May Loop Segment 1
Lake May Loop Segment 2
Lake May Loop Segment 3
Lake May Loop Segment 4
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Mile
s

Length To/From

1.13

North Lake Trail to Trout Lake

2.42

Trout Lake to Pine Meadows Conservation Area

.77

Pine Meadows Conservation Area to Lake May

3.68

Lake May to the North Lake Trail/Eustis

Lead Agency
County/Local
Agency
County/Local
Agency
County/Local
Agency
County/Local
Agency

Anticipated
Timing

Funding

Notes/Phases

Unfunded

Proposed to run along SR 19 to CR 44.

Unfunded

St John's Water Management District and private property.

Unfunded

St John's Water Management District, County and private
property.

Unfunded

Sidepath proposed along Estes Rd and Bates Ave.
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Figure 5: Trout Lake Nature Center to Pine Meadows Conservation Area to Lake May Reserve Loop Trail
This conceptual trail connects three important county assets, Trout Lake Nature Center, Pine Meadows Conservation Area and Lake May Reserve, ultimately allowing users to connect to the North Lake Trail. The
proposed alignment uses a combination of public rights-of-way, county and private property. Coordination between the land owners would be necessary to design this trail. Next steps: Add to MPO priority list to
fund study to define the alignment.
Number
1
2
3
4
5

Trail
Trout Lake Nature Center-Pine Meadows
CA-Lake May Reserve Loop Segment 1
Trout Lake Nature Center-Pine Meadows
CA-Lake May Reserve Loop Segment 2
Trout Lake Nature Center-Pine Meadows
CA-Lake May Reserve Loop Segment 3
Trout Lake Nature Center-Pine Meadows
CA-Lake May Reserve Loop Segment 4
E CR 44

Miles

Segment

Lead Agency

Anticipated
Timing

Funding

Notes/Phases

1.13

North Lake Trail to Trout Lake Nature Center

County/ Municipalities

TBD

Unfunded

Proposed to run along SR 19 to CR 44

2.42

Trout Lake to Pine Meadows Conservation Area

County/ Municipalities

TBD

Unfunded

Lake County and private property

1.77

Pine Meadows Conservation Area to Lake May
Reserve

County/ Municipalities

TBD

Unfunded

County and private property

4.29

Lake May to the North Lake Trail/Eustis

County/ Municipalities

TBD

Unfunded

Proposed side path along Estes Rd and Bates Ave

County/ Municipalities

TBD

Unfunded

Proposed side path along CR 44

2.11

Trout Lake Nature Center to Lake May Reserve

Figure 5: Trout Lake Nature Center to Pine Meadows Conservation Area to Lake May Loop Trail Alignment
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Figure 6: Tav-Lee Trail
Part of the Wekiva Trail, this trail will connect Tavares and Leesburg. Connecting to Phase I (from Lakes Boulevard in Tavares and Main Street in Tavares). An overpass was proposed between Sleepy Hollow Rd and
College Drive if warranted. The FDOT Transportation Engineering Manual (TEM) allows for an overpass to be constructed for a trail crossing without warrant. Depending on usage and traffic volume, an interim atgrade crossing could be analyzed during the design phase.
Number

Miles

Segment

Lead Agency

Anticipated Timing

Funding

Notes/Phases

1

Tav-Lee Trail Phase II

Trail

0.52

Venetian Trail/Canal St to Bentley Rd

County/ Municipalities

With US 441 construction

Unfunded

Study Complete 2006. Anticipated with US 441 Construction.

2

Tav-Lee Trail Phase II

1.12

Bentley Rd to Ice Cream Rd

County/ Municipalities

With US 441 construction

Unfunded

Study Complete 2006. Coordination with City of Leesburg and Utility required.

3

Tav-Lee Trail Phase II

1.1

Ice Cream Rd to Sleepy Hollow Rd

County/ Municipalities

With US 441 construction

Unfunded

Study Complete 2006. Coordination with City of Leesburg and Utility required.

4

Tav-Lee Trail Phase I

2.49

Sleepy Hollow Rd to College Dr

County/ Municipalities

With US 441 construction

Unfunded

5

Tav-Lee Trail Phase II

1.38

College Dr to Kinne Pierce Rd

County/ Municipalities

With US 441 construction

Unfunded

6

Sabal bluff Connector

.49

From Sleepy Hollow Rd to Sabal
Bluff Preserve Park

Municipalities

TBD

Unfunded

7

Leesburg Trail/ Sunnyside Loop

4.88

From US 441 to Hollow Lane

Municipalities

TBD

Unfunded

8

Silver Lake Loop

5.6

From US 441 to US 441

Municipalities

TBD

Unfunded

Study Complete 2004. Coordination with FDOT and Leesburg Regional Airport
required. Overpass proposed on this segment.
Study Complete 2006. To be constructed as part of waterfront redevelopment.
Coordination required with Lake Harris Waterfront Development and property
owners behind commercial strip just east of Lakes Boulevard.
Study Complete 2006. Coordination with City of Leesburg and Utility required.

Figure 6: Tav-Lee Trail Alignment
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Figure 7: Umatilla to North Lake Community Park
This trail creates a connection from the proposed North Lake Trail to North Lake Community Park. This alignment was well supported during the public outreach effort.

Number

1

Trail

E Collins St

Miles

1.26

Segment

N Central Ave/North Lake Trail to Roger Giles Rd

Lead Agency

County/ Municipalities

Anticipated
Timing

TBD

Funding

Notes/Phases

Unfunded

This conceptual alignment would create a connection to North
Lake Community Park. A wide sidewalk or trail along Roger
Giles Road is also recommended. The next step is a feasibility
study to determine the alignment options and a preferred
alignment.

Figure 7: Umatilla to North Lake Community Park Trail Alignment
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Figure 8: Gardenia Trail
The Gardenia Trail begins at the Leesburg-Wildwood Trail in Leesburg and travels north to the Town of Lady Lake. PD&E studies have been completed for all three phases and would need to be revisited if this trail
becomes a priority for funding. This trail connects the communities of Leesburg, Fruitland Park, The Villages and potentially to the rural areas of Marion County. Phase I identified a trailhead at Susan Street. This
trailhead will utilize the existing parking area at the Susan Street Sports Complex and the Leesburg Recreational Complex. Restrooms and picnic pavilions, as well as bicycle racks should be included. Phase II proposed
a trailhead at the ball park on Shiloh St and Phase III proposed one near the Lady Lake Town Center. Trail stops (bench, shade, trash can, and water fountain) are recommended throughout. An overpass or bridge is
proposed just north of CR 24 at SR 441.
Number

Trail

Miles

Segment

Lead Agency

Anticipated
Timing

Funding

Notes/Phases

1

Gardenia Trail Phase 1: Leesburg-Wildwood
trail and Martin Luther King, Jr. Blvd (CR
466A)

1.71

From Tally Road to Martin Luther King
Blvd (CR 466A)

County / Municipalities

TBD

Unfunded

PD&E Study complete 2006; ROW proposed is abandoned rail line
owned by the City of Leesburg. Small segment north of Tally Rd
needs to be acquired.

2

Gardenia Trail Phase 2

5.09

From CR 466A to Lake Ella Rd

County / Municipalities

TBD

Unfunded

PD&E Study complete 2008; Alignment includes rail right-of-way as
well as alternative alignments.

3

Gardenia Trail Phase 3

4.05

From Lake Ella Road to Marion County
Rd in Lady Lake

County / Municipalities

TBD

Unfunded

PD&E Study complete 2008; Preferred right-of-way is a combination
of existing publically-owned right-of-way, proposed developers’
agreements and a former rail corridor.

4

Marion County Connector

1.5

County / Municipalities

TBD

Unfunded

Next steps include a study and coordination with Marion County.

Figure 8: Gardenia Trail Alignment
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Figure 9: South Lake Trail
This 22.6 mile long trail connects the Van Fleet State Trail in Sumter County to the West Orange Trail in Orange County. It is also part of the Coast-to-Coast Trail that will allow users to ride across Florida from St.
Petersburg to Titusville.
Number

Trail

Miles

Segment

Lead Agency

Anticipated
Timing

Funding

Notes/Phases

1

South Lake Trail Phase IV

7.36

Sumter County Line to Villa City Rd (CR 565A)

FDOT

CST 2025

FDOT

2

South Lake Trail Phase IIIB

6.37

SR 19 to Silver Eagle Rd

FDOT

CST 2018-2019

FDOT

3

South Lake High Connector

0.61

Groveland

TBD

Unfunded

May be widewalk or trail in roadway right-of-way

4

Lake David Connector

0.27

Groveland

TBD

Unfunded

May be widewalk or trail in roadway right-of-way

5

South Lake Regional Park Connector

1.50

Lake County

TBD

Unfunded

May be widewalk or trail in roadway right-of-way. Two
possible connections to South Lake Trail, Max Hooks Rd from
CR 565A or along SR 50 from CR 565A.

Hook St from CR 565A to Park or CR565A/SR
50 to South Lake Regional Park

Figure 9: South Lake Trail Alignment
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Figure 10: Wekiva Trail
Connecting Mount Dora to Seminole County, this trail is being built in phases by the Florida Department of Transportation in conjunction with the construction of the Wekiva Parkway. At about 15 miles in length,
this trail provides a connections to the much of the Lake County Trail Network as well as the West Orange Trail. North/south trails connecting to the Wekiva Trail include Neighborhood Lakes Trail as well as the
trails proposed by the City of Mount Dora. Trailheads are proposed in Mount Dora, at the Wolf Branch Sink Preserve, in East Lake Park, and along the Neighborhood Lakes Trail. An overpass will be constructed over
US 441.
Number

Trail

Miles

Segment

Lead Agency

Anticipated
Timing

Funding

Notes/Phases
Requires County/City of Mount Dora to
acquire CSX ROW

1

Wekiva Trail, Phase 1

5.53

Mount Dora to CR 437

FDOT

2021

FDOT

2

Wekiva Trail, Phase 2

2.96

CR 437 to Hojin St

FDOT

2021

FDOT

3

Wekiva Trail, Phase 3

6.7

Hojin St to Lake County/Seminole County Line

FDOT

2021

FDOT

4

Wekiva Trail, Phase 4/ Neighborhoods
Lakes Trail

2.6

Wekiva Parkway to the Lake County/Orange
County Line

FDOT

2022

FDOT

Figure 10: Wekiva Trail Alignment
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Figure 11: Central Lake Trail
The Central Lake Trail runs east/west through Lake County along CR 48. A trail will connect along US 27 to allow easy access to P.E.A.R Park. The Central Lake Trail also connects the communities of Yalaha, Howeyin-the-Hills and Ferndale. The Central Lake Trail is an important connector trail.

Number
1

Trail
Central Lake Trail

Miles

Segment

Lead Agency

Anticipated
Timing

Funding

18.9

CR 33 to Ferndale

Lake County

TBD

TBD

Notes/Phases

Figure 11: Central Lake Trail Alignment
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7 Potential Trail Connections
One of the important features of the Lake County trail network is the ability it provides trail users to
access the county’s parks and recreation areas. Table 2 lists the myriad connections the trails provide.
Table 2: Trail/Park Connections

Trail Name

Potential Park Connection(s)

Black Bear Scenic Trail

Ocala National Forest
Astor Lions Park
Wildcat Lake
Butler Street Boat Ramp
Ocala National Forest
Lake Dorr Conservation Area
Alexander Springs Recreation Area
Umatilla Park
McTureous Park
Ferren Park
Clearwater Lake Recreation Area
Paisley Park
Ellis Acres Reserve

North Lake Trail

Lake-Volusia Trail

Trout Lake Nature Center-Pine Meadows
CA-Lake May Reserve Loop Trail

State Road 44 Trail
Wekiva Trail/Neighborhood Lakes Trail

Tav-Dora Trail

Lake Yale Loop Trail

Gardenia Trail
Tav-Lee Trail

Trout Lake Nature
Pine Meadows Conservation Area
Lake May Reserve
South Pine Lakes Reserve
Pine Forest Park
Seminole State Forest
Rock Springs Run State Reserve
Lower Wekiva River State Park
Neighborhood Lakes Reserve
East Lake Community Park
Sorrento Park
Wolf Branch Sink Preserve
Wooton Park
Gilbert Park
Sylvan Shores Park
Donnelly Park
Palm Island Park
Emeralda Marsh Conservation Area
Sabel Bluff Preserve
Sawgrass Preserve
Lake Griffin State Park
Sleepy Hollow Sports Complex
Sable Bluff Preserve
Bourley Historic Nature Park

Lake County Parks & Trails Master Plan | Vol. II Trails

38

Table 2: Trail/Park Connections, continued

Trail Name

Potential Park Connection(s)

Central Lake Trail

Hickory Park
Griffin Stormwater Park
Woodlee Sports Complex
Lake Idamere Park
PEAR Park
Lake Louisa State Park
Helena Run Preserve
Flat Island Preserve
Hilochee Wild Management Area
Sketcher Property
Ferndale Preserve
Green Mountain Scenic Overlook & Trailhead
Lake Apopka North Shore
South Lake Regional Park
Lake David Park
Lake Jem Park & Boat Ramp
Lake Idamere Park

U.S. 27 Trail

Green Mountain Scenic Trail

South Lake Trail
County Road 48/448 Trail
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8 Trail Maintenance
The opening of a new trail is cause for celebration. It’s a Table 3: Current Trails being maintained by
chance to acknowledge the efforts that preceded the
the Office of Parks and Trails
opening and celebrate the new community amenity
that has the potential to improve public health and give
Trail Name
Miles
users transportation choices. With each segment
South Lake Trail, Ph 2
5.5
opening however, a maintenance plan needs to be
South Lake Trail, Ph 3A
2.6
developed and often this effort falls to Parks & Trails
Hancock Trail
6.2
staff already assigned to other things. In 2017, Lake
Wilson Lake Parkway
3.0
County Office of Parks and Trails staff maintained
approximately 18 miles of trails, 1 major trailhead
Black Still Lake
0.5
(Green Mountain) and 1 minor trailhead (Cooper
Sleepy Hollow
0.1
Library) with 2 full time staff. By 2022, The Coast-toCoast Trail and the Wekiva Trail will be completed adding up to 32 miles of trail and 6 new trailheads to
be managed and maintained.
The existing trails are ageing adding demands to the maintenance of the system. For example Phase II
of the South Lake Trail, part of the larger Coast-to-Coast Trail, is approximately a decade old and its
age and challenges related to design and weather are evident. Much like a roadway, maintenance
activities such as filling holes, resurfacing and managing damage done by stormwater run-off can
extend the life of trail putting off expensive reconstruction. However, both major and minor repairs
need to be included in capital budgets to maintain the trail network.
The cost-per-mile maintenance cost vary by location of the trail, surface and often, how it was
constructed. Current bids for routine trail maintenance in Lake County average $5,100 for mowing,
edging, blowing and litter pick-only. A 2015 report by the Rails to Trails Conservancy noted the
challenge of determining maintenance costs is often exacerbated because the cost of maintenance for
the rail-trails it studied is often included in larger existing budgets.8 Per discussions with adjacent
counties, this is a common issue for maintenance for most trails. This lack of specificity makes it hard to
quantify staff need; however, even based on an average bid cost of $5,100 per mile (see Table 2), it is
clear that the costs of maintaining the Lake County Trail System will increase significantly over time.
While often agencies incorporate volunteer time to satisfy maintenance needs, it is recommended that
the County consider an additional 1.5 staff positions to support the trail growth through 2022 and
continue to review staff needs as the system is expanded.
Table 4: Average Routine Maintenance Cost of Lake County Trails
Year
2018

Mileage
18 (existing)

Avg Annual
Maintenance Cost
$61,200.00

Cost per Month
$5,100*

*Present-day-costs, inflation should be factored in according to Lake County Budgeting practices

8

Maintenance Practices and Costs of Rail-Trails. https://www.railstotrails.org/resourcehandler.ashx?id=6336
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Trail maintenance includes a wide variety of tasks, from routine maintenance such as “mowing and
blowing” to less frequent tasks like heavy trimming and sign replacement. Table 3 lists tasks associated
with maintenance and the proposed frequency. The Office of Parks & Trails is currently managing the
routine maintenance according to this schedule. It is recommended that this schedule be reviewed
annually and adjusted as needed.
Table 5: Lake County Trails Routine Maintenance and Minor Repair Program
Routine Trail Maintenance and Minor Repair Schedule
Twice Weekly
Blowing off trail and trash/litter (empty cans, pickup within 50’ of
trail)
Every 7-10 Days
Mowing, Edging, Weed-eating
Seasonally – spring
Mulching and weeding planting beds
Bi-weekly
Light trimming of tree and overhanging vegetation
Monthly
Sign and amenities basic cleaning, inspections
Twice yearly
Major trimming (limbing up to 13’ over trail right-of-way and
keeping all shrubs/vegetation where possible off trail by 5’)
Yearly
Power washing all amenities, mulching, minor repainting
Every 2 years (sooner if needed)
Painting curbs and stop bars
Every 2 years
Professional restriping
As needed
Maintaining signage and replacing damaged or faded signs
A copy of the checklist used by County staff to manage all aspects of trail maintenance can be found in
the Appendix and is used to track tasks as well as assist in the training of staff. The checklist
encompasses more than just routine maintenance, including review of safety features, signage and
asphalt condition. This holistic approach is of critical importance to the safety and comfort of the trail
because it allows for issues to be identified and fixed before they become major expenses. As noted in
the Best Practices in Trail Maintenance Report published for the Ohio River Greenway Development
Commission:
Despite the difficulties with comparing collected cost data, which is compiled by different
agencies on varying criteria, it is clear that initial construction costs dwarf the costs of routine
maintenance and enhancement of existing facilities; however … deferring maintenance can
dramatically increase maintenance costs and invert that cost balance. Unfortunately,
deferment is common since funding for routine maintenance has been comparatively difficult
to secure. As trails age without appropriate maintenance, opportunities for substantial costsavings through early intervention shrink. Despite a present lack of funding and technical
support, local trail managers are obligated to maintain federally-funded trailways in accordance
with standards for public safety and access rights.9

9

LTAP, Indiana and Development Commission, Ohio River Greenway, "Best Practices in Trail
Maintenance" (2014). Indiana Local Technical Assistance Program (LTAP) Publications. Paper 8.
http://docs.lib.purdue.edu/inltappubs/8
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Additional annual maintenance and minor repair costs for paved trails is $22,000 per mile, bringing the
total cost per mile to $26,400, which includes but is not limited to landscaping (trimming, tree removal,
sodding, herbicide), sign maintenance, boardwalk repairs, railing and fencing repairs, embankment /
slope repairs, asphalt and concrete repairs, graffiti & vandalism, electrical repairs, site furnishings /
amenities, swales, ADA repairs, retention ponds, and general safety repairs. Funding source for trail
maintenance and repair is the Municipal Service Taxing Unit (MSTU).

8.1 Resurfacing and Major Repairs
As the Lake County Trail System is expanded and ages it will be increasingly important to develop a
plan to extend the life of the trails and maintain a quality trail experience for users. With trail
reconstruction costs similar to new construction, resurfacing and repair should be considered a more
cost effective use of staff resources. It is recommended that in addition to a routine maintenance
schedule, a longer interval schedule for major repairs and maintenance should be developed. Table 4
presents a suggested schedule. Current needs include resurfacing, structural repairs, and ADA
improvements. The funding source for the items listed are sale tax and park impact fees.
Table 6: Maintenance and Major Repair Proposed Timing








5 Years
Major repairs such as, professional repainting and restriping, major flood damage
o Determined by annual maintenance check
o Cost: Material cost plus labor
Sealcoating to increase longevity of trail surface
o Note: Add as line item to Capital Improvement Program
10 Years
Resurfacing, depending on condition.
o Typical resurfacing cost is $300,000 per mile
Signage replacement/maintenance
Reconstruction. Process includes re-grading the trail base and resurfacing the facility.
o Cost varies based on terrain and condition of facility.
o May require re-design and engineering at additional costs.

8.2 Pavement
Pavement longevity can be maximized by ensuring trail construction standards are maintained.
Particularly with trails designed in roadway right-of-way, trails can be subject to the impacts of stormwater runoff from the roadway. If not designed properly with roadway impacts in mind, damage that
needs major repair, particularly in the case of storm-water run-off is more likely to occur. Construction
standards must take conditions into account. As a reference, FDOT recommends designing a bicycle
trail equivalent to a paved shoulder.
Properly constructed and inspected at regular intervals, asphalt multi-use trails have a potential
lifecycle of 10 years. Non-profit trade organization, FP2 reports that every $1 spent on pavement
preservation yields a savings on future rehabilitation or reconstruction of $6 to $10 10 While this is

10

“Why Pavement Preservation, http://fp2.org/why-pavement-preservation/).
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specifically about the preservation of roadway pavement, and trail load and conditions may differ, it is
reasonable to say that preservation for as long as possible is the preferred goal for the trail system.
While asphalt is generally the material used for trail construction, there are circumstances when using
concrete is appropriate because of its durability. In Lake County, concrete is to be used at all trail/road
intersections and may also be used for the trail surface for any trails. It should be considered in areas
prone to high water volume or flow across the trail and in locations where root growth is a possible
concern. The appropriate material should be determined during design. Concrete curbing, as used
along the Druid Rd Trail, should be considered in locations where drainage, extreme wear and tear or
root intrusion is anticipated, sections that require prescribed fire management of adjacent habitat, and
where a new trail connects to one that already has the curb.
In natural areas, paving may not be appropriate. In that case, packed limerock may be used. Lake
County uses limerock for such trails as the Lake Apopka Loop Trail. It may also be appropriate to use
limerock, or other porous/semi-porous materials, as an interim step before funding is found for adding
the hard surface.

8.3 Vandalism
Graffiti and damage to facilities along trails can contribute to a feeling of not being safe and may
discourage trail usage while encouraging more vandalism, creating a vicious cycle. During all routine
maintenance inspections, any evidence of vandalism should be noted and repaired as soon as possible.
Anti-graffiti paint may be applied during construction to deter graffiti and ease future maintenance
cleaning.

8.4 Bridge and Boardwalk Maintenance
As the system expands, over- and under-passes, as well as boardwalks will be constructed.
Maintenance for these special features will need to be factored into the budget. To the extent possible,
design of these features should incorporate materials that minimize the amount of maintenance
needed and be selected with longevity in mind. Inspection to ensure user safety should be incorporated
into the monthly inspection schedule. Special attention should be paid to railings, posts, the deck
surface and boardwalk surfaces, and joints. Bi-annual inspections of bridges performed by licensed
professionals should be also included in the budget.

8.5 Technology
Increasingly, communities are turning to technology and crowd-sourcing to improve communication
and efficiency. Cities such as St. Petersburg, FL have implemented smartphone apps such as
SeeClickFix to improve citizen engagement as well as maximize limited agency resources. This sort of
application, available for both iPhone and Android users, could be implemented by Lake County to help
capture user comments on a variety neighborhood issues including reporting concerns about the trails.
Using the app, citizens can send photos and descriptions while app notes geolocation. Issues are then
routed to the right departments.
Data collection by staff is currently done in the form of checklists on paper in the field and then
transcribed at a later time. Software such as Fulcrum allows for data collection any time anywhere with
a higher level of efficiency and precision. Using smart phones or tablets geo-references data and photos
can be collected in the field. Highly customizable, Fulcrum allows for the drag and drop creation of
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forms and checklists that could be developed to meet Lake County Office of Parks & Trails unique
needs.

8.6 Volunteer Trail Steward Program
The anticipated increase in trail mileage and required maintenance will require additional staff
attention. One way to stretch resources is to supplement staff with volunteers. As noted in the Action
items section, developing an Adopt-a-Trail program, is a way to supplement Parks and Trails staff.
Agencies across Florida utilize volunteers in a number of ways. In Pinellas County an Auxiliary Ranger
program supports the Parks Department by patrolling the parks and the Pinellas Trial by bicycle and by
foot. In addition to the benefit of providing an extra set of eyes and security on the trail, they act as
ambassadors for the County. In Citrus County, through the Florida Department of Environmental
Protection, Division of Parks and Recreation and Parks, volunteers maintain the Withlacoochee State
Trail, build structures, and help to maintain amenities while also acting as ambassadors and promotors
of the trail. Maintenance includes trimming encroaching trees and controlling exotic plants. Volunteers
do interpretive programs with the community and manage the social media activity. To support the
trail, they host an annual fundraiser to help with the ‘care and feeding of the trail.’ According to their
website, “A yearly average of $200,000 of in kind labor from 46 volunteers donating 10,000 hours to the
Withlacoochee State Trail.”11

8.7 Maintenance Agreements
With the help of its local and state partners, it is the goal of Lake County to develop a county-wide trail
system. This includes managing the Plan, collaborating with local and other agencies and in areas
outside municipal boundaries, and maintaining the trails. Local trails, or trails within municipal
boundaries may be constructed by the Lake County Public Works Department in conjunction with the
Lake County Office of Parks & Trails, with the understanding that the municipality will be responsible
for maintaining them once they are open to the public. Maintenance agreements are typically entered
into during the design phase. The requirement is similar for trails constructed by the Florida
Department of Transportation (FDOT). During the design phase, a maintenance agreement is required
to be signed and trail manager must be identified. An example of the FDOT Guidance for Multi-Use
Trail Development and Maintenance and a Maintenance Agreement Template are included in the
Appendix.
References
Trail Maintenance
LTAP, Indiana and Development Commission, Ohio River Greenway, "Best Practices in Trail
Maintenance" (2014). Indiana Local Technical Assistance Program (LTAP) Publications. Paper 8.
http://docs.lib.purdue.edu/inltappubs/8
“Maintenance Practices and Costs of Rail-Trails”
https://www.railstotrails.org/resourcehandler.ashx?id=6336
St John’s County, FL Greenway, Blueway and Trails Final Report (2003)
http://www.sjcfl.us/LAMP/media/SJC_GBT/trail_op_main_mgmt.pdf
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Best Practices for Bicycle Trail Pavement Construction and Maintenance in Illinois
https://www.ideals.illinois.edu/bitstream/handle/2142/45812/FHWA-ICT-12-009.pdf?sequence=2
Major reconstruction: http://www.greenwaysfoundation.org/resources/BestPracticesTrailMaintenance.pdf
Greenways Foundation. http://www.greenwaysfoundation.org/resources/BestPracticesTrailMaintenance.pdf INDOT the cost-per-mile of building out and maintaining an existing separate
alignment, shared-use path at $115,000.
Trail surfaces:
www.railstotrails.org/build-trails/trail-building-toolbox/trail-building-and-design/surfaces/
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9 Trail System Design
Trail design and the design and implementation of the supporting elements such as trailheads and
wayfinding signage are integral to the development of an outstanding trail system and critical to the
safety and enjoyment of trail users. Design of trails may be done by the Department of Transportation,
Lake County Public Works Department or consultants, but all have to meet certain standards and
criteria.
Design standards developed by both the Florida Department of Transportation and by the Lake County
Public Works Department are based on the AASHTO Guide for the Development of Bicycle Facilities
(2012) and various other guidance. As these sources are updated on a regular basis, it is recommended
that the most current versions be consulted. A list of resources is available at the end of this section.

9.1 American Disabilities Act Compliance
Trails are required to be built in accordance with certain standards of accessibility and accessibility by
all users is an important goal for Lake County. The U.S Access Board sets design standards to ensure
that access. According to the U.S Access Board, a multi-use trail specifically designed and designated
for hiking and bicycling would be considered a pedestrian trail. Shared-use paths are included in this
definition. Because of this use by pedestrians, these facilities are subject to the accessibility
requirements of the American Disabilities Act. Paths in the public right-of-way that function as
sidewalks should be designed in accordance with the proposed Public Rights-of-Way Accessibility
Guidelines (PROWAG). These guidelines also apply to street crossings. Shared-use paths built in
independent rights-of-way should meet the draft guidelines in the Advance Notice of Proposed
Rulemaking on Accessibility Guidelines for Pedestrian Facilities in the Public Right-of-Way Proposed
Technical Provisions Applicable to Shared Use Paths once adopted. In most cases the AASHTO
guidelines meet or exceed these guidelines.
The following subsection includes a discussion of trail types and the elements of the trail system in Lake
County.

9.2 Trail Types
Multi-Use Trails
Multi-use trails are bikeways that are physically separated from motor vehicle traffic by an open space
or barrier. They maybe within the highway right-of-way or constructed in an independent right-of-way.
They are intended for use by non-motorized users, including pedestrians and bicyclists, and are
typically designed for two-way travel. Generally 12.5 feet wide or more, in areas where a great deal of
pedestrian and bicycle use is anticipated, 15 feet is the recommended width. When adjacent to the
roadway they are also known as shared-use paths and often serve a transportation as well as a
recreation function. Depending on the adjacent land use, the availability of a side-path may allow users
to commute or replace short distance car trips to the store or other destinations. This type of facility
should be considered the standard for the trail system because separated facilities have been shown to
offer the best experience for riders of all ages. Figure 12 illustrates a typical multi-use trail section.
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Figure 12: Typical Multi-Use Trail Section

Recreational trails
Recreational trails are typically in parks and may be paved or unpaved. Trail surfaces should at least be
compacted to allow for use by bicyclists, pedestrians and wheelchair users. Appropriate materials not
limited to crushed shell, granular, wood chips or mowed grass. Multi-use trails may connect to
recreational trails to encourage access to parks and increase the health benefits of walking and
bicycling. Standard width is 6-8 feet with 8’ of overhead clearance.
Figure 13: Typical recreational trail section
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Greenways
A linear open space established along either a natural corridor, such as a riverfront, stream valley, or
ridgeline, or over land along a railroad right-of-way converted to recreational use, a canal, a scenic road,
or other route; any natural or landscaped course for pedestrian or bicycle passage; an open space
connector linking parks, nature reserves, cultural features, or historic sites with each other and
populated areas; or a local strip or linear park designated as a parkway or greenbelt. Greenways maybe
paved or unpaved; the transition to paved surface may be one that is prioritized over time.

Blueways
Blueways or paddle trails are the water equivalent of a hiking trail and
should be designed to support a variety of users. Amenities such as
landings, sanitary facilities and signage are already common along the
existing Lake County Blueways and their inclusion should be continued
along the new facilities. Physical and geo-positioned markers are already in
use along the Lake County Blueway Trails System. Blueway launches should
be ADA accessible wherever possible. The Office of Parks and Trails with St
Johns River Water Management District (SJRWMD) recently designed and
installed an accessible paddle launch at McDonald Canal.

Accessible gangway
provides access

While generally requiring less maintenance than trails, blueways do have maintenance needs. Blueway
signage may need to be added to a new paddling trail or replaced if it gets damaged or faded and an
annual check of the signage is recommended. Like any trail system, it benefits from
information about it being easily accessible. The County maintains the website www.paddlelake.com
as the primary source of information regarding Lake County paddle trails.
Table 7: Existing and Proposed Blueway Mileage
To supplement staff resources,
it is recommend that Lake
County consider an Adopt-aBlueway Maintenance Program.
This program is similar to the
Adopt-a-Park and Adopt-a-Trail
programs. An Adopt-a-Segment
Trail Maintenance Program uses
volunteers to oversee and
maintain sections of the
blueway system. In Vermont, a
group of trail maintainers help
maintain the Northern Forest
Canoe Trail. Volunteers typically
adopt about ten miles of paddle
trail and inspect their segments
in the spring and fall. Their

Blueway
Blue Creek Run
Stagger Mud Run
St. Francis/Dead River Run
Lake Griffin Run
Lake Harris Run
Helena Run
Golden Triangle Run
Palatlakaha Run
Lake Eustis/Haynes Creek Run
St. Johns River Run
Wildcat Lake Run
Alexander Springs Run
Lake Dorr Run
Lake Norris/Upper Blackwater Creek Run
Wekiva Wild & Scenic River Run
Lake Beauclair Run
Apopka-Beauclair Canal Run
Lower Blackwater Creek Run
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Mileage

Status

8.2
7.54
10.78
16.59
36.89
8.67
21.0
28.96
22.6
11.48
3.24
12.44
5.43
6.63
11.69
4.6
13.97
14.38

Existing
Existing
Existing
Existing
Existing
Existing
Existing
Existing
Existing
Proposed
Proposed
Proposed
Proposed
Proposed
Proposed
Proposed
Proposed
Proposed
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responsibilities include general upkeep such as sign replacement, clearing vegetation and picking up
trash.12
While the needs of each blueway may vary, generally, signage should be inspected seasonally, if not
more frequently for the following:





Condition of the signage for damage or fading
Any damage to the mounting
Vegetation obstructing the signage
Dirt and stains

The National Park Service maintains a website for managers and users of the National Water Trail
System that can be used as a reference for the maintenance of Lake County’s Blueway system. 13
Annual maintenance includes checking, cleaning, repairing, relocating (if needed) or replacing signs,
clearing vegetation from around signs to maintain viability. This requires use of motorized boat.
Generally maps and trail information should be available both printed and can be picked up at the
Office of Parks and Trails and online at www.paddlelake.com. Depending on demand, print runs may
need to be more frequent occurrence however, because of the flexibility and accessibility, on-line may
be considered the primary resource for current paddle trail information. Additional costs may be
incurred for permitting and installation of signage along navigable waterways.
Economic Benef its of Blueways
A 2015 report by the River Management Society attempted to quantify the economic benefits of
blueways.14 The varied and unique nature of each trail and surrounding communities makes it hard to
draw any conclusions about revenue, but it is worth noting that there are both direct and indirect
benefits that should be considered when discussing the benefits of the blueway system. Direct benefits
include things like lodging, restaurants, outfitters/guides, retailing and services, as well as activities.
Indirect impacts include tax revenue, employment or household income and real estate or immigration.
Lake County has 162 miles of existing blueways that offer users a variety of experiences that are as
diverse as the County, from the rural Wekiva trail to the proposed urban canals that connect Lake Jem
to Mount Dora. These paddling trails should continue to be developed in cooperation with the Agency
for Economic Prosperity.

9.3 Lake County Trail Hierarchy
Regional Trails
As defined in the 2008 Master Plan, Regional Shared-Use Trails are characterized by their
interconnection to regional destinations and other statewide trails. These trails should be 15 feet in
width and consist of an asphalt or concrete surface. They provide for long distance travel by
recreational users by connecting major trail systems. While these trails also connect local destinations,
such as schools, parks, and downtown areas, to communities, they are considered the backbone of the
larger statewide trail system. Because of the length of these trails, they often attract users from other
areas of the state or country and are the “showcase” trails of the Lake County Trails Network.
12

https://www.northernforestcanoetrail.org/stewardship/adopt-a-segment/
https://www.nps.gov/WaterTrails/Toolboxes/Trail%20Maintenance
14
An Economic Argument for Water Trails, https://www.nps.gov/WaterTrails/Toolbox/DownloadFile/209
13
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Trailheads, including parking and restrooms, and other trail amenities such as benches and wayfinding
signage are critical features of these trails. The design and construction of these “showcase” trails
should be developed to maximize the user experience and provide a positive and memorable
impression of Lake County. Signage and trail counters (see 8.4.4) are important enhancements for
regional trails.
The Lake County Regional Trail Network is defined by major north-south and east-west routes. Trails in
the network include the South Lake Trail which is part of the longer cross Florida Coast-to-Coast Trail,
the Wekiva Trail that include the Tav-Dora and Tav-Lee Segments and connects to the West Orange
Trail in Orange County, the North Lake Trail which is part of the longer River to Hills Trail and the Lake
Ridge Trail spanning from the Polk County Line/Four Corners area to Lady Lake and the Marion County
line. See Section 6 for the Regional Trail Network.

Minor Shared -use trails
Minor Shared-Use Trails are considered the “arterials” of the Lake County Trails Network: the primary
purpose of these trails is to provide countywide interconnectivity between the local trails and connect
destinations such as schools, parks, downtown areas, and natural areas, to communities and
neighborhoods. They often link to regional shared-use trails within Lake County. These trails are
generally at least 12 feet in width and consist of an asphalt or concrete surface. Amenities may include
trailheads that provide parking and restroom facilities.

Local Trails
Community Walkways or Local Trails connect neighborhoods to local destinations and shared-use
trails. Although they are identified on the Lake County Trails Master Plan Map, these trails are largely
the responsibility of a local municipality or community and will not be included in the prioritization
process for the Lake County Trails Master Plan. While community walkways and local trails utilize
regional shared-use trails for connectivity, the focus for these trails is their connection between the
“front door” of residences and local destinations including parks and places of work. These walkways
are 8 to 10 feet in width and consist of an asphalt or concrete surface. (In some cases, the connection
may be made by a wide sidewalk or widewalk). If they are constructed adjacent to roadway corridors,
they should include transit connectivity.

9.4 On-Road Facility Types
There a number of different on-road bicycle facility types that make use of the roadway network and
can enhance the trail network by connecting parks and trails and creating transportation opportunities .
Listed here from least to most protected, they accommodate different categories of users. Increasingly,
research is showing that the more protected a bicyclist is from vehicles, the more comfortable the
majority of riders feel.
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Bicycle shoulders
Shoulders are a facility commonly used on rural roads.
They provide a separate, dedicated space for bicyclists
but are not marked as a bicycle facility. The minimum
shoulder width is 4’ but on high speed roadways or
roadways with a lot of bicycle users, wider shoulders
are recommended.

Bike lanes
A bike lane is a space dedicated to bicycle travel on the
roadway. They are a minimum of four feet wide if no
curb and gutter, five feet wide if that is included.
Typical users are those comfortable riding with traffic
and represent a fairly small segment of the bicycle
riding community. This facility type should be
considered during roadway resurfacing projects and
can be used to make connections between trails. Bike
lanes are not considered the preferred facility type to
develop a community friendly trail system. Adding
green paint in conflict areas is an approved way to
increase the safe operation of bicycle lanes.

A paved shoulder is often the bicycle facility
associated with a rural road.

A marked bile lane provides dedicated space on
the roadway for bicyclists.

Buffered bike lanes
A buffered bike lane is also a space dedicated to
bicycle travel on the roadway, however buffered
bicycle lanes are seven feet wide with a painted buffer
to provide extra space between the bicyclist and
adjacent vehicles. These facilities provide an additional
degree of comfort to bicyclists and should be
considered for all new roads being constructed in the
County, particularly where higher volumes of bicycle
traffic is anticipated.

Separated Bicycle Lanes
Separated bicycle lanes are on-road facilities that
include a traffic separator and dedicated space for
bicyclists. They can be one or two-way depending on
the need or the roadway condition and can often be
constructed between the existing curbs if the roadway
has excess capacity. In urban areas, this type of facility
can provide a high level of comfort for bicyclists,
similar to that of a shared-use path. Design care must
be taken at intersections and driveways. Adding this
type of facility has been associated with an increase in
bicycle usage.
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9.5 Supportive Elements
Trailheads and rest areas
Lake County maintains two primary types of trailheads depending on its location on the trail. Locations
for trailheads should be considered early in the design process. Proposed trailhead locations are shown
on the maps in Section 6.


Major trailheads consist of the following
elements: restroom, bike rack, bench,
water station, trash can, information kiosk,
bike repair station and optional pavilion
and vehicle parking. Locations for major
trailheads will be determined during
design.



Minor trailheads consist of bike rack,
bench, trash can and information kiosk.
Locations for minor trailheads will be
determined during design.



An example of a minor trail head in Lake County

Rest Areas are small pull-off areas made of
concrete off to the side of a trail. They are included where feasible every ½ mile and include a
bench, trash can and bicycle rack.

Trail signage
Lake County is in the process of developing a signage program. This program will ensure consistency of
information along all trails in Lake County as well as helping to build and maintain the Lake County
brand. Examples of the regulatory and wayfinding signage can be found in the Appendix.

911 Emergency Response System Markers (ERSM)
Feeling safe on a trail is critical to its use. Installing
location decals like one pictured below on trails is an
increasingly common practice to both enhance the
feeling of safety and allow emergency responders to
locate trail users. Exercise distance monitors is also
possible because users can track distance according to
the markers.
In Orange County, a process has been developed
between Parks and Recreation, Trails Division and
Fire, EMS and Law enforcement. 911 operators used
GPS to mark the coordinates every 1/10th of a mile. An An example of a location decal used in on the trails
in Orange County.
excel spreadsheet was created and given to 911
dispatch and EMS. This spreadsheet also noted for
best entry point for each location and whether ambulance and fire truck could fit or only ambulance.
It is increasingly common to install and maintain them for the life of the trail. Maintenance will include
replacement of decals.
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Trail Counters
Understanding trail usage is critical to properly staff and maintain trails. Knowing usage can also help
make the case to expand the system or improve facilities. Cities across the U.S. including Boulder, San
Francisco and Seattle are installing trail counters. According to the Portland Bureau of Transportation,
“…counting bicycles informs the Portland Bureau of Transportation about its progress toward
making bicycling a fundamental part of life in Portland and gives feedback about the usefulness of its
investments in bicycle infrastructure and city streets.” (Brooks, 2014)
It is recommended that trail counters be installed at major trailheads and at county lines, with a focus
on the Wekiva Trail and the South Lake/Coast to Coast
Trail. The County is currently planning on installing
counters are the following locations:











Green Mountain/Lake Apopka Loop Trail
South Lake Trail
Hancock Trail
Wekiva Trail
Neighborhood Lakes Trail
Pine Meadows Conservation Area
Ferndale Preserve
P.E.A.R Park
Black Bear Scenic Trail
North Lake Trail

Bicycle barometer in Boulder, CO.
Source: PeopleForBikes

9.6 Crossings
Trail/roadway intersections are essential components of a trails system because they are the most
prone to conflict and crashes. Designing intersections that give bicyclists and vehicle operators enough
time to react to each other is crucial to minimizing the opportunities for crashes. There are design tools
available to help all users navigate intersections, as described below.
Because each crossing is unique, the specific geometry and location will factor into the design of each
intersection. It is important to note that circumstances of use may change over time and this should
trigger a review and modification as needed of certain intersections. If for example a trail has a higher
volume of users than might have been anticipated, it is recommended that the trail crossings be
reviewed. It is also important to consider changes to surrounding land use. A crash trend or higher than
projected volumes for either vehicle or bicyclist users may require the need to redesign the crossing to
address the challenges.

Stopping Sight Distance
Safety at trail intersections (trail and roadway, trail and driveway, etc.) relies on enough time for the
users of all modes to see any oncoming conflict. This ‘stopping sight distance’ will vary depending on
trail conditions, including slope and design speed. Figure 14 showing table 224.10.2 from the 2018 FDM
shows the minimum recommended stopping sight distances. Additional information on calculating
these distances can be found in the AASHTO Guide for the Development of Bicycle Facilities (2012).
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Figure 14: Minimum Stopping Site Distances (Florida Design Manual)

Source: Florida Design Manual, 2018

Intersection Design
Trail crossings typically take one of three forms: mid-block, intersection or grade-separated
(over/underpass). Each has its own design and usage challenges. While the crossing types are discussed
below, refer to the AASHTO Bike Guide, section 5.3 and the AASHTO’s Guide for Planning, Design and
Operation of Pedestrian Facilities for more details.
Determining assignment of right-of-way at an intersection is of critical importance and typically the
approach taken should be to apply the least traffic control that will be effective.
Unsignali zed crossings
Unsignalized crossings may occur where the trail intersects with the roadway. Assignment of right-ofway is key to identifying the appropriate traffic control devices for the circumstance. Factors such as
traffic and trail volume, sight distance and grade should be taken into account. High-visibility
crosswalks with the appropriate signage and marking for both modes should be the minimum. Per
AASHTO, the amount of restriction placed at an intersection should be appropriate for the intersection.
Unnecessary risk and disregard of signage can result if more restriction than necessary is included at
intersections.
Enhanced at -grade crossing or signali zed
crossing
A Pedestrian Hybrid Beacon is a pedestrian actuated
traffic control device that provides a dark indication
to motorists until activated by a pedestrian, at which
time a flashing yellow followed by a solid red
indication is provided to motorists to direct them to
stop. The solid red indication advances to a flashing
red indication that allows motorists to proceed with
caution once a pedestrian has cleared the crossing.
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A Rectangular Rapid Flashing Beacon (RRFB) is a traffic control device consisting of two rapidly and
alternately flashing rectangular yellow indications having LED array based pulsing light sources that
function as a warning beacon. A number of these have already been installed across the state. Guidance
for usage has changed therefore It is recommended that designers confer with FDOT District 5 during
design.
Trail/subdivision Intersections
Trail/subdivision entrances are often challenging because of design as well as volume of users. It is
important to treat these like you would an unsignalized intersection, with adequate sight distance and
assignment of priority. Yield signs should be considered unless residential volume is high. High visibility
crosswalks or a variation that uses green paint should be considered to bring attention to the crossing.
Overpasses and underpasses
Overpasses and underpasses may be considered in locations where traffic volumes are too high to
manage with an at-grade crossing, such as multi-lane highway crossings. In some instances an overpass
can be constructed after the trail is open if volumes justify it so can be part of a longer term plan for the
trail.
Crosswalks
Crosswalks provide critical clarification at intersections, identifying a safe space for bicyclists and
pedestrians to cross, as well as heightening the visibility of users of the crossing. The design of a
crosswalk should depend on the facility type, adjacent street function, surrounding land use and level of
potential conflict.
The Small Town and Rural Design Guide has identified a number of factors that can be included to make
a crossing safer including median islands, raised crossings and crosswalk markings (see Figure 15). The
National Association of City Transportation Officials Bikeway Design Guide has identified a number of
crosswalk designs that can be implemented depending on need. Features the Guide highlights include
green paint in the intersection and “elephant tracks” or wider white striping along the outside of the
intersection.
It is recommended that each intersection or crossing be designed for the context, including the features
that would provide the most clarity for all users of the crossing. Standard intersection design drawings
are included in the Appendix.
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Figure 15: Shared Use Path Crossing

Source: Small Town and Rural Design Guide (FHWA)

Geometric Design Criteria
Basic trail design criteria are provided below. More detail can be found in the AASHTO Guide for the
Development of Bicycle Facilities.
Lateral Clear ance
The minimum lateral clearance distance is two feet. The MUTCD requires three feet clear between trail
and signage.
Overhead Clearance
The recommended overhead clearance for structures is ten feet, with a minimum of eight feet. Trees
will be limbed up thirteen feet above the trail surface.
Striping
Striping may be installed where passing is inadvisable, including at the approach and departure of
intersections. Striping may also be advisable where trail user volume is high, sight distance is restricted
or design speed is low.
Cross slope
Shared use paths adjacent to roadways function as sidewalks according to PROWAG and therefore
cannot have a cross slope greater than 2%. A 1% cross-slope is recommended for ease of use by people
with disabilities.
Grade
The maximum grade of a shared use path adjacent to a roadway is 5%. Grades for paths in an
independent right-of-way should not exceed 5%. Switchbacks and pull-outs can be provided to
mitigate excessive grade changes. Signage should also be provided to warn users of grade changes.
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Multi-Use Trail Sections
The following are graphics illustrate the proposed typical sections for different roadway configurations
in Lake County. Each option is dependent on available right-of-way. Lake County Office of Parks and
Trails will continue to collaborate on trail design and construction.

Figure 16: Local Road with 5’ Sidewalk

Figure 17: Local Road with Adjacent Multi-Use Trail
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Figure 18: Multi Lane Road with Multi-Use Trail and Sidewalk

Figure 19: Divided Multi-Lane Road with Multi-Use Trail and Sidewalk
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Figure 20: Horse Trail Adjacent to a Multi-Use Trail in Natural Area

Figure 21: Horse Trail Adjacent to a Multi-Use Trail with Curb
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Trail Design Resources
The following guides were used when developing the design criteria for Lake County’s trails.









Florida Design Manual (2018)
Guide for the Development of Bicycle Facilities, (2012, 4th Ed.), AASHTO
Guide for Planning, Design and Operation of Pedestrian Facilities, (2004), AASHTO
Traffic Engineering Manual, Florida Department of Transportation (2016)
Manual of Uniform Traffic Engineering Devices, Federal Highway Administration
Small Towns and Rural Multimodal Networks Guide, Federal Highway Administration (2016)
NACTO Bikeway Design Guide (web version)
2008 Lake County Trails Master Plan

10 Planning Document Recommended Changes
The alignments, recommendations and design elements included in this plan have been developed to
enhance and expand the bicycle and pedestrian network across the County. Plan implementation is a
highly collaborative effort that is supported by the Lake County’s Comprehensive Plan, Land
Development Code and other planning documents. Recommended additions are underlined.
Lake County Comprehensive Plan, Planning Horizon 2030
I-1.3.1.2 Guiding Principles of Traditional Neighborhood Development
Provide for an integrated network of local two-lane streets, bicycle trails multi-use paths, and
pedestrian paths sidewalks to connect neighborhoods, access the Neighborhood Core and promote
connectivity throughout the Traditional Neighborhood.
Objective I -2.3 Ferndale Community
Policy I-2.3.24 Trails Consistent with maintaining the rural character of Ferndale, Lake County
shall work to establish an integrated network of trails within the community for pedestrian,
biking, and equestrian use. It shall be the intent of the County to link this trail system with the
Ferndale Preserve and proposed trails planned for the Hills of Minneola, Sugarloaf Mountain,
the Lake Apopka North Shore Restoration Area, and The Green Mountain Scenic Byway.
Objective VI-1.9 Coordination with local, regional, state and federal agencies for recreational facilities
Policy VI-1.9.8 Trails Program Lake County shall continue working towards expanding and
improving its trails program by coordinating with federal, state, regional, and local public
agencies and private organizations to implement the Lake County Trails Master Plan,
September 2008 and 2018 or its successor document.and subsequent documents.

Parks and Recreational Element
Objective VII 1.5 Trails and Greenways
Policy VIII-1.5.8 Bicycle Storage for Public Facilities and New Development. The County shall
provide bicycle storage facilities at existing County parks, and shall analyze the need to provide
such facilities at other public buildings. The Land Development Regulations shall incorporate
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provisions requiring all new shopping centers, recreation areas, and other public use
developments to provide storage facilities for bicycles.

Lake County Comprehensive Plan, October 11, 2010
OBJECTIVE 2-5: FACILITIES FOR BICYCLE AND PEDESTRIAN WAYS; AND ESTABLISHMENT OF
SCENIC ROADWAYS. Promote a System of Bicycle and Pedestrian Ways in Planning For
Transportation Facilities, and Analyze Roadways For Scenic Designations.
Policy 2-5.1: Planning for Bicycle and Pedestrian Facilities. By 1992, Lake County shall prepare a
plan for developing bicycle and pedestrian ways which connect residential areas to recreation
areas and major activity centers. Lake County shall continue to plan for and actively work to
implement the identification, design and construction of multi-use trail facilities throughout the
County.
Policy 2-5.2: Rails-to-Trails Program. Lake County shall coordinate with and support local
organizations of Rails-to-Trails Incorporated in order to analyze the feasibility of acquiring
abandoned railroad right-of-ways within the County for use as regional bicycle and pedestrian
paths.
Policy 2-5.3: Provision of Bicycle and Pedestrian Ways for New Developments. By February
1992, Land Development Regulations for Lake County shall require evaluation within the
development review process that requires applicants of Planned Unit Developments, site plans,
subdivisions, plats and replats to address and if necessary meet the needs for bicycle and
pedestrian facilities.
Policy 2-5.4: Consideration of Bicycle Storage Facilities for Existing Public Facilities and for New
Developments. The County shall provide bicycle storage facilities at existing County parks by
1994, and shall analyze the need to provide such facilities at other County public buildings
within the proposed bicycle and pedestrian plan. By February 1992, Land Development
Regulations shall incorporate provisions requiring all new shopping centers, recreation areas,
and other public use developments to provide storage facilities for bicycles.

11 Trail Prioritization
Table 6 presents the prioritization criteria developed to ensure that the limited funds available for trail
construction are applied to projects that align with the County’s and community’s goals. These criteria
reflect a combination of overall goals for the regional non-motorized transportation network as well as
feasibility and economic development potential.
Trail development is a collaborative process. Municipalities play an important role in advancing the trail
construction process by becoming advocates for their local plans and the segments that fall within
municipal boundaries. For example, Howie-in-the-Hills has adopted a resolution expressing their
interest and support for the construction of trails through the town. A copy of the resolution can be
found in the Appendix. Partnership can include local funding and includes maintenance responsibilities.
The County is developing its own trails and is responsible for maintenance of trails outside local
boundaries. At every level, the MPO is an important partners in the trail construction process, working
with the County and local agencies to develop priorities for funding.
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To develop the list, each trail alignment illustrated in the individual area maps in Section 6 was scored
based on how well it satisfied the criteria. Trails that are funded are not included in this list. The
prioritization reflects conditions on the ground now and feedback obtained during Plan development.
Trails are recommended to be re-scored as development occurs or community needs change.

Lake County Parks & Trails Master Plan | Vol. II Trails

62

Lake County Trails Master Plan
Table 8: Trails Master Plan Prioritization Criteria
Prioritization Criteria

Segments
Priority Ranking

Connectivity

Connects to parks (≥20 acres)
Makes regional trail connections
Corridor connects to 2 or more trails
Connects to 1 other trail
Connections to destinations
Connects cities or downtowns
Connects existing infrastructure
Connects to a transit line
OGT priority network
User Experience
Improves user safety
Access to key viewpoints, vistas, wildlife habitats, etc.
Greenway or off-road trail corridor
Adjacent to major roads
Creates loop options - 5 points if local loop, 10 pts if regional loop
Trail expected width is 14 feet or more
Trail includes identified opportunities for new trailhead facilities
Environmental Impacts
Wetlands, species, floodplain - subtract 10 pts. If boardwalk or other elements
are incorporated to protect areas, subtract 5 pts.
Economic Development
Trail corridor connects commercial and residential properties - expected
opportunity to eliminate car trips is high
Trail corridor is not to adjacent to commercial or residential properties expected economic development potential is low
Trail corridor has tourist economic potential

Equity (Assign One)
Few or no other bicycle/pedestrian connections are available in the areas
surrounding the trail corridor (0-3)
Several other bicycle/pedestrian connections are available in the areas
surrounding the trail corridor (4-7)
Numerous other bicycle/pedestrian connections are available in the areas
surrounding the trail corridor (7 or more)
Complexity (Assign One)
High complexity (right-of-way needs to be acquired, easements negotiated,
drainage issues) - subtract 5 pts
Low complexity (no right-of-way is required, land generally available for trail)

Community Support
On MPO priority list
Identified in local plans
Community support identified during plan development
Local agency/group advocacy for alignment
Local agency ownership of long term operation and maintenance
Miles of trail that would be maintained by local agencies
Readiness
Conceptual only
Planning study completed
Feasibility assessed
Design complete
Right-of-Way acquired or planned to be acquired

Points

5
10
10
5
max. 10
2
2
2
10

10
10
10
2
5 or 10
2
2

subtract 5 or 10

5
2
10

10
5
2

subtract 5
5

10
5
5
5
10
max. 5
0
2
2
5
10

North Lake Phase
III - Umatilla to
Black Bear Scenic
Trail

Notes

Assign points if trail connects to a park that is 20 acres or larger
Assign points if trail is on regional (connecting counties) trail system
maps (OGT, MPO)
Assign points if trail connects to 2 or more existing or planned trails
Assign points if trail connects to 1 other trail or proposed trail
Assign 1 point for each destination along trail corridor: schools, parks
(≤20 acres)
Assign points if trail connects cities or downtowns
Assign points if trail connects existing infrastructure (trail, bike lanes,
etc)
Assign points if trail creates access to transit
Assign points if trail is on OGT priority trail network

Assign points if there are known safety issues/crashes in the/along the
corridor that this segment would address
Assign points if corridor includes viewpoints, vistas, wildlife habitats,
etc.
Assign points if corridor is proposed off-road or in green space
Assign points if trail is proposed along a roadway corridor
Assign points if trail segment is part of an identified local or regional
loop
Assign points if trail is planned to be 14' or wider
Assign points if alignment includes areas identified for potential
trailheads
Subtract points if trail impacts wetlands, protected species habitat,
floodplain, etc.

Assign points if trail is expected to have high economic impact
Assign points if trail is expected to have low economic impact
Assign points if trail has been identified by EDC or helps support EDC
policy goals

Assign points if trail is proposed in area where there are few or no
bicycle/pedestrian facilities
Assign points if trail is proposed in area where there are several
bicycle/pedestrian facilities
Assign points if trail is proposed in area where there are numerous
bicycle/pedestrian facilities

Subtract points if trail design/construction is complex
Assign points if trail design/construction is less complex

Assign points if corridor is on the MPO priority list
Assign points if the corridor is identified in local plans
Assign points if, during Plan development public involvement, support
was identified
Assign points if alignment has support of a local agency or advocacy
group
Assign points if local agencies have been identified for long term
operation and maintenance
Assign points for each mile of the proposed trail that would be
maintained locally

Assign points if planning study has been completed
Assign points if feasibility of trail has been studied
Assign points if design has been completed
Assign points if needed right-of-way has been acquired
Total Assigned Points

Priority Ranking
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1

2

Tav-Dora Trail

3

4

5

Trout Lake
Nature CenterFour Corners
Pine Meadows South Lake Trail
to South Lake
Conservation
to Tavares
Trail
Area-Lake May
Reserve Loop

6

7

8

9

10

11

Tav-Lee Trail

North Lake
Phase I: EustisTavares

North Lake Phase
II: Umatilla to
Eustis

Gardenia Trail

Central Lake Trail

Umatilla to
North Lake Park

5

0

5

5

5

0

0

0

5

5

5

10

10

0

10

10

10

10

10

10

0

0

10
0

10
0

0
0

10
5

10
5

10
5

10
5

10
0

0
5

10
0

0
0

10

10

10

10

10

10

10

10

10

5

2

2

2

0

2

2

2

2

2

2

2

0

0

2

0

0

0

2

2

2

2

2

0

0
10

0
10

0
0

0
10

0
10

0
10

0
10

0
10

0
0

0
0

0
0

10

19

10

10

10

10

10

10

10

10

10

10

0

10

10

10

0

0

0

0

10

0

10
2

0
2

10
2

0
2

0
2

0
2

0
2

0
2

0
2

0
2

0
1

0

10

5

5

5

10

0

0

0

0

5

2

2

2

0

2

2

2

0

0

0

0

2

2

2

0

0

2

2

2

2

2

0

0

0

0

0

0

0

0

0

0

0

0

0

5

0

0

0

5

5

0

5

0

0

0

0

2

2

2

0

0

0

0

2

2

10

10

10

0

0

10

10

10

0

0

0

10

0

10

0

10

0

10

10

0

10

10

0

5

0

5

0

5

0

0

0

0

0

0

0

0

0

0

0

0

0

2

0

0

0

-5

-5

0

-5

-5

-5

-5

-5

-5

0

5

0

0

5

5

0

0

0

0

5

10
5

0
5

10
5

10
0

10
0

0
0

10
5

10
5

0
0

0
5

0
0

5

5

5

5

5

0

0

0

5

5

5

5

5

5

5

0

5

0

0

5

5

0

0

10

10

0

0

0

0

0

10

0

10

0

3

5

0

0

2

0

9

10

0

1

0
2
0
0
0

2
0
0
0
0

0
0
0
0
0

0
0
0
0
0

0
0
0
0
0

2
2
2
2
0

0
0
0
0
0

0
0
0
0
0

0
0
2
2
5

0
0
0
0
0

0
0
0
0
0

135

124

113

111

108

105

100

97

89

70
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8
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12 Funding Plan
The collaboration between the Lake County Office of Parks & Trails and the Lake County Public Works
Department as well as with the Lake-Sumter MPO and FDOT has led to the construction of many miles
of trail since the 2008 Plan adoption. The trails that have been built have been included in plans to
construct or widen a roadway. In some cases an identified need might have to be satisfied with a wide
sidewalk, as determined by available right-of-way acquisition. Additional trails have been identified
and/or studied and need to be advanced to next the phase. Study costs are not included in the funding
plan, but if a study is needed it is noted. It is important to continue to work with the Lake County Public
Works Department to build trails and make trail network connections as opportunities arise.
The Florida Department of Transportation is in the process of constructing a trail adjacent to the
Wekiva Parkway and is developing the cross Florida Coast-to-Coast Trail that encompasses the South
Lake Trail and runs from Sumter County to Orange County. The Coast to Coast Trail is on the DEP
identified Priority Trails and is eligible for SUNTrail funds, a FDOT managed funding source. These
funds are also available by individual grant for other segments on the Priority Trail Map. More
information about the SUNTrail program is available on the DEP website.15 Table 7 shows the planning
level costs, using FDOT generalized costs, for each alignment identified by staff or public input. These
costs will be refined as the trails are studied. A breakdown of the FDOT generalized costs, can be found
in the Appendix.

15

http://www.floridasuntrail.com/

Lake County Parks & Trails Master Plan | Vol. II Trails

64

Lake County Trails Master Plan
Table 9: Planning-Level Costs for Priority Alignments
Length
(miles)

Trail Cost
(2019 Est)

North Lake Trail (All Phases)

27.7

$12,960,059

7

North Lake Phase I: Begins at the Tavares Station Trailhead near Wooten Park (Tavares) and ends north of
Ferran Park (Eustis)

4.35

$2,035,244

8

North Lake Phase II: From North of Ferran Park (Eustis) to CR 42 (Umatilla)

8.28

1
4

North Lake Phase III: From CR 42 to Black Bear Scenic Trail (along SR 40)**

South Lake Trail to Tavares Area Trails**

Ranking

9

Name

3

11

10

Number of
Trailheads

Trailhead Cost
(Est)

Total
(2019 Est)

4

2,000,000

$14,960,059

1

500,000

$2,535,244

$3,873,981

1

500,000

$4,373,981

15.07

$7,050,833

2

1,000,000

$8,050,833

22.95

$10,737,666

$10,737,666

9.65

$4,514,966

$4,514,966

Sugarloaf Mountain Development: Hancock Trail Phase 4 / Lake Apopka Loop Trail*

2.29

$1,071,427

$1,071,427

CR 48 (Clay Island trailhead to Lake Jem Park Trailhead)

7.05

$3,298,499

$3,298,499

CR 448 (Lake Jem Park Trailhead to Tavares)

6.25

$2,924,201

$2,924,201

10.85

$5,076,413

1.5

$701,808

28.88

$13,512,148

2

1,000,000

$14,512,148

3.8

$1,777,914

2

1,000,000

$2,777,914

US 27 (Polk County Line to South Lake / Coast to Coast Trail)

16.55

$7,743,284

$7,743,284

Wellness Way trails*

22.16

$10,368,047

$10,368,047

Citrus Grove Rd, Grassy Lake Rd, Fosgate Rd

5.17

$2,418,899

$2,418,899

Hartwood Marsh Rd Extension

4.61

$2,156,891

$2,156,891

CR 474 (US 27 to Van Fleet Trail)

8.53

$3,990,949

$3,990,949

South Lake Trail to Jahna Planned Development

1.59

$743,917

$743,917

Tav-Dora Trail (Plus Connectors)**
Tav-Lee Trail

6.02
6.61

$2,816,590
$3,092,635

Leesburg Trail/Sunny Side Loop

4.88

Gardenia Trail (all phases)
Four Corners to South Lake Trail Area Trails
CR 455 (includes Green Mountatin Scenic Trail - Old Hwy 50 to Downtown Montverde)

2
6

Overpass /
Underpass Cost
(Est)

CR 455 (includes Green Mountain Scenic Trail)

Marion County Connector

5

Number of Over
/ Underpasses

2

$8,000,000

3

1,500,000

$14,576,413
$701,808

3
2

1,500,000
1,000,000

$8,316,590
$8,092,635

$2,283,216

1

500,000

$2,783,216

500,000

$3,120,084

1
1

$4,000,000
$4,000,000

Silver Lake Loop

5.6

$2,620,084

1

Sabal Bluff Connector

0.49

$229,257

1

500,000

$729,257

11.72

$5,483,462

3

1,500,000

$6,983,462

Primary Alignment (Segments 1-4)

9.61

$4,496,251

$4,496,251

CR 44 Alternative Alignment (Segement 5)

2.11

$987,210

$987,210

1.26
17.79
13.73

$589,519
$14,323,446
$11,423,885

Trout Lake Nature Center-Pine Meadows Conservation Area-Lake May Reserve Loop Trail

Umatilla to North Lake Community Park Connection: Widewalk / Trail
Wekiva Trail: Seminole County Line to Mt. Dora (includes Neighborhood Lakes Trail)**
South Lake Trail/Coast to Coast: Silver Eagle Road to Sumter County Line**

Central Lake Trail
Grand Total of All Trails

18.9
217.08

$589,519
$8,323,446
$6,423,885
$285,402
$126,325
$701,808
$8,842,784
$101,565,686

Grand Total of Ranked Trails

166.41

$77,858,604

South Lake High School Connector

0.61

Lake David Connector

0.27

South Lake Regional Park Connector

1.5
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1
1

$4,000,000
$4,000,000

4
2

2,000,000
1,000,000

$285,402
$126,325
$701,808

6

$24,000,000

26

$13,000,000

$8,842,784
$138,565,686

4

$16,000,000

17

$8,500,000

$113,358,604
65

Lake County Trails Master Plan

Notes:
Ranked Trails are in bold lettering
Cost is based on 2016 FDOT Long Range Estimates plus 29% Project Unknowns (Drainage, Signage, Markers, and Construction Contingencies)= $428,169.30 per mile (2016)+ Inflation adjusted at 3.0% =
$467,872.15 (2019 Estimated) per mile
Design and Right-of-way acquisition is not included in costs.
Cost is based on a stand-alone 12 foot wide shared-use trail. Cost may vary if trail is built with a roadway construction project.
Trailheads vary in cost depending on size and amenities. Average cost utilized.
Construction costs to be funded by Federal/State Grants, FDOT, County, Municipalities or Developer.
*Wellness Way and Sugarloaf Mountain Trails potentially funded with planned/future development.
**On Lake-Sumter MPO Priority List/ Funding currently allocated by FDOT for construction.
+See Appendix Section 10
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13 Acronyms
Lake-Sumter Metropolitan Planning Organization

LSMPO

Office of Greenways & Trails

OGT

Florida Department of Transportation

FDOT

Bicycle and Pedestrian Advisory Committee

BPAC

Lake County Water Authority

LCWA

St. Johns River Water Management District

SJRWMD

Tourist Development Counsel

TDC

Florida Department of Environmental Protection

FDEP

Long Range Estimate

LRE

State Comprehensive Outdoor Recreation Plan

SCORP

Level of Service

LOS

Bureau of Economics and Business Research

BEBR
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Section 1: Introduction
Lake County adopted its Countywide Trails Master Plan (Trails Master Plan) in 2008 and is undertaking
this update to ensure that the Trails Master Plan reﬂects the most current informa�on and
recommenda�ons for the county’s trails system. One of the ﬁrst steps in this process is to conduct a
needs assessment to iden�fy the exis�ng trails inventory, assess updated demographic/socioeconomic
informa�on, understand recent or ongoing planning eﬀorts that could inﬂuence the County’s trails
program, and, essen�ally, form the framework for the recommenda�ons to be developed later.
Per�nent ﬁndings from this Needs Assessment will be integrated into the update of the Trails Master
Plan.
In addition to this Introduction, the following sections are included:
•

Section 2 – Implementation of 2008 Countywide Trails Master Plan presents the progress
made in implementing the previous master plan and discusses trails planning in some of the
surrounding counties.

•

Sec�on 3 – Baseline Condi�on Analysis analyzes the existing demographic characteristics of the
county, including updated population projections and existing and future land use and
development patterns.

•

Section 4 – Planning Document Review summarizes plans and studies pertinent to existing and
future trails facilities and programs throughout the county and region.

•

Section 5 – Regional Connectivity analyzes opportunities for regional connections and identifies
where trails in Lake County might connect to a larger multi-county or statewide network.

•

Sec�on 6 – Economic Development documents the relationship between trails, parks and
recreation, and economic development, including special events.

•

Sec�on 7 – Staﬃng and Opera�on Assessment the findings of the operations and finance
assessment of Lake County’s Office of Parks and Trails.

Section 2: Implementation of 2008 Countywide Trails Master Plan
The purpose of the 2008 Trails Master Plan was to provide a long-term vision and to bring that vision
into short-term focus with a realistic and practical approach to connectivity between schools, parks,
neighborhoods, town centers, libraries, and the surrounding counties. The Lake County 2008 Trails
Master Plan Goal was the following:

Develop a cohesive countywide trail system that will connect
people and places through a regional network.
The following section provides an overview of the trail system underway in 2008, trail accomplishments
between 2008 and 2016, and currently-funded trail projects to understand the progress made since the
prior plan adoption and to determine any change in needs and priorities for Lake County residents and
visitors.
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Source: Lake County Countywide Trail Master Plan, 2008

2008 Trail System Summary
The 2008 Trails Master Plan inventoried existing trails at the time and consisted of the following:
•

29.7 miles of County trails

•

11.5 miles of local trails

•

145.9 miles of blueways

•

185 miles of nature/park trails

The trails component is further divided as noted below, and each type of trail plays an integral role in
the development of the overall trail network:
•

Regional/Priority Shared-Use Trails – characterized by their interconnection to regional
destinations and other statewide trails; priority trails are those regional shared-use trails
included in the 20-Year Funding Goal for the 2008 Trails Master Plan.

•

Minor Shared-Use Trails – considered to be the arterials of the Lake County Trails Network;
characterized by their interconnection to regional shared-use paths within Lake County but do
not necessarily link statewide trails directly to each other.

•

Local Trails – considered the collectors and distributors of the Lake County Trails Network,
connecting neighborhoods to local destinations and regional and minor Lake County shared-use
trails; largely the responsibility of the local municipality or community.

•

Park and Nature Trails – often the most scenic trails, constructed to blend as much as possible
into the natural surroundings and to minimize their impact on the surrounding ecosystems.

•

Paved Shoulders – often used by AASHTO Class A bicyclists for transportation and long-distance
recreational travel.

•

Blueways – scenic waterways that include an abundance of scenery and wildlife, as well as easy
non-motorized boat access.

Trail Accomplishments (2008–2016)
Since the adoption of the Plan, the landscape of trails planning and development in Florida and in the
United States has changed. Trails are increasingly considered to be a measure of quality of life and are
an amenity that communities are coming to expect. Trails also are taking their place in the
transportation network, in addition to being a recreational amenity.
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The process of providing trails also has been becoming increasingly collaborative, as the demand is high
and available funding is limited. Cities are working with Counties and MPOs to prioritize projects and
identify funding, and the Florida Department of Transportation (FDOT) is playing a greater role, often
building trails as part of roadway expansion projects.
To understand progress that has been made towards completing the Plan, existing trails as well as those
planned for construction were mapped. As shown on Map 1, much has been accomplished since the
adoption of the 2008 Plan. A list of trails constructed or planned for construction as of 2016 is shown in
Table 1. As of 2016, there are 50 miles of paved trails, with 21 miles planned for construction.
One way to measure progress is to calculate miles of available trail by population. In the 2008 Plan, the
trail level of service is 1 mile of paved trail per 5,000 residents. Given the current population of 325,875
(US Census, July 2015), 65 miles of miles of paved trail are required to satisfy the current adopted level
of service.
Another way to measure progress is to look at benchmarks uses by national organizations such as the
National Recreation and Park Association. The 2016 NRPA Field Report: Park and Recreation Agency
Performance Benchmarks notes that “agencies serving more than 250,000 people in their area have a
median of 90.1 miles of trails under their purview.” Lake County has 52 miles of existing trails and 21
miles of trails planned for construction. Once constructed, there will be 73 miles of trails in Lake County.
This Plan update will build upon the existing and planned 73 miles. In comparison, Seminole County
currently maintains 80 miles of existing trails and Orange County has 32 miles, but their 2012 Plan calls
for a 170-mile county-wide trails system, and Volusia County maintains 2 showcase trails totaling 33
miles, with another 27 funded for construction by 2018.
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Map 1: Lake County Trail Accomplishments
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Table 1: Trails Planned for Construc�on, as of 2016
Project Name
Wekiva Trail
Tav-Lee Trail Extension
South Lake Trail
Black Bear Scenic Trail
Total Mileage

Mileage
16.47
0.45
9.67
7.75
34.34

Section 3: Demographic and Socioeconomic Analysis
Understanding demographics and popula�on forecasts is important when developing a trail system to
ensure facility availability and distribu�on. This sec�on provides an overview of the general
demographic and socioeconomic condi�ons of Lake County, including popula�on, race/ethnicity,
student popula�on and school sites, age distribu�on, and household income in rela�on to the ﬁve
Planning Areas (PA) of Lake County. Also incorporated is future growth based on the Lake-Sumter MPO
2040 Long Range Transporta�on Plan (LRTP) and analysis completed by the East Central Florida Regional
Planning Council to iden�fy where growth is likely to be most signiﬁcant in the coming years. This
analysis will help iden�fy areas where facili�es or recrea�on access might be needed. Key considera�ons
for each analyses are iden�ﬁed that may impact the update of the Trails Master Plan.

Population
The 2014 popula�on is based on the most recent data from the US Census Bureau. To assess future
demand, the popula�on change from 2010 to 2040 was analyzed to iden�fy areas of high popula�on
growth. This informa�on will be used to develop a plan that is responsive to the needs of Lake County as
the popula�on grows (see Table 2 and Map 2).
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Map 2: Lake County Popula�on Change, 2010 to 2040
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Table 2: Lake County Popula�on Change
Maps
2014
Population

2010–2040
Population
Change

Opportunities

RPA-1

RPA-2

RPA-3

RPA-4

RPA-5

Highest
proportion of
population
(5,001 to 9,028)
concentrated at
southeast
corner, east of
US 27, and
around
Groveland
Highest
population
growth (1,701
to 6,900)
anticipated at
southeast
corner and near
Mascotte,
Groveland

Highest
proportion of
population
(5,001 to 9,028)
concentrated at
southern end,
south of SR 50
and Clermont

Highest
proportion of
population (2,001
to 5,000)
concentrated in
southern end,
near Yalaha,
Astatula, Tavares

Highest
proportion of
population
(5,001 to 9,028)
concentrated
near Sorrento
and Plymouth

Highest
population
growth (901 to
3,500)
anticipated
around Minneola
and Montverde

Highest
population
growth (1,701 to
3,500)
anticipated
around Tavares,
Astatula

Explore E/W
non-prioritized
trail connection
(CR 474) to
South LakeCitrus Ridge
Trails Phase I;
explore trail
connection to
South Lake Trail
and West Lake
Trail

Explore trail
connections to
South Lake Trail,
Sugar Loaf
Mountain Trail,
Hancock Road
Trail, South
Lake-Citrus
Ridge Trails
Phase I

Explore trail
connections to
Tav-Lee Trail,
Sugar Loaf
Mountain Trail,
Tav-Dora Trail,
North Lake Trail
Phase I

Highest
population
growth (901 to
6,900)
anticipated
north of Mount
Dora and Eustis,
southwest of
Seminole State
Forest
Explore trail
connections to
Tav-Dora Trail,
Lake-Wekiva
Trail, North Lake
Trail Phase I

Highest
proportion of
population
(2,001 to 5,000)
concentrated in
Lady Lake,
Umatilla, south
of Lake Norris,
and east of Lake
Tracy
Highest
population
growth (1,701
to 6,900)
anticipated near
Lady Lake and
Umatilla

Explore trail
connections to
Gardenia Trail

Next steps:
• Evaluate opportunities for trails in areas of projected population growth
• Consider developing non-prioritized trails in communities where population growth anticipated
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Race/Ethnicity
Race and ethnicity were analyzed to understand racial disparities and access to the trail system (Table 3
and Map 3).
Table 3: Lake County Race/Ethnicity
Maps

RPA-1

Hispanic
Population

RPA-2

RPA-3

Majority (29.5% Majority (29.5% Majority (18.4%
to 55.7%)
to 55.7%)
to 29.4%)
concentrated
concentrated
concentrated
south of Lake
around
west of Lake
Louisa, west of
Sawgrass Lake
Eustis
Mascotte and
and Trout Lake,
Groveland, and
Minneola, and
southwest of
Clermont
Howey-in-theHills
Black/African
Majority (12.9% Majority (12.9% Majority
American
to 29.36%)
to 29.36%)
(29.37% to
Population
concentrated
concentrated
91.67%)
south of Lake
east of Clermont concentrated
Louisa, north of
near Leesburg
Mascotte and
Groveland
Opportunities: Consider social equity in identification of trail opportunities.
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RPA-4

RPA-5

Majority (18.4%
to 29.4%)
concentrated
near Mount
Dora, Eustis,
Sorrento, and
Plymouth

Majority (18.4%
to 29.4%) is
concentrated
near Lady Lake
and Astor

Majority
(29.37% to
64.16%)
concentrated
near Eustis and
Mort Dora

Majority (12.9%
to 29.36%)
concentrated
near Lady Lake,
Fruitland Park
and Umatilla
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Map 3: Lake County Concentra�on of Race and Ethnicity (2014)
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Student Population/School Sites
Student population and existing public schools were analyzed to understand facility needs around
schools (Table 4 and Maps 4 and 5). Connecting schools and communities was a goal of the 2008 Master
Plan. Illustration of the two-mile buffer around schools allows for analysis of the facilities within that
distance that might allow safe walking and bicycling to schools.
Table 4: Lake County Student Population/School Sites
Maps
Student
Population
(Ages 5–17)

Schools

RPA-1
Majority
concentrated
around
Mascotte
Groveland, and
southeast
corner
10 public

RPA-2

RPA-3

RPA-4

RPA-5

Majority
concentrated
around
Clermont,
Minneola, and
southeast corner

Majority
concentrated
around Leesburg
and south of
Astatula

Majority
concentrated
around Lady
Lake, Pine Lakes,
and south of
Lake Norris

12 public

14 public

Majority
concentrated
around
Sorrento, Mount
Plymouth,
Eustis, and
Grand Island
16 public

6 public

Opportunities: Coordinate with local municipalities and School Board to identify opportunities to develop
priority list of trail or sidewalk needs within 2 miles of schools.
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Map 4: Lake County Student Popula�on
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Map 5: Lake County Exis�ng Schools and 2-Mile Buﬀer
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Age Distribution
Age distribution was analyzed to identify areas that might benefit from trail features that are
appropriate to various age groups (see Table 5 and Map 6).
Table 5: Lake County Median Age
Maps

RPA-1

RPA-2

RPA-3

RPA-4

RPA-5

Median Age

Majority between Majority between Majority over
Majority under
Majority ages
ages 25–45; some ages 25–45; some age 65; next
age 65; some
36–65; some
older adults over
older adults ages
largest age
older adults over older adults over
age 65
46–65
group ages 25–
age 65
age 65
concentrated to
concentrated to
45
concentrated to
concentrated to
northwest, south southeast
northeast of
west
of Ronald Regan
Lake Eustis
Turnpike
Opportunities: Apply an 8–80 strategy for trails and trail enhancements, potentially targeting areas with high
populations of users with specific needs; design takes into account needs of children age 8 to people age 80.
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Map 6: Median Age
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Household Income
Median household income was analyzed to iden�fy areas of low income to ensure equal access to trails
to provide community building, recrea�on, exercise and transporta�on (Table 6 and Map 7).
Table 6: Lake County Median Household Income
Maps
Median
Household
Income

RPA-1
Majority
$34,999–
$64,999; small
number in
northeast
earning less
than $10,000

RPA-2

RPA-3

RPA-4

Majority
$44,999–
$65,000+; small
number in west
earning less
than $34,000

Majority
$34,999–
$64,999; small
number in north
earning less than
$24,000

Majority
$44,999–
$65,000+; small
number in
southwest
earning less
than $24,000

RPA-5

Majority $24,99
9–$64,000;
some earning
$65,000+
located in
central area;
small number in
west earning
less than
$24,000
Opportunities: Connect sidewalks, bike lanes, and/or local trails to low-income neighborhoods to promote
physical activity and health as well as improve economic opportunity by creating access to employment not
dependent on car ownership; provide safe walking and biking access to schools, workplaces, shopping, and civic
buildings.

Section 4: Trails-Related Planning Documents
A review of past trails related plans/studies was conducted to identify key considerations that may
impact the update of the Trails Master Plan, including accessibility studies, transportation plans,
greenway/trail system plans, statewide outdoor recreation planning, County policies, local
redevelopment plans, and engineering studies/reports (Table 7).
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Map 7: Lake County Median Household Income
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Table 7: Review of Past Trails-Related Plans/Studies
Plan/Study
Reviewed
Lake County
Multiuse Trails
Accessibility Study
and ADA Transition
Plan

Date
March 2016

Responsible
Agency
Lake County

Plan/Study Overview
Outlines development of multiuse
trails inventory and database,
prioritization of improvements,
and phasing plan to implement
improvements based on
anticipated funding available over
next five years.

Opportunities

• Incorporate ADA requirements/ standards for

•

•

City of Clermont
Downtown &
Waterfront Master
Plan

March 2015

City of Clermont

Lake-Sumter MPO
2040 LRTP

Adopted
December
2015

Lake-Sumter MPO

Coast to Coast
Connector – Report
3

December
2015

FL Dept. of
Environmental
Protection

Focuses initiative to enhance
downtown and waterfront.

•
•

Lake County Trails Master Plan

Guides MPO decisions on
expenditure of federal and State
transportation funds for highway,
transit, freight, pedestrian,
bikeway projects within LakeSumter MPO planning area.
Provides overview of C2C project
and trail developments from July–
December 2015

•
•

multiuse trails and amenities, such as accessible
routes, curb ramps, obstructions/ inaccessible
features and signage.
Include multiuse trails improvement program and
prioritization process, such as identifying
responsible entity, consolidating/relocating
amenities, and prioritizing improvement
responsibilities.
Reduce financial costs by “piggybacking” on planned
roadway projects and partnering with other
jurisdictions or organizations on implementing trail
improvements.
Potential to connect Citrus Tower Trail and
Lakeshore and Hammock Ridge bike routes to South
Lake Trail.
Encourage local trail connections to South Lake
Trail, such as 12th St, Minneola /East, and Third St
Trail Connectors.
Identify trail connections to other regional trails.
Include MPO’s TIP to Trail Implementation and
Funding Schedule.

• South Lake gap (SR 50/SR 33) from CR 565 to CR

565A with estimated cost of $28,678,973.
• Continue to coordinate with Office of Greenways
and Trails to implement C2C connector.
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Plan/Study Reviewed
Mt. PlymouthSorrento Community
Redevelopment Area –
Redevelopment Plan

Date
March 2014

Responsible
Agency
Lake County

Plan/Study Overview
Provides blueprint to improve
existing built environment and plan
growth due to construction of the
Wekiva Pkwy.

Opportunities

• Identify opportunity to use abandoned railroad

•
•
•
Florida’s Statewide
Comprehensive
Outdoor Recreation
Plan (SCORP)

2013

Florida Dept. of
Environmental
Protection

Outlines five-year policy plan,
establishes framework for statewide
outdoor recreation planning.

•
•

•
•

Lake County Trails Master Plan

rights-of-way for recreational trail system connecting
Mt. Plymouth-Sorrento to extensive trail system in
Seminole County and to Mt. Dora and adjacent Lake
County communities.
Plan for trailheads in strategically located areas along
Wekiva Trail within CRA.
Encourage development of ecotourism facilities, such
as kayaking, biking, hiking and paddleboarding.
Coordinate with CRA on sidewalks and paving or
repaving projects to improve connectivity.
Central Region has highest seasonal recreation use by
visitors participating mostly in resource- based
activities, followed second in user oriented activities.
Within Central region are several resource-based
activities relating to trail system that are below LOS
of statewide median, such as:
- Bicycling paved
- Bicycling unpaved
- Hiking
- Horseback riding
- Off-highway vehicle driving
Evaluate LOS to balance local needs and needs of
tourists.
Plan for additional resource-based activities (as
specified above).
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Plan/Study Reviewed

Date

Florida Greenways &
Trails System Plan

2013

Predictive Economic
Impact Study for
Mount Dora to
Seminole Wekiva Trail

Sept 2011

Lake County Trails Master Plan

Responsible
Agency
Florida Dept. of
Environmental
Protection

Florida Greenways
and Trails
Foundation

Plan/Study Overview
Outlines new vision for Florida
Greenways and Trails System in
advancing Florida’s economy,
tourism, health, transportation,
recreation, conservation, quality
of life.

Estimates economic impacts for
City of Mount Dora as result of
trail running through downtown,
connecting to the proposed
Wekiva Parkway Trail, Seminole
Wekiva Trail, and eventually West
Orange Trail.

Opportunities

• Need to coordinate planning efforts with

local/regional entities on land trails
opportunities of state and regional significance:
- North Lake Trail Corr.
- SR 40 Trail Corr.
- FNST Corr.
- Silver Springs to Mount Dora Bikeway Corr.
- Umatilla to Minneola Corr.
- Tav-Lee Trail Corr.
- Lake Apopka Look Trail Corr.
- West Orange Trail Corr.
- Lake to Cross Florida Greenway
- Inverness to Leesburg Corr.
- Palatka Rail Trail Corridor
- South Lake-Minneola Trail Corr.
- Lake Louisa Trail Corr.
- Van Fleet State Corr.
• Need to include water-based trails:
- Stagger Mud Lake Run Paddling Trail Corr.
- Alexander Springs Trail
- St. Francis/Dead River Run Paddling Trail
Corr.
- Hontoon Dead River Paddling Trail
- Lake Norris Paddling Trail
- Blackwater Creek Paddling Trail
- Harris Chain-of-Lakes Trail
- Palatlaka Run Paddling Trail Corr.
• Coordinate with City of Mount Dora in
prioritizing downtown connection.
• Explore other downtown connections to
enhance local and regional economy.
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Plan/Study
Reviewed
Lake County
Comprehensive
Plan—Capital
Improvement
Element
Lake County
Comprehensive
Plan—
Conservation
Element

Date
Adopted in 2010

Adopted in 2010

Responsible
Agency
Lake County

Lake County

Plan/Study Overview

Opportunities

Identifies need for and
location of shared-use
trails throughout
unincorporated Lake
County.

• Reevaluate minimum LOS of 1 mi. of regional or minor

Aids in use and protection
of natural resources in
Lake County, including
environmentally- sensitive
lands and open space.

•

•

•
•

Lake County
Comprehensive
Plan—Economic
Development
Element

Adopted in 2010

Lake County

Achieves economic
sustainability by enhancing
and promoting its many
cultural and recreational
amenities.

• Connect multi-use trails to culturally-diverse neighborhoods.
• Develop historical/educational interpretative signs along
•
•

Lake County
Comprehensive
Plan—Future
Land Use
Element

Adopted in 2010

Lake County

Provides for efficient
allocation of public
facilities and services and
variety of transportation
options.

•
•

•

Lake County Trails Master Plan

shared-use trail per 5,000 residents and 1 linear mi. of
hiking/nature trails per 6,750 residents.
Correct existing deficiencies to accommodate future growth,
replace deteriorated or obsolete facilities pursuant to
applicable LOS standards.
Explore opportunities for new greenways/blueways to meet
population growth and tourism.
Give indications of environmentally-sensitive areas suitable
for acquisition and development for recreational and open
space purposes.
Enhance natural resources and environment with policies
relating to passive recreation activities including trails,
greenways, blueways within open space corridors.

trails.
Enhance/connect multi-use, equestrian trails, blueways to
regional networks.
Evaluate LOS to balance local needs and needs of tourists
who may also use local facilities.
Provide internal network of streets, pedestrian paths, bicycle
trails for traditional neighborhoods, Mount PlymouthSorrento Community, Sunnyside Planning Area, Ferndale.
Develop/implement plans for paved shoulders or trails
suitable for bicycles along Green Mountain Scenic Byway
segment of CR 455 and along CR 561A within boundaries of
Ferndale.
Link trail system with Ferndale Preserve and proposed trails
planned for Hills of Minneola, Sugarloaf Mountain, Lake
Apopka North Shore Restoration Area, and Green Mountain
Scenic Byway.
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Plan/Study
Reviewed
Lake County
Comprehensive
Plan—Future Land
Use Element
(cont’d)

Date
Adopted in 2010

Responsible
Agency
Lake County

Plan/Study Overview

Opportunities

• Open space within Wekiva Study Area (WSA) and Wekiva

•
•
•

Lake County
Comprehensive
Plan—Parks and
Recreation
Element

Adopted in 2010

Lake County

Facilitates development and
management of parks and
facilities for recreation
system that includes
environmental lands, trails,
and other recreational
opportunities that meets
diverse needs of growing
community.

•

•
•

•
•

Lake County Trails Master Plan

River Protection Area defined as land area that remains
undeveloped or minimally developed, such as trails and
boardwalks.
Protect rural areas through designation of scenic rural
roadways and trails.
Protect resources of Florida Black Bear Scenic Byway
Corridor through provision of bicycle and pedestrian
facilities or trails.
Support adoption and development of Lake Apopka Loop
Trail System and connections to existing trails and
recreational facilities.
Evaluate LOS to balance local needs and needs of tourists
who may also use local facilities; minimum LOS of 1 mi. of
regional or minor shared-use trail per 5,000 residents and
1 linear mi. of hiking/nature trails per 6,750 residents.
Encourage development of comprehensive greenway,
blueway, trails, equestrian, and bikeway system.
Interconnect existing and future dedicated open space
areas, pedestrian and bicycle trails, hiking trails, equestrian
trails, canoe runs, and, where appropriate, utility corridors,
into greenways/blueways network.
Streamline parks, recreation facilities and programs to
focus on providing larger scale facilities to link them with
trails system.
Reevaluate trail right-of way acquisition strategies and
develop priority list.
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Plan/Study
Reviewed
Lake County
Comprehensive
Plan—Parks and
Recreation
Element (cont’d)

Date
Adopted in 2010

Responsible
Agency
Lake County

Plan/Study Overview

Opportunities

• Explore incentives for private landowners in creating trail
•
•
•
•

Lake County
Comprehensive
Plan—
Transportation
Element

Adopted in 2010

Lake County

Encourages efficient and
coordinated bicycle and
pedestrian system to
ensure safe, convenient,
efficient travel of
pedestrians and bicyclists
through bicycle lanes,
sidewalks, trails connecting
to schools, neighborhoods,
major trip generators.

•
•
•
•
•

•
Lake County
Comprehensive
Plan—Wellness
Way Area Plan
Amendment

Adopted in 2010

Lake County

Establishes Wellness Way
Urban Service Area for
future economic
development and balance
growth with continued
development of Horizon
West.

•
•
•
•
•

Lake County Trails Master Plan

system.
Update potential major funding sources (i.e., Federal, State,
local).
Establish 5-, 10-, 20-year funding goals.
Develop Trail Implementation/Funding Schedule for each
prioritized trail.
Implement design/maintenance techniques, materials,
procurement methods to provide most cost-effective
measures to develop and maintain trail facilities.
Reevaluate trail-related impact fees.
All new and rebuilt collector and arterial facilities to provide
bicycle lanes and sidewalks
Identify new roads since 2008 with bicycle lanes and sidewalks
that could link to trail system.
Reevaluate design standards to identify modifications to
specifications and prototypical cross-sections and trailheads;
updates to overpass/underpass and trailhead locations.
Coordinate with lead agencies in acquisition and development
of trail system using abandoned railroad right-of-way and
studying implementing options for coordinated provision of
bike trail network.
Explore incentives for private landowners in creating trail
system.
Establish potential trails and blueways within WWUSA
connecting to adjacent existing trails and parks.
Provide connectivity of Lake Louisa State Park to existing
Orange County Trails.
Include soft in addition to hard surface trails.
Develop Trail Implementation and Funding Schedule within
WWUSA.
Explore incentives for private landowners in creating trail
system within WWUSA.
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Plan/Study Reviewed

Date

Responsible
Agency
Lake County/
Town of Howeyin-the-Hills

Plan/Study Overview

Opportunities

Documents findings of
engineering assessment for
proposed capacity widening
improvements for East Revels
Road and S. Lakeshore
Boulevard to further enhance
safety of the pedestrians and
bicyclists.

• Explore opportunity to connect E. Revels Road and S.

Preliminary
Engineering Report,
East Revels Rd in Lake
County and South
Lakeshore Blvd in
Howey-in-the-Hills

August 2009

City of Mount Dora
Trails Master Plan

April 2009

City of Mounty
Dora

Establishes overall vision and
strategy for development of
comprehensive,
interconnected trail network.

• Continue to coordinate with City of Mount Dora on

Cherry Lake Rd –
Jalarmy Rd – E.
Apshawa Rd
Preliminary
Engineering Report

July 2008

Lake County

• Explore opportunity to connect Cherry Lake Rd,

Eustis Downtown
Master Plan

July 2008

City of Eustis

Evaluates Cherry Lake Rd,
Jalarmy Rd, E. Apshawa Rd to
determine number of lanes
needed for vehicles and
facilities needed to
accommodate bicycles and
pedestrians within project
corridor.
Builds on desired vision for
better downtown by
enhancing and expanding
existing parks, improving
pedestrian/bicycle
connections.

Lake County Trails Master Plan

Lakeshore Boulevard to trail system.

implementing regional shared-use trails and
trailheads, Lake-Wekiva and Tavares-Dora Trails.
• Encourage City to implement trail connections to
regional trails to enhance the overall network.
• Coordinate with City in exploring blueway
connections to Lake Dora.

Jalarmy Rd, E. Apshawa Rd to Regional South Lake
Trail.

• Coordinate with City in exploring trail connections to
downtown and blueway connections to
waterfront/marina.
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Plan/Study Reviewed

Date

Lakeshore Drive Bridge
Improvements – Phase
I Preliminary
Engineering Study

June 2008

Town of Monteverde –
CR 455 Corridor
Master Plan

May 2008

Kurt Street Preliminary
Engineering Study

February 2008

Lake County Trails Master Plan

Responsible
Agency
Lake County

Plan/Study Overview

Opportunities

Documents findings for
replacement of Lakeshore
Drive bridge, identifies
improvements to
accommodate future traffic
demand, pedestrian/bicycle
movement.

• Explore connection to Hancock Rd Trail.

Lake County/
Town of
Monteverde

Creates multi-modal
transportation investment
plan to address safety, traffic
flow, drainage improvements,
pedestrian environment, and
bicycle facilities along 2.44
miles of CR 455.

• Explore connection to Sugar Loaf Mountain Trail.

Lake County

Determines number of lanes
needed for vehicles and
facilities needed to
accommodate bicycles and
pedestrians within Kurt St and
Lakeview Ave corridor.

• Explore connections to Eustis-Tavares Trail and
Tavares-Dora Trail.
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Section 5: Regional Connectivity
Florida, like many states, has acknowledged the importance of multi-use trails for its citizens. In Lake
County, the effort to fund trails is a collaborative effort among the local and county government agencies
and, the Lake-Sumter MPO, and FDOT. Priority lists or an application process managed by the MPO has
been one of the methods by which to get trail construction funded. Counties and local municipalities have,
also funded local trail construction.
In 2014, FDOT created a funding source for a statewide multi-use trail system called SUN (Florida SharedUse Non-motorized) Trail Network, acknowledging the importance of regional trails. This funding source is
competitive, and applications for the funds cross county boundaries and highlight the importance of trails
locally and also regionally. The network is currently evaluated every few years and priority trails for funding
are identified. Map 8 shows two trails on the SUNTrail network in Lake County. The South Lake Trail is part
of the Coast to Coast Trail that links St. Petersburg to Titusville. The Black Bear Scenic Trail in northern Lake
County is also on the network as part of the Heart of Florida Loop Trail. The Coast to Coast Trail is the #1
trail funding priority in the State. The second priority, the St. John’s River-to-Sea-Loop in Volusia County,
while not in Lake County, creates opportunities for Lake County to make regional connections. Additional
trails being planned in Orange County create opportunities for communities in fast-growing sections of
south and east Lake County. The areas illustrated on Map 8 are areas that should be considered during the
plan development process because of work going on in adjacent Counties.
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Map 8: Regional Connec�vity
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Section 6: Economic Development
The Lake County Office for Economic Prosperity is responsible for the promotion and strengthening of the
local tourism industry. Promotion and support for a variety of tourism-related activities are funded by
resort tax collection. To continue to expand the collection of this tax, the Office developed an action plan to
work directly with the business community, cities, and other stakeholders to promote eco-tourism,
recreation, sports, and tourism. The action plan includes the following:
•

Complete and implement a new grant application process to fund the promotion of tourism and
attract visitors to Lake County.

•

Target new events that generate overnight purchases in Lake County, thereby generating additional
Tourist Development Tax revenue.

•

Support existing events that bring tourists to Lake County through marketing and financial support,
and constantly look for new opportunities to bring tourists to Lake County (e.g., marketing,
cooperation between private and public sector, cooperation between cities).

•

Identify infrastructure needs, pursue funding and completion (e.g., trail systems, sporting venues)
through a coordinated system.

•

Consider conducting a “tourism” workshop and invite all partners to evaluate existing programs
and facilities and to explore opportunities for greater coordination, improved outreach, etc.

•

Consider establishing a “Tourism” Business Retention and Expansion Program that specifically
addresses the needs of existing tourism-related businesses.

The Office manages a competitive Capital Projects Funding Program that supports individual communities’
efforts to establish or expand existing facilities for tourist programs that will increase the number of
overnight visitors to Lake County. This partnership program has funded the construction of a large sports
facility of the South Lake Campus of Lake-Sumter Community College as well as the Sleepy Hollow Sports
Complex in Leesburg.
While investments in the past have been to sports complexes and in support of tournaments, an area of
opportunity for Lake County to develop could be triathlons that take advantage of both the lakes and trail
system in the County. This Master Plan will explore specific opportunities for the Office of Parks and Trails,
Office for Economic Prosperity, and Tourist Development Council to partner or where tourist development
tax revenue can be used to fund capital improvements to recreational facilities such as trails or trail
amenities to enhance tourism; however, additional funding for the operations and maintenance of such
facilities will also need to be considered.
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Section 7: Staffing and Operation Assessment
Lake County’s FY 2017 budget includes ﬁnancial policies, opera�onal focuses, services provided, and other
informa�on about the county and its government. Basic func�ons and principal ac�vi�es of each
department/division are presented, along with summary of personal services, opera�ng expenses, capital
outlay, and other expenses. A review of capital and opera�ng expenses was conducted for the Oﬃce of
Parks and Trails and for capital improvements to provide insights for the Countywide Parks and Recrea�on
System Master Plan update.
The Oﬃce of Parks and Trails develops and maintains County parks, recrea�on sites, trails, and boat ramps
and preserves natural areas and public lands for the ci�zens of Lake County and maintains abandoned
cemeteries. Parks and trails maintenance and opera�ons are funded primarily out of the Parks Municipal
Service Taxing Unit (MSTU), as well as addi�onal revenue from the General Fund, Impact Fees, Boa�ng
Improvements Fund, Fish Conserva�on Fund, Capital Improvement Fund, athle�c ﬁelds, concession and
pavilion rentals, and various grants. In FY 2017, Public Land maintenance, restora�on, and opera�ons will
be funded from the parks MSTU through a transfer from the General Fund.
As shown in Figure 1, staﬃng for the Lake County Oﬃce of Parks and Trails consists of 32 full-�me
personnel responsible for operating, administrating, and maintaining the County’s parks, public lands, and
trails. Discussions with staﬀ iden�ﬁed addi�onal needs to maintain the trails program. Addi�onal staﬀ may
be needed to adequately maintain the trails planned for construc�on.
All stand-alone trails and blueways are maintained by staff under the Trails/Active/Passive Recreation staff
in the org chart shown below and the trails within parks are maintained by the staff assigned to those
parks. Because of this integration, please refer to Section 5 of the Lake County Parks & Recreation System
Master Plan, Technical Memorandum 1-A, Data Needs Assessment for additional information regarding the
operational and financial structure of the Lake County Office of Parks and Trails.
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Figure 1: Lake County Oﬃce of Parks and Trails Organiza�onal Chart

Section 8: Next Steps
This information provided in this technical memorandum, along with public input gathered through a
community survey and public workshops scheduled for December 2016 through March 2017, will form the
framework for the Trails Master Plan recommendations to be developed over the next six months.
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Introduction
Community feedback about current and future parks and trails needs and opportuni�es was essen�al to
the development of the Parks and Trails Plan Updates. To make sure a broad range of feedback was
gathered, public workshops were held in each of the Recrea�onal Planning Areas in Lake County and an online survey was developed. This survey was available at each public workshop and online by a link from the
Oﬃce of Parks and Trails website from December 8th 2016 to April 3rd, 2017. It is important to note, the
community survey was structured as an opinion survey and is not viewed as sta�s�cally valid. A copy of the
survey instrument is provided at the end of this document.
A total of 5 workshops were held and 565 surveys were submitted, either through the website or in person
at the public workshops. The results of the workshops and all surveys received were combined and are
summarized below. An additional 393 were received after the end of the data collection period and not
combined into the summary below.

Community Workshops
The purpose of the workshops was gather community feedback on the needs and opportunities for Lake
County’s Parks and Trails. The meeting included a short presentation by Tindale Oliver Design that
discussed the current state of the parks and trails system and ongoing parks and trails improvements.
Attendance varied by location but at each event, participants were then broken into 5 groups to answer
questions relating to parks and trails system strengths, gaps, and opportunities and note comments and
ideas on a set of maps provided at each table. The workshops were summarized in a series of memos that
are included at the end of this memo.

Community Survey Questions
The survey included general questions about opportunities and maintenance, as well as specific questions
about the parks and trail facilities managed by Lake County Parks and Trails Division. The following presents
the information collected.

Park and Facility Usage
In question 1 participants were asked if they use a specific type of facility (sports complexes, active parks,
passive parks, public lands and trails); if their response was positive, they were directed to a series of more
specific questions about the facilities.
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Figure 1-1: How often do you use sports complexes or large sports facilities?
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45.8%

Participants were ask how often they visited sports complexes or large sports facilities such as North Lake
Community Park. Of the respondents, almost half, or 49%, said they use sports complexes, with 45.8% using
them weekly and 32.4% using them monthly, as shown in Figure 1-1.

Figure 1-2: Which sports complexes do you use?
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33.3%

East Lake Community Park

27.5%
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51.2%
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Figure 1-2 shows that North Lake Community Park is the most frequently visited sports complex, followed
by Minneola Athletic Complex. Respondents were able to check all that applied.
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Figure 1-3: How o�en do you use ac�ve parks?
8.7%

Daily

10.4%

Weekly
Monthly

33.0%

Yearly

47.9%

Almost 60%, said they use active parks like Astor Lions Park in Lake County. Of those, 10.4% use the
facilities daily, 47.9% weekly, and 33.0% monthly, as shown in Figure 1-3.

Figure 1-4: Which ac�ve parks have you visited?
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Figure 1-4 shows that 37.9% of respondents who use active parks have been to Lake Idamere Park and
24.8% have been to PEAR Park Gateway, among others. Respondents were able to check all that applied.
Review with staff indicated that in the case of South Umatilla Park participant confusion with Umatilla’s
sports park resulted in more votes than reasonably expected.
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Figure 1-5: How o�en do you use passive parks?
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For the 78.4% who responded that they use passive parks like PEAR PARK, 7.0% use the facilities daily,
35.7% weekly, and 41.4% monthly, as shown in Figure 1-5.
Figure 1-6: Which passive parks have you visited?
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Figure 1-6 shows that 39.7% of respondents have been to PEAR Park Conservation Area, 27.3% have been
to Ferndale Preserve and 16.9% of respondents have been to Haynes Creek Park, among others.
Respondents were able to check all that applied. Several parks, including Trout Lake Park and Spring Lake
Park got more votes than is reasonable given the limited amenities. Review with staff suggests that in the
case of Trout Lake Park, there was confusion among respondents between Trout Lake Park and Trout Lake
Nature Center.
Figure 1-7: How o�en do you use boat ramps/blueways?
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The majority (60.1%) said that they do not use boat ramps or blueways, and 39.9% have. Figure 1-7 shows
that 0.50% use the facilities daily, 18.0% weekly, 52.0% monthly, and 29.5% at least once per year.

In total, 38.5% of respondents have been to Lake Harris Run, 33.5% to Lake Eustis Run, and 26.7% to Lake
Griffin Run. Respondents were able to check all that applied. Figure 1-8 illustrates the percentage of the
225 respondents that have visited each blueway/boat ramp. Respondents were able to check all that
applied.
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Figure 1-8: Which boat ramps/blueways have you visited?
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Table 1-1: Top Five Most Frequently Visited Blueways and Boat Ramps
Blueway/Boat Ramp
Lake Harris Run
Lake Eustis Run
Lake Griffin Run
Palatlakaha River Park & Boat Ramp
Lake Jem Park & Boat Ramp
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The next questions asked if participants use public lands (conservation area under the County’s Public Lands
Management Program) and to estimate how often. Of survey respondents, 56.5% have visited public lands.
Of those, 12.0% use the facilities daily, 27.6% use them weekly, 47.0% use them monthly, and 21.1% use
them at least once a year, as shown in Figure 1-9.
Figure 1-9: How o�en do you use public lands?
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Figure 1-10 shows that 52.4% of respondents have been to Green Mountain Scenic Overlook &
Trailhead/Lake Apopka Loop Trail, 25.8% to Lake May Reserve. A number of respondents selected Pine
Meadows Conservation Area but after discussion with staff it was decided that given the limited access to
the area at the time of the surveys, the results were due to respondent confusion about the access.
Respondents were able to check all that applied.
Figure 1-10: Which public lands have you visited?
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Figure 1-11: How o�en do you use mul�-use trails (paved stand alone, e.g., South Lake Trail)?
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In total, 60.7% had used multiuse trails, with 11.4 % using them daily, 29.8% weekly, 41.5% monthly, and
17.4% at least once per year, as shown in Figure 1-11.
Figure 1-12: Which mul�-use trails have you used?
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Figure 1-12 shows that 62.9% of respondents use South Lake Trail, 30.8% use Hancock Trail, and 15.0% use
Black Still Run Trail, among others. Respondents were able to check all that applied.
Lake County maintains a number of public lands to which there is no public access. To gauge interest in
providing access to these lands, respondents were asked to rate the importance of access to each property.
Figure 1-13 shows that public access to Mt. Plymouth Lakes Reserve, and Helena Run Preserve were
indicated as “very important” to survey respondents. Access to Lady Lake Reserve was noted in the survey
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by a number of respondents, but because there is no way to provide public access to the area, the votes
noted but disallowed.
Figure 1-13: Importance of access to public lands
140
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Figure 1-14: Do you use parks and recrea�on facili�es in neighboring coun�es?
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38.3%
61.7%

No

Figure 1-14 shows that 61.7% of respondents use parks and recreation facilities in neighboring Orange,
Seminole, and Polk counties. Facilities most commonly noted include West Orange Trail in Orange County,
Van Fleet Trail (which travels through Polk and Lake counties), and Northeast Regional Park (Orlando).
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Figure 1-15: Which county parks and recrea�on facili�es do you use?
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As shown in Figure 1-15, when asked in which counties respondents use facilities, Orange County ranked as
the most frequent at 74.2%, followed by Seminole County at 41.6% and Volusia County at 35.6%
Figure 1-16: In which ci�es do you use recrea�onal facili�es?
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Respondents were also asked if they use parks and recreation facilities in cities in Lake County. As shown in
Figure 1-16, 83.5% of respondents stated that they use facilities in Clermont the most frequently, at 57.3%,
followed by Mt. Dora at 55.1% and Tavares at 48.9%. Respondents could check all that applied.

1. Quality of Facilities, Maintenance, and Funding
Respondents were asked for their opinions on quality, maintenance, and funding of facilities. Figure 1-17
shows that respondents generally felt that overall quality was either “good” or “excellent.” Of the items
noted as “excellent,” “courteousness of staff” was ranked the highest followed by “condition of trails” and
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“care of natural areas.” These categories also rated highly as “good,” as did most other items. “Security,”
“boat ramp maintenance,” and “upkeep of dog parks” received the most frequent “poor” ratings.
Comparing the number of “poor” to “excellent” responses on these items revealed that, with the exception
of “security,” respondents were at least six times more likely to give the County an “excellent” or “good”
rating for these categories.
Figure 1-17: Overall quality of facili�es
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Respondents were given an opportunity to identify additional recreational facilities they would like to see in
Lake County. Some of most frequent responses include:
•
•

More disc golf courses
Archery

Lake County Parks and Trails Master Plan

Community Survey Results
Page 12

•
•
•
•
•
•

Skate parks
Youth football fields
Additional multi-use trails
Basketball courts
Remote-control Airplane Park
Parks in Groveland, Tavares, Four Corners, etc.

Because the Lake County Office of Parks and Trails funds are limited, it is important to get community
feedback on how the funds should be prioritized by rating various expenditure categories as “very
important,” “somewhat important,” “fairly important,” and “unimportant.” The top funding priorities are
the following. Figure 1-18 shows the rankings for each area:
•
•
•
•
•
•
•

Maintaining existing facilities
Preserving natural areas/conserving public lands
Building new trails
Connecting existing trails
Acquiring land for future park development
Upgrading or expanding existing parks (i.e., restrooms, sports lighting)
Playgrounds
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Figure 1-18: Priori�zed funding
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Lake County Parks plans for, constructs, and maintains a variety of types of trails. To better understand the
areas in which the community would like to see funds invested, respondents were asked to rank their
preference of trail type, with “1” being the most important and “6” being the least important. Figure 1-19
shows that “funding local multi-use trail projects (connecting communities and destinations)” as the most
important, followed by “nature (unpaved trails),” and “paved trails in our parks.” Figure 1-20 illustrates the
ranking for each trail category, reinforcing the top three areas for investment.
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Figure 1-19: Highest ranked trail type for investment
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Figure 1-20: Priority of types of trails that should be funded
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The survey was also an opportunity get input on where additional trails are needed. Frequently provided
responses include:
•
•
•
•
•
•
•

Eustis-Tavares–Umatilla–Mt Dora connectivity
North Lake Trail
Trail along US 27 to PEAR Park
Completion of Lake Apopka Trail
Trail along US 19 to Groveland
Use the railroad right-of-way for trails: Tavares, Mt. Dora, Sugarloaf Trail
Trail along US 27 to Four Corners

2. Demographics
Lake County’s parks and trails are intended serve all ages, and needs across population groups vary. The
goal of the Master Plan update is to ensure that the County’s parks and trails continue to respond to the
needs of the entire community. As part of the survey, respondents were asked to indicate the age of each
of their household members. Figure 1-21 shows household members by age. Overall, the survey represents
the interests of 1,132 community members.
Figure 1-21: Ages of household members of survey respondents
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Survey respondents were asked to provide their home ZIP code to gauge the geographic distribution of
participation. As shown in Map 1-1, residents within Recreational Planning Areas (RPA) 1, 2, and 3 provided
the most feedback.
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Map 1-1: Survey responses by ZIP Code
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Summary and Conclusions
During the public involvement phase of the Master Plan update, input from the workshops and the survey
was analyzed to identify needs and interests of the community. Some of the common themes identified
include the following:
•

Maintaining and enhancing the County’s existing parks and trails in a clean and safe manner is a
highly rated community priority.

•

There is a strong desire to finish parks and trails projects that have been started.

•

Based on the survey we know sports complexes are very popular, with more than 55% of
respondents noting they use these facilities either daily or weekly. Looking to the future, the
County should continue to invest in active parks and sports complexes for recreational purposes,
but also recognize they have an economic and tourist benefit.

•

Based on public comments and the fact that more than 40% of respondents said they use multi-use
trails daily or weekly, we can conclude that connectivity through trails to population centers, parks
and other destinations is important to Lake County residents from not only a recreation perspective
but also to enhance access and mobility, and improve healthy lifestyles. Simply put there is great
interest in connecting trail projects to create networks. Priorities for funding of trail projects
include local multi-use trail projects connecting communities and destinations, nature (unpaved
trails), and paved trails in parks.

•

The public lands in Lake County are very well used, with 12.0% saying they use the facilities daily,
27.6% weekly, 47.0% monthly, and 21.1% at least once per year. There is also interest in opening up
additional public lands for public access for eco-tourism. Therefore, we believe the County should
continue to the provision of public lands, but also recognize the importance of being good stewards
through proper management of the County’s valuable environmental resources.

•

Enhance water based recreation opportunities such as blueways and boat ramps in such a manner
to serve residents, as well as visitors.

•

Develop partnerships/communication with cities and other agencies to leverage the County’s funds
and provide added value to residents and visitors.

•

Prepare for future population growth in such areas as southeast Lake County, especially the Four
Corners/Wellness Way area.

Key Projects - Parks & Trails
o

Enhancements to existing park facilities include adding pickleball to North Lake Park, finish East
Lake Park, complete South Lake Regional Park, partner with the City of Tavares on a park, Include
playground equipment at the MAC for older kids, and add boat ramp/playground on Lake Apopka

Lake County Parks and Trails Master Plan

Community Survey Results
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o

Expand parking and restrooms (increase maintenance) in existing parks, boat ramps and at trail
heads.

o

Increase number of lighted fields and multi-purpose fields at active parks and sports complexes

o

Make ADA improvements within the parks and ensure new facilities are accessible, including the
addition of more “Boundless Playgrounds”

o

Provide non-traditional sports opportunities like Disc golf, Fishing Tournaments, and Lacrosse

o

Enhance existing trail facilities with lighting and restrooms.

o

Trail connections and projects identified in the surveys and at the workshop include:
o Create loop between Trout Lake Nature Center, Lake May and Pine Meadows
o

Create connections between Tavares-Eustis-Mount Dora-Umatilla

o

Coordinate with FDOT on trail along US27 and on the North Lake Trail, Phase 3

o

Develop the Tavares-Mt Dora-Eustis Trail loop, complete the South Lake Trail, connect to
the Wekiva Trail

o

Connecting Umatilla to North Lake Park.

Lake County Parks and Trails Master Plan

Community Survey Results
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A Yield Sign may be used in lieu of a
Stop Sign when local conditions
warrant based on engineering
judgement and at the approval of a
County authorized representative.
Use of a Yield Sign requires
documentation of the local conditions
warranting this decision by the
Engineer of Record or County
Representative.
Note added by County on December
1, 2017

A Yield Sign may be used in lieu of a
Stop Sign when local conditions
warrant based on engineering
judgement and at the approval of a
County authorized representative.
Use of a Yield Sign requires
documentation of the local conditions
warranting this decision by the
Engineer of Record or County
Representative.
Note added by County on December
1, 2017

Trail Signage and Standards

The Office of Parks and Trails is in the process of finalizing. Will be updated when approved.

FDOT Long Range Estimating System - Production
R4: Project Details Composite Report
By Version
Project: SHRUSE-O-01-BB
Description: Two Directional, 12' Shared Use Path
District: 09 County: 99 DISTRICT/STATE WIDE

Letting Date: 01/2055

Project Manager: Cost-Per-Mile Model
Version 10 Project Grand Total
Description: June 2016 Update
Pay Items
Pay Item

Description

102-1
101-1
110-1-1
160-4
285-701

MAINTENANCE OF TRAFFIC
MOBILIZATION
CLEARING & GRUBBING
TYPE B STABILIZATION
OPTIONAL BASE,BASE GROUP 01

334-1-11

SUPERPAVE ASPHALTIC CONC,
TRAFFIC A
PERFORMANCE TURF, SOD
INITIAL CONTINGENCY AMOUNT
(DO NOT BID)

570-1-2
999-25

Project Unknowns
Design/Build
Version 10 Project Grand Total

$331,914.18

Total Quantity

Unit

Weighted Avg.
Unit Price

Total Amount

6.00
10.00
3.90 AC
9,386.67 SY
7,040.00 SY

$11,329.10
$3.65
$16.04

$16,266.32
$28,737.16
$44,183.49
$34,261.35
$112,921.60

528.00 TN

$139.73

$73,777.44

2,347.00 SY
1.00 LS

$2.54
$15,805.44

$5,961.38
$15,805.44

0.00 %
0.00 %

$0.00
$0.00
$331,914.18

FDOT Long Range Estimating System - Production
R4: Project Details Composite Report
By Version
Project: RAILS2-O-02-BB
Description: Rails to Trails project (12' width)
District: 09 County: 99 DISTRICT/STATE WIDE

Letting Date: 01/2055

Project Manager: Cost-per-Mile Model
Version 10 Project Grand Total
Description: June 2016 Update
Pay Items
Pay Item

Description

102-1
101-1
110-1-1
120-1
160-4
285-701

MAINTENANCE OF TRAFFIC
MOBILIZATION
CLEARING & GRUBBING
REGULAR EXCAVATION
TYPE B STABILIZATION
OPTIONAL BASE,BASE GROUP 01

334-1-11

SUPERPAVE ASPHALTIC CONC,
TRAFFIC A
PERFORMANCE TURF, SOD
INITIAL CONTINGENCY AMOUNT
(DO NOT BID)

570-1-2
999-25

Project Unknowns
Design/Build
Version 10 Project Grand Total

$306,954.53

Total Quantity

2.00
10.00
3.07
3,285.00
9,386.67
7,040.00

Unit

Weighted Avg.
Unit Price

Total Amount

AC
CY
SY
SY

$11,329.10
$5.04
$3.65
$16.04

$5,211.01
$26,576.15
$34,780.34
$16,556.40
$34,261.35
$112,921.60

387.20 TN

$139.73

$54,103.46

3,121.00 SY
1.00 LS

$2.54
$14,616.88

$7,927.34
$14,616.88

0.00 %
0.00 %

$0.00
$0.00
$306,954.53

FDOT Long Range Estimating System - Production
R4: Project Details Composite Report
By Version
Project: MIDXWK-O-05-BB
Description: Mid-Block Crossing
District: 09 County: 99 DISTRICT/STATE WIDE

Letting Date: 01/2055

Project Manager: Cost Model
Version 11 Project Grand Total
Description: June 2016 Update
Pay Items
Pay Item

102-1
101-1
522-1
527-2
630-2-11
630-2-12
632-7-1
633-4-1
635-1-11
635-2-13
639-1-122
639-2-1
646-1-11
649-31-203
650-1-14
653-1-11
665-1-11
670-5-111
700-1-11
700-3-101
706-3

Description

MAINTENANCE OF TRAFFIC
MOBILIZATION
CONCRETE SIDEWALK AND
DRIVEWAYS, 4"
DETECTABLE WARNINGS
CONDUIT, F& I, OPEN TRENCH
CONDUIT, F& I, DIRECTIONAL
BORE
SIGNAL CABLE- NEW OR RECO,
FUR & INSTALL
SIGNALS COMMUNIC- TWISTED
PAIR CABLE
PULL & JUNCTION BOX, F&I, PULL
BOX
PULL & SPLICE BOX, F&I, 30" X 60"
OR 36"
ELECTRICAL POWER SRV,F&I,
UG,PUR CONT
ELECTRICAL SERVICE WIRE, F&I
ALUMINUM SIGNALS POLE,
PEDESTAL
M/ARM,F&I, WS-130,SINGLE
ARM,W/0 LUM-60
TRAFFIC SIGNAL,F&I ALUMINUM, 3
S1W
PEDESTRIAN SIGNAL, F&I LED
COUNT, 1 WAY
PEDESTRIAN DETECTOR, F&I,
STANDARD
TRAF CNTL ASSEM, F&I, NEMA, 1
PREEMPT
SINGLE POST SIGN, F&I GM,
SIGN PANEL, F&I GM, UP TO 12 SF
RETRO-REFLECTIVE PAVEMENT
MARKERS

$120,051.93

Total Quantity

Unit

Weighted Avg.
Unit Price

Total Amount

10.00
10.00
10.00 SY

$38.61

$9,449.19
$10,394.11
$386.10

16.00 SF
45.00 LF
505.00 LF

$27.32
$9.58
$15.38

$437.12
$431.10
$7,766.90

1.00 PI

$5,216.50

$5,216.50

436.00 LF

$2.60

$1,133.60

4.00 EA

$624.74

$2,498.96

1.00 EA

$2,589.90

$2,589.90

1.00 AS

$2,028.29

$2,028.29

252.00 LF
1.00 EA

$9.86
$1,104.38

$2,484.72
$1,104.38

1.00 EA

$32,532.79

$32,532.79

4.00 AS

$899.33

$3,597.32

2.00 AS

$679.41

$1,358.82

2.00 EA

$947.83

$1,895.66

1.00 AS

$26,002.90

$26,002.90

4.00 AS
2.00 EA

$325.66
$328.01

$1,302.64
$656.02

10.00 EA

$3.39

$33.90

FDOT Long Range Estimating System - Production
R4: Project Details Composite Report
By Version
Project: MIDXWK-O-05-BB
Description: Mid-Block Crossing
District: 09 County: 99 DISTRICT/STATE WIDE

Letting Date: 01/2055

Project Manager: Cost Model
Version 11 Project Grand Total
Description: June 2016 Update
Pay Items
Pay Item

711-11-123
711-11-125
711-16-101
711-17
999-25

Description

THERMOPLASTIC, STD, WHITE,
SOLID, 12"
THERMOPLASTIC, STD, WHITE,
SOLID, 24"
THERMOPLASTIC, STD-OTH,
WHITE, SOLID, 6"
THERMOPLASTIC, REMOVE
INITIAL CONTINGENCY AMOUNT
(DO NOT BID)

Project Unknowns
Design/Build
Version 11 Project Grand Total

$120,051.93

Total Quantity

Unit

Weighted Avg.
Unit Price

Total Amount

200.00 LF

$2.18

$436.00

72.00 LF

$4.00

$288.00

$3,926.85

$157.07

$2.22
$5,716.76

$153.18
$5,716.76

0.04 GM
69.00 SF
1.00 LS

0.00 %
0.00 %

$0.00
$0.00
$120,051.93

FDOT Long Range Estimating System - Production
R4: Project Details Composite Report
By Version
Project: SIDEWK-O-03-BB
Description: Sidewalk construction; 5' one side, 4 inch depth
District: 09 County: 99 DISTRICT/STATE WIDE

Letting Date: 01/2055

Project Manager: Cost-per-Mile Model/Template
Version 10 Project Grand Total
Description: June 2016 Update
Pay Items
Pay Item

102-1
101-1
110-1-1
120-1
522-1
570-1-1
999-25

Description

MAINTENANCE OF TRAFFIC
MOBILIZATION
CLEARING & GRUBBING
REGULAR EXCAVATION
CONCRETE SIDEWALK AND
DRIVEWAYS, 4"
PERFORMANCE TURF
INITIAL CONTINGENCY AMOUNT
(DO NOT BID)

Project Unknowns
Design/Build
Version 10 Project Grand Total

$155,261.80

Total Quantity

Unit

Weighted Avg.
Unit Price

Total Amount

2.00
10.00
1.25 AC
322.66 CY
2,933.33 SY

$11,329.10
$5.04
$38.61

$2,635.80
$13,442.58
$14,161.38
$1,626.21
$113,255.87

3,121.07 SY
1.00 LS

$0.88
$7,393.42

$2,746.54
$7,393.42

0.00 %
0.00 %

$0.00
$0.00
$155,261.80

FDOT Cost per Mile (LRE)
Description
Two directional 12' Shared‐use path
Rails to Trails project (12' width)
Sidewalk, 5' one side, 4" depth
Mid‐block Crossing
Over/underpasss
Trailhead

$428,169.29
$306,954.53
$155,261.80
$120,051.93
$4,000,000
$500,000

Cost per mile

Source: http://www.fdot.gov/programmanagement/Estimates/LRE/summary.pdf

FDOT Long Range Estimating System - Production
R4: Project Details Composite Report
By Version
Project: SHRUSE‐O‐01‐BB
Letting Date: 01/2055
Description: Two Directional, 12' Shared Use Path
District: 09
County: 99 DISTRICT/STATE WIDE
Project Manager: Cost‐Per‐Mile Model
Version 10 Project Grand Total

$428,169.29

Description: June 2016 Update
Pay Item

Description

Total Quantity

102‐1
101‐1
110‐1‐1
160‐4
285‐701

MAINTENANCE OF TRAFFIC
MOBILIZATION
CLEARING & GRUBBING
TYPE B STABILIZATION
OPTIONAL BASE,BASE GROUP 01

334‐1‐11

SUPERPAVE ASPHALTIC CONC, TRAFFIC A

528.00

570‐1‐2
999‐25

PERFORMANCE TURF, SOD
INITIAL CONTINGENCY AMOUNT (DO NOT BID)

2,347.00

Subtotal
Project Unknowns

10.00
9,386.67
7,040.00

Unit
6.00 DA
%
3.90 AC
SY
SY
TN
SY
1.00 LS

Weighted Avg.
Unit Price

$11,329.10
$3.65
$16.04

Total Amount
$16,266.32
$28,737.16
$44,183.49
$34,261.35
$112,921.60

$139.73

$73,777.44

$2.54
$15,805.44

$5,961.38
$15,805.44
$331,914.18

Misc Drainage
Misc Signing and Marking
Misc Utilitites
Construction Contingency

%
5
2
2
20

Project Grand Total

Not included in Planning Estimate, but may be identified during the PD&E phase:
Gravity Walls, Bicycle Railing
Two‐Lane Major Crossings (>1500 AADT)
Two‐Lane Minor Crossings (<1500 AADT)
Signalized Crossing
Mid‐block Crossing
Right of Way

$16,595.71
$6,638.28
$6,638.28
$66,382.84
$428,169.29

TRAIL INSPECTION CHECKLIST
NAME: ______________________________

REVIEWED BY: __________________

DATE: ______________________________

DATE REVIEWED: ________________

SEGMENT: __________________________
ROUTINE MAINTENANCE
MOWED: YES/NO
EDGED: YES/NO
BLOWN OFF: YES/NO
TRASH EMPTIED: YES/NO
LITTER PICKED UP (50’ EACH SIDE OF TRAIL): YES/NO
ADDITIONAL COMMENTS:

OTHER MAINTENANCE AND ITEMS TO INSPECT
TREE LIMBED TO 13’ OVER TRAIL: YES/NO
DETAILS:

SIGNS CLEANED: YES/NO

DATE COMPLETED:

KIOSKS CLEANED: YES/NO

DATE COMPLETED:

BENCHES/TRASH CANS CLEANED: YES/NO

DATE COMPLETED:

TRUNCATED DOME MATS CHECKED: YES/NO
DETAILS:

BOARDWALK CHECKED: YES/NO/NOT APPLICABLE
COMMENTS:

SAFETY RAILINGS AND BIKE LEANS CHECKED: YES/NO
COMMENTS:

STRIPING AND PAINTING CONDITION: GOOD/FAIR/POOR
DETAILS:

INVASIVE PLANTS REMOVAL THIS MONTH: YES/NO
DETAILS:

BICYCLE/PEDESTRIAN CROSSING SIGNALS OPERATING: YES/NO
DETAILS:

TRAIL ROAD CROSSING STRIPING CONDITION: GOOD/FAIR/POOR
DETAILS:

ASPALT CONDITION: GOOD/FAIR/POOR
DETAILS:

SIGNAGE
STOP/YIELD SIGNS IN PLACE AT REQUIRED LOCATIONS: YES/NO
ALL SIGNAGE STRAIGHT: YES/NO
ALL SIGNAGE AT PROPER HIEGHT: YES/NO
DETAILS:

STOP/YIELD SIGN CONDITION: GOOD/FAIR/POOR
DETAILS:

TRAIL SAFETY SIGNAGE CONDITION: GOOD/FAIR/POOR
DETAILS:

TRAIL INFORMATIONAL SIGNAGE: GOOD/FAIR/POOR
DETAILS:

TRAIL MILE MARKER CONDITION: GOOD/FAIR/POOR
DETAILS:

ROAD SIGNS FOR TRAILS IN PLACE: YES/NO
DETAILS:

ADDITIONAL COMMENTS
DETAILS:

TRAIL RULES & ETIQUETTE
BIKE RIDERS


PASS ON THE LEFT - Be sure that when you are passing another trail user, stay on their left side and move to the right after
you have passed them. Call out "passing on your left" so you don't startle the person you are passing.



PULL COMPLETELY OFF TRAIL IF YOU NEED TO STOP - By pulling off the trail, you reduce trail congestion and
you are less likely to impede other trail traffic and cause an accident.



WEAR A HELMET- It's required for children under 16 years of age and it's a good idea for adults as well.



OBEY ALL TRAFFIC SIGNS- Be sure to obey all trail traffic signs and follow any detour signs. Make sure you watch for
car traffic, particularly where it crosses the multi-use trail.



PAY ATTENTION WHEN YOU RIDE - Don't wear headphones and make sure you keep your eyes on the road to look for
potential hazards. Stay in your lane.



RIDE IN SINGE FILE - Even if you are in a group, riding single-file helps keep the trail clear of congestion and reduces the
chances of an accident.



THE SPEED LIMIT IS 15MPH - The trail is not designed for extreme biking and too much speed can be a hazard to you and
those around you.



STAY ON PAVED TRAIL – Bicycles should not ride off the paved surface to reduce impact to vegetation and trail edges.



THE TRAIL IS BEST USED BY EXPERIENCED RIDERS - While there is no age limit for bike riders, the multi-use trail
is probably not the best place for someone to learn how to ride a bike. Children and adults who visit the trail should know how
to ride.



RIDING IN THE DARK - When riding in the dark, bicyclists are required to have a forward-facing white light that is bright
enough to be visible from 300 feet in front, reflectors visible from the sides of the bicycle and a rear facing red light visible
from 500 feet.
WATCH FOR MAINTENACE WORKERS – Mowing and maintenance staff are there to keep trail clean, safe, and
attractive. Proceed with caution where they are working for their safety and yours.



PEDESTRIANS


USE THE RIGHT SHOULDER WHEN IT IS ACCESSIBLE TO YOU - Joggers and walkers should move with the flow
of trail traffic. Keep Right, Pass Left Rule



STAY IN SINGLE FILE - This reduces trail congestion, risk of people straying into other trail users paths, and allows faster
trail users to pass safely.
STAY ALERT- Be aware of where you are, watch and listen for other trail users.





KEEP YOUR DOG ON A SHORT LEASH - Dogs are not allowed to be off-leash in or on any county park or trail. The
maximum length of a leash is six feet. This includes retractable leads.
CLEAN UP AFTER YOUR DOG – Dog owners are required to clean up after their dog. Help keep the trail area clean for all
users.

OTHER TRAIL TRAFFIC


EQUESTRIANS - Horses are only allowed on designated horse trails. Be sure to let people know when it is safe to pass your
horse when you encounter other trail users. It is recommended that equestrians wear helmets and only use the trails during the
day to avoid potential hazards or obstacles that may be hidden from view in the dark.



SKATERS - Both roller skating and rollerblading are permitted on the trail, and all skaters must obey the same rules as
bicyclists.



MOTORIZED TRAFFIC - No motorized traffic is permitted on the trail. This includes battery powers scooters, hoover
boards, and motorcycles. Electric scooters or wheel chairs for persons with mobility impairments are permitted.

EVERYONE



PLEASE DO NOT LITTER – Keep our trails clean, safe, and attractive for everyone. Put your trash in the trash cans or
carry in, and carry out.
SHARE THE TRAIL – Our multi-use trail system is for everyone, walkers, runners, rollerbladers, skate boarders, cyclists,
and where designated horseback riders. Please be respectful and courteous to fellow users.

CONSTRUCTION PROJECTS
TABLE 1

RANK

FM NUMBER

PROJECT NAME

FROM

TO

SPONSOR/
LOCATION

PROJECT DESCRIPTION

FUNDED
PHASE(S)

FISCAL
YEAR

REQUEST FOR
NEW FUNDING

COST
ESTIMATE

NOTES

1

4098701

SR 44

SR 500 (US 441)

SR 44/E ORANGE AVE

FDOT

WIDEN TO 4 LANES

ROW

2013/14

CST FY2018/19

$16 M

FDOT PROJECT APPLICATION COMPLETE

2

434912-2

CR 470 - Segment 2

TP EAST RAMPS

BAY RD

FDOT

WIDEN TO 4 LANES

ROW

2012/13

CST/FY2023

$9 M

FDOT CANIDATE PROJECT TENTATIVELY FUNDED PD&E FY19, PE FY21 (NEED TO UPDATE THE
PRIOR PROJECT PHASES)

3

2383943

SR 500/US 441

PERKINS ST

SR 44 (E DIXIE AVE)

FDOT

WIDEN TO 6 LANES

ROW

2011/12
2012/13

CST

$7.9M

FDOT PROJECT APPLICATION COMPLETE

FDOT

WIDEN TO 6 LANES

PE
ROW

2013/14
2017/18

CST FY2018/19

$24 M

FDOT PROJECT APPLICATION COMPLETE

LC

WIDEN TO 4 LANES

ROW

2017/18

CST

$7 M

APPLICATION COMPLETE - NON STATE ROADWAY

2017/18

4

4293561

SR 500 (US 441)

SR 44

SR 46/WEKIVA CONN

5

430253-5

CR 466A PHASE 3B

PONISETTIA AVE.

JUST EAST OF TIMBERTOP RD

6

CST

$15 M

APPLICATION COMPLETE - NON STATE ROADWAY

DSB

$172 K

APPLICATION COMPLETE

N/A

DSB

$1.60 M

FDOT PROJECT APPLICATION COMPLETE

STUDY

CST/EQUIPMENT
PURCHASE/INSTALL
ATION

$99 K

APPLICATION COMPLETE

CITRUS GROVE PHASE 2

US 27

NORTH HANCOCK RD

LC

WIDENING TO 4 LANES

PE

7

-

C-470 SIDEWALK

CR 436

OUTLET BRIDGE

SC

SIDEWALK

NA

8

-

US 27 ATMS

SR 44

SE HWY 42

FDOT

ATMS FOR CORRIDOR

9

-

LAKE COUNTY ATMS.NOW PROJECT

10

-

HARTWOOD MARSH RD PAVED
SHOULDER

HANCOCK RD

11

4372981

C-575 BRIDGE OVER SPRING RUN

BRIDGE ID# 184052

12

439224-3

SOUTH BUENA VISTA BLVD

N ODELL CIR

13

439223

CR 478
C-468

14

LC
NEW CR 455 (HARTLE RD)

CENTRAL MGMT PLATFORM
SYSTEM

LC

NEW PAVED SHOULDER

PE

2017/18

CST

$2 M

APPLICATION COMPLETE

SC

REPAIR/REHABILITATE BRIDGE

STUDY

2014/15

DSB

$210 K

APPLICATION COMPLETE

SOUTH OF S ODELL CIR

SC

RESURFACING

NA

NA

DSB

$1.29 M

APPLICATION COMPLETE

SR 471

CENTER HILL CITY LIMIT

SC

RESURFACING

NA

NA

DSB

$1.7 M

APPLICATION COMPLETE

US 301

CR 505

SC

WIDEN to 4 LANES

NA

NA

CST

$8.28 M

APPLICATION COMPLETE
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RIGHT OF WAY PROJECTS
TABLE 2

RANK

FM NUMBER

1

4309752

WEKIVA TRAIL SEGMENT 1

TREMAIN STREET

CR 437

2

4309753

WEKIVA TRAIL SEGMENT 2

CR 437

RED TAIL BLVD

4270561

SR 50 REALIGNMENT/ SOUTH LAKE
TRAIL, PHASE 3

3
4

4270561

PROJECT NAME

SOUTH LAKE TRAIL, PHASE 3

FROM

CRITTENDEN RD
CRITTENDEN RD

5

4354711

SOUTH SUMTER CONNECTOR TRAIL VAN FLEET TRAIL

6

4354761

CR 514 INTERCHANGE

TO

VILLA CITY
VILLA CITY
WITHALOCHOOCEE TRAIL

@ I-75

7

4301321

SR 35 (US 301)

C-470 (W)

SR 44

8

4355411

CITRUS GROVE ROAD PHASE 2

US 27

GRASSLY LAKE RD.

9

4349121

C-470 - Segment 1

CR 527

SR 91 (FL TPK)

10

4374641

EUDORA ROAD/OLD 441/CR 19A

SPONSOR/
LOCATION

PROJECT DESCRIPTION

FUNDED
PHASE(S)

FISCAL
YEAR

REQUEST FOR
NEW FUNDING

COST
ESTIMATE

NOTES

LC/MD

MIXED USE TRAIL

PE

2015/16

ROW FY2019/20

$10 M

PE PHASE UNDERWAY

LC

MIXED USE TRAIL

PE

2015/16

ROW FY2019/20

$7 M

PE PHASE UNDERWAY

REALIGNMENT

PD&E
PE

2014/15

ROW FY2018/19

$24.4 M

FDOT PROJECT APPLICATION COMPLETE

NEW MULTI USE TRAIL

PD&E
PE

2014/15

ROW FY2018/19

$1 M

FDOT PROJECT APPLICATION COMPLETE

FDOT

MIXED USE TRAIL

PD&E
PE

2018/19
2016/17

ROW FY2021/22

$9 M

FDOT PROJECT APPLICATION COMPLETE SUNTRAIL PROJECT

FDOT

NEW INTERCHANGE

PD&E
PE

2015/16
2016/17

ROW FY 2019/20

TBD

FDOT PROJECT APPLICATION COMPLETE

FDOT

WIDEN TO 4 LANES

PD&E
PE

2013/14
2020/21

ROW FY2022/23

TBD

FDOT PROJECT APPLICATION COMPLETE

FDOT
FDOT

LC

WIDEN TO 4 LANES

PE

2014/15

ROW

$1 M

APPLICATION COMPLETE

FDOT

WIDEN TO 4 LANES

PD&E
PE

2014/15
2019/20

ROW FY2021/22

TBD BY
FDOT

FDOTPROJECT APPLICATION COMPLETE

LC

ROUNDABOUT/INTERSECTION
IMPROVEMENT

PE

2017/18

ROW FY2018/19

$250K

APP UPDATED FROM PE TO ROW - NEED ROW COST ESTIMATE

2009/10

ROW FY2022/23

$150 K

FDOT CANIDATE PROJECT Tentatively FUNDED PD&E IN FY19, PE IN FY21

$800 K

FDOT CANIDATE PROJECT Tentatively FUNDED PD&E IN FY19, PE IN FY21

11

CR 470 - Segment 3

BAY RD

CR 33

FDOT

WIDEN TO 4 LANES

PER
PE

12

CR 48/470 - Segment 4

CR 33

EAST OF PALATLAKAHA BRIDGE

FDOT

WIDEN TO 4 LANES

PER
PE

2009/10

ROW FY2022/23

13

LAKE COUNTYWIDE SIDEWALK
PROGRAM

7 PROJECTS

LC

NEW SIDEWALKS

PE

FY2020/21

ROW FY2023/24

TBD

DESIGN FUNDED IN FY2021/22

14

HARTWOOD MARSH RD.

US 27

LC

WIDENING TO 4 LANES

PE

2016/17

ROW FY2018/19

$2 M

APPLICATION COMPLETE

15

RIDGEWOOD ROUNDABOUT

RIDGEWOOD @ CR455

LC

ROUNDABOUT

PE

2017/18

ROW FY2018/19

$300K

APPLICATION COMPLETE

WIDEN TO 4 LANES

STUDY
PE

2015/16
2018/19

ROW FY 2020/21

TBD

FDOT PROJECT - PD&E FUNDED IN 2016/17 - DESIGN FUNDED IN FY 2018 $4M

16

435859-1

W. SR 50

US 98 (HERNANDO CO.)

HANCOCK RD.

CR 33 (LAKE COUNTY)

FDOT
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PE (DESIGN) PROJECTS
TABLE 3

RANK

FM NUMBER

1
2

PROJECT NAME

FROM

TO

SUMTER COUNTY ITS (PHASE 1)
-

SPONSOR/
LOCATION

PROJECT DESCRIPTION

FUNDED
PHASE(S)

FISCAL
YEAR

REQUEST FOR
NEW FUNDING

COST
ESTIMATE

NOTES

SC

ITS

STUDY

2016/17

PE FY2018/19

$200K

APPLICATION COMPLETE

ROLLING ACRES ROAD

US 27/US441

CR 466

LC

WIDEN TO 4 LANES

PD&E

2018/19

PE FY2020/21

$2M

APPLICATION COMPLETE

3

C-501

C-468

C-470

SC

WIDEN TO 4 LANES

PER

2014/15

PE

$1.4 M

APPLCATION COMPLETE

4

-

ROUND LAKE ROAD EXTENSION/CR
439

LAKE/ORANGE CL

CR 44

LC

NEW ALIGNMENT/ADD LANES

PD&E

2018/19

PE FY 2020/21

$1M

APPLICATION COMPLETE

5

-

CR 437 REALIGNMENT

ADAIR AVE

SR 44

LC

REALIGNMENT & MULTI-MODAL
DESIGN PHSE

PD&E

2017/18

PE FY 2018/19

$750K

APPLICATION COMPLETE

6

SORRENTO AVENUE

ORANGE AVE

HOJIN ST

LC

COMPLETE STREETS

STUDY

PE FY 2018/19

$1M

APPLICATION COMPLETE

7

US 27

SR 44

US 441

LEES

COMPLETE STREETS

STUDY

2015/16

PE FY2018/19

TBD

STUDY FUNDED FY2016/17 UNDERWAY

8

PICCIOLA RD

US441

SAIL FISH AVE.

LC

NEW SIDEWALK

STUDY

2017/18

PE

$115.31

APPLICATION COMPLETE

HARTLE RD/ CR 455

LOST LAKE RD

HARTWOOD MARSH RD

BLACK BEAR SCENIC TRAIL

MARION/LAKE COUNTY LINE VOLUSIA/LAKE COUNTY LINE

11

OLD US 441

NORTH DISSTON AVENUE

MCDONALD ST

12

UMATILLA SR 19

CR 450-A

13

SR 91 (FL TPK)

MINNEOLA INTERCHANGE

9
10

4363601

LC

WIDEN TO 4 LANES

PD&E

2017/18

PE FY 2019/20

$1.2M

APPLICATION COMPLETE

FDOT

SUNTRAIL PROJECT

PD&E

FY2020/21

PE 2023/24

TBD

FDOT PROJECT - FEASIBILITY STUDY UNDERWAY

TAV/MD

COMPLETE STREETS

PER

2008

PE

$2.1M

APPLICATION COMPLETE FOR DESIGN PHASE

OLD MILL STREAM RV PARK

UMA

COMPLETE STREETS

STUDY

PE 2018/19

$170K

STUDY FUNDED FY2016/17 UNDERWAY

CR 470

FTE

WIDEN TO 8 LANES

PD&E

PE

TBD

FTE PROJECT

PD&E

PE

TBD

FTE PROJECT

14

4349101

SR 91 (FL TPK)

CR 470

SR 25 (US 27) (N)

FTE

WIDEN TO 8 LANES

15

CA

SR 91 (FL TPK)

SR 35 (US 301)

CR 470

FTE

WIDEN TO 8 LANES

PD&E

LC

DESIGN PHASE

STUDY

16

2017/18

LAKE COUNTY INTELLIGENT TRANSPORTATION SYSTEMS (ITS) MASTER PLAN

2016/17

2016/17

PE

TBD

FTE PROJECT

PE FY 2018/19

$280 K

MASTERPLAN UNDERWAY
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PD&E PROJECTS
TABLE 4

Rank

FM Number

1

435740-1

PROJECT NAME

FROM

TO

US 27 & SR 44

SPONSOR/
LOCATION

PROJECT DESCRIPTION

FUNDED
PHASE(S)

FISCAL
YEAR

REQUEST FOR
NEW FUNDING

FDOT

INTERSECTION IMPROVEMENT

PER/
STUDY

2013/14
2014/15

PD&E 2018/19

$1 M

FDOT PROJECT

FDOT

WIDEN TO 6 LANES

N/A

PD&E 2018/19

TBD BY
FDOT

FDOT PROJECT APPLCATION COMPLETE

PD&E 2018/19

$750 K

APPLCATION COMPLETE

2

US 27

CR 561 (S)

SR 48/470

3

CR 561A

CR 561

CR 455

LC

REALINGMENT OF CR 561A
W/CR 561 & ROUNDABOUT

STUDY

4

NORTH LAKE TRAIL

CR 450

SR 40

UM

NEW TRAIL

STUDY

5

SR 44

SR 44 & ORANGE AVENUE

CR 46A

FDOT

WIDEN TO 4 LANES

N/A

6

SR 19

SR 50

CR 455

FDOT

WIDEN TO 4 LANES

N/A

NEW

FOSGATE ROAD EXTENSION AND
BRIDGE

CITRUS GROVE ROAD

BLACKSTILL LAKE ROAD

FTE

NEW 2 LANE ROAD & BRIDGE

N/A

NEW

BUENA VISTA BLVD. ROAD
EXTENSION & BRIDGE

SR 44

CR 470

SC

NEW 4 LANE ROAD & BRIDGE

N/A

7
8

2017/18
2017/18

COST
ESTIMATE

PD&E 2020/21

NOTES

APPLCATION COMPLETE

PD&E 2018/19

TBD BY
FDOT

FDOT PROJECT APPLICATION COMPLETE

PD&E 2020/21

TBD BY
FDOT

FDOT PROJECT APPLCATION COMPLETE

N/A

PD&E 2018/19

TBD BY FTE

FTE PROJECT

N/A

PD&E 2018/19

TBD BY SC

PPP PROJECT WITH SUMTER COUNTY AND THE VILLAGES
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PLANNING STUDY PROJECTS
TABLE 5

RANK

FM NUMBER

PROJECT NAME

FROM

TO

1

EAST AVENUE

GRAND HIGHWAY

MINNEHAHA AVE

2

US 301

CLEVELAND AVE (C-466A)

HUEY ST (C-44A)

3

WEBSTER SR 471

CR 478A

NW 10TH AVE/CR 730

4

WOLF BRANCH INNOVATION BLVD

CR 437

ROUND LAKE RD

5

ORANGE ST & BROAD ST (SR 50)

ALABAMA AVE

SR 33

6

EUSTIS SR 19 COMPLETE STREETS

7

WEST MAIN ST IMPROVEMENTS

W MAIN ST @ CR 468

W MAIN ST @ US 27

8

EAST MAIN ST IMPROVEMENTS

CANAL ST @ MAIN ST

SR 44 @ MAIN ST

9

I-75 EXIT 309 SUMTER SCENIC
BYWAY PROJECT

10

LAKE DENHAM TRAIL

TRAIL HEAD AT W MAIN ST
LEESBURG

11

SR 50 COMPLETE STREETS

CR 561 (12th STREET)

BLOXAM ST.

SR 50

12

NEW

TAV-DORA TRAIL STUDY

WOOTON PARK, TAVARES

TREMAIN STREET TRESTLE,
MOUNT DORA

13

NEW

LAKESHORE DRIVE SIDEWALK,
SOUTH LAKE

HAMMOCK RIDGE ROAD

HOOK STREET

SPONSOR/
LOCATION

PROJECT DESCRIPTION

FUNDED
PHASE(S)

FISCAL
YEAR

REQUEST FOR
NEW FUNDING

COST
ESTIMATE

NOTES

APPLICATION COMPLETE Tentatively Funded in FY2018

CLR

COMPLETE STREETS

N/A

N/A

STUDY 2018/19

$110K

WW
WEB

COMPLETE STREETS
COMPLETE STREETS

N/A
N/A

N/A
N/A

STUDY 2018/19
STUDY 2018/19

$200K
$100k

MD

NEW 4 LANE RD

N/A

N/A

STUDY 2018/19

$200k

GRV

COMPLETE STREETS

N/A

N/A

STUDY 2018/19

TBD

EUS

COMPLETE STREETS

N/A

N/A

STUDY 2018/9

$220K

LEES

CURB & GUTTER, ADA UPGRADE, ON
STREET PARKING

N/A

N/A

STUDY 2018/19

$100 K

LEES

CURB & GUTTER, ADA UPGRADE, ON
STREET PARKING

N/A

N/A

STUDY 2019/20

$113 K

SUMTER SCENIC
BYWAY/SC

ENAHNCEMENT OF INTERSTATE EXIT
TO NATIONAL CEMETARY

N/A

N/A

STUDY 2018/19

$78 K

LEES

NEW TRAIL

N/A

N/A

STUDY 2019/20

$150K
$254K

APPLICATION COMPLETE Tentatively Funded in FY2018
APPLICATION COMPLETE

APPLICATION COMPLETE
PIA COMPLETE

CLR

COMPLETE STREETS

N/A

N/A

STUDY FY
2018/19

TAV, MD, LC

NEW TRAIL

N/A

N/A

STUDY 2018/19

$250K

LC

NEW 6' SIDEWALK

N/A

N/A

STUDY 2018/19

TBD BY LC

APPLICATION COMPLETE

APPLICATION COMPLETE
APPLICATION COMPLETE
APPLICATION COMPLETE
APPLICATION COMPLETE
APPLICATION COMPLETE
APPLICATION COMPLETE Tentatively Funded in FY2019
NEW PROJECT APPLICATION UNDERWAY
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CANDIDATE PROJECTS
TABLE 6

Rank

FM Number PROJECT NAME

WELLNESS WAY/ FM#4357231

FROM

TO

US 27

SR 429

CAGAN'S CROSSING PEDESTRIAN
OVERPASS
HOOKS ST
-

HANCOCK RD

EMIL JAHNA RD

ITS
FOSGATE ROAD EXTENSION

GRASSY LAKE RD

MONTVERDE GREENWAY TRAIL
EXTENSION

EXISTING GREENWAY TRAIL
STRETCHER PROPERTY
TERMINUS

US 27

PD&E = PROJECT DEVELOPMENT AND ENVIRONMENTAL STUDY

CST = CONSTRUCTION

PE = PRELIMINARY ENGINEERING (DESIGN)

ROW = RIGHT-OF-WAY

SPONSOR/
LOCATION

PROJECT DESCRIPTION

FUNDED
PHASE(S)

LC

NEW ROAD, ALTERNATIVE
CORRIDOR EVALUATION

LC

REQUEST FOR
NEW FUNDING

COST
ESTIMATE

NOTES

N/A

STUDY

TBD

ILLUSTRATIVE PROJECT UNTIL COMMITMENTS ARE FORMALIZED WITH LANDOWNERS AND
DEVELOPERS

NEW US 27 OVERPASS FOR
PEDESTRIANS

N/A

STUDY

TBD

LC RESOLUTION APPROVED NO PIA

LC

WIDEN TO 4 LANES

N/A

PE

$800 K

LC RESOLUTIION APPROVED NO PIA

LC

ITS FIBER INFRASTRUCTURE

STUDY

MIN

NEW ROAD

MON

3,042 FT EXTENSION TO
EXISTING TRAIL

FISCAL
YEAR

2018/19

CST

APPLICATION COMPLETE
NO PROJECT APPLICATION ON FILE

N/A

N/A

STUDY 2018/19

$50 K

NO PROJECT APPLICATION ON FILE

* ELIGIBIITY TO BE DETERMINED OR APPLICATION PARTIALLY COMPLETED OR NEED FOR APPLICATION TO BE DETERMINED.

REQUESTING AGENCY & LOCATION CODE:

AST = ASTATULA

LSMPO = LAKE-SUMTER MPO

BUSH = BUSHNELL

MAS = MASCOTTE

CLR = CLERMONT

MD = MOUNT DORA

EUS = EUSTIS

MIN = MINNEOLA

FP = FRUITLAND PARK
GRV = GROVELAND
HOW = HOWEY-IN-THE-HILLS
LC = LAKE COUNTY
LL = LADY LAKE
LEES = LEESBURG

MON = MONTVERDE
SC = SUMTER COUNTY
TAV = TAVARES
UMA = UMATILLA
WW = WILDWOOD
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LAKE COUNTY TRAILS
OFFICE OF PARKS & TRAILS

MASTER PLAN
TRAILS

Multi-Use
B
C
D
E
F
G
H
I
J
K
L
M
N
O
P
Q
R
S
T
U
V
W
X
Y

North

Nature/Hiking

BLACK BEAR SCENIC TRAIL
CENTRAL LAKE TRAIL
GARDENIA TRAIL
GREEN MOUNTAIN SCENIC TRAIL
GREEN SWAMP CONNECTOR TRAIL
LAKE APOPKA LOOP TRAIL
LAKE DENHAM TRAIL
LAKE-VOLUSIA TRAIL
LAKE-WEKIVA TRAIL
LAKE YALE LOOP TRAIL
LEESBURG-WILDWOOD TRAIL
MAGNOLIA TRAIL
NEIGHBORHOOD LAKE TRAIL
NORTH LAKE TRAIL (Phase1)
NORTH LAKE TRAIL (Phase2)
NORTH LAKE TRAIL (Phase 3) A
SUGARLOAF MOUNTAIN TRAIL
SOUTH LAKE TRAIL
US-27 TRAIL
TAV-DORA TRAIL
TAV-LEE TRAIL
VAN FLEET TRAIL
VENETIAN TRAIL
WEST LAKE TRAIL

Z
8
9
:
;

EMERALDA MARSH TRAIL
FLORIDA SCENIC TRAIL
LAKE NORRIS TRAIL
PAISLEY WOODS BICYCLE TRAIL
SAWGRASS ISLAND TRAIL

(

Adjacent Counties
<
=
a
b

LAKE APOPKA LOOP TRAIL
SEMINOLE-WEKIVA TRAIL
WEST ORANGE TRAIL
WEST ORANGE EXTENSION TRAIL

VOLUSIA
COUNTY

(
(

A

MARION
COUNTY

445

B (Options)

Lake Dexter

Q

OCALA
NATIONAL
FOREST

B

8
:

42

Ï
9

9

Z

D

Lake
Yale

SEMINOLE
STATE
FOREST

Ï EUSTIS

Ï

O
Ï
(

Ï

44A

Eustis

L

M

Ï
Ï

9
(
Lake
Ï

44

Ï

9

(

P

V

LEESBURG

UMATILLA

(
9

ÏFRUITLAND

Lake
Gri˜n

K
Ï

EMERALDA
MARSH
PARK

9

(

9

LAKE NORRIS
CONSERVATION
AREA
439

450

Ï

(

I
9

PAISLEY

LADY
LAKE

Y

U

Ï

TAVARES Ï

437

J

9

Ï

MOUNT DORA

Lake
Dora

9

Ï
9
9 Ï

N

Lake Harris
Ï

C

H

Ï

48

9

HOWEY-IN-THE-HILLS

Ï

LAKE
ASTATULA APOPKA
NORTH
SHORE (
561

S

EXISTING TRAIL (Lake County)
EXISTING TRAIL (Adjacent County)
–Constructed and open for use
STUDY COMPLETED (Lake County)
STUDY COMPLETED (Adjacent County)
–Awaiting engineering/construction
PLANNED TRAIL (Lake County)
PLANNED TRAIL (Adjacent County)
–Timeline for funding/construction to be determined
PLANNED WIDEWALK
–Timeline for funding/construction to be determined
CONCEPTUAL TRAIL
–Timeline for funding/construction to be determined
EXISTING BLUEWAY TRAIL
PROPOSED BLUEWAY TRAIL
EXISTING NATURE TRAIL

Lake Apopka

E

478

MASCOTTE

LEGEND

<

455

Ï
33

=

Ï

MINNEOLA
Lake
Minneola

(

GROVELAND

MONTVERDE

a
9

CLERMONT
Lake
Minnehaha
Ï(

Ï
561

Lake
Louisa

(

FLO
RID
AT
UR
NP
IKE

ORANGE
COUNTY

T

W

LAKE LOUISA
STATE PARK

GREENSWAMP
PRESERVE

F
POLK
COUNTY

SEMINOLE
COUNTY

b

G

FLO
RID
AT
URN
PIK
E

Y

I

Q
Ï
(

(

SUMTER
COUNTY

ASTOR

B

(

FLAT
ISLAND
PRESERVE

10

Miles

;

FLO
RID
AT
URN
PIK
E

5

0

Lake George

Ï
9
(

FLORIDA SCENIC TRAIL
EXISTING TRAILHEAD
PLANNED TRAILHEAD
REGIONAL TRAIL CONNECT
COUNTY PARKS-PASSIVE
COUNTY PARKS-ACTIVE
COUNTY BOAT RAMP
PUBLIC LANDS
MAJOR ROAD
LAKE COUNTY BOUNDARY
REVISED: 09.01.18

LAKE COUNTY MULTI-USE TRAILS
Existing Trails
South Lake Trail (Phase I & II)
Hancock Trail (Phase I,II, & III)
Black Still Lake Trail
Wilson Lake Trail
Sleepy Hollow Trail
Tav-Lee Trail (Phase I)
Green Mountain Trail (Montverde Greenway Trail)
Lake Apopka Loop Trail
Fountain Lake Trail
Magnolia Trail
Venetian Gardens Trail
Gardenia Trail (Phase I)
Leesburg-Wildwood Trail (Phase I)
Tremain Street Greenway Trail
Captain Haynes Road Trail
Total

Miles
12.60
6.20
0.75
3.00
0.10
3.50
1.00
16.10
2.00
1.00
0.50
0.80
2.70
0.50
0.80
51.55

Ranked, Under Design, or Under ConstructionTrails
Wekiva Trail
Tav-Dora Trail
South Lake Trail to Tavares Area Trails (Multiple Trail Names)
TLNC-PMCA-Lake May Reserve Loop Trail
Central Lake Trail
Tav-Lee Trail
Gardenia Trail (All Phases)
North Lake Trail (All Phases)
Four Corners to South Lake (Multiple Trail Names)
North Lake Regional Park Connector (Widewalk/Trail)
South Lake Trail/Coast to Coast
Total

Miles
17.79
6.02
22.95
11.72
18.90
6.61
10.85
27.70
28.88
1.26
13.73
166.41

Conceptual Trails
Lake-Volusia Trail
SR44/CR44A Trail
Lake Yale Loop Trail
Round Lake Road Trail
SR46A Trail
Lake Denhem/West Lake Trail
Green Swamp Connector Trail
Citrus Grove Trail
Scrub Jay Lane Trail
Fosgate Road/Blackstill Lake Trail
Wellness Way Trail (North-South Sawgrass Lake))
Wellness Way Trail (Shell Pond Area)
Wellness Way Trail (5 Mile Road Area)
Hartwood Marsh Trail
U.S. Highway 27 Trail
Wellness Way Trail (Un-named North-South Trail)
Total

Miles
18.58
20.65
19.07
4.52
2.84
15.54
12.48
2.11
1.50
3.00
9.63
3.91
3.71
4.60
43.60
4.05
169.79

Grand Total All Trails
Grand Total Planned and Conceptual

387.75
336.20

NORTH TRAIL HEAD ALT. 1
Total surface (acres)
3.729
NUMBER OF PARKING SPOTS AVAILABLE FOR:
Trailers
9
Vehicles
40
Handicap
2
COST
Pay Item
Description
Contingency (15%)
0120-6
Embankment
0160-4
Stabilization
285-704
OBG 4
285-706
OBG 6
334-1-52
PAVEMENT ASPHALT
Total:

Units
LS
CY
SY
SY
SY
TN

Quantity

1
13867.8
7316.0
5837.8
4737.7
571.8

Unit Cost
Price
$56,668.42
$56,668.42
$15.00
$208,017.04
$7.50
$54,869.68
$15.00
$87,567.67
$21.50
$101,859.98
$200.00
$114,369.88
$623,352.66
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ALUMINUM
FLOATING DOCKS
& GANGWAY
ST. JOHNS RIVER
WATER MANAGMENT
DISTRICT

ALUMINUM
FLOATING DOCKS
& GANGWAY
ST. JOHNS RIVER
WATER MANAGMENT
DISTRICT

Amenities for Parks & Trails
Bike RackKirby Built Bike Rack (Standard Brand KBR-11) – Black Single Sided, 3 Bike.
Dimensions: 35” Length X 21” Width X 30” Height, Weight 29 lbs.
No Substitutions Permitted
*See Photo

Trash CansKirby Built Trash Cans (Olympia Brand KWR-39) – Black, 32 Gallon Receptacle.
Dimensions: 29” Diameter X 36” Height, Weight 48 lbs.
Round Receptacle Weather lid – 32 Added if specified
*See Photo

BenchKirby Built Bench (Hampton Style) – Cedar/Black
Dimensions: 75” Length X 24” Depth X 32” Height (18” High Seat)

*See Photo

Picnic TableKirby Built Picnic Table (Hex Table ABT 1600) – Black
Kirby Built Picnic Table (ADA Hex Table KPT-55) – Black
Dimensions: 70.5” Length X 72.25” W X 30” Height
*See Photos

Dog Waste StationKirby Built Recycled Pet Waste Station (KPET-12/APW1470) – Black
In-ground, with Sign, 5 Gallon
Dimensions: 17” Length X 20” Width X 69” Height, Weight 60 lbs.

D O W N T O W N T A V A R E S MA S T E R P L A N

COMPOSITE PLAN
TRADITIONAL MAIN STREET DISTRICT
Recommendations
Destination Uses

Destination Commercial Uses
• Introduce Storefronts related to Retail/ Personal Services/ Drycleaners
• Restaurants/ Street Cafes/ Grocery Store/ Bakery
• Antique Stores/ Art Galleries
• Extend Retail Core fronting north-south streets between Alfred St. and Ruby St.
• Encourage Retail uses at ground level; Office and Residential uses on upper floors
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NEW N HAMPSHIREAVE
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WEST MAIN NEIGHBORHOODS
Recommendations

• Ensure adequate buffering between incompatible uses
• Designate areas appropriate for moderate density, mixed-income, multi-family residential development
• Enhance and upgrade existing quality of housing
• Create incentives to facilitate new infill construction of affordable workforce housing
• Encourage adaptive reuse of vacant and underutilized properties to accommodate community facilities and activities
(parks/ vocational technology training center/ business resource center/ job training center)
• Develop design strategies to minimize the visual impact of the County jail and detention facility center
• Upgrade facilities at Ingraham Park
• W ork with area faith-based institutions to generate community support and participation in maintaining the
neighborhood’s aesthetic environment
• W ork with commercial property owners to institute a sidewalk maintenance and beautif ication program
• Encourage neighborhood oriented retail uses in new commercial development fronting Main Street (grocery store,
restaurants, deli, pharmacy, etc.)
• Seek opportunities to develop pocket parks on vacant and/or underutilized residential properties

LAKE EUSTIS

Destination Tourism Uses
• Introduce Ancillary Tourism Uses (Museum/Trail Outfitters/Paddle Boards/Kayaks)
• Evaluate opportunities to provide public facilities including a Performing Arts Center

CAPELLA

Tavares Square
• Urban plaza with pedestrian amenities connecting to the waterfront
• Examine opportunities for a grand gazebo and accessory structures to support special events
• Examine opportunities to introduce a Farmers Market/ Arts and Crafts Market
TAVARES
ELEMENTARY
SCHOOL

• Explore potential for a structured parking facility when P/W facility is moved to its new location
• Evaluate additional on-street parking along downtown's north-south pedestrian connections
• Shared parking

441

Urban Design Elements

W BURLEIGH BLVD

DOWNTOWN TRANSITION MIXED-USE DISTRICT
Recommendations

• Encourage adaptive reuse of existing residential uses to accommodate low-impact non-residential uses (professional offices,
neighborhood retail, restaurants - horizontal mixed use)
• Establish appropriate architectural and urban design standards
• Accentuate signif icant intersections with appropriate gateway treatment and install directional signage to major activity centers
• Improve visual and physical access to the Public Library and Civic Center on Caroline Street
• Promote high intensity mixed-use development on identified vacant and underutilized properties in the neighborhood
• Strive to expand moderate to high intensity mixed-uses on primary north-south streets in the district (retail at grade/
office/residential upper floors)
• Encourage property owners to introduce a mix of housing types- townhomes, live/work studios, garage apartments, lofts to
provide for affordable workforce housing
• Ensure design standards and architectural guidelines are in place prior to the approval of any new development in the area
• Reduce or eliminate buffer requirements between similar zoning districts
• Examine the need to expand school facilities as demand increases

FRED STOVER
SPORTS COMPLEX

TAVARES
HIGH
SCHOOL
FIRST
UNITED
METHODIST
CHURCH OF
TAVARES

2 WATERFRONT ENTERTAINMENT DISTRICT

• Seek potential opportunities for developing neighborhood parks

DOWNTOWN NORTH RESIDENTIAL NEIGHBORHOODS
Recommendations

Recommendations

Construction of a Mixed Use Ramp
Parking for boat trailers
Restrooms Facility
Fishing Pier
Gazebo/Observation Deck
Beach Volleyball (USAV) Tournaments
Extension of Tav-Lee Trail Connection
Brick pave Ruby Street
Brick pave Joanna Ave south of Ruby Street

Wooton Park Improvements
Tav-Lee Trailhead
Special Events
Performance areas
Proposed sandy beach
Canoe/Kayak/Paddle Boards Rentals

3 CIVIC CORE DISTRICT
Planned
• Stormwater Improvement Beautification Park
• Construct bikeways connecting existing trail
• Construct a the Public Safety Complex

Recommendations
• Work with Lake County to better utilize the Parking
Structure
• Work with Lake County to provide better wayfinding
signage
• Provide a Transit Bus Stop pullover/pullout on Main
Street

• Planned for a trail head for Tav-Dora
future extension
• Reuse the existing the City’s Train Station
for another train services (Eustis, Orlando
or Mt. Dora)
• Consider reuse of underutilized parcels
fronting Ruby Street to accommodate marina
related boutique stores
• Work with existing property owners to assemble
and develop a master planned public/private
development transit oriented pilot project on the
waterfront

W CAROLINE ST

Maximize waterfront views
Introduce hotel/tourist accommodation
Tiered 2-4 stories of buildings located to the south
Devise strategies to address economic feasibility
of new development

JUDICIAL
CENTER

1C

CITY
HALL
LAKE
COUNTY
JAIL

Waterfront Development
Recommendations
•
•
•
•
•
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WOOTON PARK

INGRAHAM
PARK

CIRCULATION AND CONNECTIVITY
Planned
Alfred Street and Caroline Streets

DORA CANAL

• Completion of Irrigation & Landscape Program
ORANGE
TRAFFORD

LAKE DORA

Recommendations
Pursue future development opportunities with the
County for University/State College extension facilities

0 125 250

Design Standards
• Explore opportunities to introduce retail/
office uses in future municipal facilities
• Ensure design standards and buffering
requirements are established for institutional uses

• Preserve the existing single-family residential character in the neighborhoods
• Introduce a mix of residential housing types
• Provide design criteria for new infill development and existing building renovations
• Establish performance standards and incentives
• Complete the missing sidewalk network and ensure placement of neighborhood amenities (lighting, tree planting,
signage) to ensure a safe and walkable pedestrian environment.
• Increase code enforcement visits and work with property owners to create property maintenance/ residential façade
improvement programs
• Provide well-defined pedestrian linkages connecting the Tavares High School to the residential areas, the ball park fields
and the Civic Center/ Library by developing a cross-pedestrian connectivity plan
• Seek potential opportunities for developing neighborhood parks

CIVIC
CENTER
& PUBLIC
LIBRARY&
RIDGE PARK
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PULSIFER AVE

Planned

•
•
•
•
•

500
E KENTUCKY ST

• Retain small town character through establishment of appropriate design guidelines and historic
preservation efforts
• 2 to 6 storied mixed-use: Vertical mixed-use (residential/office above retail)
• Redistribute the massing of buildings from Main Street to mid-block
• Maximize retail frontage
• Utilize alleyways as extensions of sidewalks system/ access to shared parking lots/ service areas
• Improvements to pedestrian environment- plant shade trees/ minimize curb cuts/ encourage rear or
side parking for businesses
• Activate sidewalk environment (street cafes/ patios/ canopies/ glazed storefronts)

•
•
•
•
•
•
•
•
•

• Construct neighborhood gateways at identified locations

SOUTH CAPELLA

Parking Opportunities

PULSIFER AVE

1C

NEIGHBORHOODS

500

750

1,000
Feet

I

EXISTING
Railroad
Local Streets
Views to Waterfront
Tree Canopies
Retention Pond

Downtown North Residential Neighborhoods
Downtown Transition Mixed-use Neighborhoods

Highway Commercial District
Traditional Main Street District

Waterfront Entertainment District
Institutional Core / Civic Center

PROPOSED

Institutional Uses
Parks and Open Space

RECOMMENDED

Planned Improvements

Intersection Improvements

Tav-Lee Trail / Bikeway

Stormwater Park

Lake County Blueways

Wooton Park Ph2

Alfred Street Corridor

Wooton Park Improvement

• Completion of the proposed Tav-Lee Trail
• Tav-Lee Trail Trailhead Facility: Wooton Park

Recommendations
Alfred Street and Caroline Streets
• Traffic calming measures at key intersection to improve cross-access
• Benches & Bike Racks

Tav-Lee Trail

DISTRICTS
CRA Boundary
West Main Neighborhoods

Tav-Lee Trail

Recommendations
Primary Gateways
Secondary Gateways
Neighborhood Gateways
Redevelopment / Opportunities

Primary Commercial Corridors
Retail Streets
Cottage Commercial Corridors
Neighborhood Connectors
Downtown Pedestrian Connectors
Pedestrian Cross Access

Recommendations
Multimodal Transportation
• Explore long-term opportunities with MPO to construct light rail
transit service connecting Tavares to regional communities
• Explore opportunities to better serve the Lake County Blueways
system
• Explore opportunities for potential reuse of Tavares Fire Station
as an accessory to the trail system (Historical Museum)
• Ensure accessibility and parking for other transportation modes
including bicycles, motorcycles, golf carts, and neighborhood
electric vehicles
• Ride n’ Share Program

• Extend trail from Main Street to Bloxham Ave and to Waterfront District
• Establish connectivity with Lake County Trail and Blueways System
Street Hierarchy
• Explore the possibility of a Trail Overpass at SR19 & Alfred Street
Primary Commercial Corridors: SR 19/ US 441
• Enhancement of signage/markings for the trail at Main Street, SR19
Cottage Commercial Corridor: Alfred and Caroline Streets
& Alfred Street

Tav-Dora Trail
• Explore opportunities to extend the Trail to Mount Dora
• Explore this extension either via “Rails-to-Trails”, “Rails n’ Trails”,
or Old US441

Retail Streets: Main Street and Ruby Street
Neighborhood Connectors: St. Clair Abrams
Avenue, Sinclair Avenue,and NewHampshire
Downtown Pedestrian Connectors: Rockingham, Joanna, Texas,
and Lake Avenues; Ianthe and Givens Streets
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DOW NT OW N T AVAR ES R E D E V E L O P M E N T

MA S T E R P L A N

INTRODUCTION
The primary goal of this Redevelopment Master Plan is to update the previously adopted 2008
Downtown Tavares Redevelopment Master Plan. The Plan’s overall goal is to establish a vision
and strategy for how future growth should occur in the underdeveloped areas of Downtown. In this
past decade, the City has met or exceeded a significant number of objectives and strategies
outlined in the initial Master Plan. Therefore, City Council instructed Staff to update the Master
Plan. Some of these accomplishments that provided the major motivation for the updating of this
Master Plan include:
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The Downtown Redevelopment Plan Update capitalizes on these synergies to ensure that intense
development in Downtown Tavares is complemented by an integrated approach to land use planning,
transportation planning, and urban design. Downtown’s redevelopment strategy, as outlined in this
Plan is based on the following basic tenets:
•

•

Construction and Implementation the City’s Marina and Seaplane basin;

•

Branding of the City as “America’s Seaplane City";

•

Expansion of the Lake County Judicial Center and Government Complex including the
construction of Public Parking Structure;

•

•

Construction and Reconfigurement of Alfred and Caroline streets as a one-way pair;

•

•

Hotels and Business Developments on Ruby Street;

•

Designation of the Waterfront Entertainment District;

•

Roadway Improvements (Traffic Circle on Main Street and Alleyways);

•

Ruby Street Stormwater Improvement and Beautification Plan;

•

Planned Construction of the City's Public Safety Complex;

•

Purchased of additional property for Wooton Park to expand west.

•

•
•

•

The Plan identifies, in general, where primary land uses and activity centers will be located in
order to best attract prospective businesses and residents, while at the same time being well
integrated into desired future transportation and land use patterns.
The Plan provides a tool for the City to promote economic development by showing
prospective investors locations that have been designated for their purpose; thereby
reducing the developer’s risk and permitting hurdles when coming to the community.
The Plan provides a holistic means for the City to provide the approvals of new developments
based upon an agreed-upon strategy.
The Plan allows the City to make capital improvement projections based upon known
future, public project needs, demands and proposed locations.
The Plan establishes a framework for policy decisions that anticipate the need for densification
of future development patterns by going “up” instead of “out”.
The Plan supports culture and the arts as integral activities in the Downtown through continued
support of special events, festivals, and exploring the integration of a Performing Arts Center.

The Plan also identifies the need for attracting higher learning facilities (satellite campuscolleges/universities/vocational training centers) from the region into the Downtown.
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MA S T E R P L A N

PROJECT BACKGROUND
AND PLANNING PROCESS

The City of Tavares is located in the Florida Central Highlands along a conspicuous ridge,
approximately 30 miles north of Orlando. Its central location in the County gives it easy access to
the area’s natural amenities and waterways that have in the past twenty years allowed Lake County
to become one of the primary destinations for water recreation, boating, fishing, bird-watching, and
sailing in the Central Florida region.
The City encompasses 12.4 square miles in area and is home to approximately 15,996 residents
(Bureau of Economic and Business Research, 2016 Estimates). The seasonal population for the
City and Lake County is approximately sixteen percent (16%) of the total population. The assigned
Study Area for this Redevelopment Plan contains the Downtown Community Redevelopment Area
(CRA) boundaries, encompassing nearly 400 acres of land area including right-of-way, and is
comprised of the Central Business District, the Lake Dora waterfront, single-family neighborhoods,
and regional commercial corridors. In 1995, the City’s first Community Redevelopment Area was
designated by City resolution. In 2003, the Community Redevelopment Agency and the University
of Florida’s Center for Building Better Communities conducted public workshops that led to an
update of the CRA Redevelopment Plan the following year. Only two years thereafter, the City
Council elected to expand the area of the CRA to its present-day boundaries.
In the fall of 2007, the City retained the services of IBI Group, Inc. to update the existing Downtown
Redevelopment Plan with an emphasis on developing an implementation program that includes
recommendations for strategic capital improvements, public-private partnerships, developing urban
design guidelines, and translating the community’s vision into a workable and implementable guiding
document for the City.
The phased planning approach used to develop this Redevelopment Plan was integrated into a
well orchestrated public involvement effort at the beginning of the process which then continued
throughout the life of the project. The purpose of the community driven planning process was to provide
a forum for continued dialogue between the City, area residents and the consultants concerning
program development and direction. The first step in preparing the plan was the preparation of an
inventory of existing conditions in the Downtown, including, but not limited to: existing land use,
zoning, infrastructure, transportation and previous plans and programs. Based on the results of the
inventory, an analysis of the Downtown Redevelopment Area was conducted that focused on the
area’s urban design framework and incorporated the results of the visioning workshops conducted
by the City. The analysis phase guided the organization of the redevelopment area into the
following seven character districts, each with unique attributes:

The analysis phase and public workshops established the baseline for development of the specific
redevelopment objectives, strategies and proposals contained in the Redevelopment Plan section
of this Plan. The Redevelopment Plan is organized by the six overall themes identified during the
course of the planning process, which encompass the full spectrum of the planning systems that
constitute Downtown’s urban structure- Land Use and Development Characteristics; Urban Design
and Historic Preservation; Circulation and Mobility; Public Facilities and Amenities; Environment; and
Economic Development.
The Plan identifies a phased capital improvements program that identifies specific action strategies
and prioritized projects to help the City move forward with public realm improvements that will
support future private sector investment. It should be noted that the Downtown Redevelopment
Plan will not be implemented all at once, and it is likely that all elements of the plan will not occur
within the time sequence described. The Redevelopment Plan is intended to be a guiding
document for actions designed to overcome deterrents to desired future growth and development in
order to stimulate private investment. The plan is not intended to be static. Over time, portions of
the plan may be updated and revised to reflect changes in the economy, public concerns and
opportunities associated with public development proposals. In this spirit on May 2016, the City
Council instructed staff to update the Downtown Tavares Redevelopment Master Plan.
On November 2016, City Council approved the Schedule & Approach for Updating the Downtown
Tavares Redevelopment Master Plan. This Schedule & Approach included a series of public
meetings for the months of January and February with Draft, Documentation and Adoption slated
for September 2017. To optimize public participation, staff developed a strategy that consisted of
identifying opportunities for engagement through traditional meetings, community workshops, printed
materials, social media, and other venues. Planning staff reach out to the downtown community by
distributing info cards and encouraging stakeholders to attend the public meetings. The City’s
Website and Facebook accounts were also utilized. Advertisements for public meetings ran on the
City’s digital screen located outside City Hall. Staff reached out to the local newspaper and was
successful in getting an article published in Lake Sentinel for the “Takeoff” meeting. Accordingly,
notices of each public meetings were published on local newspapers. Staff encourage the public to
comment on visioning cards and encouraged them to attend all City Council meetings for the draft
and final adoption of the CRA Master Plan.

Commercial Corridor- Commercial Corridor District
Residential Neighborhoods- Downtown North Neighborhoods; Downtown Transition Mixed-Use
Neighborhoods; and West Main Neighborhoods
Downtown Core- Institutional Core; Traditional Main Street District; and Waterfront Entertainment
District

Top: Walking Audit of Downtown Tavares
Bottom: Downtown Tavares Master Plan Workshop
Source: City of Tavares, 2017
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The series of staff meetings, focus group meetings, and public workshops that followed generated
discussions about the community’s assets, concerns and goals. The community-driven process
generated a variety of strategies and solutions that have been compiled into this Redevelopment
Plan. The Plan identifies the community’s vision for the future of its Downtown and serves as a
guide to implement this vision through refocusing of the roles, priorities, and connections of the
City government with other organizations to leverage additional funds and resources for identified
projects.
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PLAN ORGANIZATION

The Downtown Redevelopment Plan intends to serve as a comprehensive resource for community
leaders and stakeholders that are engaged in shaping the social, economic, and physical form of
the area. Future actions targeted in this area are anticipated to follow the recommendations of the
Redevelopment Plan through continued discussions with the residents, community stakeholders,
and City agencies. The purpose of this document is to establish measurable benchmarks for
the community’s future growth and identify strategies that will provide guidance for successful
implementation of the overall theme to create seamless neighborhoods throughout the City.
Throughout the document, the terms “ the Plan”, “Redevelopment Plan”, “Master Plan”, and
“Redevelopment Master Plan” are used interchangeably and refer to this Downtown Tavares
Redevelopment Master Plan document. The Plan is organized into four parts and ten chapters, as
described below.
Part I: Overview
Chapter 1: Introduction
Project Background and Planning Process
Chapter 2: Context
Historic Context
Geographic Context

City Hall Tavares

Relationship to Previous Plans and Programs
Chapter 3: Community Involvement
This chapter of the Downtown Master Plan synthesizes the community’s feedback received
during the public involvement sessions, visioning workshop day and walking audits hosted by
the City's Community Development Department in January and February, 2017.
Part II: Redevelopment Master Plan
Chapter 4: Land Use and Development Characteristics
This chapter addresses the key attributes of the Downtown’s physical character: future land use
composition; proposed development projects; development intensities and densities; affordable
housing; open space system; overview of Downtown’s neighborhoods and districts.

Special Events at Tavares Seaplane Basin

Chapter 5: Urban Design and Historic Preservation
The primary issues addressed in this chapter relate to the public and private realm design guidelines
including: streetscape design; gateways; open space and waterfront design; transit oriented
development principles; street grid and views; pedestrian connectivity; wayfinding and signage; site
planning; building massing and bulk control criteria; architecture and historic preservation guideline.
Chapter 6: Circulation and Mobility
This chapter includes proposed improvements to the street and alley network; bicycle and pedestrian
connectivity; trail network; multimodal transportation; and parking management.
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Chapter 7: Public Facilities and Amenities
This chapter addresses issues impacting the provision of the primary civic realm infrastructureutility network, stormwater systems, telecommunications; community facilities related to educational
and cultural resources -civic center, library, schools, public safety, parks, restrooms, arts and culture,
and other civic amenities.
Chapter 8: Environment
Issues addressed in this chapter include conservation and preservation of wetlands and natural
resources; sustainable development including green buildings and site planning, Leadership in
Energy and Environmental Design for Neighborhood Development (LEED-ND), and zero-emission
transportation modes.
Chapter 9: Economic Development
The primary focus of this chapter is related to Downtown’s economic positioning within a regional
context. The chapter addresses essential economic development components such as employment
base, tourism and related events, marketing and promotion, strategies related to retaining and
attracting employment and visitor oriented land uses, and potential impacts of the transit service
provision.
Part III: Implementation
Chapter 10: Program Administration and Financing
This chapter presents the organizational framework and financial strategies that will be required
for successful implementation of the Redevelopment Plan program. It defines the roles and
responsibilities that should be undertaken by the various agencies and stakeholders that are
involved in shaping the future development of Downtown Tavares.
Chapter 11: Implementation Plan
This chapter builds on projects outlined in Part II, to prioritize actions that will need to be pursued in
the short-term (5 years) and long-term (6+ years) for successful implementation of the redevelopment
program. The chapter also present a 5-year preliminary budget for the proposed improvements, and
identifies funding sources to assist the CRA with budgeting and financial planning.
Part IV: Appendices
The appendices provide resources that contain information required by Section 163.362 F.S. and
supplemental data that was utilized in the preparation of the Redevelopment Plan. Appendix A
contains the inventory and analysis report that served as the foundation for the recommendations
contained in the Downtown Redevelopment Master Plan. Appendix B of the Plan contains a
section that addresses the specific requirements of Section 163.362 of the Florida Statutes related
to Community Redevelopment Plans. Appendix C lists the funding sources referenced in the
document. Appendix D contains the legal description of the boundary as required by the Florida
Statute. Appendix E provides additional reference information related to the US Green
Building Council LEED-ND Checklists. Finally, Appendix F provides a demographic snapshot of
Tavares and Lake County.
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HISTORIC CONTEXT
The City of Tavares, seat of Lake County, Florida, was founded by Major Alexander St.Clair-Abrams,
between 1880 and 1890. Tavares, named after a Portuguese ancestor of Abrams, was originally
intended to serve as the state capital of Florida. Abrams purchased land for the present-day City,
planned the initial town, and arranged the construction of the first major buildings, including municipal
offices and a hotel. Abrams then moved to make Tavares the seat of the newly-formed Lake County
in 1887. After a controversial election in 1888, Tavares narrowly took the county seat, allowing for the
development of a concentration of governmental buildings on the shore of Lake Dora. From then to
present day, government operations have played a pivotal role in defining the character and activity
of Downtown Tavares.

Some of the city’s historic buildings have been lost over the years. Two prominent
examples are the Tavares Pavilion and the Woodlea House. Tavares Pavilion,
built in 1912, stood over Lake Dora at the end of St. Clair Abrams Avenue until it
was condemned in 1961 by Tavares City Council and demolished. The Pavilion
was a center of social life in city and even briefly served as City Hall before being
torn down due to safety concerns. Woodlea House, meanwhile, was treasured
in Tavares partly for being the oldest structure in Lake County. Built in 1871
by Melton Haynes, a Civil War veteran who served as a Florida senator, the
Woodlea House was destroyed by fire on September 2, 2007.

Although government related activities would immediately form a significant part of the city’s
economy, other influences have shaped the development of Tavares. Abrams’ efforts to develop
a government center resulted in the construction of railroads through the city and the expansion of
the Dora Canal between Lake Dora and Lake Eustis to allow steamer access. Two of the railroads
included the former Atlantic Coast Line Railroad based out of Jacksonville that operated lines to
Tampa and the former Tavares & Gulf Railroad that connected various cities in Central Florida.
The construction of these transportation linkages and the growth of Lake County (formerly part of
Orange County), helped develop an agricultural economic base in the county through the first half
of the twentieth century, particularly in peach and citrus farming. After surviving fires and the Great
Depression, Main Street (formerly known as Irma Street), began to show signs of deterioration
and competitive pressures from the development of suburban-strip commercial centers along U.S.
Highway 441. It was not until 2003 that citrus production facilities such as the Lake Region Packing
Association discontinued operations in the Downtown area. As a result of this, government services
constitute the primary economic base for Downtown Tavares. These government activities include
a historical courthouse, a county administration building, a criminal justice complex, detention and
judicial center, and a county museum. The original City plat, developed in the early 1900s, followed
the traditional grid street pattern and has been the primary influencing factor in shaping the City’s
present day development patterns.

Historic photos of Tavares
Source: Lake County Historical Society
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The City’s historic building stock has persisted well to present day. Over 120 historic structures
designated by the Tavares Historical Society populate the CRA district. Many of these buildings
continue to be actively used today either in their original function or through adaptive reuses such
as professional offices and boutique retail stores. There is one structure within the Downtown
CRA that is listed on the National Register of Historic Places: Lake County Historic Courthouse.
The majority of historic structures—those predating World War II—are located in the historic
preservation district. The historic district boundaries are defined by Texas Avenue on the west,
Ruby Street on the south, Disston Avenue on the east, and Givens Street on the north.

1886 Historic Plat of Tavares.
Source: Lake County Public Records
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GEOGRAPHIC CONTEXT

TAVARES

Orlando
Tampa
Gulf of Mexico

Map showing Tavares’ location in Florida
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Montverde
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Map showing Tavares’ location in Lake County
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Located in the center of Lake County, the City of Tavares sits
between four major lakes- Lake Eustis, Lake Dora, Lake Harris,
and Little Lake Harris. The navigable Dora Canal connects Lake
Dora and Lake Eustis, the two largest fresh water lakes located
within the City limits. The City is located 31 miles northwest of
Orlando, connected to the Orlando Metropolitan Area through
U.S. Highway 441. Tavares forms part of the Lake County “Golden
Triangle” area. This area also comprises the cities of Eustis and
Mount Dora and has traditionally been the economic engine
for the county, although the South Lake area cities composed
of Clermont, Minneola, and Groveland have witnessed rapid
population growth in the recent years.
Mount Dora is located approximately 5 miles directly to the east
of Tavares, while Leesburg is 10 miles to the west and Eustis is
6 miles to the northeast. The major north-south and east-west
roadways serving the city are: US 441, connecting Leesburg
via Tavares to Orlando, and SR 19, which connects Tavares to
Groveland to the south and Eustis to the north. Opportunities
for commuter light rail between Tavares and Orlando are being
considered as part of long-range multimodal transportation
strategy by the Lake-Sumter Metropolitan Planning
Organization. Leesburg Regional Airport is the closest airport
six miles to the west of Tavares on US 441. The airport also
offers U.S. Customs and Border Protection service that
provides aircrafts returning to the continental United States from
a foreign country with the ability to fly directly to Leesburg
International Airport without having to stop at the first port of
entry.

STUDY AREA DESCRIPTION
The original Community Redevelopment Area was designated
in 1995 and expanded in 2006 with a minor expansion in
2013. The existing Community Redevelopment Area, the study
area for this master plan update, encompasses a total area
of approximately 272 acres (excluding right-of-ways). The
area is bounded roughly by SR 19 on the north and west,
Lake Dora on the south, and Disston Avenue on the east.
This district encompasses the entire Downtown historic
district of the City, all of the adjacent historic neighborhoods to
the north and east, and the commercial and industrial
corridors on the north and west. Major roads serving the CRA
district are US 441, locally known as Burleigh Boulevard,
and SR 19, locally known as Duncan Drive. SR 500A,
locally known as Alfred Street and Old US 441, routes
through the CRA district and connects directly to Mount Dora,
serving as a vital link between the two cities.

ISBA
In this geographic context, the City’s intergovernmental
coordination with the adjacent local government is achieve
through the Interlocal Service Boundary Agreement (ISBA). On
2015, the City signed an ISBA with Lake County and local
municipalities. The ISBA specifically addresses annexation of
non-contiguous properties, annexation and maintenance of rightof-way, development applications, land development regulations,
comprehensive plan provisions, solid waste, fire hydrants,
sharing of equipment and resources, fire & rescue services, E911 system, and addressing standards. The principal goal of the
Interlocal Service Boundary Agreement Act is to encourage local
governments to jointly determine how to provide services to
residents and property in the most efficient and effective manner
while balancing the needs and desires of the community.

Downtown Tavares CRA Aerial Photo
Source: City of Tavares GIS Database, January 2017
Prepared By: Corey Mathis, Senior GIS Analyst
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RELATIONSHIP TO PREVIOUS PLANS
The following section provides a summary of the various programs, plans and studies that have been
completed by the City of Tavares, and have a significant impact on the Downtown Redevelopment
Area. The information contained in this section is critical in establishing the foundation for the
recommendations contained in this Plan, and to ensure that the Plan provides continuity in function,
future land uses and programmatic strategies.
In 2007, the City retained the services of IBI Group, Inc. to update the Downtown Redevelopment
Plan with an emphasis on developing an implementation program that includes recommendations
for strategic capital improvements, public-private partnerships, developing urban design guidelines,
and translating the community’s vision into a workable and implementable guiding document for the
City. The resulting document is the existing 2008 Downtown Tavares Redevelopment Master Plan.
IBI Group, Inc. prepared the document building upon the recommendations from previous City CRA
plans. The 2006 CRA Plan builds upon the recommendations contained in the 2004 Downtown
Improvement Strategy, prepared by the UF Center for Building Better Communities in conjunction
with the City of Tavares. The original redevelopment plan, prepared in 1995 by the City’s planning
department, was instrumental in establishing the Community Redevelopment Area district in
accordance with Florida Statutes, and has provided the City with appropriate tools and mechanisms
to fund redevelopment activities within the designated CRA boundaries. Likewise in 2017, the
Redevelopment Master Plan update will also keep many sound principles contained in the existing
document in order to continue to provide guidance to the City’s revitalization efforts..

COMMUNITY REDEVELOPMENT AREA PLAN (1995)
The following narrative summarizes the 1995 CRA Plan’s recommendations:
• Identify parking shortages and ways to rectify them, including the possibility of building a new
parking garage;
• Develop streetscaping and landscaping improvement plans to make the Downtown Area more
pedestrian and bicycle friendly;
• Examine the possibility of creating a trailhead for the Tav-Lee Trail, a proposed inter-county
infrastructure project;
• Expedite street infrastructure improvements;
• Improvement of existing parks (particularly Wooton Park);
• Implementation of policies and allowances that would lead to a “24-hour” Downtown area;
• Crime reduction and aesthetic character improvements.

COMMUNITY REDEVELOPMENT AREA PLAN (2006)
The 2006 CRA Plan presented nine broad design objectives that continue to maintain the desired
redevelopment goals of the community in Downtown Tavares:
•
•
•
•
•

Promotion of compact development
Encouragement of mixed land use
Improvement of pedestrian access, safety, and comfort
Enhancement of street connections
Prevention of crime
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•
•
•
•

Increase in parking and land use efficiency
Creation and protection of public space
Implementation of pedestrian-based building design
Maintenance of performance standards of all above mentioned design objectives

• Establish visual preferences for all four “intensity” districts in the CRA
• Establish vision statement

“TAVARES—the capital waterfront city of Lake
County; building on a historic foundation; creating an
authentic, accessible community of neighborhoods,
businesses, and citizen services; distinguishing itself as
the defining vision of where you want to be.”

COMMUNITY REDEVELOPMENT AREA PLAN (2008)
The 2008 Downtown Tavares Redevelopment Master Plan was developed with an extensive public
participation effort through several visioning exercises lead by Mayor Nancy Clutts and Phil Laurien,
Executive Director, from the East Central Florida Regional Planning Council. The visioning program
included six sessions with the community that helped define design characteristics, implement
urban form principles, and develop a vision statement for the City. The visioning exercises included
a community information session to kickoff the project with the presentation of “Save our Land,
Save our Town” video to educate participants about the historic evolution of neighborhoods and
urban growth throughout the country. Following the video participants commented on the
presentation and discussed characteristics that needed to be reinforced in creating a “sense of
place” for Downtown Tavares:

• Interaction of neighbors;
• Pedestrian-friendly environments;
• Importance of history in defining the future vision;
• Provision for open space;
• Creation of the City’s identity by visible boundaries.
The second session focused on identifying the City’s strengths, weaknesses, opportunities, and
threats (SWOT). Participants discussed various topics framed around the characteristics identified
in the earlier session.
The third session gave the opportunity for participants to discuss the appropriate scale and
character of development for Tavares by using display boards containing photographs illustrating a
diversity of architectural styles, development patterns, and urban design elements.
The fourth session provided the opportunity for participants to be part of a visual preference survey.
This exercise included a homework assignment in which attendees were given disposable cameras
and asked to photograph good and bad features of their community. These photographs were then
used at a later session for discussion by clustering photos randomly in large display boards and
asking participants to place different colors dots on pictures that illustrated features from the leastpreferred to most-preferred for Downtown Tavares. The last two sessions focused on developing
strategies that would ensure implementation of the City’s vision for the downtown:

• Amend comprehensive plan to reflect vision
• Adopt form based codes that assure the “look”
The visioning process also included participation from those who would be responsible for
implementing the DTRMP through a series of “focus group” meetings that involved City staff,
governmental representatives, key property owners, business groups, and civic groups. The
meetings included discussion on community assets, critical issues that needed to be addressed
through the redevelopment planning process, existing planning efforts and proposed projects that
helped define a clear scope for the DTRMP.
Culminating the visioning process, a hands-on planning workshop was hosted by Mayor Clutts and
a consulting firm in which they presented a draft of the DTRMP to the community. The purpose of
the workshop was aimed at developing a consensus on the Plan’s recommendations, obtain
community feedback, and identify missing information that needed to be addressed.
Since the adoption of this plan in 2008, the City has successfully accomplished the
following recommendations:
•

Construction and Implementing the City’s Marina and Seaplane basin;

•

Branding of the City as “America’s Seaplane City ;

•

Expansion of the Lake County Judicial Center and Government Complex including the
construction of the Public Parking Structure;

•

Construction and Reconfigurement of Alfred and Caroline streets as a one-way pair; and

•

Planned Construction of the City's Public Safety Complex;

Specific objectives, strategies and guidelines recommended by the 2008 Plan and its current
status (March 2017) are described in the Table 1.1 on the following pages.
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DOWNTOWN TAVARES REDEVELOPMENT MASTER PLAN
Table 1.1 Status Table, Downtown CRA Plan 2008
Source: City of Tavares Community Development Department, March 2017

DTRMP Recommendations (2008) - Objectives, Strategies & Guidelines
Chapter 1
Chapter 2
Chapter 3
Chapter 4
Objective 4-1
Objective 4-2
Strategy 4.1
Strategy 4.2
Strategy 4.3
Strategy 4.4
Strategy 4.5
Strategy 4.6
Strategy 4.7
Strategy 4.8
Strategy 4.9
Strategy 4.10
Strategy 4.11
Strategy 4.12
Strategy 4.13
Strategy 4.14
Strategy 4.15
Strategy 4.16
Strategy 4.17
Strategy 4.18
Strategy 4.19
Strategy 4.20
Objective 4-3
Strategy 4.21
Strategy 4.22
Strategy 4.23
Strategy 4.24
Strategy 4.25
Strategy 4.26
Strategy 4.27
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Introduction
Context
Community Participation
Land Use and Development Characteristics
Development Characteristics Intensities and Densities:
Provide the community with an overall balance of uses and activities enabling an expanded mix of commercial, civic, entertainment, recreational, and residential uses;
Achieve development patterns that ensure efﬁcient use of available land.
Promote increased densities (20-40 dwelling units per acre/ 6-8 stories) in locations within one-quarter mile of the waterfront, civic center and potential transit station to
capitalize on the beneﬁts of consolidated nodal development.
Encourage new inﬁll moderate-density residential development (20 dwelling units per acre/ 2-4 stories) on sites within the Downtown Transition District.
Require combined mixed-use developments throughout the Downtown Core through revisions to the land development regulations as required to remove any obstacles that
discourage combined mixed-use development.
Encourage at-grade retail centers which are connected to the sidewalk network along the north-south streets between Alfred and Ruby Streets.
Permit development of a diverse range of service and support commercial uses in the Downtown Core (small pharmacy store, neighborhood grocery stores, banks) to
ensure access to essential services.
Identify and market areas where private interests can develop housing and necessary support facilities in the Downtown core area and adjacent neighborhoods including
Main Street, Ruby Street, and Alfred Street.
Strategically target appropriate locations within the redevelopment area to facilitate new privately developed multi-family housing developments.
Support the development of retail uses that accommodate extended hours of operation (cafes, restaurants, bookstores) to stimulate activity into non-work hours.
Discourage location of surface parking lots in the front of buildings in areas within the Downtown Core and Downtown Transition districts.
Consider ﬁnancial incentives to promote owner-occupied housing in the redevelopment area.
Redevelop properties that extend from US 441 and SR 19 to neighborhood streets as multi-family residential uses with commercial frontage along the corridors.
Develop strategies to encourage the development of affordable housing, with an emphasis in developing strategies in which affordable housing can be integrated within
market rate housing development projects.
Continue to direct future industrial development and expansion of existing industrial uses to appropriate areas outside the Downtown CRA, and evaluate feasibility of
pursuing an administrative rezoning for industrially zoned properties to highway commercial.
Provide a range of housing options introducing owner occupied multi-family and mixed-use development, primarily in areas abutting the commercial and industrial uses, to
provide for a transition from more intense non-residential to less intense residential neighborhoods.
Encourage the development of appropriate transitional ofﬁce and low-impact retail uses along Alfred and Caroline Streets while minimizing impacts on adjoining
neighborhoods.
Work with industrial businesses abutting the SR 19 corridor to improve the physical conditions of the buildings and landscaping along the corridors.
Continue efforts to rehabilitate quality older housing stock and encourage inﬁll development of vacant residential and commercial properties in the redevelopment area.
Provide linkages between neighborhoods utilizing the existing and proposed system of trails, sidewalks, alleyways and bicycle routes.
Provide incentives such as intensity bonuses on development projects that provide public amenities and infrastructure improvements.
Utilize the design review process and code enforcement to ensure adherence and attention to design guidelines and ordinance requirements.
Commercial Corridor District:
Integrate existing commercial and industrial properties into the functional and aesthetic framework of the Downtown, retaining the economic beneﬁts of these uses, while at
the same time mitigating their visual impact.
Consider pursuing an administrative rezoning of properties to highway commercial (C-2) for all properties currently designated as industrial uses within this district.
Encourage joint access and parking between commercial properties to minimize access points and reduce side friction from travel lanes.
Encourage rear access and parking where land use conﬂicts do not exist.
Require landscaped buffering between incompatible uses.
Sign Regulations
Establish standards for desired architectural styles.
Develop adequate design standards to buffer new commercial industrial uses from residential uses, speciﬁcally along US Highway 441 and SR 19.
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Status/Assessment (2017)

On-going and as part of this master planning update process.
On-going and as part of this master planning update process.
Amend to reflect the current projected development patterns and
Comprehensive Plan maximum density requirements.
On-going.
On-going.
On-going.
On-going.
On-going and as part of this master planning update process.
On-going and as part of this master planning update process.
On-going.
On-going.
On-going.
On-going.
On-going.
Partially-Accomplished and on-going.
On-going.
Amend to include Sinclair and St. Clair Abrams Avenues.
On-going.
On-going.
On-going.
On-going.
On-going.
On-going and as part of this master planning update process.
Partially-Accomplished and on-going.
On-going.
On-going.
On-going.
Accomplished; addressed in the Land Development Regulations.
Partially-Accomplished and on-going.
On-going. Amend strategy to delete industrial use.

DOWNTOWN TAVARES REDEVELOPMENT MASTER PLAN
Table 1.1 (Contd.) Status Table, Downtown CRA Plan 2008
Source: City of Tavares, Community Development Department, March 2017

Strategy 4.28
Strategy 4.29
Strategy 4.30
Strategy 4.31
Strategy 4.32
Objective 4-4
Strategy 4.33
Strategy 4.34
Strategy 4.35
Strategy 4.36
Strategy 4.37
Strategy 4.38
Strategy 4.39
Strategy 4.40
Strategy 4.41
Strategy 4.42
Strategy 4.43
Objective 4-5
Strategy 4.44
Strategy 4.45
Strategy 4.46
Strategy 4.47
Strategy 4.48
Strategy 4.49
Strategy 4.50
Strategy 4.51
Strategy 4.52
Strategy 4.53
Strategy 4.54
Strategy 4.55
Objective 4-6
Strategy 4.56
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Recommendations (2008)
Utilize the design review process and code enforcement to ensure adherence and attention to design guidelines and architectural standards.
Continue to direct future industrial development within the Downtown CRA to appropriate areas in other industrial areas in the City.
Screen outdoor storage from rights of way and adjoining properties.
Use TIF Funds to provide buffering along SR 19 to screen residential areas from heavy industry to the east, and other areas where land use conﬂicts exist.
Pursue active code enforcement.
Residential Neighborhoods:
Designate areas appropriate for moderate density residential development that support a mix of housing products, maintain affordable housing stock where appropriate,
provide for in-ﬁll development opportunities at a scale that is compatible with the neighborhood, and continue streetscape improvements as incentives for private investment
in housing opportunities.
Areas should be maintained at a density of 5-15 dwelling units per acre.
Consider the provision of ﬂexible development standards in future zoning code revisions for minimum lot sizes to enable development of smaller owner-occupied single
family residential lots.
Consider the inclusion of ﬂoor area ratio and maximum lot coverage ratios together to ensure that the scale of rebuilt residential properties harmonizes with surrounding
residences.
Establish residential design standards for building renovations, in-ﬁll development and tear-downs.
Provide for neighborhood pocket parks or urban gardens where the opportunity arises.
Preserve the areas from encroachment by incompatible uses.
Develop strategies to encourage the development of affordable housing, with an emphasis in developing ways in which affordable housing can be integrated within market
rate housing development projects.
Strategically target appropriate locations within the redevelopment area to facilitate new privately developed multi-family housing developments.
Develop policies that hold absentee landowners accountable for the maintenance and upkeep of the property conditions.
Provide pedestrian connections between the neighborhoods and the Downtown through an improved network of sidewalks, alleyways, and access roads. Improvements to
the pedestrian environment should be encouraged through landscape buffering from vehicular areas with widened sidewalks, streetlights, and other design elements.
Construct neighborhood gateways with appropriate landscaping and identity signage announcing the entrance to each of the four neighborhoods at identiﬁed primary entry
points.
West Main Neighborhoods:
Continue to enhance residential areas and maintain the affordable housing stock within the redevelopment district through investment in public infrastructure and by
establishing or promoting programs that support investment in residential renovations, in-ﬁll development and redevelopment, preservation of the existing housing stock.
Ensure adequate buffering between incompatible uses.
Designate areas appropriate for moderate density mixed-income multi-family residential development.
Enhance and upgrade existing quality of housing.
Create incentives to facilitate new inﬁll construction of affordable workforce housing.
Establish Residential Façade Improvement Program.
Encourage adaptive reuse of vacant and underutilized properties to accommodate community facilities and activities (vocational technology training center/ business
resource center/ job training center).
Develop design strategies to minimize the visual impact of the County jail and detention facility center.
Upgrade facilities at Ingraham Center.
Work with area faith-based institutions to generate community support and participation in maintaining the neighborhood’s aesthetic environment.
Work with commercial property owners to institute a sidewalk maintenance and beautiﬁcation program.
Encourage neighborhood oriented retail uses in new commercial development fronting Main Street (grocery store, restaurants, deli).
Increase home ownership working with area ﬁnancial institutions.
Downtown Transitional Mixed-Use Neighborhood:
Accommodate transitions in land use through appropriate zoning regulations, investment in pedestrian improvements and incentives for private sector investment in the
adaptive re-use of existing residential structures.
Continue to work with Lake-Sumter MPO to expedite the design and construction phase of the proposed Alfred Street reconﬁguration project.

Status/Assessment (2017)
On-going.
On-going.
On-going.
On-going.
Accomplished; City has active Code Enforcement.
On-going.
On-going. Amend strategy to reflect adopted densities.
On-going and as part of this master planning update process.
On-going and as part of this master planning update process.
Addressed in the Land Development Regulations.
On-going.
On-going.
On-going and as part of this master planning update process.
On-going and as part of this master planning update process.
The City has an active full-time Code Enforcement Officer.
On-going.
Partially-Accomplished via City’s wayfinding program and on-going.
On-going and as part of this master planning update process.
On-going.
On-going and as part of this master planning update process.
On-going.
On-going.
On-going.
On-going and as part of this master planning update process.
On-going.
On-going.
On-going.
On-going.
On-going.
On-going.
On-going and as part of this master planning update process.
Accomplished.
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Table 1.1 (Contd.) Status Table, Downtown CRA Plan 2008
Source: City of Tavares, Community Development Department, March 2017
Recommendations (2008)
Incorporate streetscape improvements, such as decorative street lighting, wider sidewalks, street trees, brick intersections on asphalt streets and the reconstruction of brick
street, to establish a pedestrian environment in support of future commercial activity.
Encourage property owners to introduce a mix of housing types- townhomes, live/work studios, garage apartments, lofts to provide for affordable workforce housing.
Encourage more professional ofﬁce uses to support specialty retail and food service industries.
Encourage adaptive reuse of existing residential uses to accommodate low-impact non-residential uses (professional ofﬁces, neighborhood retail, restaurants).
Accentuate signiﬁcant intersections with appropriate gateway treatment and directional signage to major activity centers.
Conduct design and programming studies to expand the Public Library and Civic Center facilities on Caroline Street.
Promote high intensity mixed-use development on identiﬁed vacant and underutilized properties in the neighborhood.
Encourage development of moderate to high intensity mixed-uses on primary north-south streets in the district (retail at grade/ ofﬁce/residential upper ﬂoors).
Ensure design standards and architectural guidelines are in place prior to the approval of any new development in the area.
Institutional Core:
Strengthen Institutional Core as a focus of government activity, and connect institutional buildings to the overall Downtown public realm framework.
Pursue future development opportunities with the County for university extension facilities (legal/ nursing).
Work with School Board to identify opportunities for potential relocation & reuse of vacant and underutilized school owned properties.
Consider developing a consolidated public safety complex-Fire/EMS/Police as a long-term strategy.
Explore opportunities to introduce retail/office uses in future county facility expansion and development projects.
Ensure design standards and buffering requirements are established for institutional uses.
Establish a coherent directional signage system for all public facilities and parking areas.
Traditional Main Street District:
Create a compact, mixed-use, and diverse district that celebrates the historic and cultural heritage of Tavares, while enhancing the economic vitality of Downtown
businesses through a well-defined land use and regulatory framework. The intent is to maintain and expand the district as a pedestrian oriented area focused on promoting
activity generating uses.
Density: 20-40 du/acre.

Strategy 4.57
Strategy 4.58
Strategy 4.59
Strategy 4.60
Strategy 4.61
Strategy 4.62
Strategy 4.63
Strategy 4.64
Strategy 4.65
Objective 4-7
Strategy 4.66
Strategy 4.67
Strategy 4.68
Strategy 4.69
Strategy 4.70
Strategy 4.71
Objective 4-8
Strategy 4.72
Strategy 4.73
Strategy 4.74

Tiered Building Heights: 2-6 stories from Main Street to Maud Street.
Continue to support Downtown businesses through the expansion and diversification of uses and activities along Main Street and through additional improvements to the
road designed for pedestrian safety and increased visibility.
Pursue improvements to further enhance the quality of the pedestrian environment.
Enhance pedestrian safety and slow speed of automobiles in the downtown through the use of reduced speed limits, better signage and the use of elevated, decorative
crosswalks at all Main Street intersections.
Employ design standards for site planning and architectural features.
Encourage a complimentary mix of uses & activities.
Attract more restaurants, cafes and specialty retail.
Develop a “niche” market.
Encourage concentration of retail activities at ground level within this district, preferably destination retail and tourist related uses such as restaurants, museums, outfitters,
art galleries. Upper floors should contain offices or residential uses.
Organize land uses in a manner that encourages and supports movement by public transit, bicycle, walking, and other alternative transportation modes.
Allow a diverse range of uses in the district, including live/work units, lofts, offices, neighborhood grocery stores, bank, post office, events center.
Encourage infill development with higher density residential within the district on upper floors.
Discourage new one-story commercial buildings and single-family residential development in the district.
Pursue catalytic projects through public-private partnerships or land assemblage in the block fronting Main Street between St. Clair Abrams Avenue and New Hampshire
Avenue.
Initiate discussions with impacted private property owners to determine their level of support and intent for participation in the proposed redevelopment program.
Work with the property owner to redevelop the block located west of City Hall between Rockingham and New Hampshire. The Plan envisions a moderate scale mixed-use
development with hotel, office, retail, and residential uses.

Strategy 4.75
Strategy 4.76
Strategy 4.77
Strategy 4.78
Strategy 4.79
Strategy 4.80
Strategy 4.81
Strategy 4.82
Strategy 4.83
Strategy 4.84
Strategy 4.85
Strategy 4.86
Strategy 4.87
Strategy 4.88
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Status/Assessment (2017)
Partially-Accomplished and on-going.
On-going.
On-going.
On-going.
Partially-Accomplished via City’s wayfinding program and on-going.
On-going.
On-going and as part of this master planning update process.
On-going.
Addressed in the LDR.
On-going and as part of this master planning update process.
On-going.
Accomplished.
Accomplished.
On-going.
On-going.
Partially-Accomplished via City’s wayfinding program and on-going.
On-going and as part of this master planning update process.
Amend to reflect Comprehensive Plan maximum density
requirements.
Amend to reflect the current projected development patterns.
On-going.
On-going.
On-going.
On-going and addressed in the Land Development Regulations.
On-going.
On-going.
On-going.
On-going.
On-going and as part of this master planning update process.
On-going.
On-going.
On-going.
On-going.
On-going and as part of this master planning update process.
On-going and as part of this master planning update process.
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DOWNTOWN TAVARES REDEVELOPMENT MASTER PLAN
Table 1.1 (Contd.) Status Table, Downtown CRA Plan 2008
Source: City of Tavares, Community Development Department, March 2017

Guideline 5.4

Recommendations (2008)
Develop a master plan for the area identified as the Tavares Square in the urban design plan illustration as a pedestrian plaza along Rockingham Avenue incorporating the
Lake County Public Records building and the blocks located between St. Clair Abrams and New Hampshire Avenue. Construct a new pedestrian plaza defined by mixeduse buildings to visually and physically connect Main Street to the waterfront.
Continue to develop incentives that will help activate the district’s pedestrian environment and facilitate retail development at ground level within the district. Examples of
incentives include: exempting retail uses on the ground floor from FAR calculations within the district; parking exemptions; and area-wide master stormwater permit.
Higher density and intensity should be encouraged in conjunction with the development of commuter rail or light rail.
Require appropriate land use transitions to ensure new development is compatible with existing areas.
Require liner buildings or architectural treatment in the design of parking structures in all new developments.
Develop strategies to encourage the development of affordable housing, with an emphasis on developing incentives in which affordable housing can be integrated within
market rate housing development projects.
Waterfront Entertainment District:
Establish a waterfront entertainment district providing a venue for festivals, shops, restaurants, the arts and cultural amenities that will firmly establish Downtown Tavares as
a regional destination.
Plan for the transformation of the district to evolve from the present rural configuration to a more hardened urban waterfront venue.
Undertake a detailed design master plan of the district to fully integrate the appropriate phasing of all proposed elements of design. Including, but not limited to the following:
- Continuation of proposed improvements to Wooton Park.
- Appropriate phasing of future improvements to the park to provide for a hardened urban waterfront feature.
- Commuter rail transit system and facilities design.
- Private sector development opportunities including economic feasibility and design of future development along Ruby Street.
- Design and integration of Tavares Square
- Design and integration of key destination cultural facility
Plan, design and construct Ruby Street improvements as the primary spine of the entertainment district.
Ensure all required infrastructure is incorporated in the Ruby Street Design.
Determine feasibility and seek funding for a destination cultural facility which might include a transportation, heritage or natural resource museum.
Seek opportunities to control key development sites.
Initiate discussions with all affected property owners to determine attributes of possible land acquisition and disposition program.
Leverage County Records property as a tool to control other key development sites through negotiations with potential developers.
Initiate discussions with Tavares Station developers to maximize development potential of their property in conjunction with development of the entertainment district.
Consider solicitation of Master Developer for Waterfront District.
Devise strategic development incentive package for use in negotiations.
Pursue art in public spaces program.
Continue with successful festival and events planning.
Consider weekly events program such as farmers market or arts and crafts fairs.
Work with Chamber of Commerce and other economic development organizations to devise marketing strategy for Downtown Tavares.
Review and amend, if necessary, codes and policies that may be a deterrent to the success of the entertainment district such as noise and alcohol policies.
Urban Design and Historic Preservation
Public Realm Guidelines
Street Grid and Views:
Ensure that street grids are re-established in future redevelopment of larger sites within Downtown, such as Wooton Park, Tavares Station and county jail.
Protect lakefront views by establishing development standards that enhance existing vistas and create new vistas as part of the site design.
Identify key destinations and make them obviously visible to pedestrians via architectural design, building placement, establishment of view corridors or axis, careful
selection and placement of street trees so as not to obscure important views, and appropriate design and placement of directional signage.
Streetscape Design:
Replace worn or faded pavement markings at crosswalks.

Guideline 5.5

Install quality, contrasting paving materials at key pedestrian crossings that signal to drivers that they are entering a pedestrian zone.

Strategy 4.89
Strategy 4.90
Strategy 4.91
Strategy 4.92
Strategy 4.93
Strategy 4.94

Objective 4-9
Objective 4-10
Strategy 4.95

Strategy 4.96
Strategy 4.97
Strategy 4.98
Strategy 4.99
Strategy 4.100
Strategy 4.101
Strategy 4.102
Strategy 4.103
Strategy 4.104
Strategy 4.105
Strategy 4.106
Strategy 4.107
Strategy 4.108
Strategy 4.109
Chapter 5
Guideline 5.1
Guideline 5.2
Guideline 5.3
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Status/Assessment (2017)
Partially-Accomplished and on-going.
Partially-Accomplished and on-going.
On-going.
On-going.
On-going and addressed in the Land Development Regulations.
On-going.

Partially-Accomplished and on-going.
Partially-Accomplished and on-going.
Partially-Accomplished and on-going.

Accomplished and on-going.
Accomplished and on-going.
On-going.
On-going.
On-going.
Accomplished and on-going.
Amended to reflect the current projected developments.
Accomplished and on-going.
On-going.
On-going.
On-going.
On-going.
On-going.
Accomplished and on-going.

On-going.
On-going and as part of this master planning update process.
Partially-Accomplished and on-going.
Accomplished and on-going as a Public Works Maintenance
Program.
Partially-Accomplished and on-going.
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Table 1.1 (Contd.) Status Table, Downtown CRA Plan 2008
Source: City of Tavares, Community Development Department, March 2017

Guideline 5.6
Guideline 5.7
Guideline 5.8
Guideline 5.9
Guideline 5.10
Guideline 5.11
Guideline 5.12
Guideline 5.13
Guideline 5.14
Guideline 5.15
Guideline 5.16
Guideline 5.17
Guideline 5.18
Guideline 5.19
Guideline 5.20
Guideline 5.21
Guideline 5.22
Guideline 5.23
Guideline 5.24
Guideline 5.25
Guideline 5.26
Guideline 5.27
Guideline 5.28
Guideline 5.29
Guideline 5.30
Guideline 5.31
Guideline 5.32
Guideline 5.33
Guideline 5.34
Guideline 5.35
Guideline 5.36
Guideline 5.37
Guideline 5.38
Guideline 5.39
Guideline 5.40
Guideline 5.41
Guideline 5.42
Guideline 5.43
Guideline 5.44
Guideline 5.45
Guideline 5.46
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Recommendations (2008)
Improve pedestrian crosswalk signal mechanisms; possibly by adding audio cues for visually impaired pedestrians. Strive to adjust timings so as to reduce pedestrian wait
time.
Decrease the distance pedestrians must walk using curb extensions or “bulb-outs”.
Create mid-crossing “safe zones” by installing wider landscaped medians.
Sidewalks should be designed to be handicapped accessible as set forth in the Americans with Disabilities Act (ADA).
Use tree grates in retail streets to provide ample space for pedestrian circulation on the sidewalks.
Properly install and orient sidewalk curb ramps so that pairs face each other directly across the street. This means constructing two curb ramps per corner or one wide ramp
encompassing the entire arc of the corner.
Remove obstacles from crossings such as utility poles, light posts, fire hydrants, stormwater catch basins, curb inlets, planters and similar features.
Street trees should be consistent with existing trees in the area and selected to provide shade. The mature tree canopies should be maintained where they exist along the
streets.
Maintain existing landscaping, especially indigenous species and consider removal of invasive vegetation along the lakefront.
Planter design and plant species should be consistent for each street to provide for uniformity.
Planters should not obstruct the pedestrian right-of-way and meet necessary traffic safety standards.
Landscaping should be incorporated to lead people from parking areas to activity centers.
Center medians should be landscaped with ground cover, trees and accent flowering shrubs.
Medians should be designed to act as pedestrian crossing islands and have few breaks in them.
Placement of pedestrian lighting should be determined to increase pedestrian safety and enhancing the businesses in the area.
Street furniture including benches and trash receptacles should be compatible with surrounding streetscape elements.
Ensure that street paving and sidewalks are consistent throughout the Study Area.
Place utilities underground, if possible, especially along the primary streetscape systems.
Traffic calming features should be utilized where traffic data and neighborhood consensus warrants.
Consider raised brick crosswalks at strategic locations, particularly along Alfred Street, with conflicting pedestrian and vehicular traffic patterns to reduce speeds of vehicles.
Primary Streetscape Improvements:
[Sidewalks] Minimum 8 feet in width
High quality paving
High quality stone curbing
Shade trees with 50-foot spacing
Seating area at mid-block and intersection locations
Protective bollards at crosswalks
Pedestrian scale lighting with common theme
Signal master arms at intersections
Themed street signage
Themed informational and directional signage
Themed and shaded bus shelters
Uniform news racks
Themed information kiosks at proper locations
On-street parking where feasible
Pedestrian ‘bulb-outs’ and ‘neck-downs’ at intersection and mid-block pedestrian crossing locations
Corner crossing design for handicapped accessibility
Unit paver crosswalks
Median safe zones where possible
Family of themed site furnishings: benches, trash cans, planters, etc.
Themed gateway pylons to mark the beginning of the core pedestrian zone
Redesign of the area should minimize steep slope conditions, pedestrian obstacles, trip hazards, and accessibility barriers.
Secondary Streetscape Improvements:
CHAPTER 2: CONTEXT

Status/Assessment (2017)
Partially-Accomplished and on-going.
Partially-Accomplished and on-going.
Partially-Accomplished and on-going.
Partially-Accomplished and on-going.
Partially-Accomplished and on-going.
Partially-Accomplished and on-going.
Partially-Accomplished and on-going.
Partially-Accomplished and on-going.
Partially-Accomplished and on-going.
Partially-Accomplished and on-going.
Partially-Accomplished and on-going.
Partially-Accomplished and on-going.
Partially-Accomplished and on-going.
Partially-Accomplished and on-going.
Partially-Accomplished and on-going.
Partially-Accomplished and on-going.
Partially-Accomplished and on-going.
On-going.
On-going.
Partially-Accomplished and on-going.
Partially-Accomplished and on-going.
Partially-Accomplished and on-going.
On-going.
Partially-Accomplished and on-going.
On-going.
On-going.
On-going.
Partially-Accomplished and on-going.
Partially-Accomplished and on-going.
Partially-Accomplished and on-going.
On-going.
On-going.
Accomplished and on-going.
On-going.
Partially-Accomplished and on-going.
Partially-Accomplished and on-going.
Partially-Accomplished and on-going.
Partially-Accomplished and on-going.
Partially-Accomplished and on-going.
Partially-Accomplished and on-going.
Partially-Accomplished and on-going.
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Guideline 5.47
Guideline 5.48
Guideline 5.49
Guideline 5.50
Guideline 5.51
Guideline 5.52
Guideline 5.53
Guideline 5.54
Guideline 5.55
Guideline 5.56
Guideline 5.57
Guideline 5.58
Guideline 5.59
Guideline 5.60
Guideline 5.61
Guideline 5.62
Guideline 5.63
Guideline 5.64
Guideline 5.65
Guideline 5.66
Guideline 5.67
Guideline 5.68
Guideline 5.69
Guideline 5.70
Guideline 5.71
Guideline 5.72
Guideline 5.73
Guideline 5.74
Guideline 5.75
Guideline 5.76
Guideline 5.77
Guideline 5.78
Guideline 5.79
Guideline 5.80
Guideline 5.81
Guideline 5.82
Guideline 5.83
Guideline 5.84
Guideline 5.85

DTRMP 2017

Recommendations (2008)
[Sidewalks] Minimum 6 feet in width
Shade trees of different species from primary streetscape system with 50-foot spacing
Seating area at mid-block and intersection locations if pedestrian volume justifies
Pedestrian scale lighting with common theme
Signal master arms at intersections
Themed street signage
Themed informational and directional signage
Themed and shaded bus shelters
Uniform news racks
Themed information kiosks at proper locations
On-street parking where feasible
Corner crossing design for handicapped accessibility
Family of themed site furnishings: benches, trash cans, planters, etc.
Themed gateway pylons to mark the beginning of the core pedestrian zone
Redesign of the area should minimize steep slope conditions, pedestrian obstacles, trip hazards, and accessibility barriers.
Traffic Calming:
Clear space to handle pedestrian capacities.
Visibility to safely negotiate crossing.
Legibility of all directional information.
Accessibility and freedom from obstructions.
Separation from traffic.
Code based ramps and landings.
Signage:
Signs should be visually interesting and informative. Lettering should be simple, legible and well proportioned.
The number of signs should be limited to avoid visual clutter.
The illumination from signs should not overpower other signs on the street, pedestrians, and the architectural character of adjacent buildings.
Signs should complement the architectural character of the buildings and provide a unifying element along the streetscape.
Signs should be located so that they do not interfere with pedestrian movement or block the visibility of drivers at street corners and/or intersections.
Consider using symbols as signs that correlates to products or services rendered.
Integrate signs with architectural elements.
Design lighting and mounting hardware as an integral part of the sign.
Sign materials should be durable and long lasting.
Coordinate style, size and color on multiple occupancy buildings.
Avoid pole mounted signs.
Wayfinding signage, directional signage to parking lots, and signage identifying the Downtown should be located near intersection entry points and should be designed in a
consistent and easily identifiable manner.
Develop a unified signage system that emphasizes a coherent theme for the entire Downtown.
Public Open Space:
Provide additional pedestrian area to the major public streetscape adjacent to the property. Sidewalks should be provided, abutting the property frontage extending the
length of the property whether or not on-street parking is required.
Sidewalks should be constructed per City approval and should be a minimum of eight (8) feet in width in new developments within the Downtown Core.
Provide public restrooms as an integral part of new civic facilities, such as the proposed Tavares Square urban plaza.
When properties front on primary streets, they shall be designed to provide a continuity of streetscape elements. The frontage yard between the building and the property
line shall be designed to accommodate pedestrian traffic, seating or other use deemed suitable by approval of the Planning and Zoning Board.
Plaza should include key design elements including seating, shade trees, landscaping and planters, fountains and public art that attract people.

Status/Assessment (2017)
Partially-Accomplished and on-going.
Partially-Accomplished and on-going.
On-going.
On-going.
Partially-Accomplished and on-going.
Partially-Accomplished and on-going.
Partially-Accomplished and on-going.
On-going.
On-going.
Accomplished and on-going.
On-going.
Partially-Accomplished and on-going.
Partially-Accomplished and on-going.
Partially-Accomplished and on-going.
On-going.
Partially-Accomplished and on-going.
Partially-Accomplished and on-going.
Partially-Accomplished and on-going.
Partially-Accomplished and on-going.
Partially-Accomplished and on-going.
Accomplished and on-going.
Accomplished via City’s brand & wayfinding program and on-going.
Accomplished and on-going.
Accomplished and on-going.
On-going.
On-going.
On-going.
On-going.
On-going.
On-going.
On-going.
On-going.
Accomplished and on-going.
Accomplished.
On-going.
On-going.
Partially-Accomplished and on-going.
Amend to classify “Primary Retail Streets” instead of “Primary
Streets” and methodized the approval process.
On-going.
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Guideline 5.86

Guideline 5.87
Guideline 5.88
Guideline 5.89
Guideline 5.90
Guideline 5.91
Guideline 5.92
Guideline 5.93
Guideline 5.94
Guideline 5.95
Guideline 5.96
Guideline 5.97
Guideline 5.98
Guideline 5.99
Guideline 5.100
Guideline 5.101
Guideline 5.102
Guideline 5.103
Guideline 5.104
Guideline 5.105
Guideline 5.106
Guideline 5.107
Guideline 5.108
Guideline 5.109
Guideline 5.110
Guideline 5.111
Guideline 5.112
Guideline 5.113
Guideline 5.114
Guideline 5.115
Guideline 5.116
Guideline 5.117
Guideline 5.118
Guideline 5.119
Guideline 5.120
Guideline 5.121
Guideline 5.122
Guideline 5.123
Guideline 5.124
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Recommendations (2008)
Plaza design should emphasize street edges through use of elements such as paving material, landscaping, trees, lights, public art, directional signage, and pedestrian
signage.
Private Realm Guidelines
Downtown Core:
Place buildings along Main Street with additional setbacks if the property is located on a street corner.
Discourage curb cut access to property from front property line, where feasible.
Locate parking to the rear of buildings.
Access along side streets and alleyways, where possible.
Maximize the street frontage of buildings.
Encourage all new development in this district to contain storefronts in the Traditional Main Street district.
Encourage liner building infill development on larger institutionally owned parcels located in the district.
All new development, additions and/or renovations should reflect the traditional development patterns and strive to encourage an efficient pedestrian oriented environment.
In order to break up the perceived mass of structure, divide it into modules that are similar in size to buildings seen traditionally.
New buildings should incorporate a clear division between street level and upper floors through a change of architectural elements, materials, and/or color.
Where sidewalks are less than 8 feet wide, require new development to setback buildings 5 feet or 10 feet to create wider sidewalks that can be used for outdoor seating
and provide additional pedestrian amenities.
Create transitions in building height between Main Street and Alfred Street by creating stepbacks on upper floors.
Encourage buildings on Main Street to create a two-story street wall.
Encourage new developments on the west edge of Main Street to step down to meet the neighborhood scale.
Service, refuse, and delivery areas should be located to the rear of the buildings and accessed through the alleyways, where possible.
Provide appropriate locations for permitted street vendors to sell their products, such as the proposed Tavares Square urban plaza and Wooton Park.
Create internal pedestrian walkways in new developments. Walkways should direct pedestrians to prominent pedestrian destinations.
Encourage buildings to articulate appropriate architectural detailing including canopies, arcades, storefront design, and awnings on the first two floors.
Ensure that blank building facades are not allowed in future civic and cultural buildings.
Encourage future parking structures be located in the center of the lot and wrapped with retail, office or other active uses to serve as the primary facade.
Ensure that development along Ruby Street is moderate in scale and intensity along the streets edge with an increase in heights towards the mid-block.
Support outdoor cafes and balconies in the Waterfront Entertainment District.
Define proposed Tavares Plaza by using building edges and formal landscape elements.
Consider access and circulation in all new developments as it relates to the future commuter rail transit station.
Residential Neighborhoods:
Site the mass of the structure to the rear of the lot.
Orient the entry of a primary building to the street.
Garage entrance along frontage street needs to be recessed from front facade and blend in with the rest of the house.
New homes or homes going through a large renovation or alteration should include architectural details, dormers, roof pitches, front porches, roof overhangs, front entries
visible and oriented towards the street and vertically oriented windows.
Consider increasing the maximum building height to 58 feet or 4 stories for the Downtown Transition Neighborhood District designated as the Mixed-Use (MU) district per
the existing Land Development Regulations.
Encourage buildings north of Alfred Street to step down to meet the neighborhood scale.
Retain the maximum building height of 35 feet for the Downtown North and West Main Neighborhood district as per the existing Land Development Regulations.
New development in the Downtown Core should step down to the neighborhoods and up to mid-block between Main Street and Caroline Street.
Preserve a sense of open space in front, side and rear yards.
Clearly define the primary entrance by using a raised front porch as a functional space oriented to the street.
Align the front and sides of new buildings with other structures in the neighborhood.
For a lot on an alley, locate parking in a garage or detached carport near the alley edge and accessed from the alley.
For a lot not accessible from an alley, locate parking to the rear of the lot with a driveway accessed from the street.
Required parking spaces should be located in the rear half of the building.
CHAPTER 2: CONTEXT

Status/Assessment (2017)
On-going.

On-going and addressed in the Land Development Regulations.
On-going.
On-going.
On-going.
On-going.
On-going.
On-going.
On-going.
On-going.
On-going.
On-going.
Addressed in the Land Development Regulations.
On-going.
Addressed in the Land Development Regulations.
On-going.
On-going.
On-going.
On-going.
On-going.
On-going.
On-going.
On-going.
On-going.
On-going.
On-going.
On-going.
On-going.
On-going.
On-going and as part of this master planning update process.
On-going.
On-going.
On-going.
On-going.
On-going.
On-going.
On-going.
On-going.
On-going.
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Guideline 5.125
Guideline 5.126
Guideline 5.127
Guideline 5.128
Guideline 5.129
Guideline 5.130
Guideline 5.131
Guideline 5.132
Guideline 5.133
Guideline 5.134
Guideline 5.135
Guideline 5.136
Guideline 5.137
Guideline 5.138
Guideline 5.139
Guideline 5.140
Guideline 5.141
Guideline 5.142
Guideline 5.143
Guideline 5.144
Guideline 5.145
Chapter 6
Objective 6-1

Objective 6-2
Strategy 6.1
Strategy 6.2
Strategy 6.3
Strategy 6.4
Strategy 6.5
Strategy 6.6
Strategy 6.7
Strategy 6.8
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Recommendations (2008)
Minimize the visual impact of a driveway.
Place parking areas and driveways in a manner that minimizes the number of curb cuts on the block.
Preserve existing trees in the design of new development or addition.
Maintain the traditional scale and width of alleys where existing.
Locate secondary structures to the rear of the lot, and along an alleyway, when feasible.
Commercial Corridor District:
Require landscaping buffering between incompatible uses. This buffer will create a visually appealing transition space, and provide a safer pedestrian environment.
Use architectural elements such as awnings, canopies, balconies, porches to create shade and add architectural design interest.
Incorporate streetscape elements such as street furniture and lighting to provide a pedestrian friendly environment.
Establish sign regulations to minimize the visual clutter of existing signs. Use of monument signs, traditional storefront design techniques (display windows, entrance
treatments) are some tools to promote business identification.
Integrate signs with architectural elements and coordinate style, size and color on multiple occupancy buildings.
Service, refuse and delivery areas should be located to the rear of the buildings with convenient vehicular access.
Encourage joint access and shared parking between commercial properties to minimize access points and reduce side friction from travel lanes.
Clearly identify pedestrian circulation areas and access points from vehicular circulation to reduce potential safety hazards caused by conflicts between pedestrian and
automobile traffic.
Provide rear access and parking where land uses do not conflict, where possible, based on lot sizes and configuration.
Reduce setback for properties fronting US 441 and SR 19.
Historic Preservation:
Conduct a detailed assessment and develop appropriate criteria to create a list of contributing structures that meet minimum eligibility requirements as determined by the
Florida Division of Historical Resources or the National Register of Historic Places.
Work with the Tavares Heritage Society and Lake County to further the organization’s goals as they pertain to historic structures in the Downtown.
Provide incentives to encourage future development in the Downtown redevelopment area to be consistent with the existing architectural character for development taking
place in the designated Historic Preservation District.
Establish a facade improvement program providing design assistance and financial incentives to encourage building renovation that will provide continuity of historical
design and strengthen existing architectural features.
Make property owners and investors aware of the tax inducements available as an incentive for restoring historic buildings for practical use.
Where feasible incorporate elements of buildings in new projects to reflect the City’s heritage.
Circulation and Connectivity
Establish a safe, efficient traffic circulation and pedestrian mobility system that provides sufficient access- by diverse modes of transportation- to activity centers both within
the Downtown CRA district and surrounding communities.
Continue to invest in streetscape improvements along identified street typologies and strive to integrate land use and transportation planning strategies through the
application of sound urban design principles.
Conduct detailed studies to assess existing traffic patterns, and projected development forecasts in the Downtown core, and pursue related capital projects including
streetscape improvements along the identified primary retail streets.
Coordinate funding and maintenance responsibilities among government entities including Lake-Sumter MPO, FDOT, and the railroad for identified roadway improvement
projects.
Continue to work with Lake County to prioritize the Alfred and Caroline Streets reconfiguration project.
Conduct detailed study to address the possible impacts of the Alfred and Caroline streets realignment on existing properties fronting these roadways and potential change in
circulation patterns along the north-south streets within the Downtown core.
Complete the surfacing of unpaved roads within the Downtown CRA district, as identified by the City’s Department of Public Works.
Work with public and private sector entities to assemble properties and pursue streetscape improvements that will help transform Ruby Street into a pedestrian retail and
entertainment street.
Discourage interruption of street grid system in future developments.
Formalize St. Clair Abrams Avenue and Sinclair Avenue as the area’s major regional connectors through construction of roadway improvements and enhanced streetscape
treatment.

Status/Assessment (2017)
On-going.
On-going.
On-going.
On-going.
On-going.
On-going.
On-going.
On-going.
On-going.
On-going.
On-going.
On-going.
On-going.
On-going.
On-going.
On-going.
On-going.
On-going.
On-going.
On-going.
On-going.
On-going and as part of this master planning update process.

On-going and as part of this master planning update process.
On-going.
On-going.
Accomplished.
Accomplished.
Partially-Accomplished and on-going.
Partially-Accomplished and on-going.
On-going.
Partially-Accomplished and on-going.
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Recommendations (2008)
Continue to prioritize identified streetscape projects in conjunction with other planned public and private sector improvements.
Develop a safe, efficient and aesthetically pleasing pedestrian and bicycle atmosphere that promotes connectivity between major uses and activity centers through
appropriate design elements.
Develop detailed design specifications for improvements to the pedestrian system. The scope of the design specifications should include sidewalk design, infrastructure
improvements, landscape materials and tree selection, street furniture specifications (lighting, bike racks, trash receptacles, benches).
Prepare a comprehensive wayfinding and directional signage system that establishes a coherent theme for the
Downtown area.
Develop detailed streetscape design specifications as part of the proposed Ruby Street/ Waterfront Entertainment
District design project.
Design and construct gateways at identified primary and secondary intersections.
Extend Main Street streetscape character to the western extent of Downtown between Sinclair Avenue and SR 19.
Continue to work with County to ensure planned improvements related to the Judicial Center Expansion are implemented in accordance with the City’s design specifications.
These improvements include re-striping Main Street from Sinclair to Pulsifer Avenue, constructing a round-about at Main Street, and installing traffic light at the Sinclair
Avenue parking garage entrance, as part of the County facilities expansion project.
Require developers to install sidewalks in accordance with the City’s design specifications within the Downtown core in all new developments.
Develop a pedestrian directory and walking map showcasing the historical and cultural amenities of Downtown Tavares.
Work with FDOT and the Lake-Sumter MPO to develop feasible right-of-way acquisition strategies along Ruby Street.
Complete missing sidewalk network and construct additional sidewalk enhancements for the Downtown
Core District as the highest priority.
Provide mid-block connections and traffic calming devices along Alfred Street.
Analyze alternatives to enhance pedestrian connectivity across U.S. Highway 441, including feasibility of constructing a pedestrian bridge at an appropriate location.
Limit curb cuts along US 441 and SR 19, and consolidate curb cuts with shared driveways, where possible.
Forge new pedestrian connections when possible, including providing pedestrian connections between Ruby Street in the West Main Neighborhoods District and the
waterfront.
Work with property owners to connect Rockingham Avenue with US 441, when redeveloped.
Continue with promotion of alternative modes of transportation within the Downtown core such as golf carts, segways, and neighborhood electric vehicles.
Evaluate feasibility of creating a car-free demonstration area and multi-use paths for NEVs and Segways, preferably in the Waterfront Entertainment District, or alternatively
restricting car access at certain times of the day and during special events.
Identify roads where NEVs are prohibited because of a speed limit greater than 35 miles per hour.
Identify and install appropriate signage and traffic controls that support use of NEVs and golf carts.
Develop long-range plans to identify locations that offer solar powered battery-charging stations and preferred parking for NEVs.
Develop internal traffic loop to accommodate the slow-moving vehicles within the overall roadway network.
Develop policies for implementation and installation of racks, lockers and other storage amenities within the Downtown redevelopment area.
Continue coordination efforts with Lake-Sumter MPO to extend the trail connection to Ruby Street and SR 19.
Continue with plans to construct Tav-Lee Trailhead facility.
Create a detailed inventory of existing conditions to identify appropriate locations for constructing residential, commercial, and pedestrian alleyways.
Work with private sector to improve alleyways as part of redevelopment projects and require access to properties from designated alleys, where appropriate.
Multimodal Transportation:
Develop Transit Station Area Master Plan and conduct an infrastructure study to assess future needs related to the provision of commuter rail transit service.
Work with DCA and FDOT to seek guidance for successful designation of MMTD.
Initiate designing and programming for future TOD Station.
Designate the Downtown Redevelopment Area as a Multimodal Transportation District (MMTD).
Continue to work with FDOT and Federal Aviation Administration to develop the seaplane basin.
Ensure that future development in the Waterfront Entertainment District is sensitive to long-term implications of sea plane basin related infrastructure facilities (aviation
fueling, seaplane docking, ships store, and landing zone). This may include creating adequate landscaped buffers that will soften the visual impact of these support facilities.
Work with National Seaplane Pilots Association to promote the facility nationally.

Strategy 6.9
Objective 6-3
Strategy 6.10
Strategy 6.11
Strategy 6.12
Strategy 6.13
Strategy 6.14
Strategy 6.15
Strategy 6.16
Strategy 6.17
Strategy 6.18
Strategy 6.19
Strategy 6.20
Strategy 6.21
Strategy 6.22
Strategy 6.23
Strategy 6.24
Strategy 6.25
Strategy 6.26
Strategy 6.27
Strategy 6.28
Strategy 6.29
Strategy 6.30
Strategy 6.31
Strategy 6.32
Strategy 6.33
Strategy 6.34
Strategy 6.35
Strategy 6.36
Strategy 6.37
Strategy 6.38
Strategy 6.39
Strategy 6.40
Strategy 6.41
Strategy 6.42
20

PART I

CHAPTER 2: CONTEXT

Status/Assessment (2017)
On-going.
On-going.
Partially-Accomplished and on-going.
Accomplished.
Accomplished and on-going.
On-going.
On-going.
Accomplished.
On-going.
Accomplished and on-going.
Accomplished and on-going.
Accomplished and on-going.
On-going.
On-going.
On-going.
On-going.
On-going.
Accomplished and on-going.
On-going.
Accomplished and on-going.
On-going.
Accomplished and on-going.
On-going.
On-going.
On-going.
Partially-Accomplished and on-going.
On-going.
Partially-Accomplished and on-going.
On-going.
On-going.
On-going.
On-going.
Accomplished.
Accomplished and on-going.
Accomplished and on-going.
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Strategy 6.43
Strategy 6.44
Strategy 6.45
Strategy 6.46
Strategy 6.47
Strategy 6.48
Strategy 6.49
Strategy 6.50
Strategy 6.51
Strategy 6.52
Strategy 6.53
Strategy 6.54
Strategy 6.55
Strategy 6.56
Strategy 6.57
Chapter 7
Strategy 7.1
Strategy 7.2
Strategy 7.3
Strategy 7.4
Strategy 7.5
Strategy 7.6
Strategy 7.7
Strategy 7.8

Strategy 7.9
Strategy 7.10
Strategy 7.11
Strategy 7.12
Strategy 7.13
Strategy 7.14
Strategy 7.15
Strategy 7.16
Strategy 7.17
Strategy 7.18
Strategy 7.19
Strategy 7.20
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Recommendations (2008)
Continue with plans to construct the marina (boat ramps/marina store/ boat rentals).
Develop standard agreements to negotiate minimum standards for public services and lease, operation and maintenance of the marina facilities.
Establish a waterway connectivity plan connecting Lake Dora to the Lake County Blueways Plan.
Evaluate the feasibility of purchasing a trolley and starting a shuttle service during special events between designated parking areas, major employers and the Downtown.
Continue to work with Lake-Sumter MPO to increase the number of routes and frequency of bus transit service required to ensure connectivity to the Downtown from the
other sections of the City and Lake County.
Parking:
Discourage frontage off-street parking in identified retail and transition corridors.
Develop and adopt standards to accommodate reduced parking requirements within the Downtown Core District and provide flexible spaces for compact cars.
Encourage shared parking and access between adjacent properties in commercial and mixed-use areas.
Maximize on-street parking by restriping north-south oriented streets, between Ruby Street and Caroline Street, to provide additional on-street parking spaces, where
possible.
Evaluate alternative locations and feasibility of constructing public parking structures on the east side of Downtown.
Identify appropriate areas in the redevelopment area for event related spill-over parking and recreational vehicular parking.
Prepare a Downtown parking location map and install clear signage to designated parking areas.
Work with existing businesses and institutions to develop parking agreements that allow shared-use parking during special events and weekends.
Establish directional signage to the County public parking garage informing drivers about the facility’s availability for public use on evenings, weekends, holidays, and during
special events.
Develop special parking standards for neighborhood electric vehicles and golf carts as part of the Form-Based Codes and Land Development Regulations update.
Public Facilities and Amenities
Develop an updated GIS Inventory for existing utility infrastructure in the Downtown redevelopment area.
Identify and install adequately sized lines at appropriate locations to accommodate the anticipated future growth.
Pursue continued installation of utilities and drainage system upgrades.
Continue with the preparation of a Stormwater Master Plan to identify and reduce the number outfalls into Lake Dora.
Complete upgrades to existing water treatment plants.
Provide for a master stormwater permit from St. Johns River Water Management District as an incentive for potential developers to invest in the Downtown Redevelopment
Area.
Continue to work with developers to provide regional stormwater retention areas as part of new developments, until a master stormwater permit is obtained.
Work with regulatory and private entities to develop a phasing plan for the burial of overhead utility lines in conjunction with planned roadways and streetscape improvement
projects.
Pursue installation of fiber optic wiring in order to upgrade telecommunication service within the Downtown.
Encourage alley improvements to facilitate deliveries, solid waste and recycling collection.
Support capital improvements, when feasible, through supplemental budgets for infrastructure located within the redevelopment area.
Park and Open Space:
Continue with planned improvements to Wooton Park.
Upgrade existing facilities at Ingraham Park.
Undertake a detailed design master plan of the waterfront entertainment district to fully integrate the appropriate phasing of all proposed elements of design for the Tavares
Square.
Identify locations for introducing public art in the Downtown.
Adopt policy to allocate a share of public building construction costs to public art projects.
Link the Tav-Lee trail to the regional system of parks and trails
Encourage ancillary uses and activities that support ecotourism
Seek grants that support the enhancement of the trail and Lake County blueways activities
Pursue park, recreation, and beautification efforts to preserve and enhance the character of the Downtown as a pleasant, appealing atmosphere for working, shopping and
residing.

Status/Assessment (2017)
Accomplished and on-going.
Accomplished and on-going.
On-going.
On-going.
On-going.
On-going.
Partially-Accomplished and on-going.
On-going.
On-going.
On-going.
On-going.
Partially-Accomplished and on-going.
Partially-Accomplished and on-going.
Partially-Accomplished and on-going.
On-going. Amend language to delete “Form-Based Codes”.
On-going.
On-going.
Accomplished and on-going.
Accomplished as part of the “Ruby Street Stormwater Improvement
and Beautification Plan”.
On-going.
On-going.
On-going.
On-going.

On-going.
On-going.
On-going.
On-going.
On-going.
Partially-Accomplished and on-going.
On-going.
On-going.
On-going.
On-going.
On-going.
On-going.
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Recommendations (2008)
Develop neighborhood parks in residential areas as amenities to stimulate private investment.
Provide safe connection from the neighborhood’s to primary activity centers including Downtown, the waterfront and schools through sidewalks and bikeways.
Wherever possible, maintain the integrity of the natural environment when developing property, especially when significant tree canopies or natural habitats can be
integrated into the site design.
Identify potential revenues including tax increment financing, grants, impact fees and other assessments to provide adequate funding for proposed improvements and
maintenance of public facilities.
Initiate discussions with School Board to promote shared use of recreation and civic facilities such as playgrounds and community meeting spaces.
Public Safety:
Complete preliminary studies of alternatives to expand or relocate the library and civic center.
Retain the services of a consultant architect to determine the space and programmatic needs for upgraded facilities at the existing facilities.
Seek potential grant opportunities to fund proposed improvements.
Conduct a feasibility study to construct a fire and rescue complex at the existing school bus storage facility.
Commence design phase for the complex after the completion of the feasibility study and negotiations with County.
Identify locations within the Downtown to provide adequate public restroom facilities, including the expansion of existing facilities at Wooton Park and future provision in
proposed civic buildings.
Incorporate CPTED principles in public open space design, where possible.
Schools:
Monitor and revise projections annually to provide updated school yield analysis based on new developments.
Initiate discussions with the County to evaluate land acquisition opportunities in the vicinity of the existing high school for future expansion.
Attract higher learning facilities from the region into the Downtown such as satellite campuses of regional institutions, university extension facilities for legal, nursing or arts
related training programs.
Initiate discussions with School Board to promote shared use of recreation and civic facilities such as playgrounds and community meeting spaces.
Environment
Maintaining the riparian buffer along the lake’s shoreline.
Reducing the consumption of materials and energy required in construction or development.
Designing the site in a manner that promotes user habits that reduce consumption of resources or energy.
Economic Development
Conduct economic studies to determine the residential, retail and tourism potential for the Downtown.
Promote development that furthers the Central Florida Region’s smart growth objectives.
Work with Lake County to support its objective to establish an entertainment district in one of Lake County’s Downtown areas, as discussed in the 2008 Lake County
Economic Development Strategic Plan.
Explore opportunities to revert institutionally owned properties back on tax rolls to increase the tax base for the Downtown CRA improvements.
Evaluate and compare the City’s current impact fee structure with other municipalities in the Central Florida region.
Continue to leverage revenues with matching grant programs.
Evaluate policies for enterprise opportunities- marina and water-taxi operations, and other potential vendors.
Develop measurable tools to analyze economic impact of festivals and special events in order to strengthen and retain potential income.
Seek opportunities to generate revenues through private and corporate advertising and donations during special events.
Create a checklist of incentives for potential developers which would encourage infill development and redevelopment in the Downtown redevelopment area.
Evaluate the feasibility and fiscal impacts of implementing incentives such as reduction in impact fees, Multimodal Transportation Districts, and master stormwater permit to
attract developers and finance future public infrastructure improvements.
Continue with the façade improvement program to assist private property owners in improving the aesthetic character of their buildings.
Develop strategies to gauge the interest in promoting green buildings in infill development and new development projects to complement the City’s sustainable
transportation initiatives.
Continue to assist small businesses in relocating and expanding in the Downtown Redevelopment Area.
Support local businesses and develop policies to help ensure their ongoing existence Downtown.

Strategy 7.21
Strategy 7.22
Strategy 7.23
Strategy 7.24
Strategy 7.25
Strategy 7.26
Strategy 7.27
Strategy 7.28
Strategy 7.29
Strategy 7.30
Strategy 7.31
Strategy 7.32
Strategy 7.33
Strategy 7.34
Strategy 7.35
Strategy 7.36
Strategy 7.37
Chapter 8
Strategy 8.1
Strategy 8.2
Strategy 8.3
Chapter 9
Strategy 9.1
Strategy 9.2
Strategy 9.3

Strategy 9.4
Strategy 9.5
Strategy 9.6
Strategy 9.7
Strategy 9.8
Strategy 9.9
Strategy 9.10
Strategy 9.11
Strategy 9.12
Strategy 9.13
Strategy 9.14
Strategy 9.15
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Status/Assessment (2017)
On-going.
On-going.
On-going.
On-going.
On-going.
On-going.
On-going.
On-going.
Accomplished.
Accomplished.
Accomplished and on-going.
On-going.
On-going.
On-going.
On-going.
On-going.
On-going.
On-going.
On-going.
Accomplished and on-going.
On-going.
Accomplished.

On-going.
Accomplished and on-going.
On-going.
Accomplished.
Accomplished and on-going.
On-going.
On-going.
Partially-Accomplished and on-going.
On-going.
On-going.
On-going.
On-going.

DTRMP 2017

DOWNTOWN TAVARES REDEVELOPMENT MASTER PLAN
Table 1.1 (Contd.) Status Table, Downtown CRA Plan 2008
Source: City of Tavares, Community Development Department, March 2017

Strategy 9.16
Strategy 9.17
Strategy 9.18
Strategy 9.19
Strategy 9.20
Strategy 9.21
Strategy 9.22
Strategy 9.23
Strategy 9.24
Strategy 9.25
Strategy 9.26

Recommendations (2008)
Identify niche markets and develop a list of potential businesses in the region that could be recruited with these niche markets such as waterfront related ancillary uses,
experiential businesses related to the arts district (art galleries, artist studios, workshops).
Develop an online inventory of available properties working in cooperation with local realtors and use data for marketing Downtown development.
Continue to capitalize on the success of planned events in Downtown.
Promote the Tuesday Farmer’s Market scheduled to start in the fall of 2008 at Wooton Park.
Develop a Downtown Tavares Heritage Trail walking/golf cart/ segway tour.
Continue with plans to implement the street vendor provisions permitted in the Downtown redevelopment area.
Promote Downtown as a tourist destination and provide information at the airport, publications and regional agencies.
Adopt a marketing theme and develop promotional materials to market the Downtown revitalization efforts.
Continue discussions with area institutions (Churches, YMCA, County, School Board) to encourage joint-use agreements for recreational and community use facilities.
Continue to work with the City, Lake County Department of Economic Development, and other interested parties to promote the Downtown area through the support of
festivals, exhibits, performances and other special events designed to attract residents and visitors to the Downtown.
Continue to work with area institutions including Lake-Sumter Community College, University of Central Florida, and University of Florida to attract higher education satellite
campuses in the Downtown.

Status/Assessment (2017)
On-going.
On-going.
On-going.
Needs amendment to reflect current conditions.
On-going.
On-going.
On-going.
Accomplished via City’s branding program and on-going.
On-going.
On-going.
On-going.

Note: The existing 2008 DTRMP document categorized all of the Objectives, Strategies and Guidelines as unnumbered and in a bullet list format.
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Chapter 3

Community Participation
Public involvement has been an important component of the planning process
undertaken during the preparation of this Redevelopment Plan Update. The community
and the City’s leadership laid the foundation for this Master Plan Update through an
elaborate citizen-driven visioning process and a well orchestrated public involvement
effort.

The purpose of this citizen-led effort was to obtain insight into the issues and concerns
of residents, business owners and property owners, and to determine their vision for the
community. Additionally, city staff meetings were scheduled to obtain input from the staff
relating to the community’s assets, critical issues associated with the project, existing
planning efforts and proposed projects that would help define a clear scope for the
initiative.
This chapter of the Redevelopment Plan synthesizes the community’s feedback solicited
during the public involvement sessions, visioning workshop day and walking audits
conducted by the City in January and February, 2017. The information gathered during
these community involvement meetings, workshop and walking audits form the basis for
the analysis contained in this update to the Plan.
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2017 VISIONING PUBLIC INVOLVEMENT SESSIONS
The 2008 Downtown Tavares Redevelopment Master Plan was developed with an extensive public participation effort through several visioning
exercises lead by Mayor Nancy Clutts and Phil Laurien, Executive Director, from the East Central Florida Regional Planning Council. In the same
spirit, the City’s Community Development Department hosted several community visioning sessions for updating the 2008 CRA Redevelopment Plan.
All sessions were aimed to solicit public comments on, “How Should Downtown Tavares Continue to Grow?”
From January to February 2017, over the course of five sessions, a diverse group of participants including residents, business owners, elected
officials, and government representatives gathered to create a vision that reflected the community desires related to the future growth of Downtown
Tavares. Collectively, approximately one hundred residents and stakeholders participated in the visioning process to explore new concepts and
opportunities for the growth of the City and the Downtown. The visioning process consisted in a diverse range of community involvement techniques
utilized to reach an initial consensus related to the Downtown’s future. The following section provides a brief summary of the five sessions, conducted
during the process, highlighting the different techniques used.
Takeoff Event Promotion Cards

SESSION 1: COMMUNITY INFORMATION “TAKEOFF” MEETING
JANUARY 19, 2017
During this session, Antonio Fabre AICP, Planning Coordinator, presented a presentation titled, “Tavares’ Past/Present/Future” in order to familiarize
the participants with the historic evolution of city planning and different urban design methods used throughout the country including cities in Florida
such as: Seaside, Winter Park, and Winter Garden. Additionally, Traci Anderson, the City's Landscape Specialist, also encouraged residents and
business owners to participate in the America in Bloom program. America in Bloom envisions communities across the country as welcoming and
vibrant places to live, work, and play - benefitting from colorful plants and trees; enjoying clean environments; celebrating heritage; and planting pride
through volunteerism. America in Bloom also promotes nationwide beautification through education and community involvement by encouraging the
use of flowers, plants, trees, and other environmental and lifestyle enhancements. Participants experience better cooperation among municipal,
commercial and residential sectors because everyone works toward a common goal. This was followed by Session 2 which consisted of an interactive
map exercise for the attendees.

SESSION 2: STRENGHTS, WEAKNESSES & OPPORTUNITIES ANALYSIS
JANUARY 19, 2017

Takeoff Presentation, January 19, 2017

After Session 1, attendees had a chance to form into groups and participate in a map exercise that gave them the ability to list their opinions on
strengths, weakness, and opportunities for the City. A total of seven groups formed and collectively used color dots to indicate the Strengths (green
dots), Weakness (red dots) and Opportunities (blue dots) of the City. Public Input & Comments cards were also available for the public to fill out.
Later, the participants were asked to share their views concerning each corresponding area that was identified on the CRA map exhibits. Among the
ideas express that night were:




Lake Sentinel Article, dated January 26, 2017



Build a new Performing Arts Center and Library;
Extend the existing (Tav-Lee) Trail to Mount Dora;
Install more signs directing people to downtown businesses;
Upgrade the west end of Main Street with a gateway entrance at State Road 19;
Build a Parking Structure on the east side of Downtown to better serve the Pavilion on the Lake and Wooton Park.

Color Dots CRA Map Exhibit
DTRMP 2017
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SESSION 3: VISIONING WORKSHOP DAY
JANUARY 26, 2017
People came throughout the day to discuss specific issues and comment on planning issues with staff. This created
the opportunity for the Planning Team to have one-on-one conversations on specific planning issues. Major Topic
stations were setup for the following:






Economic Development
Arts & Culture
Urban Design & Historic Preservation
Infrastructure Planning
Downtown Parking

Tables were also setup for sketching & drawing. This allowed participants to graphically present their issues or
concerns. Specific issues were discussed and how it could be turned into opportunities. Public Input & Comments
cards were also available for the public to fill out.
Workshop Day Session, January 26, 2017

Sample of a Public Input Comment Card

SESSION 4: WALKING TOUR/AUDIT
FEBRUARY 2, 2017
This gave the participants the ability to audit the downtown’s walkability and visit specific areas that were identified
in the Takeoff Meeting. The walking audit was conducted in the downtown area where the planning team could
show and discuss issues at several locations, most of which were identified in the strengths, weakness, and
opportunities dot map exercise at the “Takeoff” meeting. Walking Tours/Audits are pedestrian assessments of
places that have several purpose:




They help to provide residents and business owners a different perspective of their communities;
They allow the planning team to see issues up close and hear input from the participants with context;
Participants are able to rank the walkability of the Downtown area.

Walking Audit cards were available for the participants to complete and to rate on the walkability of the Downtown
Area. Please see Figure 3.1, the walkability rating chart that was conducted by the participants.

Sample of a Walking Audit Comment Card

SESSION 5: PUBLIC INVOLVEMENT “WRAP-UP” MEETING
FEBRUARY 16, 2017

Walking Tour/Audit, February 2, 2017

The Public Involvement “Wrap-up” meeting was held at the City Council Chambers. During this session, Antonio
Fabre AICP, Planning Coordinator, presented a presentation to recap on the public participation sessions.
Strategies related to capitalizing on the City’s strengths, weaknesses, threats and turning them into opportunities
was discussed. In general, people were satisfied with the collection and analysis of the current issues and concerns
facing the City. Public Input & Comments cards were also collected from the public . At the end of the presentation,
the audience was encouraged to give additional public input on anything that was missed or any issue that needs to
be emphasis. Among these items discussed that night:

Walking Tour/Audit, February 2, 2017
28

PART I

CHAPTER 3: CONTEXT

•

Burial of existing power/utility lines along CRA roadways;

•

Beautification of West Main Street with city gateway features at SR19 intersection;

•

Upgraded pedestrian/trail signage & markings at SR 19 and Tav-Lee Trail Crossing.

•

More defined bike lanes through downtown;

•

Finish improving the downtown alleyways.

•

Provide a Performing Arts Center.

Figure 3-1: Walkability Rating Chart, presented during the Public Wrap-Up
Meeting.

DTRMP 2017
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Pavilion on the Lake (City of Tavares)

Splash Park (City of Tavares)

Prop Shop (City of Tavares)

DTRMP 2017

Figure 3-2, Composite of the City’s Strengths (Green) dots for Tavares CRA. Presented during the Public Involvement Wrap-Up Meeting.
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Roadway Improvements,
Beautifications, Parking,
and Wayfinding Signage

Main Street (City of Tavares)

Lake County Parking Structure (City of Tavares)
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Figure 3-3, Composite of the City’s Weakness (Red) dots for Tavares CRA. Presented during the Public Involvement
Wrap-Up Meeting.
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Sample of a “Ride n’ Share” Bicycle Program.

The Tavares Train Station (City of Tavares)

Pavilion on the Lake (City of Tavares)

Figure 3-4 Composite of the City’s Opportunities (Blue) dots for Tavares CRA. Presented during the Public Involvement
Wrap-Up Meeting.
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Prop-Shop adjacent to Railroad right-of-way. Opportunity to
continue with a “Rails-and-Trails” route to Mount Dora.

Ruby Street as how it will appear after improvements and red bricks
installation.

Stormwater Improvement and Beautification Project.

Figure 3-5 Composite of the City’s Opportunities (Blue) dots for Tavares CRA. Presented during the Public Involvement WrapUp Meeting.
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Lake County Judicial Complex (City of Tavares)

Tavares Civic Core Downtown (City of Tavares)

Lake County Parking Structure (City of Tavares)

DTRMP 2017

Figure 3-6 Composite of the City’s Opportunities (Blue) dots for Tavares CRA. Presented during the Public Involvement WrapUp Meeting.
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PUBLIC PARTICIPATION CONCLUSION:
From this extensive stakeholder and public input, primary themes
were developed for the CRA Master Plan update:

•
•
•
•
•
•
•
•
•
•
•
•
•
•
•

A functional Downtown Tavares Train Station.
Construction of the planned Public Safety Building.
Need of a Performing Arts Center.
Need of a Parking Structure on the east side of downtown.
Extend the existing trail (Tav-Lee) to the City of Mt Dora (via
a “Rails to Trail” or “Rails n’ Trails” system) -Tav-Dora.
Beautification and upgrade on the west side of Main Street
Create gateway entrance features on SR 19 & Main Street.
Renovate the existing Library and Civic Center.
Create a “Ride-Share” program for bikes and/or golf carts.
Provide more wayfinding signage to better direct people to
downtown business.
Provide for an Overpass (SR19 or US441) for pedestrians,
bikes and/or golf carts to increase connectivity.
Provide for City-wide Wi-Fi and phone charging stations.
Finish paving with bricks the downtown alleyways.
Beautification and Improvements on Sinclair & St. Clair
Abrams Avenues
More shops and retail stores.

Finally, during public participation on several occasions the
City’s vision statement, “TAVARES—the capital waterfront city
of Lake County; building on a historic foundation; creating an
authentic, accessible community of neighborhoods, businesses,
and citizen services; distinguishing itself as the defining vision of
where you want to be.” was express as being too long and
confusing as compared to the City’s well-defined branding
statement, “America’s Seaplane City” or the energetic economic
department’s slogan, “Open for Business”. The City may want to
re-evaluate and amend the vision statement in order to be more
consistent with City’s future goals. It is also recommended that
the City should consider retaining the services of a Marketing
Firm in order to provide professional input regarding this matter.

While stakeholder and public input received in updating the
CRA Master Plan provided valuable feedback regarding the
types of land uses perceived to be needed within the District, it
is important that the City consider the current market forces that
drive commerce in downtown areas. For instance:

Table 3-1: January 26, 2017 Workshop Comments, presented during the Public Wrap-Up
Meeting on February 16, 2017.

• The decline of downtown brick-and-mortar retail shops due
to “big-box” highway retail commercial and e-commerce
(Amazon, ebay, et. al.). Since 2012, online commerce has
grown from 7.9 percent of digital spending to 11.7 percent in
2016*. This trend is only projected to rise in coming years.
• The demand for high-end experience based retail stores (ex.
Bass Pro Shop, I-Phone Store, et. al.).
• Demographics, tourism, economics and leisure expending
levels of the geographic area.
Because of these factors, it is recommended that the City
consider retaining the services of a Market Research firm to
provide professional input regarding market opportunities and
business recruiting strategies.
*Source: Internet Retailer analysis of U.S. Commerce Department
figures that factors out the sales of goods not normally purchased
online such as automobiles, fuel, and sales in restaurants and bars.
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LAND USE AND DEVELOPMENT CHARACTERISTICS
A primary objective of the redevelopment program is to enable an expanded mix of
commercial, entertainment, and residential uses in the Downtown district. As the redevelopment
program evolves and the real estate market strengthens, the City and the CRA will be in a
position to work with property owners and investors to assemble, master plan and redevelop key
sites. The intent is to address individual site deficiencies, such as, inadequate lot sizes, or the
lack of parking and access, and introduce new development in highly visible locations entering
the Downtown core. The CRA and the City must evaluate, and when possible, upgrade
infrastructure in support of site development. When possible, the City should also upgrade
conveyance and transmission infrastructure on a systematic basis as well. Tavares is the seat of
the Lake County government services; therefore a premium has been established on office uses
in the Downtown to support government related activities. Unfortunately, in this case, over time,
this has displaced commercial uses from the Downtown core. This phenomenon has
combined with the trend towards commercial and residential suburbanization and the
encroachment of office use in surrounding neighborhoods. The result has been an oversupply
of institutional and office activities in Downtown, and the creation of a 9 to 5 commuter town
that essentially shuts down after daytime business hours. However, since the adoption
of the 2008 Downtown Tavares Redevelopment Master Plan, there has been a significant
increase of evening downtown activities and hours. New restaurants, hotels, and retail business
along Ruby Street including special events along the waterfront has contributed to this increase of
evening downtown activities.

LAKE EUSTIS

LAKE DORA
LAKE DORA
Fig. 4.1 Existing CRA, Downtown Tavares
Source: City of Tavares March 2017

DTRMP 2017

Fig. 4.2 Proposed Urban Design Plan at build-out, Downtown Tavares
Source: City of Tavares April 2017

The Master Plan envisions Downtown Tavares as a vibrant, mixed-use regional center with
interconnected neighborhoods and the most intense development focused in the Downtown Core.
The future vision builds upon the public improvements and planned developments currently
underway: the Ruby Street Stormwater Improvement and Beautification project, Wooton Park
Phase II improvements and the Tavares' Public Safety Complex. A key component required for
successful redevelopment of the downtown is to increase the amount of residents within the core
area by providing the base market for related hospitality, entertainment and retail activities.
Therefore, the Plan recommends the CRA pursue activities that support significant development
intensities and multi-family housing in the Downtown core and, where appropriate, in the vicinity of
adjoining neighborhoods. It is also important that there be diversity in the residential development
in the Downtown Redevelopment Area such that it includes both market rate and affordable
housing. The presence of a significant number of Lake County and Florida Hospital Waterman
employees represent an untapped residential population that may choose to live in the Downtown,
if there were residential opportunities available. A number of these workers would qualify for
affordable housing and the CRA should work to include an appropriate mix of affordable housing
units in its overall residential development strategy.
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Development Characteristics: Intensities and Densities
One of the major goals of the redevelopment program is to preserve and enhance the historic
neighborhoods in the vicinity of the Downtown. This is a formidable task when considering recent
private investment in property renovations for the purpose of converting residences into commercial
and office use. Compounding this problem is the fact that the older neighborhoods must compete with
new housing developments in a housing market that offers a diverse range of housing products that
are competitively priced. This Plan proposes specific growth patterns that increase the Downtown’s
development capacity while simultaneously introducing transition mixed-use areas that clearly define
and preserve the residential character in the neighborhoods.
Downtown’s existing regional corridors, U.S Highway 441 and SR 19, are envisioned to continue
developing as commercial corridors driven by favorable market conditions associated with high traffic
volume and regional growth. New developments along these corridors are expected to support uses
catering to local serving auto-oriented uses such as auto repair shops, gas stations, hotels, chain
restaurants, and Class-A offices. Properties that extend from US 441 and SR 19 to neighborhood
streets should be redeveloped as multi-family residential uses with commercial frontage along the
corridors.

This section describes the relationship between new development and redevelopment and the
public realm improvements in Downtown Tavares. Based on the results of development preference
maps prepared during the community visioning process by the East Central Florida Regional
Planning Council, the Plan defines four development intensities within the CRA boundaries. The
Plan establishes guidelines for intensity of use, building heights, building types, and street frontage
types within the Downtown’s existing fabric in Chapter 5: Urban Design and Historic Preservation.
The redevelopment plan recommends four different development intensities: Commercial
Downtown (CD) District, Mixed-Use (MU) Transition, General Commercial (C-2) Corridor, and
Residential (RSF-1 & RMF-2) Neighborhoods.
ZONING
COMMERCIAL DOWNTOWN DISTRICT (CD)

MIXED USE TRANSITION (MU)

GENERAL COMMERCIAL CORRIDOR (C-2)
Planned Wooton Park improvements, and related events hosted by the City on the waterfront
is anticipated to necessitate a demand for hotels, restaurants, entertainment venues, and
enhancements to the infrastructure and parking network in the future. As new development and
redevelopment occur, the conditions in the Downtown will invariably change and possibly
transform the physical, economic, and social fabric of the surrounding neighborhoods. The
sustainable growth of Downtown Tavares relies on the manner in which the residential areas,
activity centers, transportation network, buildings, and natural resources are coordinated and
designed.
These changes are expected to play a pivotal role in providing Downtown with a diverse residential
base that will need to be supported by complementary public amenities-neighborhood parks,
expanded school facilities, cultural facilities, neighborhood retail, and upgraded infrastructure
facilities.

NEIGHBORHOOD RESIDENTIAL (RSF-1 & RMF-2)

DEVELOPMENT STANDARDS
Maximum 84 foot Height
Maximum 25 du/ac
Proposed FAR 2.0
Maximum 35 foot Height
Maximum 12 du/ac
Proposed FAR 1.5
Maximum 60 foot Height
Maximum 25 du/ac
Proposed FAR 1.0
Maximum 35 foot Height
Maximum(s) 5.6 &12 du/ac
Proposed FAR 1.0

In general, the Plan concentrates the most intense development in the Commercial Downtown
District (Civic/Institutional Core, Traditional Main Street, and the Waterfront Entertainment
District). This district is characterized by high density six to eight story mixed-use development
patterns and civic facilities and amenities that are anticipated to serve a regional population. The
Mixed-Use Transition district is characterized by moderate-medium density, mixed-use
development characterized by townhouses, apartment buildings, professional office, and retail
located in two to four-story buildings. The Plan also ensures adequate transition to the residential
low-density neighborhoods by recommending that buildings transition from in height down to the
neighborhood mixed-use low district. Since the last updated, the Land Development Regulations
were amended to reflect the maximum heights proposed in the 2008 Plan. The Floor Area Ratios
(FAR) will be addressed when the City update its Comprehensive Plan.
Fig. 4.3 Map showing permitted heights according to current Land Development Regulations,
Downtown Tavares CRA
Source: City of Tavares GIS Database, March 2017
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Existing Land Use by Acreage
Residential

2%

Vacant Lands

1%
31%

Commercial

Institutional

39%

Industrial

11%

Other Uses

16%

Planned Development Projects

Downtown Tavares contains 645 properties, encompassing
approximately 272 acres of land area, excluding right-of-ways.
Based on the land use codes provided by Lake County
Property Appraiser’s Office, there are over thirty (30) land
use types found within the redevelopment area. For analysis
purposes, this report classifies these types into six major
existing land use categories:

Tavares' Public Safety Complex, the Ruby Street Project and
the Stormwater Improvement Park are the City’s major
development CRA projects currently slated or underway. The
Tavares' Public Safety Complex consist of consolidating the
Police, Fire and EMS services into one 2-Story structure
complex. The site is approximately 2-acre in size and is
located on the northeast corner of W. Caroline Street and W.
Alfred Street (Old US441). The structure will have a total of
approximately 46,000 square feet of which 8,400 will be used
for vehicle bays. The project is currently under Site Plan
review and is projected to start construction later this year.

1.
2.
3.
4.
5.
6.

Existing Land Use by Parcel Count
Residential

1%
1%
12%
17%

Existing Land Use

Vacant
Lands
Commercial

54%
15%

Fig. 4.4 Existing Land Use Distribution Charts,
Downtown Tavares CRA
Source: City of Tavares GIS Database, March 2017

Institutional
Industrial

Institutional
Residential
Commercial
Vacant Lands
Industrial
Other uses

Fig. 4.5 illustrates the distribution of existing land uses in the
Downtown redevelopment area. As shown in Fig. 4.4,
institutional and residential uses are the predominant land use
types, in terms of land coverage, accounting for nearly 70% of
the total land area, followed by commercial uses (16%) and
vacant lands (11%). In terms of parcel count, residential uses
contain the largest number of properties with 350 parcels,
representing slightly over half of the Downtown’s total properties
(54%). Commercial properties at seventeen percent (17%) and
vacant lands (15%) account for most of the remaining
properties. The remainder of the land use composition is
distributed between institutional properties at twelve
percent (12%) ; industrial uses (1%) and other uses such as
utilities (1%).

The Ruby Street project is designed first and foremost to
improve and protect the water quality of Lake Dora, which has
been designated as an impaired lake by the EPA. Because
the City of Tavares is committed to taking the lead on
reducing the flow of pollutants into Lake Dora, an innovative
and aesthetically pleasing stormwater treatment plan was
created, many aspects of which will be the first in State of
Florida to be utilized. An 8-acre walkable park will be
created, which will consist of a series of beautiful “ponds” and
wooden bridges, which will actually serve as sustainable
stormwater treatment area. Floating flower and fauna mats
(Bee Mats) will fill the ponds, which will also contribute to
removing pollutants. This cutting-edge stormwater treatment
“park” will create a scenic green space addition to downtown.
The park will also be used to inform and educate the public
about stormwater pollution issues.
The next phase of the project will include a complete
beautification and streetscape for Ruby Street, including
hand-laid red bricks, and a comprehensive landscape
package. The extent of the red brick resurfacing will be the
entire Ruby Street with a portion of S. Joanna Avenue (south
of Ruby Street). Moreover, this project will replace 50-year
old drainage pipes and outfalls, which will resolve the flooding
issues that currently plague Ruby Street during heavy rains.
The finished Ruby Street project will be among the most
inviting downtown locations in Florida.

Fig. 4.5 Map showing Existing Land Use Distribution, Downtown Tavares CRA
Source: City of Tavares GIS Database, March 2017

Two of the major development projects currently
underway in Downtown Tavares- Public Safety
Complex and Ruby Street Stormwater Park.
Source: City of Tavares
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Objectives 4-1 & 4-2: Land Use and Development Characteristics
4-1 Provide the community with an overall balance of uses and activities enabling an expanded mix of commercial, civic, entertainment, recreational, and residential uses;
4-2 Achieve development patterns that ensure efficient use of available land.

Action Strategies:
4.1 Promote increased densities (12-25 dwelling units per acre/ 6-8 stories) in locations within
one-quarter mile of the waterfront, civic center and potential transit station to capitalize on the
benefits of consolidated nodal development.

Tavares Pavilion on the Lake

4.2 Encourage new infill moderate to medium densities residential developments (10-12 dwelling
units per acre/ 2-4 stories) on sites within the Downtown Transition District.

4.12 Develop strategies to encourage the development of affordable housing, with an
emphasis in developing strategies in which affordable housing can be integrated within
market rate housing development projects.

4.3 Require combined mixed-use developments throughout the Downtown Core through revisions
to the land development regulations as required to remove any obstacles that discourage
combined mixed-use development.

4.13 Continue to direct future industrial development and expansion of existing industrial
uses to appropriate areas outside the Downtown CRA, and evaluate feasibility of pursuing
an administrative rezoning for industrially zoned properties to commercial or mixed-use.

4.4 Encourage at-grade retail centers which are connected to the sidewalk network along the
north-south streets between Alfred and Ruby Streets.

4.14 Provide a range of housing options introducing owner occupied multi-family and mixeduse development, primarily in areas abutting the commercial and industrial uses, to provide for a
transition from more intense non-residential to less intense residential neighborhoods.

4.5 Permit development of a diverse range of service and support commercial uses in the
Downtown Core (personal services, small pharmacy store, neighborhood grocery stores, banks
and drycleaners) to ensure access to essential services.
4.6 Identify and market areas where private interests can develop housing and necessary support
facilities in the Downtown core area and adjacent neighborhoods including Main Street, Ruby
Street, and Alfred Street.
4.7 Strategically target appropriate locations within the redevelopment area to facilitate new
privately developed multi-family housing developments.
4.8 Support the development of retail uses that accommodate extended hours of operation- cafes,
restaurants, book stores- to stimulate activity into non-work hours.
4.9 Discourage location of surface parking lots in the front of buildings in areas within the Downtown
Core and Downtown Transition districts.
4.10 Consider financial incentives to promote owner-occupied housing in the redevelopment
area.
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4.11 Redevelop properties that extend from US 441 and SR 19 to neighborhood streets as
multi-family residential uses with commercial frontage along the corridors.

4.15 Encourage the development of appropriate transitional office and low-impact retail
uses along Alfred and Caroline Streets while minimizing impacts on adjoining neighborhoods.
4.16 Work with industrial businesses abutting the SR 19 corridor to improve the physical
conditions of the buildings and landscaping along the corridors.
4.17 Continue efforts to rehabilitate quality older housing stock and encourage infill
development of vacant residential and commercial properties in the redevelopment area.
4.18 Provide linkages between neighborhoods utilizing the existing and proposed system of
trails, sidewalks, alleyways and bicycle routes.
4.19 Provide incentives such as intensity bonuses on development projects that provide
public amenities and infrastructure improvements.
4.20 Utilize the design review process and code enforcement to ensure adherence and
attention to design guidelines and ordinance requirements.
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Character Districts
The Redevelopment Plan envisions Downtown Tavares as a
synthesis of distinct neighborhoods and districts, each containing
their unique features and characteristics. These areas were
determined on the basis of having similar land use composition,
physical characteristics, and function. Moreover, the urban
structure and form in several large sections of the residential
neighborhoods and the Main Street district is characterized by
underutilized development patterns, lack of a coherent identity to
reinforce the City’s historic character, and excessive ownership
of lands by the County and churches. As the redevelopment
program envisioned in this Plan matures, it is anticipated that
these distinct character areas will evolve into a seamless
urban fabric with complementary mixes of residential,
employment, recreational, retail, cultural, entertainment, and
tourist serving elements that are interwoven through the open
space and street network. While each district contains unique
features that should be preserved and enhanced, this Plan
envisions integrating some fundamental principles that will
serve as essential building blocks connecting each of these
districts and neighborhoods:
•
•
•
•
•

Commercial Corridor District

Residential Neighborhoods

Compact Development
Increased Densities
Neighborhood Activity Centers
Connectivity
Character and Identity

Downtown Core

For the purposes of this plan, the Downtown CRA is organized
into the following three districts and six sub-districts, illustrated
on Fig. 4.6:
Commercial Corridor District
Residential Neighborhoods:
Downtown Transition Mixed-Use Neighborhood
Downtown North Neighborhood

West Main Neighborhood
Downtown Core:
Civic/ Institutional Core
Traditional Main Street District
Waterfront Entertainment District

DTRMP 2017
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Commercial Corridor District

Fig. 4.7 Commercial Corridor District

A
H
G
B

C

D

F

Recommendations

A Primary Gateway Opportunity

E

Primary Gateway Opportunity

B Opportunity to create a pedestrian bridge

F

Infill Development and Streetscape
Improve- ments: Burial of utilities; Tree
Planting; Median Landscaping; Wider
Sidewalks; Landscape Buffers

Create street frontage; Rear Parking; Joint access; Landscape Buffers; Sign Regulations

D Linear Park and

Streetscape Improvements

46

Existing land uses in the area include strip commercial uses, automotive uses, general retail, office
uses, industrial uses and older motels. Recent roadway improvement projects along US 441 have
resulted in high traffic volumes, however, poor circulation patterns caused by multiple driveway
access points, narrow driveways creating difficult turning movements and traffic conflicts have
severely impacted pedestrian connectivity between residential neighborhoods. In order to ensure
that the development of properties along these peripheral corridors is consistent with the overall
vision for Downtown’s urban fabric, this Plan recommends administratively rezoning the industrial
zoned properties within the CRA to general commercial uses that include provisions for
developing medium density housing on properties that extend to neighborhood streets.
As new development and redevelopment occurs, opportunities to improve traffic circulation, parking,
aesthetic character, and the pedestrian environment should be pursued. Streetscape improvements
can be used to soften the physical appearance while incorporating joint access and cross parking
improvements into the infrastructure upgrades. Based on the community feedback received
during the public workshops, the Plan recommends that enhancing connectivity to residential and
commercial areas located north of the redevelopment area be accomplished by introducing traffic
calming mechanisms such as designated crosswalks or even a pedestrian/bicycle/golf cart bridge
across US 441 or SR19, either as a public realm investment or as a component of new private
development, that helps foster visible connections for pedestrians to cross the existing roadways.

E

C Infill Development Opportunity:

Located on the northern extent of the Downtown Redevelopment Area boundaries, the commercial
corridor district is presently characterized by older suburban-style strip commercial development and
light industrial uses. The district contains US 441 and SR 19 as the peripheral corridors that serve
as the northern and western gateways to Downtown Tavares respectively. These corridors exhibit
similar characteristics including high volumes of traffic serving the region, and have a significant
impact on the investment image of the redevelopment area. As the primary gateways to Downtown
Tavares, this district plays an important role in the economic health of the redevelopment area.

G Redevelopment Opportunity: MultiFamily Housing and Commercial

The redevelopment plan anticipates that the district will continue to develop as a commercial corridor
driven by favourable market conditions associated with high traffic volumes and regional growth. The
district will be characterized by new development patterns that support more urban buildings with
shared access, reduced curb cuts, rear parking lots and buildings located closer to the street. The
Plan anticipates that over time suburban type properties along these corridors will be replaced by
urban buildings that are closer to the street and have parking behind. New developments will support
uses catering to local serving auto-oriented uses such as auto repair shops, gas stations, hotels,
chain restaurants, and Class-A offices. The intent of the redevelopment program is to sustain the
long-term viability of the businesses while buffering views of the harsh physical conditions of the
properties. This can be accomplished through CRA sponsored clean-up of properties, landscaping
improvements, code enforcement and appropriate development regulations for future commercial
uses.

Objective 4-3:
4-3 Integrate existing commercial and industrial properties into the functional and aesthetic
framework of the Downtown, retaining the economic benefits of these uses, while at the same time
mitigating their visual impact.

Action Strategies:
4.21 Consider pursuing an administrative rezoning of properties to highway commercial (C-2)
for all properties currently designated as industrial uses within this district.
4.22 Encourage joint access and parking between commercial properties to minimize
access points and reduce side friction from travel lanes.
4.23 Encourage rear access and parking where land use conflicts do not exist.
4.24 Require landscaped buffering between incompatible uses.
4.25 Intentionally Deleted (Strategy Accomplished)
4.26 Establish standards for desired architectural styles.
4.27 Develop adequate design standards to buffer new commercial industrial uses from
residential uses, specifically along US Highway 441 and SR 19.
4.28 Utilize the design review process and code enforcement to ensure adherence and
attention to design guidelines and architectural standards.
4.29 Continue to direct future industrial development within the Downtown CRA to
appropriate areas in other industrial areas in the City.
4.30 Screen outdoor storage from rights of way and adjoining properties.
4.31 Use TIF Funds to provide buffering along SR 19 to screen residential areas from
heavy industry to the east, and other areas where land use conflicts exist.
4.32 Intentionally Deleted (Strategy Accomplished)
.

Recommended Building Types, Commercial Corridor District

H Street Extension: Rockingham Avenue
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SR 19 Corridor Improvements
View of SR 19 south of Main Street. The illustration (right)
shows the following recommendations related to public realm
and private realm improvements.

A

A Burial of Utilities
B Median Landscaping
C Joint access and shared parking
D Private Investment: change from industrial to commercial
E

Shade Trees

F

Wide Sidewalks

E

B

D

F

C

G Landscape Buffer

Source: Google Earth 2017

View of SR 19 north of Main Street. The illustration (right)
depicts the recommended streetscape improvements to the
roadway looking north to the intersection of SR 19 and US 441.

A Landscaped Median; Signature Trees
D

B Wide sidewalks
D

C Tav-Lee Trail Connection
D Street Lighting

A

E

Directional Signage

F

Mast Arms at Intersection

C

F

E

C
B

G Linear Park

G
B

Source: City of Tavares, July 2017
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US 441 Corridor Improvements

A

E

D

F

B

C

Source: Google Earth 2017

Existing conditions at the intersection of US 441 and St. Clair Abrams (above). The illustrations
(right) show general recommendations to the public realm and private realm in two phases.
Phase I: Public Realm Improvements (top right); Phase II: Private Investment (bottom right)

A Burial of Utilities
B Median Landscaping
C Bicycle Lane

D Pedestrian Bridge
E

Shade Trees

F

Wide Sidewalks

G

G Private Investment: New Development

Commercial Corridor District: Precedents
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Residential Neighborhoods

Downtown Transitional Mixed-Use Neighborhood

Residential uses constitute the largest component of the existing land use categories in terms of the
total number of properties, accounting for slightly over fifty percent (54%) of the total parcel count
(348 out of 644 properties). There are 292 single-family residential parcels located within the
Downtown CRA, accounting for eighty-four percent (84%) of the total parcels currently classified as
residential uses. The remainder of the residential uses consists of fifty-six (56) properties under
multi-family uses with more than 10 units, and one-hundred fifty-three (153) parcels classified
multi-family with less than 10 units. Colony West Apartments, a federally subsidized multi-family
development, is located in the CRA district along the northern edge of Main Street’s western
extent.
The Plan identifies three distinct neighborhoods within the Downtown redevelopment area based
on their existing character, function, and development potential- Downtown North Neighborhoods,
Downtown Transition Neighborhoods, and West Main Neighborhoods. There is a high degree of
diversity in the existing housing stock and property conditions, discussed in detail on the following
pages. While each neighborhood has unique assets and issues, there are some general issues
observed in the residential areas as a whole. These include low-density development, lack of housing
diversity, increasing commercial encroachment, lack of identity and lack of pedestrian connectivity
between the different neighborhoods. Deteriorating single-family, multi-family and apartment
structures, as well as infrastructure conditions such as broken and missing sidewalks, drainage
problems, and poor road surfaces, were identified during the site inventory. These conditions deter
private investment and become more costly to correct over time.

Downtown North Neighborhood

The efforts to develop the waterfront and improving the quality of life in the Downtown Core should
be supported by a harmonizing effort to revitalize and preserve existing neighborhoods. Some
areas within these neighborhoods have significant assets such as mature tree canopies, historic
buildings and well-maintained sidewalks. It is important to ensure that the benefits of the waterfront
are extended and shared by existing neighborhoods and residents. By promoting improvements
to the waterfront and the existing neighborhoods, the area’s overall investment image is expected
to improve and serve as a foundation for new investment and development of single-family owner
occupied housing. The neighborhoods should be well connected to the waterfront parks and trail
system through well-defined access points and pedestrian linkages.

West Main Neighborhood

Fig. 4.8 Residential Neighborhoods
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Downtown North Residential Neighborhoods

Fig. 4.9 Downtown North Residential Neighborhood

Concentrated on the northern side of the Downtown Redevelopment Area, the Downtown North
neighborhoods is generally defined by US 441 on the north, Disston Avenue on the east, Texas
Avenue on the west, and Ianthe Street on the south. The neighborhood is predominantly residential
- characterized primarily by single-family residential units, and includes the Tavares High School. Set
amidst a beautiful tree canopy along some streets, this section of the Downtown is expected to have
a significant bearing on the redevelopment of Downtown. In addition to providing needed Downtown
housing, the neighborhoods will also function as part of the market base for commercial and retail
development being proposed in the Downtown core. Some areas in the district are being impacted by
a combination of vacant properties, deteriorating housing conditions, and lack of public facilities and
amenities such as missing sidewalks, unpaved roads, and neighborhood parks. The basic street grid
currently defining the neighborhood’s structure should remain intact, and proposed improvements to
the circulation network, such as extension of Rockingham Avenue and Kentucky Street, will further
promote walkability and help forge connections between existing and proposed recreation facilities.

B

C

D
C
E

A

The Plan anticipates that the Downtown North Neighborhood will undergo little change as it relates
to land use composition in the short-term. Over time, new development in the neighborhood should
be primarily residential with an emphasis on medium-density housing and multi-family dwellings to
infill underutilized and vacant properties. New development in areas closer to US 441 should be
encouraged to introduce community-oriented retail that serves the daily needs of the neighborhood.
The Plan recommends that the neighborhood be redeveloped with mid-rise buildings between
two and four stories in height; with emphasis on creating a diverse stock of housing units such as
town homes, garden apartments, duplexes, and bungalows fitting with the appropriate architectural
character, scale and density of the existing residential areas.

A
F

F

C
C
F
C

Recommendations

A Neighborhood Gateway Opportunity
B Develop as Passive Park

E

Joint Use Opportunity for recreation

F

Streetscape Improvements: Sidewalks;
Street lighting; Shade trees.

C Infill Development Opportunity: Medium-

Density Multi-Family Housing and Townhomes

D Pocket Park
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As the redevelopment plan matures and the neighborhood witnesses an increase in population and
investment, the Plan anticipates that the Tavares High School facilities will be expanded to provide
additional educational facilities and resources to future residents. The community also identified a
lack of public open space within walking distance of the neighborhood, with the exception of the Fred
Stover Sports Complex located just outside the CRA boundaries. This Plan identifies a combination
of strategies to create public open space and provide enhanced access to existing recreational
facilities such as developing vacant lands for small passive neighborhood parks to complete the
system, where possible. Another alternative to ensure the provision of adequate neighborhood parks
in proximity to residential neighborhoods, is to initiate discussions with the Lake County School Board
to provide joint use sites and programs that address the needs of the area’s youth and children.
As it relates to other public realm improvements, the Plan recommends that the CRA and the City work
together to secure the preservation and enhancement of these neighborhoods through neighborhood
planning efforts, and other strategies including: infrastructure improvements including gateway
treatments, sidewalk improvements, road paving, lighting, improved bus transit service and
facilities, and installing directional signage to the Downtown. In conjunction with these
improvements power lines should be placed underground, stormwater systems upgraded, pedestrian
scale street lighting and sidewalks installed, and a neighborhood tree planting program initiated.

Objective 4-4:
4-4 Designate areas appropriate for moderate density residential development that support a
mix of housing products, maintain affordable housing stock where appropriate, provide for
in-fill development opportunities at a scale that is compatible with the neighborhood, and
continue streetscape improvements as incentives for private investment in housing opportunities.

Action Strategies:
4.33 Areas should be maintained at a density of 5.6-12 dwelling units per acre.
4.34 Consider the provision of flexible development standards in future zoning code
revisions for minimum lot sizes to enable development of smaller owner-occupied single
family residential lots.
4.35 Consider the inclusion of floor area ratio and maximum lot coverage ratios together to
ensure that the scale of rebuilt residential properties harmonizes with surrounding residences.
4.36 Establish residential design standards for building renovations, in-fill development
and tear-downs.

4.37 Provide for neighborhood pocket parks or urban gardens where the opportunity arises.
4.38 Preserve the areas from encroachment by incompatible uses.
4.39 Develop strategies to encourage the development of affordable housing, with an
emphasis in developing ways in which affordable housing can be integrated within
market rate housing development projects.
4.40 Strategically target appropriate locations within the redevelopment area to facilitate
new privately developed multi-family housing developments.
4.41 Develop policies that hold absentee landowners accountable for the maintenance
and upkeep of the property conditions.
4.42 Provide pedestrian connections between the neighborhoods and the Downtown
through an improved network of sidewalks, alleyways, and access roads. Improvements to
the pedestrian environment should be encouraged through landscape buffering from vehicular
areas with widened sidewalks, streetlights, and other design elements.
4.43 Construct neighborhood gateways with appropriate landscaping and identity
signage announcing the entrance to each of the four neighborhoods at identified primary
entry points.
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West Main Neighborhoods
The West Main Neighborhoods comprises of residential areas located in the area generally
located west of the County judicial facilities and the jail, south of Alfred Street. The area is
comprised of a concentration of single-family units, industrial uses, commercial properties, and
vacant lands that have experienced deteriorating physical and economic conditions over a period
of time. This neighborhood has a distinguished history as a center of activity for the Downtown’s
African- American population. Having successfully completed streetscape improvements that
have transformed the aesthetics of the commercial areas located on the east end of Main
Street, the redevelopment program is anticipated to evolve to the point where improving conditions in
the surrounding residential areas along the west end of Main Street should take precedence.
Currently, rental units comprise a considerable proportion of properties in the West Main
Neighborhoods and these properties tend to have lower home values, deteriorating housing
conditions, and lack of private sector investment. In addition, the proximity to the jail, lack of
public realm improvements, combined with increased commercial and industrial encroachment
have resulted in an overall deterioration in investment image for this section of Downtown.
The Plan does not advocate tearing down all existing buildings in the neighborhood nor anticipates
that the redevelopment program will result in displacement of the existing low-income population
residing in this neighborhood. As Main Street redevelops and new businesses move into vacant
structures, the West Main Neighborhoods are expected to experience a gradual transformation
in its land use composition. In addition to ensuring that the public infrastructure is in place for
this transformation to take place, the Plan recommends establishing policies and programs that
protect the residential areas and stimulate private investment in housing restoration and in-fill
development. Residential areas should be buffered from industrial and commercial uses while
zoning strategies should discourage industrial and commercial encroachment into surrounding
neighborhoods. Using tax increment revenues, the CRA should establish a residential property
improvement grant program to encourage housing restoration. As demand increases residential
design standards should be established to ensure new housing is consistent with the character
of the Downtown core and designed to the highest quality.
Similar to the strategies discussed for the Downtown North Neighborhood, the Plan recommends
the future of this area be marked by an increase in housing opportunities (town homes, bungalows,
duplexes, and garden apartments), while at the same time introducing incremental low-impact changes
that introduce combined mixed-use buildings that contain neighborhood retail, grocery stores, and
small scale retail stores. As the redevelopment program in the Downtown core is successful in
attracting private investment, it is anticipated that the neighborhood will provide opportunities to
transform the area as a stable residential area serving as a new gateway into Downtown Tavares
from SR 19.
The Plan envisions the expansion of Ingraham Center, located at the intersection of Ingraham
Avenue and Bryan Street, as the focus of public realm improvements in the neighborhood. Integrating
the Ingraham Center into the existing neighborhood fabric will transform the neighborhood into a
destination and create a positive image for the West Main Neighborhood within the larger community.

The Ingraham Center programming and design studies should evaluate the redevelopment of
vacant and underutilized properties surrounding the area to accommodate neighborhood oriented
activities such as a local library, a day care center, or a neighborhood family center. The center’s
design should be flexible to accommodate a diverse range of activities that act as dynamic functional
spaces, during day and night, instilling a sense of security into the neighborhood. Some of the
activities that could be incorporated into the final design may include: a multi-purpose pavilion used
for youth performance, community gatherings, barbecuing facilities, picnic tables; and activities for
all age groups: art events, chess, dominoes, basketball courts.

Fig. 4.10 West Main Neighborhoods

E
G

While this neighborhood is physically separated from rest of the Downtown CRA district, completion
of the existing Tav-Lee trail will connect the area to citywide recreational systems. The Plan also
recommends creating a linear park system along Alfred Street and SR 19. Additionally, creating
a trail/pedestrian connection through the Ruby Street Stormwater Improvement Park (behind the
County jail) that will further the goal to connect the West Main Neighborhoods with the rest of
Downtown. These improvements, together with recommended street extensions and new
pedestrian connections, will provide enhanced access to adjacent northern neighborhoods.

G

D
E
H

H

Objective 4-5
4-5 Continue to enhance residential areas and maintain the affordable housing stock within
the redevelopment district through investment in public infrastructure and by establishing or
promoting programs that support investment in residential renovations, in-fill development and
redevelopment, preservation of the existing housing stock.

A

H

Action Strategies:

4.46 Enhance and upgrade existing quality of housing.
4.47 Create incentives to facilitate new infill construction of affordable workforce housing.
4.48 Establish Residential Façade Improvement Program.
4.49 Encourage adaptive reuse of vacant and underutilized properties to
accommodate community facilities and activities (vocational technology training center/
business resource center/ job training center).
4.50 Develop design strategies to minimize the visual impact of the County jail and
detention facility center.

4.51 Upgrade facilities at Ingraham Center.
4.52 Work with area faith-based institutions to generate community support and participation in
maintaining the neighborhood’s aesthetic environment.
4.53 Work with commercial property owners to institute a sidewalk maintenance and beautification
program.
4.54 Encourage neighborhood oriented retail uses in new commercial development fronting
Main Street (grocery store, restaurants, deli).

H
C

4.44 Ensure adequate buffering between incompatible uses.
4.45 Designate areas appropriate for moderate density mixed-income multi-family
residential development.

B
I
C

Recommendations

A Neighborhood Gateway Opportunity

E

B Upgrade Ingraham Park and

Redevelopment Opportunity:
Multi-Family Housing/ Townhomes

F

Linear Park/ Pedestrian Linkage

Community Center
C Infill Development Opportunity:
Townhomes

D Pocket Park

4.55 Increase home ownership working with area financial institutions.
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Neighborhood Improvements
View of Ingraham Avenue looking north. The illustration
(right) shows the transformation anticipated in the neighborhoods with future public and private realm investment.

A

A Burial of Utilities

E

B Traffic Calming
C Improved sidewalks and planting strip
D Private Investment: new infill development
E

Shade Trees

F

Street Lighting

D
F

B

C
Source: Google Earth 2017

View of Bloxham Avenue looking south. The illustration
(right) shows the transformation anticipated in the neighborhoods with future public and private realm investment.

A
A Burial of Utilities
B Street Lighting
C Improved sidewalks and planting strip
E

D Private Investment: new infill development

E

B

Shade Trees

D

D
C

Source: Google Earth 2017
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Downtown Transition Mixed-Use Neighborhood

Fig. 4.11 Downtown Transition Mixed-Use District

In most of the residential character areas, the Plan recommends strategies to strengthen existing
development characteristics. The Downtown Transition Mixed-Use District is concentrated just north
of the Downtown Core boundaries, and includes properties located along Alfred Street and Caroline
Street between Disston Avenue and Sinclair Avenue on the east and west respectively. The area
also includes properties located along Sinclair Avenue between Alfred Street and US 441. Several
residences in the area have been well maintained and exhibit quality architectural features that
should be referenced as examples for guidelines for future infill housing. While this area contains
several historic structures, the Plan recommends that the City conduct a detailed assessment of
its contributing historic structures for National, State and local register listings, prior to permitting
rehabilitation and adaptive reuse of existing structures.

F
C

Future land use in these areas would consist of live/ work buildings, medium-density housing, specialty
retail, and office uses. While this designation is applied in areas consistent with the Mixed-Use (MU)
designation contained in the Land Development Regulations and Comprehensive Plan, along Alfred
Street and Caroline Street, it is recommended that this land use designation be extended one half
block north of Caroline Street. These new designations are consistent with the more intense, current
land uses and activities at these locations and will provide a transitional buffer to the surrounding
residential areas.

C
B

B
D
C

B
E

C

A

G

Recommendations: Downtown Transition Mixed-Use District
Primary Gateway Opportunity

E

Future Expansion: Library/ Civic Center

B Neighborhood Gateway Opportunity

F

Secondary Gateway Opportunity

C Infill Development Opportunity: Mixed-

G

Pedestrian Linkage

A

Use (Retail/ Office/ Residential)

D

Redevelopment
Opportunity: Neighborhood
Park
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Currently, the uses along Alfred Street consist of a mixture of land uses with strip commercial
uses, auto-service shops, public facilities, churches, and single-family residential structures. The
existing streetscape conditions in this district have deteriorated and do not support an efficient
pedestrian environment. Some of these conditions include high traffic volumes during peak hours,
lack of pedestrian cross-access and traffic calming measures, inadequate landscaping and lack of
bus transit facilities. The intent is to provide a pedestrian friendly environment that supports local
commerce while ensuring minimal impact to the surrounding neighborhoods.
The completed reconfiguration of Alfred and Caroline Streets as a one-way pair is expected to have
an impact on future development patterns in this district. The Plan envisions the reconfiguration of
Alfred Street to act as catalyst that will create a vibrant district with widened sidewalks, on-street
parking, extensive landscaping, and appropriate traffic calming measures. The building and land
use patterns proposed in this district will be more intense than the existing conditions. The Plan
recommends vertically mixing land uses along the properties located along Alfred Street, and
gradually stepping down to the neighborhoods, and mid-block between Alfred Street and Caroline
Street. The ground floors should contain active uses, preferably retail, while upper floors should
contain offices or residential uses.
Properties fronting Caroline Street and Sinclair Avenue are anticipated to accommodate developments
that are similar to the current uses and scale of buildings in the area. The Plan anticipates that over
time single family homes located along these streets will likely be redeveloped as professional offices,
live/ work buildings, low-density residential structures and small apartments. New development along
Caroline Street should further step down to the Downtown North neighborhoods, in order to preserve
the existing character of the low-density residential areas.

The Tavares Public Library and Civic Center, the Tavares Historical Society, and Ridge Park are
located within the Downtown Transition Mixed-Use District. These community facilities are the primary
generators of pedestrian activity, drawing residents not only from the residential neighborhoods in the
Downtown Redevelopment Area but also the entire City. Several members of the community and staff
have indicated that the existing facilities have outgrown its capacity and there is an expressed desire
to expand these facilities to address the needs of diverse population groups. An essential component
for realizing the Downtown’s vision to create a compact and walkable community is the presence
of a strong framework of public facilities and amenities. The Plan recommends redeveloping the
existing Civic Center, Public Library and Ridge Park facilities to create a facility that has improved
physical access to the Downtown redevelopment area and provides a functional and architecturally
significant activity center for community engagement and culture. The Plan suggests that the CRA
consider assembling vacant properties in the vicinity of the existing Civic Center/ Library to create a
new neighborhood park that will serve as a recreational facility for Downtown North neighborhoods
and the Downtown at large.
Development patterns in this district should be oriented towards a more urban form with buildings
placed closer to the sidewalks, with additional setbacks if the property is located on a street corner.
In addition, the Plan recommends creating a continuous frontage along the primary streets with rear
parking and mid-block pedestrian access points, where possible. In general, building intensity will be
in the low to middle range, but significantly higher than present development patterns.
As the Downtown Transition District revitalizes as a medium-density neighborhood mixed-use
transition corridor, it will need convenient off-street parking to support more frequent visitors. The
Plan identifies opportunities to develop structured parking in the vicinity of the taller buildings located
in the Civic core and the County facilities. The intent is to provide a transition in land use from the
high density Downtown core to the residential areas within the context of an upgraded public realm
setting.

Artist Rendering of the Tavares Library/Civic Center Expansion
Source: Civil Engineering Solutions, Inc., December 2015
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Objective 4-6:

B

E

4-6 Accommodate transitions in land use through appropriate zoning regulations, investment
in pedestrian improvements and incentives for private sector investment in the adaptive re-use
of existing residential structures.

B

A

A

Action Strategies:
4.56 Intentionally Deleted (Strategy Accomplished).

D

4.57 Incorporate streetscape improvements, such as decorative street lighting, wider
sidewalks, street trees, brick intersections on asphalt streets and the reconstruction of brick
street, to establish a pedestrian environment in support of future commercial activity.

C

C

4.58 Encourage property owners to introduce a mix of housing types- townhomes,
live/work studios, garage apartments, lofts to provide for affordable workforce housing.
4.59 Encourage more professional office uses to support specialty retail and food
service industries.
4.60 Encourage adaptive reuse of existing residential uses to accommodate low-impact
non-residential uses (professional offices, neighborhood retail, restaurants).
4.61 Accentuate significant intersections with appropriate gateway treatment and
directional signage to major activity centers.
4.62 Conduct design and programming studies to expand the Public Library and Civic
Center facilities on Caroline Street.
4.63 Promote high intensity mixed-use development on identified vacant and
underutilized properties in the neighborhood.
4.64 Encourage development of moderate to high intensity mixed-uses on primary northsouth streets in the district (retail at grade/ office/residential upper floors).
4.65 Ensure design standards and architectural guidelines are in place prior to the approval
of any new development in the area.
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Source: City of Tavares, July 2017

Existing conditions at the southeast corner of Alfred Street and Sinclair Avenue intersection (top).
The illustration (top-right) depicts the transformation anticipated during the first phase of public
realm improvements. The second phase shown in the image on the bottom-right depicts how
private investment will help create a vibrant pedestrian environment.

H
Accomplished

On-going

A Signalized intersection with mast arms

E
D Burial of Utilities

B Construction of County Parking Garage

F

C Improved pedestrian crosswalks

G Private Investment: new infill mixed-use

D

H Shade Trees

Alfred Street conversion to one-way

J

G

Improved sidewalks and planting strip
development with storefronts

I

Internal Plaza

J

New Residential development with
greater heights mid-block

I

F
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Revitalizing Alfred Street

E

F

F

F

C

C

A
B
View of Alfred Street looking west. The illustrations (right) show general recommendations to the public
realm and private realm.

Accomplished

On-going

A Alfred Street: One-Way Conversion

D Shade Trees/Landscaping

B On-Street Parking

E Burial of Utilities

C Improved sidewalks & crosswalks

F New Infill Development: Mixed- Use

D

G Improved Pedestrian crosswalks and
traffic calming

I

H Widened Sidewalks in conjunction with
new private development

I

Directional Signage

J

Multimodal Transportation Modes:
Bus Transit/ Segways/ NEVs

J

G

G

B
H

Downtown Transition Mixed-Use District: Precedents
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Sinclair Avenue Gateway Improvements

A

H

D

B
E
G

C

F

Source: Google Earth 2017

View of the intersection at Sinclair Avenue and US 441. The images show secondary gateway improvements
and private sector investment.

A Burial of Utilities

B New Infill Development: Mixed-Use

(Neighborhood Retail/Office)
C Widened Sidewalks in conjunction with
new private development

D Median Landscaping: Signature Trees
Downtown Transition Mixed-Use District: Precedents

E Directional Signage

I

Improved pedestrian environment:
Alternative location for pedestrian bridge

J

New development

I

J

F Street Furniture
G Multimodal Transportation Modes:
Bus Transit/ Segways/ NEVs

H Shade Trees
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Downtown Core

Institutional Core

The Downtown Core District, located in the heart of Tavares’ Redevelopment district, is comprised of
the region’s important government offices and ancillary uses: Lake County Administration Building,
County Judicial Center, Lake County Historical Museum, Lake County Historical Courthouse,
Tavares City Hall, and Wooton Park. As the primary economic base for the City, small businesses
and professional organizations related to the government services employ workers who commute
into the Downtown area daily. Since the adoption of the 2008 Downtown Tavares Redevelopment
Master Plan, major construction projects (Judicial Center expansion, County’s Administration
Building and Public Parking Garage) were completed which has significantly increase downtown’s
economy, parking access and activities.

Government operations continue to remain a significant and vital economic engine for
Downtown Tavares. Combining nearly eight blocks between Ruby Street and US 441, the institutional
core is comprised primarily of county, city and church owned properties. These include the Lake
County Administration Building, County Public Parking Garage, County Emergency Operation
Center, Judicial Center, County Jail, City’s Public Safety Complex, and the First United Methodist
Church. In addition, the area also contains professional offices such as attorneys, bail bond
agencies, insurance agencies and other government related professional services.

The Plan establishes three sub-districts within the Downtown Core to reinforce the Downtown’s
potential to develop as a center of business and civic activity for the Downtown and the region.
The sub-districts include:
Institutional Core
Traditional Main Street District
Waterfront Entertainment District
Each area combines to form a cohesive vision for the Downtown Core that will facilitate development
of a wide range of land uses within a one-quarter to one-half mile radius or five to ten minute walking
radius. This section includes specific recommendations for each of the three sub-districts of the
Downtown Core.

Trail Overpass
Source: Lake County Trails Master Plan
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Fig. 4.12 Institutional Core

The First United Methodist Church is located at a major intersection and serves as a significant
gateway structure and should be enhanced with landscaping and creation of a linear park to
accentuate the entry into Downtown from US 441. The adjacent wetlands should be conserved as
an open space area, adding to the Downtown’s open space and recreation network.

J
H
E

The City’s Public Safety Complex site is located just south of the First United Methodist Church.
This Complex will consist of consolidating the Police, Fire and EMS services into one 2-Story
structure. The site is approximately 2-acre in size and is more specifically located on the northeast
corner of W. Caroline Street and W. Alfred Street (Old US441). The structure will have a total of
approximately 46,000 square feet of which 8,400 will be used for vehicle bays. The project is
currently under Site Plan review and is projected to start construction later this year.

F
G

D

During the public sessions, the community expressed a desire to examine the feasibility of installing
a Trail Overpass at SR19 and Alfred Street. The location has an existing cross-walk for the Tav-Lee
Trail but its hard to discern, combine with heavy vehicle traffic, makes this intersection very difficult
to cross for pedestrians and trail users. A Trail Overpass will facilitate the existing users and help
promote trail use. The Trail Overpass can also act as a gateway feature directing people to
Downtown. The City will have to work with the Lake County Trails program to see the possibilities in
achieving this capital improvement. On the short term, the City should explore the possibility to
install additional and/or enhanced signage and markings for the existing cross-walk to better direct
users across SR19. The Plan also recommends creating a linear park system along Alfred Street
leading to Downtown’s Main Street.
While the existing County jail facility located in the district does not serve the highest and best use
for prime Downtown property, the Plan recognizes that it currently supports a large component of
the businesses and that the County has no plans to relocate the jail in the near future. In order to
mitigate the visual impacts of the jail facility on the surrounding facility, the Plan recommends
employing streetscape beautification and landscape buffer techniques consistent with the proposed
character for Main Street. In addition, the Plan identifies opportunities to create a pedestrian trail
connection in the rear of the property that connects the West Main Neighborhoods to Ruby Street. If
the county decides to relocate the jail, the Plan anticipates that the property will be developed in
accordance with the development characteristics for Main Street, retaining an urban mixed-use
configuration.

C
B
A

I
I

Existing:

Recommended:

A County Jail

F

B Judicial Center

G Institutional/Office/University Extension Opportunity

C County Public Parking Garage

H

D County Emergency Operation Center

I

Pedestrian/Trail Extension through the
Planned Stormwater Improvement Park

E First United Methodist Church

J

Conservation Land/ Open Space
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The Plan capitalizes on these proposed improvements, and recommends working with Universities
and State Colleges for extension facilities in the future that could potentially accommodate legal
and/or nursing programs to strengthen the institutional character of the district. Opportunities to
introduce these uses are potentially available in underuse government buildings as in a joint-use
program. Finally, the Plan calls for embracing the institutional core as a vital activity center for
Downtown while encouraging the creation of a diverse mixed-use district in an upgraded physical
environment.

Objective 4-7:
4-7 Strengthen Institutional Core as a focus of government activity, and connect institutional
buildings to the overall Downtown public realm framework.
Artist Rendering of the Tavares Public Safety Complex

Action Strategies:
4.66 Pursue future development opportunities with the County for University/State College
extension campus facilities (performing arts program).
4.67 Intentionally Deleted (Strategy Accomplished).
4.68 Intentionally deleted (Strategy Accomplished).
4.69 Explore opportunities to introduce retail/office uses in future county facility expansion and
development projects.
4.70 Ensure design standards and buffering requirements are established for institutional uses.
4.71 Establish a coherent directional signage system for all public facilities and parking areas.

Artist Rendering of the Tavares Stormwater Park Project
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Traditional Main Street District
As the central spine of Downtown Tavares, the Traditional Main
Street district has continued to serve as the historic commercial
and civic activity center in Tavares. The district is the heart of
commercial activity (office and retail) for the Downtown area, and
connects the City’s most significant institutions: Tavares City Hall
and the Lake County Government Complex. Presently, the district
contains a diverse range of land uses from older commercial
buildings to institutional uses; from low-density residential uses
to scattered offices uses; and vacant and underutilized surface
parking lots. Anticipated future development patterns in this
district help to illustrate the concept of allowing both vertical and
horizontal mixed-use development. Vertical mixed-use refers to
having several uses contained in one building with a change in
uses occurring at different building levels. Horizontal mixed-use
pertains to a site accommodating more than one use. For example
a large-scale retailer, a bank and an office tower and townhomes
could be developed on one site under this scenario. The Plan
recommends discouraging stand-alone single story commercial
buildings in new developments.
The historic development pattern along Main Street has been
instrumental in establishing the charm and character of the
community therefore the style and placement of future buildings
should be consistent with this established form.

About a decade ago, the City completed construction of a
streetscape improvements for a section of Main Street
between Disston Avenue and Sinclair Avenue. These
improvements have contributed in enhancing the pedestrian
environment in Downtown. Evidence of this can be seen by the
recent private sector investment along Main Street. However,
the lack of residential densities that are needed to support
retail establishments is still an ongoing concern for the City.
Downtown Tavares is
witnessing a transformation and
resurgence in downtown activities not unlike other cities (Eustis,
Winter Garden, Sanford, et. al.) across Florida and the Nation.
On going activities including the construction of additional
improvements to Wooton Park (Phase II), the repurposing of the
City’s Tavares Train Station, and the future opportunities that can
be derived from the Central Florida Commuter Rail.
Wooton Park Phase II will consist of an additional mixed-use ramp,
fishing/observation pier, Tav-Lee trail head and gazebo. The City’s
The Tavares Train Station is currently not in operation but the City
is optimistic in obtaining a Tourist Train Services provider in the
near future. It should also be noted, that the City should take
advantage of having an artist (popup art program) use the space
until a Train Service provider is acquired. The Central Florida
Commuter Rail extension and service is still an opportunity for
the City even though its current lack of progress in rider ship in
the Central Florida region.
The Plan envisions building upon these synergies to create a
mixed-use district, containing high-density residential uses,
entertainment venues, hotels, restaurant, shopping, and
destination uses. The Main Street District will be the location
for retail storefronts on the ground floor of all buildings with
residential and office uses on upper floors. This includes
introducing ground-floor retail storefronts along the north-south
streets between Alfred Street and Ruby Street. It is essential
that existing tree canopies are preserved as well as new shade
trees are planted in the district in order to create a walkable
environment.

G
G
D
B
F

E

B

F

C

Fig. 4.13 Recommendations: Traditional Main Street District (SR 19 to Sinclair Avenue)

A Primary Gateway Opportunity

D Upgrade existing multi-family housing

G

B Infill Redevelopment Opportunity: Mixed-

E Landscape buffer to improve visual impact of County Jail

H Bus stop pull/over

C New development with generous storefronts;

F Visually enhance trail/bike lanes with Paint and/or Signage

Use (Residential over retail/ office)

rear parking; shared access; wide sidewalks

Rezone from industrial to commercial

K

B
E

A

H

D

C

E

F

G

L

I

J

Fig. 4.14 Recommendations: Traditional Main Street District (Sinclair Avenue to Disston Avenue)

A Preserve and promote historic structures:

E

Infill Development: Traditional Main Street storefronts; mixed-use (residential over retail)

I

Historic Buildings (shops/restaurants)
maintain historic setbacks lines

B County Public Parking Garage:

F

Redevelopment Opportunity: Mixed-Use
(Performance Art Center/Retail/Shops)

J

Primary Gateway Opportunity

C Outparcel liner buildings

G Tavares Square: maintain view-shed of lake

D Linear Park/ Pedestrian Linkage

H

Historic Courthouse

Shared use as public facility

to Library
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K Future location for City’s Public
Parking Garage

L

Existing City’s Train
Station/Chamber of Commerce
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Growth within the Downtown Core should increase economic vitality and residential density while
simultaneously improving the overall quality of the area with public realm improvements. The most
significant public realm improvement in this district will be the creation of the Tavares Square
urban plaza. Connecting Main Street to the waterfront, including the blocks to the east and west
of Rockingham Avenue, the plaza is envisioned to be designed as a public space suitably sized to
accommodate civic uses including festivals, farmer’s market, outdoor vendors, possibly a heritage
and cultural museum, framed with restaurants, cafes, and residential units on the upper floors.
The new gathering space should be more urban and interactive by creating common spaces that
encourages increased pedestrian activity.
The building and land use pattern proposed in the Downtown Core, including the Traditional Main
Street District will have higher intensities and densities than existing conditions. In order to maintain
the historic character of the district, the Plan recommends employing a combination of generous
setbacks on the ground floor to accommodate wider sidewalks and step backs at upper floors to
create pedestrian scaled built form. The proposed building envelope contains low rise buildings (2
stories or 28 feet) that gradually increase to 6 stories or 84 feet in middle of the blocks along Main
Street between Maud Street and Ruby Street.

In addition to urban form and architectural style, a strong combination of uses and activities
established in an attractive pedestrian setting provide a foundation for economic success. Artwork,
festivals and cultural activities in the Downtown strengthen commerce by providing exposure to
local businesses and opportunities for increased patronage. The redevelopment plan endorses the
continued support of local festivals and the location of key cultural amenities, such as museums and
artist lofts, near Main Street and the proposed plaza.

Objective 4-8:
4-8 Create a compact, mixed-use, and diverse district that celebrates the historic and cultural
heritage of Tavares, while enhancing the economic vitality of Downtown businesses through a
well-defined land use and regulatory framework. The intent is to maintain and expand the district as
a pedestrian- oriented area focussed on promoting activity generating uses.
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Action Strategies:
4.72 Density: 12-25 du/acre.
4.73 Tiered Building Heights: 2-6 stories from Main Street to Maud Street.
4.74 Continue to support Downtown businesses through the expansion and diversification of
uses and activities along Main Street and through additional improvements to the road
designed for pedestrian safety and increased visibility.
4.75 Pursue improvements to further enhance the quality of the pedestrian environment.
4.76 Enhance pedestrian safety and slow speed of automobiles in the downtown through the
use of reduced speed limits, better signage and the use of elevated, decorative crosswalks at all
Main Street intersections.
4.77 Employ design standards for site planning and architectural features.
4.78 Encourage a complimentary mix of uses & activities.
4.79 Attract more restaurants, cafes and specialty retail.
4.80 Develop a “niche” market.
4.81 Encourage concentration of retail activities at ground level within this district,
preferably destination retail and tourist related uses such as restaurants, museums,
outfitters, art galleries. Upper floors should contain offices or residential uses.

4.82 Organize land uses in a manner that encourages and supports movement by public
transit, bicycle, walking, and other alternative transportation modes.
4.83 Allow a diverse range of uses in the district, including live/ work units, lofts,
offices, neighborhood grocery stores, bank, post office, events center.
4.84 Encourage infill development with higher density residential within the district on
upper floors.
4.85 Discourage new one-story commercial buildings and single-family residential
development in the district.

4.86 Pursue catalytic projects through public- private partnerships or land assemblage
in the block fronting Main Street between St. Clair Abrams Avenue and New Hampshire
Avenue.
4.87 Initiate discussions with impacted private property owners to determine their level
of support and intent for participation in the proposed redevelopment program.
4.88 Work with the property owner to redevelop the block located west of City Hall
between Rockingham and New Hampshire. The Plan envisions a moderate scale
mixed-use development with hotel, office, retail, and residential uses.
4.89 Develop a master plan for the area identified as the Tavares Square in the urban
design plan illustration as a pedestrian plaza along Rockingham Avenue incorporating the
blocks located between St. Clair Abrams and New Hampshire Avenue. Construct a new
pedestrian plaza defined by mixed-use buildings to visually and physically connect Main
Street to the waterfront.
4.90 Continue to develop incentives that will help activate the district’s pedestrian
environment and facilitate retail development at ground level within the district. Examples of
incentives include: exempting retail uses on the ground floor from FAR calculations within the
district; parking exemptions; and area-wide master stormwater permit.
4.91 Higher density and intensity should be encouraged in conjunction with the development
of commuter rail or light rail.
4.92 Require appropriate land use transitions to ensure new development is compatible
with existing areas.
4.93 Require liner buildings or architectural treatment in the design of parking structures in
all new developments.
4.94 Develop strategies to encourage the development of affordable housing, with an
emphasis on developing incentives in which affordable housing can be integrated within
market rate housing development projects.
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Revitalizing Main Street

View of Main Street looking west. The illustration
(bottom) depicts anticipated improvements to the
public realm supported by higher density private
sector investment.

B

G

D
A

E

C

F

Traditional Main Street District: Precedents

A Enhance existing streetscape

D Tiered Mixed-Use development (2-6

B New Infill Development: Mixed-Use

E Incorporate architectural details: cano- pies and

(Residential over retail)

C Activate Pedestrian environment: Tavares
Square urban plaza concept

stories)

F

awnings
Improved crosswalk paving

G Redevelopment Opportunity: Mixed- Use Hotel
(Residential/ retail/ parking garage
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Main Street: Key Projects
View of the intersection at Main Street and SR 19. The
illustration (right) shows the transformation anticipated in
the neighborhoods with future public and private realm
investment.

A Burial of Utilities

A

B Traffic Calming and landscape median
E

C Improved sidewalks and landscape treatment
D Private Investment: new infill development
E

Entryway Feature

F

Street Lighting

F

D
G

G Directional Signage

B

C

View of proposed plaza at Rockingham Avenue and Main
Street, looking south. The illustration (right) shows the
transformation anticipated in the district with future public
and private realm investment.

A Formalized pedestrian plaza- public art, change in pav-

ing to accentuate intersection, signature trees
B Redevelopment Opportunity: Mixed-Use

C Outdoor vendors and events
D Sidewalk cafes
E

E

Redevelopment Opportunity: Mixed-Use
(Residential over retail)

B
C

D

D

A
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Waterfront Entertainment District
Forming the CRA district’s southern boundary, Lake Dora is
expected to serve as a regional destination for residents and
visitors. The proposed improvements envision Wooton Park
as a unique event/ recreation venue in Central Florida in that
the facility is accessible by water, air, rail, bicycle and hiking
(TAVLEE Trailhead facility), public transit and automobile. As
one example, this multimodal aspect will allow someone
arriving by seaplane to take a watercraft to Mount Dora and
return to Wooton Park by train. Typically, a private rail service
provider is capable of providing rail services from Tavares to
Mount Dora, Eustis or possibly Orlando. While this service is
currently limited to special event activities, this direct rail access
provides the infrastructure backbone for future scheduled
commuter rail service from Tavares to Orlando and a rail tie-in
to a future “freight village” in the Tavares area. The goal is to
transform Wooton Park from a place primarily used by local
residents into a regional destination waterfront venue with
multiple uses that will continue to attract visitors and water
related events to the community.

Train Station/Chamber of Commerce
Source: City of Tavares

In 2017, the City will host its annual Dragon Boat Festival,
the Spring Thunder Vintage Race Boat Regatta, the Sunnyland
Antique Boat Festival, Seaplane-A-Palooza, Kayakathon,
Planes Trains & BBQ, Hydro Drag Nationals, and several
national fishing tournaments at Wooton Park. Confirmed and
proposed events for 2017 will draw an estimated 72,000 visitors
to Downtown Tavares and Wooton Park. The proposed
project when completed will be a multi-use park, regional
special events venue with a water orientation providing a
Marina/Seaplane basin, boat, bicycle rentals, and other water
related activities including the construction of a sandy beach
on Lake Dora.

Fig. 4.15 Existing Conditions: Waterfront Entertainment District
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Fig. 4.16 Recommendations: Waterfront Entertainment District
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A Ruby Street Improvements

F Shoreline Enhancements

B Wooton Park Phase II Improvements

G Redevelopment Opportunity: Mixed-Use Development

C Mixed Use Boat Ramp

H Tavares Square: Connecting Main Street to the Waterfront

D Gazebo/Observation Deck

I

Stormwater Improvement Park

E

J

Train Station

Fishing Pier
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In addition to the improvements to Wooton Park, the potential to develop a transit hub for
the proposed Central Florida Commuter Rail Transit presents unparalleled opportunities
for Downtown Tavares to emerge as a regional multimodal center. The Redevelopment Plan
proposes that the City of Tavares should capitalize on this opportunity to redevelop the waterfront
entertainment district and the Downtown Core as a Transit-Oriented Development (TOD), based
on station area master planning principles. The intent of the plan is to reconfigure Ruby Street
as an entertainment district that serves a regional population anticipated to constitute the critical
mass needed to support a transit service. It is anticipated that similar to trends seen in cities
served by transit service, the Downtown core will attract developers that are interested in creating
high-density, mixed-use destinations within a 5-mile walking radius of the transit station.
These uses combined with the proposed public improvements including the Tavares
Square, Wooton Park improvements, the Tavares’ Train Station, the Ruby Street re-pavement
and Stormwater Improvement Park offers a unique opportunity to create a reinvigorated
waterfront entertainment district.

As Tavares continues to
expand its aviation
presence, Jones Brothers
& Co. has continued to
play a pivotal role in
representing the City by
providing innovative
seaplane services to our
community.

Objectives 4-9 & 4-10:
4-9 Establish a waterfront entertainment district providing a venue for festivals, shops, restaurants, the arts and cultural amenities that
will firmly establish Downtown Tavares as a regional destination.
4-10 Plan for the transformation of the district to evolve from the present rural configuration to a more hardened urban waterfront
venue.

Action Strategies:
4.95 Undertake a detailed design master plan of the district to fully integrate the appropriate phasing of all proposed elements of
design. Including, but not limited to the following:
– Continuation of proposed improvements to Wooton Park.
– Appropriate phasing of future improvements to the park to provide for a hardened urban waterfront feature.
– Commuter rail transit system and facilities design.
– Private sector development opportunities including economic feasibility and design of future development along
Ruby Street.
– Design and integration of Tavares Square
– Design and integration of key destination cultural facility
4.96 Plan, design and construct Ruby Street improvements as the primary spine of the entertainment district.
4.97 Ensure all required infrastructure is incorporated in the Ruby Street Design.
4.98 Determine feasibility and seek funding for a destination cultural facility which might include a transportation, heritage
or natural resource museum.
4.99 Seek opportunities to control key development sites.
4.100 Initiate discussions with all affected property owners to determine attributes of possible land acquisition and
disposition program.
4.101 Leverage County Records property as a tool to control other key development sites through negotiations with
potential developers.

Tavares Waterfront Entertainment District:
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4.102 Initiate discussions with Tavares Station developers to maximize development potential of their property in conjunction
with development of the entertainment district.
4.103 Consider solicitation of Master Developer for Waterfront District.
4.104 Devise strategic development incentive package for use in negotiations.
4.105 Pursue art in public spaces program.
4.106 Continue with successful festival and events planning.
4.107 Consider weekly events program such as farmers market or arts and crafts fairs.
4.108 Work with Chamber of Commerce and other economic development organizations to devise marketing strategy for
Downtown Tavares.
4.109 Review and amend, if necessary, codes and policies that may be a deterrent to the success of the entertainment district
such as noise and alcohol policies.
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URBAN DESIGN AND HISTORIC PRESERVATION
The purpose of this chapter is to provide a basis for evaluating development and redevelopment
proposals and act as a guide for making decisions about public and private improvements within
the boundaries of the CRA district. The guidelines presented in this chapter build upon the results
of the visual preference survey conducted during the visioning sessions in 2007 and later in 2017.
It is anticipated that through the use of the guidelines, both private and public projects will
endeavor to preserve and enhance the form, scale, and visual character of the Downtown. The
design guidelines provide the framework for redevelopment to gradually take place based on the
community’s vision for creating a compact urban core complemented by stabilized residential
neighborhoods; and to ensure that new buildings or public space will ultimately create a unique
identity for the Downtown. While the guidelines are designed to support the overall development
character envisioned in this Plan, they are also intended to offer City staff and developers a flexible
tool for promoting high quality and innovative developments. The design guidelines are based on
the following eight principles that will not only improve the physical pattern of development found in
Downtown Tavares but also increase the quality of life for the City’s residents while improving the
economic capacity of the City.
1.
2.
3.
4.
5.
6.
7.
8.

LAKE DORA

Lake Dora

Fig. 5.1 Proposed Urban Design Plan at complete build-out
Source: City of Tavares, June 2017
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Create a compact mixed-use urban form that encourages active street life.
Provide improved visual and physical connectivity between the different land uses.
Develop a distinctive and attractive visual character that is unique to Downtown Tavares.
Establish an attractive, safe and efficient traffic circulation system that encourages
pedestrian mobility between Downtown’s activity centers.
Preservation, protection and conservation of natural resources.
Provide direction for developing more detailed design standards and capital projects while
allowing design flexibility in the development and redevelopment of properties.
Maximize the advantage of Tavares’ waterfront setting by pursuing strategic improvements
to the public realm- street network, public open space, heritage, culture and the arts.
Promote economic opportunity for area residents, property owners, and businesses by
promoting intense development, where appropriate within the Downtown core.

The intent of the recommended urban design guidelines is to cause future development to occur in
a manner that creates a pedestrian setting while simultaneously strengthening connections between
the Downtown, the waterfront area and surrounding residential neighborhoods within an aesthetically
pleasing and upgraded built environment. This Plan suggests that a set of more comprehensive
Urban Design standards and design specifications be established, to ensure a more predictable
and effective future development character in the Downtown. The plan also recommends that the
City’s Community Development Department, Planning and Zoning Board and City Council, as
applicable, should update to the existing Land Development Regulations in order to ensure that
all requests for site plan approval are in compliance with the recommended design guidelines.

These guidelines are intended to illustrate general principles that will assist the City/ CRA to preserve
and enhance the desired character for Downtown. The proposed design guidelines should not be
construed as prescriptive standards and it is through the City’s land development regulations that
appropriate standards be established. The guidelines may evolve into different forms. They may
act as the foundation for initiating discussions with potential developers, or be included in the Land
Development Regulations.
Downtown Tavares still retains some characteristics reminiscent of its early settlement: the grid
street configuration; its natural resources; historically significant buildings; the railroad, and the
presence of governmental operations. The image desired for Downtown Tavares is one that supports
a compact and high density urban core while at the same time defines the edges of new growth in
a manner that preserves the residential qualities of existing neighborhoods. To accomplish this, the
Downtown must develop in such a fashion that retains its historic appeal, enhances a pedestrian
friendly atmosphere, and also provides visual and physical connectivity to the waterfront.
Intensifying the Downtown with appropriate land uses and entertainment activities will be the
driving force in attracting more people to Downtown. This section focuses on Downtown’s urban
design character within the public and private realm contexts. The basic components of the
pedestrian system are the users, the destinations and the travel ways. The public realm
analysis is directly related to transportation improvements discussed in Chapter 6: Circulation
and Connectivity. Four design elements will be used to develop the public realm character over
time:
Street Grid and Views
Streetscape Design and Pedestrian Environment
Gateways
Signage Guidelines
In addition to the public realm guidelines, this chapter also presents general guidelines for
development in the private realm and its relationship to Downtown’s overall pedestrian orientation.
The intent of the private realm guidelines is to develop a system of planning criteria to guide the
future development in Downtown Tavares. The guidelines provide broad principles that will reinforce
and enhance the relationship of each new building to the public street as well as the relationship of
the new buildings to each other and to existing buildings.
The basic component of the private realm (the built environment) includes guidelines for the
following three character districts described in detail in Chapter 4: Land Use and Development
Characteristics:
Downtown Core
Residential Neighborhood
Commercial Corridor
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Public Realm Guidelines

Street Grid and Views
Downtown’s urban form is defined by a grid street pattern for
most areas within the Central Business District. The street grid
creates small blocks (typically 300’ x 200’), with alleys in the
north-south direction presenting another opportunity to facilitate
pedestrian connectivity. Throughout the area, the street grid is
interrupted by large-scale institutional developments such as the
county facilities, churches, and the high school. The most severe
of these interruptions occur along the western extent of Main
Street, near the County jail, physically and visually disconnecting
the residential neighborhoods located west of Sinclair from the
Downtown and the Lake Dora waterfront. Large developments
over time such as the county facilities, particularly the jail and the
circular administrative building have contributed in obstructing
the existing vistas to the waterfront from the neighborhoods. As
Downtown Tavares evolves into a hub of recreation and tourism
activity in Lake County, with increasing residential population, it

should be emphasized that new developments avoid street grid
interruptions. Potential extensions to the street grid are identified
on Fig. 5.2. These include:
Rockingham Avenue between Nelson Avenue and US 441
Nelson Avenue between Rockingham Avenue and St. Clair
Abrams Avenue
Kentucky Street between Joanna Avenue and St. Clair
Abrams

Views to the Lake Dora waterfront from the neighborhoods were
identified by the community visioning participants as valuable
Downtown assets. Maintaining existing and creating new viewing
corridors will be essential in shaping the desired human scale
and Downtown character.
Existing view corridors can be divided into two major categories:
1)view corridors providing distant views from U.S. Highway 441
to the waterfront;
2)neighborhood viewsheds that provide uninterrupted views
from the residential areas.
The streets identified in the Plan that need to be preserved and
appropriately designed to reinforce existing views include:
Distant views to waterfront
Disston Avenue
St. Clair Abrams Avenue
New Hampshire Avenue
Sinclair Avenue

Neighborhood Vistas
Rockingham Avenue
Joanna Avenue

E NELSON ST
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Existing viewsheds to Lake Dora
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SOUTH CAPELLA
CLIFFORD

Guidelines:

441

5.1 Ensure that street grids are re-established in future
redevelopment of larger sites within Downtown, such as
Wooton Park Improvements and Tavares Square.
5.2 Protect lakefront views by establishing development
standards that enhance existing vistas and create new
vistas as part of the site design.
5.3 Identify key destinations and make them obviously
visible to pedestrians via architectural design, building
placement, establishment of view corridors or axis,
careful selection and placement of street trees so as not to
obscure important views, and appropriate design and
placement of directional signage.
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Waterfront Vistas: (Top left) St. Clair Abrams Avenue; (Top right) Rockingham Avenue;
(Bottom left): New Hampshire Avenue; (Bottom right):Joanna Avenue.
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NEW HAMPSHIRE

L A K E E U S T IS

PULSIFER AVE

Ingraham Avenue between Alfred Street and SR 19
Ruby Street between Bloxham Avenue and Sinclair Avenue

VIEWS TO LAKE DORA

PULSIFER AVE

Public capital investment in improvement projects throughout
the Downtown redevelopment area, namely streetscape
improvements, the creation of gateways, the continued extension
of the pedestrian environment, along with the expansion of the
park and open space network will help to achieve the community’s
desired vision for Downtown’s overall growth. It is through such
projects that the City/CRA will enhance the functional and
aesthetic quality of the Downtown and provide the basis for
leveraging private investment within the redevelopment area. The
public improvements that are proposed in this chapter will need to
be constructed by the various public agencies and departments
responsible for them. These agencies and departments need
to incorporate and expand upon these guidelines in their
internal design manuals. Proposed guidelines are supported
by graphic examples and images of how these standards could
be developed once the City begins the design process for the
various elements. These are graphic examples only and are not
meant to be specific designs to be directly implemented. The
emphasis of this section of the plan is to show the importance of
having a consistent design theme that is utilized throughout the
Downtown area.

PRIMARY COMMERCIAL CORRIDORS

REGIONAL CONNECTORS

TRANSITION CORRIDORS

DOWNTOWN PEDESTRIAN CONNECTORS

PARKS

EXISTING RETAIL STREET

OPEN SPACE

PROPOSED RETAIL STREETS

PROPOSED STREET EXTENSIONS
VIEWS TO WATERFRONT

Fig. 5.2 Map illustrating existing street grid, views and potential street extensions.
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Streetscape Design

The public investment now needs private investment that
will complement the desired pedestrian environment with
implementation of appropriate design features. Preliminary
analysis revealed that Downtown Tavares has an overall below
average level of pedestrian comfort. Poor level of comfort is
found mostly in the outer area of the Downtown core, where
there is no shade or the sidewalk system is incomplete.
Adequate provision of public restroom facilities are a critical, but
often overlooked element of the overall pedestrian environment.
Currently, Wooton Park provides Downtown visitors with
restroom facilities. However, the special events planned in the
City would require the City to evaluate its current standards for
restroom demand levels. Several cities across the country are
witnessing a revival in providing urban restrooms as essential
pedestrian amenities. The Plan recommends that provision of
public restrooms be considered in the design of all new civic
facilities including the proposed Tavares Square urban plaza.

DTRMP 2017

Pedestrian destinations
Planned development efforts in Downtown Tavares, particularly
Ruby Street Stormwater Improvement Park and Wooton Park
improvements, are expected to transform the existing pedestrian
orientation of the area. Currently, most of the pedestrian traffic
generated in the Downtown is related to the county facilities and
the Wooton Park. The Downtown area is rich in heritage and
recreation resources, which are currently underutilized and
need better connectivity through appropriate physical
improvements and marketing strategies.

Existing destinations
County administrative facilities
Lake County Museum

Wooton Park
Tavares High School
Tavares Public Library and Civic Center
Wooton Park Marina and Seaplane Basin
Prop-Shop
Special Events
Tavares’ Train Station
Tavares Square
Ingraham Center
In the future, a new demand pattern is expected to evolve as a
result of projected future projects. These include:

New destinations
Historic Fire Depot Museum
Tavares Square Improvements
Ruby Street Improvements & Stormwater
Improvement Park

The pedestrian users in Downtown Tavares can be classified into
seven basic categories:
• Government Employees
• Downtown Business Owners and customers
• Professional Offices and clients
• Downtown and City residents
• Government Business Visitors
• Seaplane Aviators
• Special Events Visitors
• Church parishioners

NEW HAMPSHIRE

Pedestrian profiles
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Demand routes
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In order to prioritize the improvements to the system, it is necessary
to identify the major pedestrian demand routes. The demand
routes can be determined by the users and their respective
destinations. In addition, the plan must address the future land
uses and future pedestrian demand routes. The following is a
summary of the major user groups and their respective demand
routes:
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Shade is an important factor for the pedestrian to feel comfortable
to walk in Tavares, as the weather here is hot and humid in the
long summer time. Street trees and storefront awnings and
arcades can provide the necessary shade for the pedestrians.
The City has invested significant resources to upgrade the
pedestrian environment along Main Street.

People are most likely to walk where there is a balanced mixture
of land uses: residential, education, recreation, retail, and offices.
As the redevelopment program evolves and there is more
investment in the private sector, the Downtown is expected to
accommodate a more balanced and diverse mix of uses.

W CAROLINE ST

Weekday Commuters
The weekday commuters are those individuals who work in the
Downtown everyday. These individuals are either employed at
one of the many government buildings or in the private sector
office buildings. These individuals commute into the city on the
major roadways. At lunch hour, many of the commuters walk to
the parking lot/garage and drive to restaurants along US 441.
But many also prefer to stay to dine at Downtown restaurants
such as: Main St. Diner, Puddle Jumpers, Tiki West:Raw Bar &
Grill, Eduardo’s Lokos Tacos, O’Keefe’s and many others.
As a result of these existing demand patterns, the dominant
pedestrian demand routes are limited to the sidewalk areas from
public parking garages to the main employment centers. And
sidewalk areas from employment centers to Downtown
restaurants.

Weekday and Weekend Visitors
During the weekends, pedestrian traffic is primarily generated by
the following user groups:
• Visitors for church
• Visits to the waterfront and Wooton Park
• Visits to the Seaplane base
• Visits to the Tavares Library/ Civic Center
• Special events visitors
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19
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Sidewalk condition is the dominant factor affecting the
streetscape design in a pedestrian oriented and walkable
environment. The sidewalk must be well maintained, have
adequate width, and be connected. Considerations such
as posted speeds, buffer from the travel lane, presence of
shade, safety, topography, sidewalk width, sidewalk condition,
pedestrian scaled buildings, presence of arcade or awnings,
access to public restrooms are some of the factors used to
measure the level of comfort. In general, the central business
district along south of Caroline Street and north of Wooton Park
has a fair pedestrian environment: adequate sidewalk width;
pedestrian scaled buildings; street amenities; some shade trees;
traffic calming devices.
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Fig. 5.3 Map illustrating existing and proposed pedestrian movement and destinations,
Downtown Tavares

PART II CHAPTER 5: URBAN DESIGN AND HISTORIC PRESERVATION

69

D O W N T O W N T A V A R E S R E D E V E LO P ME N T MA S T E R P L A N

The intent of this section is to provide direction for improvements to the public rights-of-way that will
help to create a pedestrian friendly environment and enhance the identity of the area, complementing
the overall goals of this Plan. The principal objective of the streetscape guidelines discussed below
is to promote a long-term, coordinated strategy that includes improvements to both the public and
private realm, and to create a unified urban design theme attracting quality investment into the
area. Given the significant impact transportation corridors have on the aesthetics, efficiency, and
health of the local economy, streetscape improvements are envisioned along the major streets in the
redevelopment area. The streetscape improvements will enhance the appearance of older physically
declining areas and provide visual continuity and improved pedestrian connections between the
various activity centers described in the Plan, most notably the waterfront, civic uses, and the
neighborhoods. Whenever possible, the available pedestrian space including sidewalks, public
plazas, and open spaces should be expanded to increase pedestrian connectivity. The proposed
improvements will not adversely impact the capacity of the roadways. Rather, they will improve
bicycle and pedestrian access increasing the level of activity along the street, which in turn, will
promote a healthy environment for local businesses. The streetscape design elements that should
be considered for each of the projects include: medians, street lighting, street furniture, plantings and
landscape, paving materials and textures, intersection design, and signage.
The expansion of sidewalks and public spaces will not only improve pedestrian connectivity, but will
also provide public places for congregation. As the physical environment is improved an increasing
number of cafes and restaurants may use a portion of this space for exterior seating.
Improvements such as lighting, street furniture, plantings, paving materials, and signage will help
to provide continuity along the roadway. Street trees, along the edges of the corridor as well as
the center median, provide shade, create visual continuity, and also help separate the pedestrian
environment from the automobile environment. The public realm improvements will ultimately result
in the creation of an upgraded aesthetic environment that will set the stage for new investment
to occur over time. (Refer Chapter 4: Land Use and Development Characteristics for illustrations
depicting proposed streetscape improvements within each character district).

Streetscape design elements such as wider sidewalks, shade trees, on-street parking, signage, and
generous storefronts are pivotal in creating a pedestrian friendly atmosphere.

70

PART II CHAPTER 5: URBAN DESIGN AND HISTORIC PRESERVATION

Guidelines:
5.4 Replace worn or faded pavement markings at crosswalks.
5.5 Install quality, contrasting paving materials at key pedestrian crossings that signal to drivers
that they are entering a pedestrian zone.
5.6 Improve pedestrian crosswalk signal mechanisms; possibly by adding audio cues for visually
impaired pedestrians. Strive to adjust timings so as to reduce pedestrian wait time.
5.7 Decrease the distance pedestrians must walk using curb extensions or “bulb-outs”.
5.8 Create mid-crossing “safe zones” by installing wider landscaped medians.
5.9 Sidewalks should be designed to be handicapped accessible as set forth in the Americans
with Disabilities Act (ADA).
5.10 Use tree grates in retail streets to provide ample space for pedestrian circulation on
the sidewalks.
5.11 Properly install and orient sidewalk curb ramps so that pairs face each other
directly across the street. This means constructing two curb ramps per corner or one wide
ramp encompassing the entire arc of the corner.
5.12 Remove obstacles from crossings such as utility poles, light posts, fire hydrants,
stormwater catch basins, curb inlets, planters and similar features.
5.13 Street trees should be consistent with existing trees in the area and selected to
provide shade. The mature tree canopies should be maintained where they exist along the
streets.
5.14 Maintain existing landscaping, especially indigenous species and consider removal
of invasive vegetation along the lakefront.
5.15 Planter design and plant species should be consistent for each street to provide
for uniformity.
5.16 Planters should not obstruct the pedestrian right-of-way and meet necessary traffic
safety standards.
5.17 Landscaping should be incorporated to lead people from parking areas to activity centers.
5.18 Center medians should be landscaped with ground cover, trees and accent flowering
shrubs.
5.19 Medians should be designed to act as pedestrian crossing islands and have few breaks
in them.
5.20 Placement of pedestrian lighting should be determined to increase pedestrian safety
and enhancing the businesses in the area.
5.21 Street furniture including benches and trash receptacles should be compatible
with surrounding streetscape elements.
5.22 Ensure that street paving and sidewalks are consistent throughout the Study Area.
5.23 Place utilities underground, if possible, especially along the primary streetscape systems.
5.24 Traffic calming features should be utilized where traffic data and neighborhood consensus
warrants.
5.25 Consider raised brick crosswalks at strategic locations, particularly along Alfred Street,
with conflicting pedestrian and vehicular traffic patterns to reduce speeds of vehicles.
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The design guidelines for streetscape improvements establish
a combination of Primary and Secondary Streetscape systems,
based on a hierarchy of streets and design treatment.

Primary Streetscape Improvements
The roadway sections that are designated in the primary
streetscape system are the roads with sidewalks that are most
frequently used by pedestrians, and provide more amenities
to the pedestrians. These roads should be a high priority for
reconstruction. It is also advised to amend the relevant regulations
in the City of Tavares Land Development Regulations to address
the use of private signage and architectural design of the retail
properties that frame the streetscape.
Based on the roadway functions, right-of-way conditions,
and access potential, the following street hierarchy has been
established for Downtown’s primary roadways:

Typical Streetscape Section: Main Street

Downtown Transition Corridor: Alfred Street and Caroline
Street Primary Retail Streets: Main Street and Ruby Street
Neighborhood Connectors: St. Clair Abrams Avenue and
Sinclair Avenue

3' DEEP
DRAINAGE
CHANNEL

SIDEWALK PARALLEL PARKING
9'
4'

ROADWAY
12'

ROADWAY
12'

Proposed improvements to the typical sidewalk sections in the
primary streetscape system are as follows:
5.26 Minimum 8 feet in width
5.27 High quality paving
5.28 High quality stone curbing
5.29 Shade trees with 50-foot spacing
5.30 Seating area at mid-block and intersection locations
5.31 Protective bollards at crosswalks
5.32 Pedestrian scale lighting with common theme
5.33 Signal master arms at intersections
5.34 Themed street signage
5.35 Themed informational and directional signage
5.36 Themed and shaded bus shelters
5.37 Uniform news racks
5.38 Themed information kiosks at proper locations
5.39 On-street parking where feasible
5.40 Pedestrian ‘bulb-outs’ and ‘neck-downs’ at intersection
and mid-block pedestrian crossing locations
5.41 Corner crossing design for handicapped accessibility
5.42 Unit paver crosswalks
5.43 Median safe zones where possible
5.44 Family of themed site furnishings: benches, trash
cans, planters, etc.
5.45 Themed gateway pylons to mark the beginning of the
core pedestrian zone
5.46 Redesign of the area should minimize steep slope
conditions, pedestrian obstacles, trip hazards, and
accessibility barriers.

PARALLEL PARKING SIDEWALK
9'
4'

50'

Typical Streetscape Section: Caroline Street

Primary Streetscape Improvements: Precedent

Secondary Streetscape Improvements: Precedent

Secondary Streetscape Improvements
The roadway sections that are designated in the secondary
streetscape system are the roads with sidewalks that are less
frequently used by pedestrians than those in the primary
streetscape system, but are still of considerable importance
to the pedestrians. For the secondary streetscape system,
improvements should be undertaken systematically as funding
becomes available. It is also advised to amend the relevant
regulations in the City of Tavares Land Development Regulations
to address the use of private signage and architectural design
of the retail properties that frame the streetscape. The roadway
sections that are included in the secondary streetscape system
are the following:
Primary Commercial Corridor: SR 19/ US 441
Downtown Pedestrian Connectors: New Hampshire,
Joanna, Texas, and Lake Avenues; Ianthe and Givens Streets
Proposed improvements to the typical sidewalk sections in the
secondary streetscape system are as follows:
5.47 A minimum 6 feet in width
5.48 Shade trees of different species from primary
streetscape system with 50-foot spacing
5.49 Seating area at mid-block and intersection
locations if pedestrian volume justifies
5.50 Pedestrian scale lighting with common theme
5.51 Signal master arms at intersections
5.52 Themed street signage
5.53 Themed informational and directional signage
5.54 Themed and shaded bus shelters
5.55 Uniform news racks
5.56 Themed information kiosks at proper locations
5.57 On-street parking where feasible
5.58 Corner crossing design for handicapped accessibility
5.59 Family of themed site furnishings: benches, trash
cans, planters, etc.
5.60 Themed gateway pylons to mark the beginning of the
core pedestrian zone
5.61 Redesign of the area should minimize steep slope
conditions, pedestrian obstacles, trip hazards, and
accessibility barriers.

Typical Streetscape Section: Neighborhood Connectors
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The following streetscape elements may be used to improve the
aesthetic character of Downtown Tavares.

Lighting
Pedestrian and street lighting play an important role in enhancing
the pedestrian experience and greatly improves the quality and
safety of streets and public spaces. Pedestrian scaled lighting
design is pivotal in improving the visual character of retail oriented
areas in Downtown. Pedestrian lighting consists of fixtures less
than 14 feet high and should be based on the uses on a street.
Parking and Street lighting is equally important in creating a safe
environment. The first three images are examples of existing
light fixtures currently installed in Downtown Tavares.

Street Furniture
Street furniture is an important functional component of streetscape
design. Street furnishings could include a combination of seating,
trash receptacles, tree grates, bike racks, and newspaper stands.
Maintenance, safety, cost, and comfort are primary considerations
in the design and placement of street furniture. Street furniture
may be provided when the public right-of-way allows for a clear
pedestrian walking zone and separate seating areas. Furniture
should also be incorporated in parking lots, public parks and
plazas as part of mixed use developments. The first three
images are examples of existing furniture types found in
Downtown Tavares.
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Traffic Calming
The City should incorporate elevated crosswalks constructed by brick pavers at all intersections
along Alfred Street and Caroline Street within the Downtown redevelopment area. At a minimum, the
City should consider better signage and reduced speeds in heavily congested blocks in the
Downtown. Signalized intersections and pedestrian crosswalks are currently paved along Main
Street in the Downtown core. Crosswalk materials and patterns could be a critical unifying
element of the pedestrian environment in a Downtown. Crosswalk pavement should contrast
with the adjacent street pavement at identified locations to reduce the speed of automobile traffic
and guide the pedestrians to areas where they can cross the street safely.

Guidelines:
5.62 Clear space to handle pedestrian capacities.
5.63 Visibility to safely negotiate crossing.
5.64 Legibility of all directional information.
5.65 Accessibility and freedom from obstructions.
5.66 Separation from traffic.
5.67 Code based ramps and landings.

Gateways
In addition to streetscapes, the Downtown Redevelopment Area contains several opportunities for
the creation of gateways. These opportunities include the areas of transition into the Downtown core,
as well as the entrances into specific neighborhoods. Gateways at these particular locations can be
utilized to create a sense of arrival into Downtown. Gateways serve not only to mark an event, the
arrival or departure from an area, but may also be used to create a node around which a neighborhood
or commercial district may be organized. They may be comprised of a grand formal structure or
consist of a series of smaller elements that may include artwork or sculpture, lighting and landscaping,
and signage. Whether used to distinguish differences between districts or serve as a focus within a
district, gateways are an important element in establishing a successful streetscape system. There
are three types of gateways that the Plan recommends introducing at key intersections to improve
visibility as new development occurs in Downtown Tavares:
Primary Gateways
• US 441 and St. Clair Abrams Avenue
• US 441 and Sinclair Avenue
• SR 19 and Main Street
Secondary Gateways
• Intersection of Alfred Street with SR 19 and
Disston Avenue
•

Neighborhood Gateways
• Main Street and Ingraham Avenue
• Intersection of Caroline Street with St. Clair
Abrams Avenue, New Hampshire Avenue,
and Sinclair Avenue
• Intersection of Givens Street with New
Hampshire Avenue and St. Clair Abrams

Main Street and Sinclair Avenue
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Signage
The aesthetic quality of any streetscape design is often affected by the visual harmony of the signs
and their relationship to the overall architecture and functional character of the Downtown. Signage
types generally found in downtowns include private business or storefront signage, public wayfinding
and regulatory signage. The guidelines presented in this section are intended to supplement the
City’s existing codes relating to the design and placement of signs.

Guidelines:
5.68 Signs should be visually interesting and informative. Lettering should be simple, legible
and well proportioned.
5.69 The number of signs should be limited to avoid visual clutter.
5.70 The illumination from signs should not overpower other signs on the street, pedestrians,
and the architectural character of adjacent buildings.
5.71 Signs should complement the architectural character of the buildings and provide a
unifying element along the streetscape.
5.72 Signs should be located so that they do not interfere with pedestrian movement or
block the visibility of drivers at street corners and/ or intersections.

Wayfinding strategies will provide a means for visitors and tourists in Tavares to easily find their way
around the Downtown, and conveniently locate key destinations. There are two major aspects to
the wayfinding system; the automobile orientation system and the pedestrian orientation system.
Pedestrian directional signage is a crucial element, not only to ensure a well-navigated pedestrian
experience, but also to create ‘a sense of place’. Automobile orientation system typically includes a
system of directional signage for visitors entering a city, introduced to ensure easy navigation. This
directional signage is proposed at major road intersections on the edges of the Downtown. The
signage should also help the visitors to find their way to the major public parking facilities in the core
area.

5.73 Consider using symbols as signs that correlates to products or services rendered.
5.74 Integrate signs with architectural elements.
5.75 Design lighting and mounting hardware as an integral part of the sign.
5.76 Sign materials should be durable and long lasting.
5.77 Coordinate style, size and color on multiple occupancy buildings.
5.78 Avoid pole mounted signs.
5.79 Wayfinding signage, directional signage to parking lots, and signage identifying the
Downtown should be located near intersection entry points and should be designed in a
consistent and easily identifiable manner.

On 2011, the City adopted the City Wayfinding Plan that provides a means for visitors and tourists in
Tavares to easily find their way around the City facilities, Downtown, and conveniently locate key
destinations. The Lake County government incorporates a similar wayfinding system for its patrons.

5.80 Intentionally Deleted (Guideline Accomplished).

Public Open Space
The public open space design guidelines are intended to
demonstrate how civic spaces in the Downtown area can be
designed to address the various pedestrian needs, provide
enjoyable outdoor activity centers, be incorporated into the
Downtown pedestrian network, and enrich the pedestrian
experience. The public open space network includes the
sidewalks, alleyways, plazas, parks and often contains public
art as an integral component of the overall design. The Plan
recommends that, when possible, alleys should be utilized to
provide access to parking and service areas in commercial areas.
Alleys in appropriate locations can be redesigned as pedestrian
linkages supported by commercial uses. In residential areas,
alleys should be used to provide vehicular access to
garages and service areas, as well as frontage access to
residential areas where appropriate.
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5.81 Provide additional pedestrian area to the major public streetscape adjacent to the
property. Sidewalks should be provided, abutting the property frontage extending the
length of the property whether or not on-street parking is required.
5.82 Sidewalks should be constructed per City approval and should be a minimum of eight
(8) feet in width in new developments within the Downtown Core.
5.83 Provide public restrooms as an integral part of new civic facilities, such as the proposed
Tavares Square urban plaza.
5.84 When properties front on primary retail streets, they shall be designed to provide a
continuity of streetscape elements. The frontage yard between the building and the
property line shall be designed to accommodate pedestrian traffic, seating or other use
deemed suitable by approval of the Planning and Zoning department.
5.85 Plaza should include key design elements including seating, shade trees,
landscaping and planters, fountains and public art that attract people.
5.86 Plaza design should emphasize street edges through use of elements such as paving
material, landscaping, trees, lights, public art, directional signage, and pedestrian signage.
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Private Realm: Build-Out Scenarios
For zoning (traditional or form-based) to be an effective
implementation tool for redevelopment and infill development,
it is important to analyze the existing land use characteristics
and its relationship to the City’s land development regulations.
A build-out analysis allows a community to test out its existing
regulations and possible future development when land is
developed to the maximum extent allowed under law. This
analysis utilizes four build-out scenarios to show different growth
alternatives, primarily to evaluate the development impact
upon the Downtown’s physical character, based on existing
regulations.

URBAN DESIGN ANALYSIS

The Conservative and Moderate Development Assumptions (Buildout Scenario #1 & #2): The purpose of these analysis are solely to
gain a better understanding of the consequences of development
on the existing urban character, based on existing land
development regulations.
Visioning Process Development Assumptions (Build-out Scenario #3):
This scenario illustrates the Downtown’s build-out potential based
on the community’s development preferences, identified during
the visioning process and utilizing urban design principals.

For analysis purposes, developable land is defined as properties
with a high redevelopment potential based on two factorsdelineating undeveloped land (vacant properties) and identifying
contiguous parcels under the same ownership and have a higher
probability of assemblage (Fig. 5.4). Based on these factors,
the following three conditions were analyzed:
Conservative Development Assumptions (Build-out Scenario #1):
This scenario illustrates the Downtown’s build-out potential of
properties that are currently undeveloped and developments
that are in the pipeline. Existing zoning regulations are applied
to these properties, including: minimum lot sizes, setback
requirements, landscaping requirements, parking requirements,
and allowable heights.
Moderate Development Assumptions (Build-out Scenario #2): This
scenario illustrates the Downtown’s build-out potential of those
properties that are currently undeveloped, developments in the
pipeline, and are contiguous parcels under the same ownership.
Existing zoning regulations are applied to these properties,
including: minimum lot sizes, setback requirements, landscaping
requirements, parking requirements, and allowable heights.

Fig. 5.4 Map illustrating potential redevelopment
opportunities, Downtown Tavares CRA
blue boxes represent parcels with high redevelopment
potential.

Tavares Downtown Master Plan, City of Tavares, FL
LEGEND
CRA Boundary
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PRIVATE REALM: BUILD-OUT SCENARIO #1 (CONSERVATIVE DEVELOPMENT ASSUMPTIONS)
Downtown Tavares consists of the central business district,
zoned as Commercial Downtown (CD) District. Within the CD
zoned area, 15 parcels were identified as vacant lots that are
suitable for potential redevelopment.The Commercial Downtown
District allows 12-25 dwelling units per acre in addition to the
regulations illustrated in the table shown below. Based on
the existing conditions and LDRs, the build out scenario was
constructed using a conservative development approach that
assumes development of vacant parcels and does not take into
consideration development of underutilized properties, such as
surface parking lots and properties with high redevelopment
potential.

C

B

D

URBAN DESIGN ANALYSIS

B

Build-out under existing zoning
regulations: Vacant parcel located at the
northwest intersection of Maud Street
and St. Clair Abrams (Top)
(Left) Aerial view of vacant parcel:
northwest intersection of Maud St. and
St. Clair Abrams
Prepared By: M.Ye/ B.Kalra, IBI Group

NORTH

2

A

2
NORTH

E

NORTH

2
Fig. 3.37 Build-out under existing zoning regulations: Vacant parcel located at the
northwest intersection of Main Street and Rockingham Avenue (Bottom)
(Top) Aerial view of vacant parcel: northwest intersection of Main St. and Rockingham
Prepared By: M.Ye/ B.Kalra, IBI Group
ZONING

DENSITY

Commercial
Downtown
District (CD)

Multi-Family 12 –
25 units per acre

A (FRONT SETBACKS)

Adjacent to federal, state highway or county second

D (LOT
COVERAGE)

E (HEIGHT

SETBACKS)

C (REAR
SETBACKS)

None

10 feet

90%

84 feet

B (SIDE

ary highway right-of-ways - 25 ft.. Setback from
right-of-way on property located adjacent to all other

roads - 10 ft.. Setback from Main Street - None
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LIMITS)

Build-out alternatives under existing
zoning regulations: Vacant parcel
located at the northwest intersection of
Main Street and New Hampshire
(Far left)
(Left) Aerial view of vacant parcel:
northwest intersection of Main Street
and New Hampshire Avenue
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PRIVATE REALM: BUILD-OUT SCENARIO #2 (MODERATE DEVELOPMENT ASSUMPTIONS)

URBAN DESIGN ANALYSIS

C

2

ALFRED ST

NORTH

B

B

D

BARROW AVE

NORTH

2

MAUD ST

CAROLINE ST

A
CAROLINE ST

E

ALFRED ST

Fig. 3.38 Build-out under existing zoning regulations: Vacant parcel located at
the northwest intersection of Barrow Avenue and Caroline Street (Bottom).
(Top) Aerial view of vacant parcel: northwest intersection of Barrow Avenue
and Caroline Street.
Prepared By: M.Ye/ B.Kalra, IBI Group
ZONING

MixedUse
District
(MU)

DENSITY

Up to 12 units per acre

A (FRONT SETBACKS)

Residential: 25 feet Commercial/Office:
25 feet Adjacent to federal, state highway or
county secondary highway right-of-ways - 25

feet.

B (SIDE
SETBACKS)

C (REAR
SETBACKS)

D (LOT COVERAGE)

E (HEIGHT

NORTH

2

Build-out alternatives under existing zoning regulations: Vacant parcel located at the northeast
intersec- tion of Alfred Street and Joanna Avenue
(Left)
(Top) Aerial view of vacant parcel: northwest
intersection of Alfred St. and Joanna Avenue

LIMITS)

Residential:

Residential:

Single and two-

7.5 feet
Commercial/

Rear 20 feet
Commercial/

Office:

family dwellings 60%
Multiple-family dwellings

Office: Rear

Sides 10 feet

10 feet

35 feet

70%
Townhouses 70% Com-

mercial/Office 70%
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PRIVATE REALM: BUILD-OUT SCENARIO #3 (VISIONING PROCESS DEVELOPMENT ASSUMPTIONS)

URBAN DESIGN ANALYSIS

Visioning Process Development Assumptions (Build-out Scenario #3):
This scenario illustrates the Downtown’s build-out potential based on
the community’s development preferences, identified during the
visioning process and utilizing urban design principals.

Fig. 5.1 Proposed Urban Design Plan at complete build-out

LAKE DORA
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Trail Overpass

Private Realm Guidelines

High School

The built environment is vital in maintaining an area’s visual integrity and unique character. The
guidelines discussed in this section include site design and bulk control principles, as it relates to the
three character districts identified in the previous chapter (Chapter 4: Land Use and Development
Characteristics)

Public Safety
Complex

Site Planning and Building Design
A conceptual relationship for the street system, buildings and parking areas for Downtown Tavares is
discussed through broad guidelines and illustrations in the following section. The concept, as
discussed in the following narrative, is to develop as much centralized parking, to the rear of buildings as
possible. All parking should be carefully designed to be safe, convenient and properly identified by
adequate signage for the public. This allows more building frontage adjacent to primary streets, thus
encouraging pedestrian activity. As part of this concept, pedestrian improvements must link the parking
areas to buildings and the street network. As new buildings are added or existing buildings are remodeled
within the Downtown core, there should be small variations in the relationship of building facia to
vehicular roadways to permit gathering areas for pedestrians. Buildings that appear similar in mass
and scale to other buildings in the Downtown will help to maintain the human scale in the Downtown
Core district. In order to achieve this scale, the guidelines encourage new development to maintain a
variety of heights to create visual interest.

Library/
Civic Center

Proposed Urban Design Plan: Institutional Core

Parking
Structure

As discussed in the previous chapter (Chapter 4: Land Use and Development Characteristics),
the Plan recommends focusing the most intense development in the core of the Downtown. The
core is comprised of three sub-districts: Traditional Main Street, Institutional Core, and Waterfront
Entertainment District. The following section illustrates the site planning and design principles that
will ensure that future development will support the community’s goal of establishing a safe and
attractive pedestrian environment while at the same time attracting quality development in the
Downtown Core.

Joanna Avenue

Downtown Core
Performing
Art Center
Tavares
Square

Ruby Street

Stormwater Improvement Park

Future Development:
Mixed-Use High Density
Maximum Density- 25 du/acre
Building Height- 2-8 stories.

LAKE DORA
Proposed Urban Design Plan: Waterfront Entertainment District
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84’

Guidelines: Downtown Core
5.87 Place buildings along Main Street with additional setbacks if the property is located on
a street corner.

5.88 Discourage curb cut access to property from front property line, where feasible.
5.89 Locate parking to the rear of buildings.
5.90 Access along side streets and alleyways, where possible.
5.91 Maximize the street frontage of buildings.
5.92 Encourage all new development in this district to contain storefronts in the Traditional
Main Street district.

56’

Housing

28’

Offices

Housing

30’

Retail

Retail

Bulk Control and Stepback Recommendations: Conceptual Section showing proposed plaza with building setbacks and stepbacks.

5.93 Encourage liner building infill development on larger institutionally owned parcels
located in the district.
5.94 All new development, additions and/or renovations should reflect the traditional
development patterns and strive to encourage an efficient pedestrian oriented environment.
5.95 In order to break up the perceived mass of structure, divide it into modules that are
similar in size to buildings seen traditionally.
5.96 New buildings should incorporate a clear division between street level and upper
floors through a change of architectural elements, materials, and/or color.
5.97 Where sidewalks are less than 8 feet wide, require new development to setback
buildings 5 feet or 10 feet to create wider sidewalks that can be used for outdoor seating and
provide additional pedestrian amenities.
5.98 Create transitions in building height between Main Street and Alfred Street by
creating stepbacks on upper floors.
5.99 Encourage buildings on Main Street to create a two-story street wall.
5.100 Encourage new developments on the west edge of Main Street to step down to meet
the neighborhood scale.
5.101 Service, refuse, and delivery areas should be located to the rear of the buildings
and accessed through the alleyways, where possible.
5.102 Provide appropriate locations for permitted street vendors to sell their products, such as
the proposed Tavares Square urban plaza and Wooton Park.
5.103 Create internal pedestrian walkways in new developments. Walkways should
direct pedestrians to prominent pedestrian destinations.
5.104 Encourage buildings to articulate appropriate architectural detailing including
canopies, arcades, storefront design, and awnings on the first two floors.
5.105 Ensure that blank building facades are not allowed in future civic and cultural buildings.
5.106 Encourage future parking structures be located in the center of the lot and wrapped
with retail, office or other active uses to serve as the primary facade.
5.107 Ensure that development along Ruby Street is moderate in scale and intensity along
the streets edge with an increase in heights towards the mid-block.

Bulk Control and Stepback Recommendations: Conceptual Elevation of Main Street between Rockingham Avenue and St. Clair Abrams Avenue

Bulk Control and Stepback Recommendations: Conceptual Elevation of Main Street between New Hampshire Avenue and Rockingham Avenue
NORTH

2

5.108 Support outdoor cafes and balconies in the Waterfront Entertainment District.
5.109 Define proposed Tavares Plaza by using building edges and formal landscape elements.
5.110 Consider access and circulation in all new developments as it relates to the future
commuter rail transit station.
MAIN STREET
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Redevelopment Opportunity at the northwest intersection of Main Street and New
Hampshire (Left) Aerial view of vacant parcel: northwest intersection of Main
Street and New Hampshire (Center) Build-out alternative under existing zoning
regulations:
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Existing Building types

Planned Building types

Recommended Building types
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Residential Neighborhoods
The residential areas in Downtown Tavares will continue to increase in value as the redevelopment
program matures. Presently, many of the residential areas in the CRA are either distressed or going
through a transition. The Residential Neighborhoods District is comprised of three sub-districts:
Transitional Mixed-Use District, Downtown North Residential Neighborhood, and West Main
Neighborhood. With new housing being built and locations ready for in-fill, there will be a need to
ensure that residential design guidelines are in place. The guidelines should be utilized to prevent
new residential developments that are out of proportion to existing homes, to prevent large portions of
their front facades being taken up by garage doors, and to prevent the lack of any architectural detail.
The accompanied images illustrate recommended building types for Downtown Tavares, taking into
consideration the overall goal of the redevelopment plan to increase densities and housing diversity
in the CRA.

Mixed Use Low
1

Town
Homes

Mixed Use Low
1

Future Development:
Mixed-Use Moderate Density
Residential Low-Density Neighborhoods
Maximum Density- 5.6-12 du/acre
Building Height- 2-4 stories

Recommended Building types

5.111 Site the mass of the structure to the rear of the lot.
5.112 Orient the entry of a primary building to the street.
5.113 Garage entrance along frontage street needs to be
recessed from front facade and blend in with the rest of the
house.
5.114 New homes or homes going through a large renovation
or alteration should include architectural details, dormers, roof
pitches, front porches, roof overhangs, front entries visible
and oriented towards the street and vertically oriented
windows.
5.115 Consider increasing the maximum building height to 58
feet or 4 stories for the Downtown Transition Neighborhood
District designated as the Mixed-Use (MU) district per the
existing Land Development Regulations.
5.116 Encourage buildings north of Alfred Street to step down to
meet the neighborhood scale.
5.117 Retain the maximum building height of 35 feet for the
Downtown North and West Main Neighborhood district as per
the existing Land Development Regulations.
5.118 New development in the Downtown Core should step
down to the neighborhoods and up to mid-block between Main
Street and Caroline Street.
5.119 Preserve a sense of open space in front, side and rear
yards.
5.120 Clearly define the primary entrance by using a raised front
porch as a functional space oriented to the street.
5.121 Align the front and sides of new buildings with other
structures in the neighborhood.
5.122 For a lot on an alley, locate parking in a garage or detached
carport near the alley edge and accessed from the alley.
5.123 For a lot not accessible from an alley, locate parking to the
rear of the lot with a driveway accessed from the street.
5.124 Required parking spaces should be located in the rear
half of the building.

(Top left and right) Typical block diagram illustrating

recom- mended building placement and site design
principles. (Bottom-left) Example of recommended
mixed-use building type along Alfred Street.
(Bottom-right) Typical block diagram illustrating
recommended building placement and site design
principles.

Guidelines:

Mixed-Use (Residential/ Office/
Neighborhood Retail)
Single-Family Residential

5.125 Minimize the visual impact of a driveway.
5.126 Place parking areas and driveways in a manner that
minimizes the number of curb cuts on the block.
5.127 Preserve existing trees in the design of new development
or addition.
5.128 Maintain the traditional scale and width of alleys where
existing.
5.129 Locate secondary structures to the rear of the lot, and
along an alleyway, when feasible.

Townhome
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Commercial Corridor District
U.S. 441 and SR 19 are the primary commercial corridors serving
the Downtown CRA district. The current zoning along the corridors
allows for typical suburban development patterns to occur. Parking
is placed along the front with the buildings placed to the rear of the
lot. The district is oriented towards automobile traffic with land uses
featuring a diversity of retail, strip malls, automotive uses, stand
alone fast food restaurants with drive through services, financial
institutions, gas stations, and other similar uses. It is the intent of
the Plan to improve the functional and aesthetic appearance of
the built environment along these corridors, through application
of design guidelines and architectural standards within the private
realm.

The Redevelopment Plan recognizes that the district will continue
to develop as a commercial corridor driven by favourable market
conditions associated with high traffic volumes and regional
growth. However, the Plan anticipates that future development
patterns in the district will be characterized by new development
that support more urban buildings with shared access, reduced
curb cuts, rear parking lots and buildings located closer to the
street. The intent of this section is to provide general guidelines
that minimize the harsh conditions along the roadways, buffer
incompatible uses, and encourage an improved pedestrian
oriented environment. The integration of design guidelines for the
public realm improvements and private development will assure a
more cohesive approach towards creating an urban environment,
while providing the community with tools to improve the area’s
overall aesthetic character.
Future Development:
Commercial Corridor
High Intensity (Highway Commercial)
Building Height- 2-4 stories

DTRMP 2017

Existing Building types

Recommended Building types

AccessPoint

Parking

Multi-Family
Residentail
Neighborhood

Commercial Secondary Street
Single Family
Residentail
Neighborhood
Parking
Commercial
Commercial

Guidelines:
5.130 Require
landscaping
buffering
between
incompatible uses. This buffer will create a visually appealing
transition space, and provide a safer pedestrian environment.
5.131 Use architectural elements such as awnings,
canopies, balconies, porches to create shade and add
architectural design interest.
5.132 Incorporate streetscape elements such as street
furniture and lighting to provide a pedestrian friendly
environment.
5.133 Establish sign regulations to minimize the visual
clutter of existing signs. Use of monument signs,
traditional storefront design techniques (display windows,
entrance treatments) are some tools to promote
business identification.
5.134 Integrate signs with architectural elements and
coordinate style, size and color on multiple occupancy
buildings.
5.135 Service, refuse and delivery areas should be located to
the rear of the buildings with convenient vehicular access.
5.136 Encourage joint access and shared parking
between commercial properties to minimize access points
and reduce side friction from travel lanes.
5.137 Clearly identify pedestrian circulation areas and
access points from vehicular circulation to reduce potential
safety hazards caused by conflicts between pedestrian
and automobile traffic.
5.138 Provide rear access and parking where land uses
do not conflict, where possible, based on lot sizes and
configuration.
5.139 Reduce setback for properties fronting US 441 and
SR 19.
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Historic Preservation
Tavares’ rich history and importance as the county seat provides a substantial foundation when
developing recommendations for future development character in the Downtown. The City of Tavares
has established the Downtown Historic Overlay District to protect and preserve many of these historic
resources. As illustrated in Fig. 5.4, the district is roughly bounded by Givens Street to the north,
Pulsifer Avenue to the west, Disston Avenue to the east, and Ruby Street and Wooton Park to the
south. The overlay district identifies designation standards and procedures, special provisions for
administration and enforcement, and design standards for properties in the historic district.
A key element of the Downtown Redevelopment Plan is to maintain a connection to the past and
provide historic continuity for future development. While social connection to the past can be
accommodated through museums and other learning activities, physical connectivity is accomplished
through the preservation of historic resources and the continuance of established architectural form.
The Plan intends to promote Tavares’ heritage by preserving its historic landmarks and architecturally
significant structures while ensuring future development maintains historic connection with the
established urban form. While the local register identifies over eighty contributing structures in the
City’s Historic Preservation Survey, the Plan recommends that the strategy for conserving
Downtown historic structures should rely on an established designated process by either the Florida
Division of Historical Resources or the National Register. There are several buildings that are
considered historic but have gone through significant modifications that may render them ineligible
for historic designation purposes.

Guidelines:
5.140 Conduct a detailed assessment and develop appropriate criteria to create
a list of contributing structures that meet minimum eligibility requirements as
determined by the Florida Division of Historical Resources or the National
Register of Historic Places.
5.141 Work with the Tavares Heritage Society and Lake County to
further the organization’s goals as they pertain to historic structures in
the Downtown.
5.142 Provide incentives to encourage future development in the
Downtown redevelopment area to be consistent with the existing
architectural character for development taking place in the designated
Historic Preservation District.
5.143 Establish a facade improvement program providing design
assistance and financial incentives to encourage building renovation that will
provide continuity of historical design and strengthen existing
architectural features.
5.144 Make property owners and investors aware of the tax
inducements available as an incentive for restoring historic buildings for
practical use.
5.145 Where feasible incorporate elements of buildings in new projects to
reflect the City’s heritage.

Fig. 5.4 Map illustrating historic preservation district and historic buildings, Downtown Tavares CRA
Source: City of Tavares GIS, May 2017
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CIRCULATION AND CONNECTIVITY
NEW HAMPSHIRE

Street Network

LAK E EUSTI S

E NELSON ST

CAPELLA

SOUTH CAPELLA
CLIFFORD

441

W BURLEIGH BLVD

500

E KENTUCKY ST

FIRST
UNITED
METHODIST
CHURCH OF
TAVARES

Trail improvements and ultimate extension to Mount Dora, bike-share opportunities, golf cart
access, pedestrian mobility and parking availability were identified by the community as crucial
elements associated with the future success of Downtown Tavares. As Downtown’s population
increases and more employment centers are created within the redevelopment area, it is
anticipated that trip generation will increase within the Downtown core and the surrounding
neighborhoods. In order to support the community’s overall goal to create a compact and
“complete community”, and to promote alternative transportation modes that will ultimately reduce
auto-dependence and increase walkability, the Plan recommends strategies that integrate land
use and transportation principles to create an efficient circulation pattern. Highly visible and
easily accessible locations are critical components of downtown redevelopment, therefore, the
integration of transportation and land use requires a coordinated approach to establish an
attractive, safe and efficient traffic circulation and pedestrian mobility system. Connectivity is one
of the highest priorities for this plan. On the regional scale, this means providing connectivity routes
via car, transit, bicycle, boat and foot to the Downtown.

PULSIFERAVE

TAVARES
HIGH
SCHOOL

W CAROLINE ST

CIVIC
CENTER
& PUBLIC
LIBRARY&
RIDGE PARK

PULSIFER AVE

19

INGRAHAM
PARK

Downtown Tavares is currently served by a diverse transportation network system consisting of
roadways, public transit and bicycle/pedestrian facilities. The Tav-Lee trail system combined with
the sidewalk and alleyway network provides additional opportunities to design a complete
system of linkages that connect the area both internally and with the surrounding neighborhoods.
Because Downtown Tavares’ street grid is generally uniform with a minimal number of culde-sacs or dead ends, an efficient pedestrian and vehicular movement through the
redevelopment area can be achieved by traveling along its primary roadways and neighborhood
streets. There are two major transportation corridors serving the City and the Downtown CRA: U.S.
Highway 441 which runs mostly east-west through the center of Tavares and SR 19 which runs
generally northeasterly through the City. The overall goal of the this transportation component is to
ensure the availability of an adequate and safe multi-modal transportation system throughout the
CRA. The planned increase in density within the urban core is heavily dependent on an efficient
and safe transportation system.

JUDICIAL
CENTER
CITY
HALL

WOOTON
PARK

LAKE
COUNTY
JAIL

Objective 6-1:
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6-1 Establish a safe, efficient traffic circulation and pedestrian mobility system that

provides sufficient access, by diverse modes of transportation, to activity centers both
within the Downtown CRA district and surrounding communities.

Downtown Tavares’ overall physical structure, with blocks typically measuring 300 feet by 300 feet, is
ideal for creating a safe pedestrian environment, allowing frequent intersections and interconnected
areas. Majority of the County offices and retail areas in the Downtown are within a quarter-mile
walking radius from the waterfront. Quarter-mile radius is the benchmark for a comfortable
walking distance. During the 2017 Walking Tour/Audit, the walkability rating along the Civic Core,
Downtown Transitional Corridor, the Waterfront Entrainment District and Main Street scored a
satisfactory level while West Main Street scored poorly. Most street rights-of-ways are 80-feet wide,
which is adequate to accommodate streetscape improvements including on-street parking and
wider sidewalks as discussed in the previous chapter (Chapter 5: Urban Design and Historic
Preservation). Exceptions to this width include Alfred Street, Caroline Street, and Ruby Street
which are all slightly narrower.
By improving the pedestrian environment it is anticipated that an increased number of people will
choose to walk to their Downtown destination rather than to use their cars. Major residential and
mixed-use development projects are recommended in this Plan. Pedestrian circulation plans must
anticipate the additional demands and needs posed by these improvements and planned
developments. The Redevelopment Plan establishes a hierarchy of connectors that will support
existing and proposed residential, commercial, and recreational uses within the Downtown
Redevelopment Area. The Plan establishes the following street typologies for Downtown’s major
thoroughfares and streets in order to better integrate vehicular and pedestrian traffic in the
redevelopment area:

Primary Commercial Corridor: SR 19 and US 441
US 441 and SR 19 serve as the major commercial thoroughfares designed to move residents and
goods into and around the Downtown’s residential, economic, education, and recreation centers.
These corridors accommodate high traffic volumes from the regional centers, and are typically
not designed to be pedestrian friendly. Serving as gateways into the Downtown, the corridors
accommodate older suburban style commercial centers and industrial uses. The intent of the Plan
is to create a more urban and pedestrian friendly environment while at the same time pursuing
streetscape improvements that create a boulevard setting, particularly along the sections of the
corridors that are within the redevelopment area boundaries.

LEGEND
CRA BOUNDARY

PRIMARY ARTERIAL

EXISTING BUILDINGS

MINOR ARTERIAL

EXISTING PARKS

COLLECTOR

OPEN SPACE

HIGH TRAFFIC VOLUMES
MODERATE TRAFFIC VOLUMES
RAILROAD

LOCAL ROADS

Fig. 6.1 Map illustrating roadway classifications: Downtown Tavares
Source: City of Tavares, April 2017
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Downtown Pedestrian Connectors:
New Hampshire, Joanna, Texas, and Lake Avenues; Ianthe and Givens Streets
These corridors serve as the primary linkages between the neighborhoods and the Downtown core,
and have a residential orientation. These connectors are designed primarily for low volumes and low
speeds of vehicular traffic with residential front yards, landscaped patios, and walkways serving as
the transition between the public and private realm. Where possible, on-street parking is maximized
on these streets, especially with the Downtown Core district.

Downtown Transition Corridor: Alfred Street and Caroline Street
As the name suggests, these corridors are intended to serve low-impact transitional office and
retail uses while simultaneously minimizing the impacts on adjoining residential neighborhoods.
The roadways provide a significant degree of vehicular mobility and are typically designed to
accommodate low volume and low speed traffic, on-street parking and pedestrian traffic. The recent
reconfiguration of Alfred Street and Caroline Street as a one-way pair is expected to further the goal
to provide adequate buffers between the intense Downtown core and the residential neighborhoods.
Although one-way pairs are often used to control traffic movement through a neighborhood, they are
also considered detrimental to the economic vitality of core commercial areas. In the case of Alfred
Street, the reconfiguration presents an opportunity to redesign the street as a pedestrian oriented
mixed-use transition corridor with wide sidewalks, shade trees, and access to plazas. It is important
to note that appropriate traffic calming devices and design of north-south streets at key intersections
will be critical in achieving the desired traffic calming effect through the one-way pair conversion.

Primary Retail Streets: Main Street and Ruby Street
These streets are intended to serve as the retail and entertainment spines in the Downtown supporting
neighborhood commercial and mixed-use areas. The streets are designed to accommodate a variety
of transportation modes: pedestrians, vehicular traffic, transit service, and on-street parking. The
eastern edge of Main Street within the Downtown core is currently designed to accommodate these
activities. The Plan recommends designing Ruby Street as an entertainment district to complement
the retail and office character envisioned for Main Street, and extending Main Street’s existing
character to the western edge of Downtown.

Examples of different street typologies based on function and design treatment.

88

PART II

CHAPTER 6: CIRCUL ATION AND CONNECTIVIT Y

Regional Connectors: St. Clair Abrams Avenue and Sinclair Avenue
Regional connectors traverse a variety of uses and also serve as connectors linking the primary
commercial corridors to the Downtown. Regional Connectors provide access for residents in the
Downtown area to commercial, recreational, and institutional centers in the other parts of the
city. Over time, as the Downtown will begin to attract more employers and witness an increase in
residential populations, St. Clair Abrams Avenue and Sinclair Avenue are anticipated to serve as the
regional connectors that will accommodate the traffic from the suburban communities to access the
potential future commuter rail transit station on the waterfront.

Objective 6-2:
6-2 Continue to invest in streetscape improvements along identified street typologies
and strive to integrate land use and transportation planning strategies through the
application of sound urban design principles.

Action Strategies:
6.1 Conduct detailed studies to assess existing traffic patterns, and projected development
forecasts in the Downtown core, and pursue related capital projects including streetscape
improvements along the identified primary retail streets.
6.2 Coordinate funding and maintenance responsibilities among government entities including
Lake-Sumter MPO, FDOT, and the railroad for identified roadway improvement projects.
6.3 Intentionally Deleted (Strategy Accomplished).
6.4 Intentionally Deleted (Strategy Accomplished).
6.5 Complete the surfacing of unpaved roads within the Downtown CRA district, as identified
by the City’s Department of Public Works.
6.6 Work with public and private sector entities to assemble properties and pursue
streetscape improvements that will help transform Ruby Street into a pedestrian retail and
entertainment street.
6.7 Discourage interruption of street grid system in future developments.
6.8 Formalize St. Clair Abrams Avenue and Sinclair Avenue as the area’s major regional
connectors through construction of roadway improvements and enhanced streetscape
treatment.
6.9 Continue to prioritize identified streetscape projects in conjunction with other planned
public and private sector improvements.
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Between 2007 and 2014, the City’s Public Works Department formulated a plan with strategies to
improve the walking conditions throughout the City. Over 16,000 linear feet of sidewalk and over
125 ramps were replaced and/or constructed to improve the existing pedestrian network system
and meet current ADA compliance. In October 2014, a re-inventory of sidewalks and ramps was
conducted by Vanasse Hangen Brustlin, Inc. (VHB). From 2014 to 2017, over 29,000 linear feet of
sidewalk and over 225 ramps were replaced and/or constructed to continue the City’s plan to
improve the pedestrian network system and meet current ADA compliance. In addition to the
replacement of damaged sidewalks and installation of missing sidewalks and ramps as needed, the
City of Tavares Public Works Department developed an ongoing Sidewalk Grinding Program. This
program removes identified trip hazards, creating a safe and comfortable pedestrian network
system, at a much lower cost than conventional demolition and replacement methods. From 2014
– 2017, over 25 miles of sidewalk were inspected and a total of 1,580 hazards were removed
through the Sidewalk Grinding Program at a cost savings of over $185,000. Nevertheless,
implementing a complete sidewalk network is need especially in the industrial/commercial SR 19
and U.S. Highway 441(Burleigh Boulevard) corridor areas and in residential neighborhoods (See
Appendix A, Figure A.15, for a sidewalk inventory). It is the intent of this Plan to formulate
strategies that create a safe and comfortable pedestrian network system along selected corridors,
through identification of key streetscape improvement projects and strategic clustering of land uses
to create pedestrian activity nodes. (Refer to Chapter 5: Urban Design and Historic Preservation for
detailed discussion on public realm design guidelines and recommendations related to extension of
the existing street grid system.)
Alleys are an integral part of the traffic and pedestrian circulation network linking neighborhoods
and activity centers in a downtown. Alleys in Downtown Tavares are typically 10-15 feet wide and
run in the north- south direction, with the exception of three blocks that have alleys in the east-west
direction. These alleyways are generally located in the blocks fronting Caroline and Ianthe Street
between St. Clair Abrams Avenue and New Hampshire Avenue. The City recently initiated a
pilot project to install permeable pavers in the alley located just north of Maud Street between
Rockingham and St. Clair Abrams. Following the pilot project in 2007 where a half-block of alley
was brick paved with permeable pavers, the City completed 11 ½ blocks of brick paving from 2008
– 2015. Design engineering has been completed on 6 additional blocks of alley for brick paving as
funding becomes available and 7 ½ blocks of alley have been identified for future brick paving
improvement (See Appendix A, Figure A.14, for an alleyway inventory). Moreover, the location of
the alleyway network in the Downtown continue to present opportunities to introduce unique
pedestrian spaces that could accommodate diverse uses such as patios and cafes in
commercial areas, and serve as narrow residential streets for secondary residential units. The
urban design plan (Chapter 5) identifies several redevelopment opportunities that could be
redeveloped with access from alleyways which in turn will improve the overall circulation by reducing
the need for excessive curb cuts and traffic conflicts on street frontages.

Bicycle circulation in the Downtown redevelopment area and the regional area is currently
under developed. During the 2017 public meetings bike lanes along Main Street were identified as
a priority. This is more relevant since the Alfred/Caroline Street one-way pair conversion do not
facilitate for bike lanes. The Lake-Sumter MPO comprehensive long range transportation plan
identifies improvements to the region’s bikeways through a combination of on-street bicycle paths
and greenways. The Plan recommends creating bicycle lanes as an integral component of all
resurfacing and roadway projects, where appropriate.
In addition to the sidewalk and alleyway network, the trail network plays an important role in
completing the pedestrian and bicycle circulation system. The Lake County Master Plan
envisioned the Tav-Lee Trail and the Tav-Dora Trail as being part of its master trail system which
will eventually connects Regional and State trail systems (Wekiva Trail, West Orange Trail, Lake
Denham Trail, etc.). The Tav-Lee Trail is planned to be a 21-mile-long recreational walking and
biking trail that will start from SR 19 in Tavares and lead into Marion County, west of Lake County,
via Leesburg and Fruitland Park. The City of Tavares obtained funding from FDOT for the
construction of a Tav-Lee Trail extension that will extend the trail eastward approximately 1 mile,
from SR 19 to Wooton Park. This will allow the park to feature a trailhead facility as an anchor for
the Tav-Lee Trail within an upgraded recreation oriented waterfront setting. The trail will eventually
connect with other recreational trails in the region, including Leesburg’s Venetian Trail, which
connects the east end of the City to its Downtown. The next big move of this Trail system will be to
connect east to the City of Mount Dora.
The Tav-Dora Trail is planned to connect City of Tavares to the City of Mount Dora. The shareduse trail is planned to follows adjacent to the Florida Inland Railroad for most of the 5.4 mile
distance to Mount Dora. The exact route and design is being explored with Lake County’s Master
Trail Plan update. The ultimate goal will be to connect via the existing railroad right-of-way via
either a “Rails-to-Trails” or a “Rails & Trail” program. The City along with the Lake-Sumter MPO
are soliciting funding from FDOT for the expected Feasibility Study which will ultimately lead to
a Project Development and Environment (PD&E) Study. Both are required before right-of-way
acquisition and actual construction is able to start. The Plan recommends pursuing aesthetic
improvements to the trail network and introducing trails as integral component of the street
system, which will ultimately encourage more pedestrians and bicyclists to use the trail as an
alternative travel mode to access Downtown.
The City of Tavares is also actively promoting the use of alternative modes of transportation
such as neighborhood electric vehicles, golf-carts, and segways on city streets in the Downtown
redevelopment area. In conjunction with promoting these modes, the City has also implemented
alternative modes of transportation including a seaplane basin and marina on Lake Dora. These
initiatives will set the stage for creating a niche for Downtown Tavares as a “complete community”
within the Central Florida region, providing connections to Downtown and beyond through
improved multimodal transportation alternatives.

ROADWAYS

PARKS
RAILROAD

Fig. 6.2 Map illustrating pedestrian and bicycle circulation: Downtown Tavares
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Objective 6-3:
6-3 Develop a safe, efficient and aesthetically pleasing pedestrian and bicycle atmosphere that promotes connectivity
between major uses and activity centers through appropriate design elements.

View of the trail
connection along west
side of Alfred Street. The
illustration (below) shows
improvements to the trail
system through
application of CPTED
principles:
-Natural Surveillance
-Territorial Reinforcement
-Natural Access Control

G

G
G

G

C

C

A
D

B

E
D

F
A Signature palms to improve visibility

D Trail User Amenities: Rest Area/ Furniture/ Lighting

B Gateway Treatment: Landscaping and Markers

E

Trail Identification: Signage

C Shade Trees

F

Pavement Treatment

Action Strategies:
6.10 Develop detailed design specifications for
improvements to the pedestrian system. The scope of
the design specifications should include sidewalk design,
infrastructure improvements, landscape materials and
tree selection, street furniture specifications (lighting, bike
racks, trash receptacles, benches).
6.11 Intentionally Deleted (Strategy Accomplished).
6.12 Develop detailed streetscape design specifications as
part of the proposed Ruby Street/Waterfront Entertainment
District design project.
6.13 Design and construct gateways at identified primary
and secondary intersections.
6.14 Extend Main Street streetscape character to the
western extent of Downtown between Sinclair Avenue and
SR 19.
6.15 Continue to work with County to ensure
planned improvements related to County facilities are
implemented in accordance with the City’s design
specifications.
6.16 Require developers to install sidewalks in
accordance with the City’s design specifications within the
Downtown core in all new developments.
6.17 Develop a pedestrian directory and walking
map showcasing the historical and cultural amenities
of Downtown Tavares.
6.18 Work with FDOT and the Lake-Sumter MPO to
develop feasible right-of-way acquisition strategies along
Ruby Street.
6.19 Complete
missing
sidewalk
network
and
construct additional sidewalk enhancements for the
Downtown Core District as the highest priority.
6.20 Provide mid-block connections and traffic calming
devices along Alfred Street.
6.21 Analyze alternatives to enhance pedestrian
connectivity across U.S. Highway 441 and SR 19, including
feasibility of constructing a pedestrian/trail bridge at
appropriate locations.

6.22 Limit curb cuts along US 441 and SR 19, and consolidate
curb cuts with shared driveways, where possible.
6.23 Forge new pedestrian connections when possible,
including providing pedestrian connections between Ruby Street
in the West Main Neighborhoods District and the waterfront.
6.24 Work with property owners to connect Rockingham Avenue
with US 441, when redeveloped.
6.25 Continue with promotion of alternative modes of
transportation within the Downtown core such as golf carts,
segways, and neighborhood electric vehicles.
6.26 Evaluate feasibility of creating a car-free demonstration
area and multi-use paths for NEVs and Segways, preferably in
the Waterfront Entertainment District, or alternatively restricting
car access at certain times of the day and during special
events.
6.27 Identify roads where NEVs are prohibited because of a
speed limit greater than 35 miles per hour.
6.28 Identify and install appropriate signage and traffic
controls that support use of NEVs and golf carts.
6.29 Develop long-range plans to identify locations that offer
solar powered battery-charging stations and preferred parking
for NEVs.
6.30 Develop internal traffic loop to accommodate the slowmoving vehicles within the overall roadway network.
6.31 Develop policies for implementation and installation of
racks, lockers and other storage amenities within the
Downtown redevelopment area.
6.32 Continue coordination efforts with Lake-Sumter MPO
to extend the trail connection to Ruby Street and SR 19.
6.33 Continue with plans to construct Tav-Lee Trailhead facility
and to extend the Trail (Tav-Dora) to Mt. Dora.
6.34 Create a detailed inventory of existing conditions to
identify appropriate locations for constructing residential,
commercial, and pedestrian alleyways.
6.35 Work with private sector to improve alleyways as part
of redevelopment projects and require access to properties from
designated alleys, where appropriate.

G Burial of utilities/ Reduce signage clutter
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Multimodal Transportation
Given Downtown Tavares’ status as the county seat, the government facilities attract visitors and
employees from the entire region. Lake County provides public transit serving the City of Tavares.
However, there are no public transit terminals or transit stations within the City of Tavares. The
County began the fixed-route transportation service, LakeXpress, in May 2007. In the future, the
service is planned to be expanded to other urban areas of the County. Transit service in Downtown
Tavares is restricted to SR 19, U.S. Highway 441(Burleigh Boulevard), St. Clair Abrams Avenue
and Main Street, served primarily by Route 1 of the LakeXpress Service. While the bus service
is slower than automobile access on a point to point basis, it allows for a more affordable and
environmental friendly means to access the regional activity centers and communities. During the
public meetings opportunities for bicycle/golf-cart share programs were also identified. Some type
of “ride-share” program would contribute to motility, circulation and parking demand. Therefore,
the City should explore this opportunity through a private-public joint venture.
Lake-Sumter MPO has a strong desire to support innovative public transportation service and
management concepts such as developing transportation demand management strategies,
bringing commuter rail (SunRail) from Orlando to Tavares, working with the Leesburg International
Airport to commence commercial passenger flights, and providing water access to Mount Dora,
Tavares, Eustis and Leesburg through the Chain of Lakes/Lake County Blueways Plan. The City
of Tavares is served by the Florida Central Railroad, which provides regional freight service
throughout Lake County. This regional service connects the Lake County’s industries to the CSX
rail system hub located in Orlando, Florida. A future commuter rail line could possibly run
along the Florida Central Railroad track from Eustis to Tavares, Zellwood, Apopka, Ben White,
Altamonte Springs, Central Orange County, and into Downtown Orlando. The City of Tavares
currently has an active seaplane basin and marina on Lake Dora. In 2012, the City, working with
the East Central Florida Regional Planning Council, has adopted the Lakeside Mixed Use-Lake
Dora category in the City’s Comprehensive Plan which consist of a “Freight Village” near
Southridge Industrial Park, south of Downtown on County Road 561.
In order to accommodate envisioned residential and commercial growth in the Downtown CRA
district, the Plan recognizes that transit service needs to be improved through strengthening existing
relationships with appropriate agencies. The Plan recommends that the City continue to work
with Lake-Sumter MPO to pursue improvements to the frequency and routing of the LakeXpress
bus transit service serving Downtown Tavares. In addition, the Plan recommends evaluating
the feasibility of introducing a trolley service making connections between major employment,
entertainment and residential areas within the Downtown as a long-term strategy. Combined these
strategies will create a pedestrian oriented environment which offers a diverse range of mobility
options to users.

DTRMP 20 17

The Plan envisions capitalizing on the opportunities that can be derived from the Central Florida
commuter rail transit infrastructure to support the desired densification and physical expansion of
the Downtown core, based on the principles of Transit Oriented Development (TOD). It is anticipated
that the highest density districts consisting of the Waterfront Entertainment District, Transition
Main Street District, and the Institutional/Civic Core will occur with a one quarter mile walking
radius of the proposed transit station along Ruby Street. It is important to determine the feasibility
of implementing a transit system and its relationship to physical, economic, and social factors
including, but not limited to- infrastructure capacity, type of available and desired public transit
services, transit station facilities design, roadway capacity to accommodate regional traffic,
parking availability in close proximity to transit facilities, connectivity between different modes,
potential target markets, available funding, and cost-benefit analysis of the transit service.
The intent of TOD is to concentrate as much potential ridership as possible in close proximity to the
station (a one quarter radius from the station, which translates into 125 acres per station).
Implementation of a transit supportive plan typically occurs over a long period of time (10 - 30
years) and guides growth over the long-term. The development depends on market forces needed
to create a complete community designed to meet the needs of a diverse and changing
population.

Distinguishing Characteristics of TOD:
•
•

Public Transit as community focus within quarter-mile radius from the station (translates to 125
acres per station);
Compact, mixed-use development (retail / entertainment at-grade; commercial / office and / or
residential above);

•
•
•

Medium-to-high densities (highest densities adjacent the station);
Establish a grid street system with short blocks or passageways within longer blocks;
Streets designed for multimodal access and circulation (cars, transit vehicles, bicycles and
pedestrians);

•
•
•
•
•

On-street parking wherever possible without intruding into local residential streets;
Buildings fronting streets (rather than separated from street edges by parking lots);
Avoidance of auto-related uses (car washes, drive-through restaurants);
Pedestrian amenities such as street trees, lighting, plazas and parks;
Preserve and / or enhance existing neighborhood character.
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Action Strategies:
6.36 Develop Transit Station Area Master Plan and
conduct an infrastructure study to assess future needs
related to the provision of commuter rail transit service.
6.37 Intentionally Deleted (Strategy Accomplished).
6.38 Initiate designing and programming for future
TOD Station.
6.39 Intentionally Deleted (Strategy Accomplished).
6.40 Intentionally Deleted (Strategy Accomplished).
6.41 Ensure that future development in the
Waterfront Entertainment District is sensitive to
long-term implications of sea plane basin related
infrastructure facilities (aviation fueling, seaplane docking,
ships store, and landing zone). This may include creating
adequate landscaped buffers that will soften the visual
impact of these support facilities.
6.42 Work with National Seaplane Pilots Association
to promote the facility nationally.
6.43 Continue with plans to construct the marina (boat
ramps/ marina store/ boat rentals).
6.44 Develop standard agreements to negotiate
minimum standards for public services and lease,
operation and maintenance of the marina facilities.
6.45 Establish a waterway connectivity plan connecting
Lake Dora to the Lake County Blueways Plan.
6.46 Evaluate the feasibility of purchasing a trolley
and starting a shuttle service during special events between
designated parking areas, major employers and the
Downtown.
6.47 Continue to work with Lake-Sumter MPO to increase
the number of routes and frequency of bus transit service
required to ensure connectivity to the Downtown from the
other sections of the City and Lake County.
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Parking
Parking is an important component of the Downtown’s overall
transportation network and influences various aspects of the
Downtown’s character including urban design, walkability,
traffic circulation, and economic development. County and
local government services, including the Judicial Center,
the Courthouse, the Lake County Administration Building,
and the City Hall are the primary parking generators in
Downtown Tavares. During the visioning sessions conducted
by City Staff in 2017, lack of parking on the east side (mainly
due to the Pavilion on the Lake and/or special events) of
Downtown was an issue identified by the participants. A
parking inventory was conducted in April 2017 to assess the
public and parking spaces available in the Downtown core
district (Refer Appendix A).
The biggest factor in 2017 compared to the 2008 parking/mobility
analysis was the completion of the County parking garage and
the Alfred/Caroline one-way pair street conversion. The County
parking garage has increase parking spaces availability by
approximately 1,555. These components have alleviate
substantially the parking and traffic flow in the Downtown.
Nonetheless, government facilities were still found to be the
prime traffic and parking generators in the Downtown area. The
Downtown area occasionally experienced parking congestion,
particularly during the High School ceremonies/sporting events
and/or special events on Wooton Park.
As the residential and commercial base in the Downtown
intensifies and it serves as a regional commuter transit hub,
the parking demand is likely to increase. Effective management
of on-street parking spaces is critical in providing access to
employees, customers, business owners, and residents. Potential
reconfiguration and striping of north-south streets in Downtown,
as well as exploring shared parking opportunities could add
more amount of spaces to the on-street parking spaces. As
surface parking reaches its maximum capacity in the Downtown
area, the City should seek opportunities to provide on-street
parking when undertaking road improvement projects, where
possible. As demand increases, the Plan suggests that the City
seek opportunities to convert existing public owned underutilized
lands, such as the Public Works site, into an additional
structure parking facility. Fig. 6.3 illustrates a conceptual
parking plan that identifies additional parking opportunities, both
on-street and structured parking facilities, as the redevelopment
area reaches its build-out capacity.

Currently, the City of Tavares provides unlimited, free parking to
all users with the exception of a few time limited parking spaces.
The provision of free parking has hidden costs that are endured
by the taxpayers primarily to provide a service to visitors that do
not contribute directly to the local economy. Some of these costs
include maintenance costs, untapped potential revenue resource
and loss of possible customer base for local businesses. The
Plan recommends that the City should consider adopting revenue
generating alternatives as an effective parking management
strategy over time.

FIG 6.3 PROPOSED PARKING MAP: DOWNTOWN CORE

Any new parking structure should be located in the center of the
lot and wrapped with retail, office or other active uses to serve as
the primary façade. If a parking structure façade is located along a
property line that is void of any streets, landscaping will be used to
hide the appearance of such structure from adjacent properties.

Structured Parking (Planned+ Proposed)

On-street parking (Existing+Proposed)

Map showing proposed public parking opportunities: Downtown Core
Tables showing existing and proposed parking spaces in the Downtown Core District and Downtown Transition District.
Parking structures wrapped with retail, office or other active
uses to serve as the primary façade: Precedent

Existing Parking

Est. Count

Projected Parking Capacity at build out

Projected

On-Street Parking Spaces

235

On-Street Parking Spaces*

Public Surface Parking Spaces

332

Public Surface Parking Spaces*

118

Employee Surface Parking Spaces

174

Employee Surface Parking Spaces*

197

Structured Parking (Shared/ Employee)

Private Off-Street Parking
Total Parking

1,555

264
2,560

Structured Parking (Shared/ Employee)*

Private Off-Street Parking*
Total Parking

1,031

3,123
625
5,094

Source: City of Tavares, 2017
* Source: IBI Group, 2008
92

PART II

CHAPTER 6: CIRCUL ATION AND CONNECTIVIT Y

DTRMP 20 17

D O W N T O W N T A V A R E S R E D E V E L O P ME N T MA S T E R P L A N

DOWNTOWN PARKING DISTRICT

(1) One-hundred percent (100%) of any required handicapped
parking must be provided.
(2) Existing buildings as of April 19, 2000, that are used in
whole or in part by federal, state, county or city governments
for public purposes must provide seventy-five percent (75%) of
the minimum off-street parking spaces identified in Table 20-A of
the Land Development regulations for that portion of the building
used for said purposes.
(3) Buildings or additions constructed after April 19, 2000 that
are used in whole or in part by the federal, state, county or city
governments for public purposes must provide one-hundred
percent (100%) of the minimum off-street parking spaces
identified in Table 20-A of the Land Development Regulations for
that portion of the building used for said purpose.
(4) Where on-street parking is not available within 60 feet of the
development site, seventy-five percent (75%) of the allowable
off-street parking spaces identified in Table 20-A of the Land
Development Regulations shall be provided on site.
Additionally, the City has added Mixed Use (MU) zoning to the
Downtown Parking District. According to the parking regulations,
All new development and redevelopment of existing uses within
the Mixed Use zoning district and the Downtown Parking District
shall be required to provide fifty percent (50%) of the
requirements of Table 20-A of the Land Development
Regulations with the following exceptions:
(1) One-hundred percent (100%) of any required handicapped
parking must be provided.
(2) Where on-street parking is not available adjacent to the
development site, one hundred percent (100%) of the minimum
off-street parking spaces identified in Table 20-A of the Land
Development Regulations shall be provided on site.
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Since its inception, the Downtown Parking District has facilitated
many Downtown business that would otherwise have been
unable to open. The additional on-street parking provided by the
reconfigured Alfred and Caroline Streets also contribute to this
provision. Accordingly, the City should explore the opportunity to
expand this district to encompass a greater area.
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Action Strategies
6.48 Discourage frontage off-street parking in identified
retail and transition corridors.
6.49 Develop and adopt standards to accommodate reduced
parking requirements within the Downtown Core District and
provide flexible spaces for compact cars.
6.50 Encourage shared parking and access between
adjacent properties in commercial and mixed-use
areas.
6.51 Maximize on-street parking by restriping north-south
oriented streets, between Ruby Street and Caroline
Street, to provide additional on-street parking spaces,
where possible.
6.52 Evaluate alternative locations and feasibility of
constructing public parking structures on the east side of
Downtown.
6.53 Identify appropriate areas in the redevelopment area
for event related spill-over parking and recreational
vehicular parking.
6.54 Prepare a Downtown parking location map and install
clear signage to designated parking areas.
6.55 Work with existing businesses and institutions to
develop parking agreements that allow shared-use
parking during special events and weekends.
6.56 Establish directional signage to the County public
parking garage informing drivers about the facility’s
availability for public use on evenings, weekends,
holidays, and during special events.
6.57 Develop special parking standards for neighborhood
electric vehicles and golf carts as part of the Land
Development Regulations update.
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The City has established a Downtown Parking District (Fig. 6.4).
According to the parking regulations, all new development and
redevelopment of existing uses that are within the Commercial
Downtown zoning district and the Downtown Parking District
are exempt from any parking requirements with the
following exceptions:
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Fig. 6.4 Downtown Parking District Map
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Airport Terminal Building
in America’s Seaplane City
Tavares, America’s Seaplane City, recently went from
“the little city that could” to “the little city that did,”
when it welcomed its 20,000 seaplane this past year. Its
Seaplane Airport Terminal Building is possibly one of the
smallest Airport Terminal Buildings in the United States
and one of the most unique and charming as well.
The airport terminal, appropriately named, The Prop
Shop, boasts a passenger waiting lounge for the comfort
and convenience of its guests and a gift shop with
various sundries, unique aviation items and America’s
Seaplane City branded merchandise available for
purchase.
One of the first seaplane canoes invented in the 1950s
for seaplane pilots who operated in the Alaskan and
Australian bush is housed in a small museum area within
the building. This historically rare canoe was designed to
be broken down into two, 35-pound canvas duffle bags
which when assembled, permitted the pilot to travel to
remote villages to bring in medicine and other specialty
village survival necessities.

The Airport Terminal also has a seaplane ramp and water
landing observation area which accommodates all
necessary business transactions from fuel sales to the
purchase of seaplane supplies. A unique feature of this
Seaplane Airport Terminal Building is that it was
architecturally designed as an exact replica of the historic
1871 Woodlea House, the home of “the Gallant Captain
Melton Haynes--a statesman and Civil War soldier” (from
Author Bob Grenier’s book The Gallant Captain Melton
Haynes © 2003).
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PUBLIC FACILITIES AND AMENITIES
The Downtown Redevelopment Plan sets a vision for the future
of Downtown Tavares and its potential to develop as a vibrant,
pedestrian-oriented, mixed use center. In order to support the
anticipated increase in Downtown’s residential and employment
related population, it is critical that the development of the public
facilities and services is in place for the private sector investment
to materialize. The public facilities and amenities includes several
components including transportation infrastructure, utilities
(water, sewer, stormwater, telecommunications), and community
facilities. Community facilities and services include: parks and
open space, schools, fire and rescue, civic center, library
services, and Pavilion on the Lake.
This chapter discusses strategies related to the physical and
programmatic aspects of public infrastructure and facilities. In
particular, the chapter focuses on utilities, educational facilities,
and community facilities. Additional public facilities including
roadways, streetscape, transit, and other transportation related
issues are addressed in Chapter 4: Land Use and Development
Characteristics; Chapter 5: Urban Design and Historic Preservation;
and Chapter 6: Circulation and Connectivity.

Public Facilities and Amenities in Downtown Tavares: Tavares Pavilion on the Lake (top left); Tavares Train Station (top
right); Tavares Civic Center & Public Library (middle left); Wooton Park (middle right); Tavares Prop Shop (bottom left);
Tavares High School (bottom right). Expanding and upgrading existing facilities and infrastructure is essential for revitalizing
the Downtown.
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Access to community facilities and the provision of adequate
infrastructure that effectively meets the needs of Downtown
residents will play a key role in ensuring a high quality of life for the
community. The walkability of a community is also enhanced by
an efficient and equitable allocation of neighborhood amenities in
close proximity to residential uses. During the planning process,
several residents expressed their desire to locate essential public
facilities – a new library, a new civic center, a performing arts
center, art galleries, neighborhood grocery store, and retail
shops- as key anchors that will support the residential uses
in Downtown Tavares. The intent of this Plan is to ensure that
the infrastructure and community needs are fulfilled in order to
attract residents, businesses and visitors in the Downtown area.

Utilities
Stormwater: This City is currently implementing significant
improvements to the stormwater drainage system in the CRA.
These improvements will eliminate most of the stormwater
discharges that historically have drained directly into Lake Dora,
and that contribute to poor water quality. These improvements
consist of a stormwater interceptor pipe beneath Ruby Street that
will convey stormwater to a treatment pond being constructed to
the west of Wooton Park. The treatment pond consists of a series
of individual cells of that will collectively remove suspended
solids, nitrogen, and phosphorous before ultimately discharging
to Lake Dora. In addition to improving water quality in Lake Dora,
the project will enable a future phase of improvements aimed at
reducing the frequency of flooding that occurs in certain areas of
the CRA after significant rainfall events.

Water, Sewer and Wastewater Systems: In 2016, the
City completed a program of improvements to the water
distribution and wastewater collection systems within the CRA.
These improvements included 37,000 linear feet of new potable
water distribution piping, 17,000 linear feet of new force mains
and gravity sewer pipes. An additional 25,000 linear feet of
gravity sewer pipes and 145 manholes were rehabilitated with
cast-in-place lining. Many of the water and wastewater pipes that
were replaced were increased in size from the original, based on
projected build-out capacity within the CRA area. These new
water and wastewater systems will therefore meet the needs of
current and future development within the CRA for the next 30 to
40 years. These water and sewer systems have also been
mapped in the City’s geographic information systems, which will
equip utilities staff to operate and maintain these systems more
effectively over the long term.
The City has a Consumptive Use Permit issued by St. Johns
River Water Management District, which provides groundwater
allocations to meet the City’s projected water supply needs
through the year 2032. The City operates four water treatment
plants and one wastewater treatment plant, which provide
adequate capacity to meet the water supply and treatment needs
of the City.
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This City will need to update its water and wastewater master
plans within the next two years to evaluate the timing for identify
the specific requirements expanding and upgrading treatment
capacity at these facilities based on growth and forthcoming
regulations.

Action Strategies:
7.1 Develop an updated GIS Inventory for existing utility
infrastructure in the Downtown redevelopment area.
7.2 Identify and install adequately sized lines at appropriate
locations to accommodate the anticipated future growth.
7.3 Pursue continued installation of utilities and drainage
system upgrades.
7.4 Continue with the preparation of a Stormwater Master
Plan to identify and reduce the number outfalls into Lake
Dora.
7.5 Complete upgrades to existing water treatment plants.
7.6 Provide for a master stormwater permit from St. Johns
River Water Management District as an incentive for
potential developers to invest in the Downtown
redevelopment area.
7.7 Continue to work with developers to provide regional
stormwater retention areas as part of new developments,
until a master stormwater permit is obtained.
7.8 Work with regulatory and private entities to develop a
phasing plan for the burial of overhead utility lines in
conjunction with planned roadways and streetscape
improvement projects.
7.9 Pursue installation of fiber optic wiring in order to upgrade
telecommunication service within the Downtown.
7.10 Encourage alley improvements to facilitate
deliveries, solid waste and recycling collection.
7.11 Support capital improvements, when feasible,
through supplemental budgets for infrastructure located
within the redevelopment area.
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Parks and Open Space

Fig. 7.1 Parks and Open Space Map: Downtown Tavares

The City has established a high quality system of parks, open
space and trails in the redevelopment district. The Wooton
Park, Ingraham Park, Aesop’s Park, Ridge Park, Fred Stover
Sports Complex are examples of existing park improvements
completed by the City since establishing the redevelopment
program. The intent of the redevelopment plan is to continue to
strengthen and expand upon the system of parks, open space
and trails in the Downtown area and provide connection between
these recreational facilities and the surrounding neighborhoods.
The ongoing Wooton Park Improvements and the
Tavares Square will provide additional open space destinations
for Downtown patrons and employees as well as area
residents. The City should continue with the construction of
Tav-Lee trail incorporating improvements such as wider trail
surfaces, improved lighting, and enhance directional signage.
The Plan recommends that the unimproved right-of-way along
SR 19 and Alfred Street should be developed as a new linear
park serving as a prominent boulevard entering into
Downtown.
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Reconfiguration of Ruby Street and the Tavares Square plaza
offers an opportunity to introduce ancillary uses that support
recreation and eco-tourism. When combined with on-going
streetscape and alleyway improvements and a system of
directional signage, these proposed projects will provide a well
integrated park system that is very accessible to the community.
The City should also seek opportunities to acquire land for small
passive neighborhood parks to complete the system. The intent
of the Plan is to strengthen and enhance the system of parks,
trails and open space in the Downtown providing recreational
opportunities for the citizens of Tavares, which are readily
accessible and improve the quality of life for residents.
The City of Tavares Parks and Recreation Master Plan, prepared
by Bellomo Herbert and Co., recommends upgrading the existing
facilities at Ingraham Park to include additional barbeque grills,
create a small splash pad, and upgrade existing basketball
courts and playground. The Plan recommends that the City build
upon these recommendations to create an integrated facility that
includes the Ingraham Community Center in the overall design
and programming.

The Plan identifies the need for a central activity public spaceTavares Square- that serves as a community plaza and connecting
Main Street to the waterfront. The former Lake County Records
property located across from the City Hall, at the intersection of
Rockingham Avenue and Main Street, has been designated to
be converted into this urban plaza development. The City
purchased the property from Lake County in May 2015.
Currently, the City is seeking private investment in the property.
The goal is to attract a qualified development interest who will
partner with the City to create a mixed-use,
commercial/retail/urban plaza development “Tavares Square” .
In late 2016, landscape and other aesthetic improvements were
installed on Tavares Square in order to create a “green space,”
open to the public for use as a park like feature. In 2017 during
the public sessions, it was identified that the view sheds of the
lake should be preserved with the anticipated future urban plaza
development. With this thought in mind, a small amphitheater
and/or performance gazebo with auxiliary commercial uses was
discussed as possible scenarios. Ultimately, the proposed
Tavares Square/urban plaza will reinforce the significance of the
Waterfront Entertainment District, as the major attraction and
entertainment spine of Downtown. The design
and
programming of the plaza could include elements such as a
destination cultural facility, amphitheater, performance gazebo
civic center, performing arts center, farmers market, arts and
crafts fairs, and mixed-use liner buildings with sidewalk cafes
framing the plaza. (Refer Chapter 4: Land Use and
Development characteristics for detailed action strategies
related to the plaza).

Action Strategies:
7.12 Continue with planned improvements to Wooton Park.
7.13 Upgrade existing facilities at Ingraham Park.
7.14 Undertake a detailed design master plan of the
waterfront entertainment district to fully integrate the
appropriate phasing of all proposed elements of design
for the Tavares Square.
7.15 Identify locations for introducing public art in
the Downtown.
7.16 Adopt policy to allocate a share of public
building construction costs to public art projects.
7.17 Link the Tav-Lee trail to the regional system of parks
and trails
7.18 Encourage ancillary uses and activities that support
eco- tourism
7.19 Seek grants that support the enhancement of the
trail and Lake County blueways activities
7.20 Pursue park, recreation, and beautification efforts
to preserve and enhance the character of the Downtown as a
pleasant, appealing atmosphere for working, shopping and
residing.
7.21 Develop neighborhood parks in residential areas
as amenities to stimulate private investment.
7.22 Provide
safe
connection
from
the
neighborhood’s to primary activity centers including
Downtown, the waterfront and schools through
sidewalks and bikeways.
7.23 Wherever possible, maintain the integrity of the
natural environment when developing property, especially
when significant tree canopies or natural habitats can
be integrated into the site design.
7.24 Identify
potential
revenues
including
tax
increment financing, grants, impact fees and other
assessments to provide adequate funding for proposed
improvements and maintenance of public facilities.
7.25 Initiate discussions with School Board to promote
shared use of recreation and civic facilities such as
playgrounds and community meeting spaces.
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Civic Facilities
The Civic Center, Tavares Public Library, Pavilion on the Lake, Ingraham Community Center and
the Lake County Historical Museum are the major civic facilities located in the redevelopment
area. Development of new cultural resources will be vital in supporting a growing population within the
area, while at the same time act as catalysts for economic development activities in the Downtown.
The intent of the Plan is to focus on the strategic allocation of the area’s existing facilities, and to
ensure that the location of new services and resources are maximized through coordination among
City agencies, non-profit organizations, faith based institutions, private sector, and the Lake County
School Board. The recommended strategies include exploring opportunities to initiate partnerships
with the area’s service providers both from a programmatic perspective and also encouraging joint
use of facilities. As the area grows and develops, the City should examine alternatives to expand
the existing facilities at the Civic Center and Public Library. The Plan identifies potential
opportunities to locate additional services either through land acquisition of underutilized sites in
the vicinity of the existing library or adding an addition to the existing building. As demand
increases, the Plan suggests that the City seek opportunities to convert existing public owned
underutilized lands, such as the Public Works site, into a civic facility with a parking structure.
Since the City’s Public Works operation site is programed to be relocated to Captain Haynes Road,
then the City should examine the opportunity to construct a parking garage on this site with
accessory uses (civic/Performing Arts Center/university satellite campus/municipal departments).

The Plan identifies the need for expanding programs and services at the Ingraham Community Center
to better serve the needs of the low-income population residing in the Downtown. In conjunction
with the proposed improvements to Ingraham Park, the facility should also focus on developing
the strengths and resources of the area youth, families, and neighborhoods with an emphasis on
connecting individuals with the informal sources of support within the neighborhood. The development
objectives for the upgraded Ingraham Community Center include essential community services to the
area residents, including but not limited to:
After-school programs
Literacy Programs
Computer Skills
Nutrition
Health Education and Services
Peer Counselling
Financial Management Programs
Day-care facilities

Aerials illustrating existing public facilities: Tavares Civic Center and Public Library
(top); Public Safety Complex (middle); Ingraham Park Upgrade (bottom).
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Conceptual site plans illustrating proposed expansion and new public facilities: Tavares
Civic Center and Public Library (top); Public Safety Complex (middle); Ingraham Park
Upgrade (bottom).
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Public Safety

Schools

The efficient provision of police and fire services are of critical
importance in maintaining a safe environment within the
Downtown CRA district. The anticipated growth in Downtown ‘s
population will increase the demand related to police and fire
facilities. The Plan recommends to continue the programming
and construction for a new public safety complex that will
include fire, police and emergency services. The site is
approximately 2-acre in size and is located on the northeast
corner of W. Caroline Street and W. Alfred Street (Old US441).
This public safety complex when completed will consist of a 2story structure and have a total of approximately 46,000 square
feet of which 8,400 will be used for vehicle bays. The project is
currently under Site Plan review and construction is projected to
start later this year. This state-of-art public safety complex will
provide easy access to Downtown and the rest of the City.

The quality of education significantly impacts the potential
development of a community particularly in redevelopment
areas. The historic Tavares High School is located within the
Downtown redevelopment area. Tavares High School was
recently renovated and expanded to meet the current prototype
size for a high school. It is anticipated, with the combination of
the school enrollments, residential development activity and
recent growth trends, that the district will continue to see a
demand for new schools. Tavares High School is currently
served by a middle school and three elementary schools. The
School Board’s 2017-2021 Five Year Plan indicates a future
elementary school is planned beyond the five year planning
period. The Plan recommends that the City continue to work
proactively with the Lake County School Board to assess the
need for improved school facilities and to provide quality
educational facilities to attract residential population to the
Downtown.

Incorporating Crime Prevention through Environmental Design
(CPTED) principles and increased street lighting in the design
of open spaces will also help create an environment that
supports increased pedestrian activity and a safer
environment in Downtown Tavares.

Action Strategies:
7.26 Complete preliminary studies of alternatives to
expand or relocate the library and civic center.
7.27 Retain the services of a consultant architect
to determine the space and programmatic needs
for upgraded facilities at the existing facilities.
7.28 Seek potential grant opportunities to fund
proposed improvements.
7.29 Continue programing and construction of the
planned police, fire and rescue complex.
7.30 Intentionally deleted (Strategy Accomplished).
7.31 Identify locations within the Downtown to
provide adequate
public
restroom
facilities,
including the expansion of existing facilities at Wooton
Park and future provision in proposed civic buildings.
7.32 Incorporate CPTED principles in public open
space design, where possible.
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As it relates to access to higher education institutions for
future residents in Downtown Tavares, available facilities in the
surrounding regions include Lake-Sumter State College
campuses in Leesburg and Clermont, Lake Technical Center in
Eustis, and University of Central Florida campus in Clermont. As
Tavares grows from a small town to a regional urban center in
the next twenty years, there is great potential for attracting higher
learning establishments in Downtown, as satellite campuses for
the regional institutions or technical centers related to County and
Florida Hospital Waterman facilities (public administration, law,
or nursing). Students, faculty, staff, and other employees could
also serve as the residential base for Downtown and have the
opportunity to live within walking distance from their respective
work places or the transit station in the future.

Action Strategies:
7.33 Monitor and revise projections annually to provide
updated school yield analysis based on new developments.
7.34 Initiate discussions with the County to evaluate
land acquisition opportunities in the vicinity of the
existing high school for future expansion.
7.35 Attract higher learning facilities from the region
into the Downtown such as satellite campuses of
regional institutions, university extension facilities for
legal, nursing or arts related training programs.
7.36 Initiate discussions with School Board to promote
shared use of recreation and civic facilities such as
playgrounds and community meeting spaces.

Aerial illustrating existing Tavares High School facility

Conceptual site plan illustrating potential expansion of Tavares High
School facility
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PUBLIC FACILITIES AND AMENITIES
The Downtown Redevelopment Plan sets a vision for the future
of Downtown Tavares and its potential to develop as a vibrant,
pedestrian-oriented, mixed use center. In order to support the
anticipated increase in Downtown’s residential and employment
related population, it is critical that the development of the public
facilities and services is in place for the private sector investment
to materialize. The public facilities and amenities includes several
components including transportation infrastructure, utilities
(water, sewer, stormwater, telecommunications), and community
facilities. Community facilities and services include: parks and
open space, schools, fire and rescue, civic center, library
services, and Pavilion on the Lake.
This chapter discusses strategies related to the physical and
programmatic aspects of public infrastructure and facilities. In
particular, the chapter focuses on utilities, educational facilities,
and community facilities. Additional public facilities including
roadways, streetscape, transit, and other transportation related
issues are addressed in Chapter 4: Land Use and Development
Characteristics; Chapter 5: Urban Design and Historic Preservation;
and Chapter 6: Circulation and Connectivity.

Public Facilities and Amenities in Downtown Tavares: Tavares Pavilion on the Lake (top left); Tavares Train Station (top
right); Tavares Civic Center & Public Library (middle left); Wooton Park (middle right); Tavares Prop Shop (bottom left);
Tavares High School (bottom right). Expanding and upgrading existing facilities and infrastructure is essential for revitalizing
the Downtown.
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Access to community facilities and the provision of adequate
infrastructure that effectively meets the needs of Downtown
residents will play a key role in ensuring a high quality of life for the
community. The walkability of a community is also enhanced by
an efficient and equitable allocation of neighborhood amenities in
close proximity to residential uses. During the planning process,
several residents expressed their desire to locate essential public
facilities – a new library, a new civic center, a performing arts
center, art galleries, neighborhood grocery store, and retail
shops- as key anchors that will support the residential uses
in Downtown Tavares. The intent of this Plan is to ensure that
the infrastructure and community needs are fulfilled in order to
attract residents, businesses and visitors in the Downtown area.

Utilities
Stormwater: This City is currently implementing significant
improvements to the stormwater drainage system in the CRA.
These improvements will eliminate most of the stormwater
discharges that historically have drained directly into Lake Dora,
and that contribute to poor water quality. These improvements
consist of a stormwater interceptor pipe beneath Ruby Street that
will convey stormwater to a treatment pond being constructed to
the west of Wooton Park. The treatment pond consists of a series
of individual cells of that will collectively remove suspended
solids, nitrogen, and phosphorous before ultimately discharging
to Lake Dora. In addition to improving water quality in Lake Dora,
the project will enable a future phase of improvements aimed at
reducing the frequency of flooding that occurs in certain areas of
the CRA after significant rainfall events.

Water, Sewer and Wastewater Systems: In 2016, the
City completed a program of improvements to the water
distribution and wastewater collection systems within the CRA.
These improvements included 37,000 linear feet of new potable
water distribution piping, 17,000 linear feet of new force mains
and gravity sewer pipes. An additional 25,000 linear feet of
gravity sewer pipes and 145 manholes were rehabilitated with
cast-in-place lining. Many of the water and wastewater pipes that
were replaced were increased in size from the original, based on
projected build-out capacity within the CRA area. These new
water and wastewater systems will therefore meet the needs of
current and future development within the CRA for the next 30 to
40 years. These water and sewer systems have also been
mapped in the City’s geographic information systems, which will
equip utilities staff to operate and maintain these systems more
effectively over the long term.
The City has a Consumptive Use Permit issued by St. Johns
River Water Management District, which provides groundwater
allocations to meet the City’s projected water supply needs
through the year 2032. The City operates four water treatment
plants and one wastewater treatment plant, which provide
adequate capacity to meet the water supply and treatment needs
of the City.
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This City will need to update its water and wastewater master
plans within the next two years to evaluate the timing for identify
the specific requirements expanding and upgrading treatment
capacity at these facilities based on growth and forthcoming
regulations.

Action Strategies:
7.1 Develop an updated GIS Inventory for existing utility
infrastructure in the Downtown redevelopment area.
7.2 Identify and install adequately sized lines at appropriate
locations to accommodate the anticipated future growth.
7.3 Pursue continued installation of utilities and drainage
system upgrades.
7.4 Continue with the preparation of a Stormwater Master
Plan to identify and reduce the number outfalls into Lake
Dora.
7.5 Complete upgrades to existing water treatment plants.
7.6 Provide for a master stormwater permit from St. Johns
River Water Management District as an incentive for
potential developers to invest in the Downtown
redevelopment area.
7.7 Continue to work with developers to provide regional
stormwater retention areas as part of new developments,
until a master stormwater permit is obtained.
7.8 Work with regulatory and private entities to develop a
phasing plan for the burial of overhead utility lines in
conjunction with planned roadways and streetscape
improvement projects.
7.9 Pursue installation of fiber optic wiring in order to upgrade
telecommunication service within the Downtown.
7.10 Encourage alley improvements to facilitate
deliveries, solid waste and recycling collection.
7.11 Support capital improvements, when feasible,
through supplemental budgets for infrastructure located
within the redevelopment area.
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Parks and Open Space

Fig. 7.1 Parks and Open Space Map: Downtown Tavares

The City has established a high quality system of parks, open
space and trails in the redevelopment district. The Wooton
Park, Ingraham Park, Aesop’s Park, Ridge Park, Fred Stover
Sports Complex are examples of existing park improvements
completed by the City since establishing the redevelopment
program. The intent of the redevelopment plan is to continue to
strengthen and expand upon the system of parks, open space
and trails in the Downtown area and provide connection between
these recreational facilities and the surrounding neighborhoods.
The ongoing Wooton Park Improvements and the
Tavares Square will provide additional open space destinations
for Downtown patrons and employees as well as area
residents. The City should continue with the construction of
Tav-Lee trail incorporating improvements such as wider trail
surfaces, improved lighting, and enhance directional signage.
The Plan recommends that the unimproved right-of-way along
SR 19 and Alfred Street should be developed as a new linear
park serving as a prominent boulevard entering into
Downtown.
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Reconfiguration of Ruby Street and the Tavares Square plaza
offers an opportunity to introduce ancillary uses that support
recreation and eco-tourism. When combined with on-going
streetscape and alleyway improvements and a system of
directional signage, these proposed projects will provide a well
integrated park system that is very accessible to the community.
The City should also seek opportunities to acquire land for small
passive neighborhood parks to complete the system. The intent
of the Plan is to strengthen and enhance the system of parks,
trails and open space in the Downtown providing recreational
opportunities for the citizens of Tavares, which are readily
accessible and improve the quality of life for residents.
The City of Tavares Parks and Recreation Master Plan, prepared
by Bellomo Herbert and Co., recommends upgrading the existing
facilities at Ingraham Park to include additional barbeque grills,
create a small splash pad, and upgrade existing basketball
courts and playground. The Plan recommends that the City build
upon these recommendations to create an integrated facility that
includes the Ingraham Community Center in the overall design
and programming.

The Plan identifies the need for a central activity public spaceTavares Square- that serves as a community plaza and connecting
Main Street to the waterfront. The former Lake County Records
property located across from the City Hall, at the intersection of
Rockingham Avenue and Main Street, has been designated to
be converted into this urban plaza development. The City
purchased the property from Lake County in May 2015.
Currently, the City is seeking private investment in the property.
The goal is to attract a qualified development interest who will
partner with the City to create a mixed-use,
commercial/retail/urban plaza development “Tavares Square” .
In late 2016, landscape and other aesthetic improvements were
installed on Tavares Square in order to create a “green space,”
open to the public for use as a park like feature. In 2017 during
the public sessions, it was identified that the view sheds of the
lake should be preserved with the anticipated future urban plaza
development. With this thought in mind, a small amphitheater
and/or performance gazebo with auxiliary commercial uses was
discussed as possible scenarios. Ultimately, the proposed
Tavares Square/urban plaza will reinforce the significance of the
Waterfront Entertainment District, as the major attraction and
entertainment spine of Downtown. The design
and
programming of the plaza could include elements such as a
destination cultural facility, amphitheater, performance gazebo
civic center, performing arts center, farmers market, arts and
crafts fairs, and mixed-use liner buildings with sidewalk cafes
framing the plaza. (Refer Chapter 4: Land Use and
Development characteristics for detailed action strategies
related to the plaza).

Action Strategies:
7.12 Continue with planned improvements to Wooton Park.
7.13 Upgrade existing facilities at Ingraham Park.
7.14 Undertake a detailed design master plan of the
waterfront entertainment district to fully integrate the
appropriate phasing of all proposed elements of design
for the Tavares Square.
7.15 Identify locations for introducing public art in
the Downtown.
7.16 Adopt policy to allocate a share of public
building construction costs to public art projects.
7.17 Link the Tav-Lee trail to the regional system of parks
and trails
7.18 Encourage ancillary uses and activities that support
eco- tourism
7.19 Seek grants that support the enhancement of the
trail and Lake County blueways activities
7.20 Pursue park, recreation, and beautification efforts
to preserve and enhance the character of the Downtown as a
pleasant, appealing atmosphere for working, shopping and
residing.
7.21 Develop neighborhood parks in residential areas
as amenities to stimulate private investment.
7.22 Provide
safe
connection
from
the
neighborhood’s to primary activity centers including
Downtown, the waterfront and schools through
sidewalks and bikeways.
7.23 Wherever possible, maintain the integrity of the
natural environment when developing property, especially
when significant tree canopies or natural habitats can
be integrated into the site design.
7.24 Identify
potential
revenues
including
tax
increment financing, grants, impact fees and other
assessments to provide adequate funding for proposed
improvements and maintenance of public facilities.
7.25 Initiate discussions with School Board to promote
shared use of recreation and civic facilities such as
playgrounds and community meeting spaces.
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Civic Facilities
The Civic Center, Tavares Public Library, Pavilion on the Lake, Ingraham Community Center and
the Lake County Historical Museum are the major civic facilities located in the redevelopment
area. Development of new cultural resources will be vital in supporting a growing population within the
area, while at the same time act as catalysts for economic development activities in the Downtown.
The intent of the Plan is to focus on the strategic allocation of the area’s existing facilities, and to
ensure that the location of new services and resources are maximized through coordination among
City agencies, non-profit organizations, faith based institutions, private sector, and the Lake County
School Board. The recommended strategies include exploring opportunities to initiate partnerships
with the area’s service providers both from a programmatic perspective and also encouraging joint
use of facilities. As the area grows and develops, the City should examine alternatives to expand
the existing facilities at the Civic Center and Public Library. The Plan identifies potential
opportunities to locate additional services either through land acquisition of underutilized sites in
the vicinity of the existing library or adding an addition to the existing building. As demand
increases, the Plan suggests that the City seek opportunities to convert existing public owned
underutilized lands, such as the Public Works site, into a civic facility with a parking structure.
Since the City’s Public Works operation site is programed to be relocated to Captain Haynes Road,
then the City should examine the opportunity to construct a parking garage on this site with
accessory uses (civic/Performing Arts Center/university satellite campus/municipal departments).

The Plan identifies the need for expanding programs and services at the Ingraham Community Center
to better serve the needs of the low-income population residing in the Downtown. In conjunction
with the proposed improvements to Ingraham Park, the facility should also focus on developing
the strengths and resources of the area youth, families, and neighborhoods with an emphasis on
connecting individuals with the informal sources of support within the neighborhood. The development
objectives for the upgraded Ingraham Community Center include essential community services to the
area residents, including but not limited to:
After-school programs
Literacy Programs
Computer Skills
Nutrition
Health Education and Services
Peer Counselling
Financial Management Programs
Day-care facilities

Aerials illustrating existing public facilities: Tavares Civic Center and Public Library
(top); Public Safety Complex (middle); Ingraham Park Upgrade (bottom).
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Conceptual site plans illustrating proposed expansion and new public facilities: Tavares
Civic Center and Public Library (top); Public Safety Complex (middle); Ingraham Park
Upgrade (bottom).
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Public Safety

Schools

The efficient provision of police and fire services are of critical
importance in maintaining a safe environment within the
Downtown CRA district. The anticipated growth in Downtown ‘s
population will increase the demand related to police and fire
facilities. The Plan recommends to continue the programming
and construction for a new public safety complex that will
include fire, police and emergency services. The site is
approximately 2-acre in size and is located on the northeast
corner of W. Caroline Street and W. Alfred Street (Old US441).
This public safety complex when completed will consist of a 2story structure and have a total of approximately 46,000 square
feet of which 8,400 will be used for vehicle bays. The project is
currently under Site Plan review and construction is projected to
start later this year. This state-of-art public safety complex will
provide easy access to Downtown and the rest of the City.

The quality of education significantly impacts the potential
development of a community particularly in redevelopment
areas. The historic Tavares High School is located within the
Downtown redevelopment area. Tavares High School was
recently renovated and expanded to meet the current prototype
size for a high school. It is anticipated, with the combination of
the school enrollments, residential development activity and
recent growth trends, that the district will continue to see a
demand for new schools. Tavares High School is currently
served by a middle school and three elementary schools. The
School Board’s 2017-2021 Five Year Plan indicates a future
elementary school is planned beyond the five year planning
period. The Plan recommends that the City continue to work
proactively with the Lake County School Board to assess the
need for improved school facilities and to provide quality
educational facilities to attract residential population to the
Downtown.

Incorporating Crime Prevention through Environmental Design
(CPTED) principles and increased street lighting in the design
of open spaces will also help create an environment that
supports increased pedestrian activity and a safer
environment in Downtown Tavares.

Action Strategies:
7.26 Complete preliminary studies of alternatives to
expand or relocate the library and civic center.
7.27 Retain the services of a consultant architect
to determine the space and programmatic needs
for upgraded facilities at the existing facilities.
7.28 Seek potential grant opportunities to fund
proposed improvements.
7.29 Continue programing and construction of the
planned police, fire and rescue complex.
7.30 Intentionally deleted (Strategy Accomplished).
7.31 Identify locations within the Downtown to
provide adequate
public
restroom
facilities,
including the expansion of existing facilities at Wooton
Park and future provision in proposed civic buildings.
7.32 Incorporate CPTED principles in public open
space design, where possible.
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As it relates to access to higher education institutions for
future residents in Downtown Tavares, available facilities in the
surrounding regions include Lake-Sumter State College
campuses in Leesburg and Clermont, Lake Technical Center in
Eustis, and University of Central Florida campus in Clermont. As
Tavares grows from a small town to a regional urban center in
the next twenty years, there is great potential for attracting higher
learning establishments in Downtown, as satellite campuses for
the regional institutions or technical centers related to County and
Florida Hospital Waterman facilities (public administration, law,
or nursing). Students, faculty, staff, and other employees could
also serve as the residential base for Downtown and have the
opportunity to live within walking distance from their respective
work places or the transit station in the future.

Action Strategies:
7.33 Monitor and revise projections annually to provide
updated school yield analysis based on new developments.
7.34 Initiate discussions with the County to evaluate
land acquisition opportunities in the vicinity of the
existing high school for future expansion.
7.35 Attract higher learning facilities from the region
into the Downtown such as satellite campuses of
regional institutions, university extension facilities for
legal, nursing or arts related training programs.
7.36 Initiate discussions with School Board to promote
shared use of recreation and civic facilities such as
playgrounds and community meeting spaces.

Aerial illustrating existing Tavares High School facility

Conceptual site plan illustrating potential expansion of Tavares High
School facility
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ENVIRONMENT
Within the City of Tavares, but outside of the Downtown CRA boundaries are two rivers- the Dora Canal and the Dead River. Dora Canal,
originally Elfin River, is called a canal because of the major straightening and dredging of this river in the late 1800s to make it navigable.
This river flows from Lake Dora to Lake Eustis. The Dead River is also a river which flows from Lake Harris to Lake Eustis. Lake Eustis
flows into Haines Creek and then into Lake Griffin. Lake Griffin then flows into the Oklawaha River and this river then connects with the
Cross-Florida Canal and the St. Johns River and into the Atlantic Ocean. Lake Dora, encompassing an area of nearly 1,500 acres forms
the southern extent of the Downtown CRA district. Other lakes found totally or partially within the City limits include Lake Eustis, Lake
Frances, Lake Junietta, Lake Saunders, Lake Elsie, Lake Etowah, Lake Tavares, and Lake Harris.

Wetlands
Downtown Tavares contains two minor wetland areas. The first area is located between SR 19 (Duncan Drive) and Sinclair Avenue;
the second wetland area is part of the greenway located east of St. Clair Abrams Avenue, in the vicinity of its intersection with US 441.
The City’s Wetland Preservation Area (WPA) district has provisions for the limited filling of wetlands upon approval of appropriate
state, regional and or federal agencies with jurisdiction over wetlands. Moreover, the City continues to maintain and protect the natural
functions of the 100-year floodplains by regulating shoreline development and protecting wetlands, uplands, surface waters, aquifer
recharge areas with high percolation rates, and undisturbed significant vegetative communities per the City’s Comprehensive Plan and
Land Development Regulations. This Plan recommends continue preservation of designated wetland areas in the Downtown
redevelopment area, and working with property owners to develop additional recreational resources for area residents.

Floodplains
As illustrated in Fig. A.30, Downtown CRA contains flood hazard areas located near the Dora Canal and in the area designated as
wetlands between US 19/ Duncan Drive and Sinclair Avenue. The City participates in the National Flood Insurance Program and has
adopted regulations which restrict development in flood zones unless built at or above the established 100 year flood elevation.

Water Quality
Lake Dora and Lake Eustis suffer from eutrophication caused by the nutrients from the muck farms on Lake Apopka which is
upstream from these lakes. The St. Johns River Water Management District has initiated a program that is designed to clean up
the water in Lake Apopka. The water management district has created new wetlands in place of muck farms along Lake Apopka.
When the water in Lake Apopka is cleaned up higher quality water will flow through the Apopka Canal that flows into Lake Dora and
then into Lake Eustis. As the Downtown witnesses an increase in density and use of waterfront amenities, the City should continue
to collaborate with regional agencies to pursue actions that are designed to improve the lake’s water quality. These actions may
include habitat restoration, shoreline stabilization, continued clean-up activities, and developing stormwater discharge and pollutant
load reduction goals.
In 2016, the City implemented the Ruby Street Stormwater Improvement and Beautification Plan. The Ruby Street project is designed
first and foremost to improve and protect the water quality of Lake Dora, which has been designated as an impaired lake by the
Environmental Protection Agency (EPA). Because the City of Tavares is committed to taking the lead on reducing the flow of
pollutants into Lake Dora, an innovative and aesthetically pleasing stormwater treatment plan was created, many aspects of which will
be the first in State of Florida to be utilized. The project will also be used to inform and educate the public about stormwater pollution
issues.

Existing Lake Dora Waterfront Conditions,
Downtown Tavares

Fig. A.30 Map illustrating floodplains and wetlands, Downtown Tavares CRA
Source: City of Tavares GIS Database/FEMA 2012, July 2017
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Currently, the Stormwater Improvement Park is currently being constructed as a sustainable
stormwater treatment area. The site is located south of the County Jail and is approximately 8-acre
in size. The Park will be walkable with a series of “ponds” and wooden bridges. Floating flower and
fauna mats (Bee Mats) will fill the ponds, which will also contribute to removing pollutants. This
cutting-edge “Stormwater Improvement Park” will create a scenic green space addition to
downtown.
In addition to the implementation of this innovative stormwater park, the City of Tavares is currently
replacing 50-year old drainage pipes and outfalls, which will resolve the flooding issues that
currently plague Ruby Street during heavy rains. These heavy rains flood the roadways, spill over
to the park and then flow into the lake, carrying the pollutants. These flooded roads make it difficult
for residents to walk to the local businesses. Construction is expected to be completed later this
year.

Seaplane Basin and Railroad Impacts
The Seaplane basin on Wooton Park is located in the heart of Downtown, and is a valuable asset to
the City’s tourism market and the overall economy. The City has obtained licenses for the
operation of this facility from the Florida Department of Transportation and the Federal Aviation
Administration and, moreover, is incompliance with the rules and regulations of the Environmental
Protection Agency and St. Johns Water Management District. The City should continue working
with existing property owners and appropriate agencies to determine policies that need to be
addressed in the Comprehensive Plan and the Land Development Regulations concerning noise and
safety aspects of seaplane base operations including land uses, heights, and noise compatibility.
Other transportation systems such as the railroad and commuter rail may also have an impact on
adjoining uses. Some noise reduction strategies that may need to be incorporated in the future
include interior building design such as greater insulation and appropriate setback requirements
to mitigate sound levels generation from these systems.

As the development program matures and the Downtown area witnesses more urban growth, the
percentage of impervious surface within the area is expected to increase, which in turn will lead
to stormwater runoff issues. The City has initiated discussions with the St. Johns Water
Management District to establish an area-wide stormwater permit for the entire Downtown. This
stormwater abatement will be an incentive to attract private investment Downtown, while at the
same time addressing environmental concerns with excess runoff into Lake Dora.
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Leadership in Energy and Environmental Design (LEED)

Tavares’ Utilities Department building on Captain Haynes Road is LEED certified.

In order to minimize the impacts of stormwater runoff on Lake
Dora and to build upon the City’s initiatives to promote sustainable
transportation modes in the Downtown Redevelopment Area,
the Plan recommends that new construction actively employs
construction methods that are considered “green” or “sustainable”.
Numerous definitions and guidelines exist in an effort to define
what sustainable development is and how it is applied.

The policy of green design is evident in all aspects of the planning
process in the Redevelopment Plan, including: shoreline
restoration strategies; compact urban development patterns;
and emphasis on pedestrian and non-motorized activities.

This Plan recommends taking advantage of the LEED for
Neighborhood Development, a program produced in
collaboration by the US Green Building Council (USGBC),
the Congress for New Urbanism (CNU), and the Natural
Resource Defense Council. The LEED-ND is an evaluation
system which integrates the principles of smart growth, urbanism
and green building into the first national system for neighborhood
design and urban development. The City of Tavares could be
one of the pioneering communities in the Central Florida and the
State to establish a LEED-ND certification for the Downtown
Redevelopment Area. Currently, LEED-ND includes several
projects across the country. It is important to understand that
LEED-certification cannot be secured through planning and
proposals alone. Instead, the LEED certification system requires
implementation and a thorough evaluation. The intent of this
Plan is to inform the City leaders and the community about the
LEED-rating certification and initiate discussions with interested
developers to seek this certification both as a marketing tool and to
further the community’s vision to create a sustainable Downtown
district. (Refer Appendix E for LEED-ND Project Checklist)

Reducing the proportion of hard surfacing in any given area
reduces the area that may contribute to stormwater runoff,
thereby lessening the need for runoff treatment and limiting
direct flows into receiving bodies of water, and can reduce the
amount of solar energy trapped in hard materials like stone,
concrete, and brick. This will ultimately result in limiting the
concentration of heat energy that can result in human discomfort.
More significantly, an average of 90% of the riparian zone (the
area between the mean high water line and the upland zone,
or high ground) will be undeveloped and/or naturally restored. A
non-development buffer between the high water line and nearest
human development activity of approximately 25 to 50 feet should
be maintained for over 75% of the total waterfront length along
public-owned lands. Reasons for maintaining a riparian buffer
include natural runoff control, wildlife habitat, natural shoreline
reinforcement, and aesthetics.

In general definition, sustainable design emphasizes
development and construction practices that minimize impacts
on the environment. For the purposes of this master plan, this
Diagram of a green building. The highlights of this particular green building design include (from left to right, top
minimization may either occur by: reducing the consumption of
to bottom): Large clerestory windows to admit daylight; photovoltaic roofi ng to generate electricity; solar roof
panels to generate electricity; interior wood beams from sustainably harvested forests; exterior landscaping to
materials and energy required in construction or development,
shelter the building from wind; low-emission interior paints; shade generating outdoor trellises; rapidly-renewable
and/or designing the site in a manner that promotes user habits
floorings; interior furnishings created from recycled materials; locally sourced masonry materials; and geothermal
that reduce consumption of resources or energy. The Plan
underground heat pumps to heat water.
Source: Massachusetts Audubon Society
encourages an agenda of highly sustainable design in order to
create a pedestrian-focused environment that can serve as a
model of green design for other public-space developments.
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Minimization strategy: Maintaining the riparian buffer
along the lake’s shoreline.

Minimization strategy: Reducing the consumption
of materials and energy required in construction or
development.
Locally sourced, recycled, reused, and low-impact materials are
strongly encouraged in the construction of new trails, boardwalks,
parking areas, buildings, furnishings, and other site infrastructure.
On the public lands, the total amount of new construction will
be low, but each new building or feature can be a showcase for
advanced green building techniques and advertised as such in
the Tav-Lee/Tav-Dora Trail developments. Additionally, green
buildings often provide a lower operation and maintenance cost
over the course of their lifespan.
For guidance, the LEED-NC rating system for new construction
created by the U.S. Green Building Council serves as an excellent
resource for developers and contractors of new buildings. The
LEED (Leadership in Energy and Environmental Design) rating
system provides a checklist of design and construction actions
that, when undertaken, contribute points towards “green”
certification. The more points that are accumulated, the higher
the “green” certification level the building can receive. As a
marketing tool, LEED certification is considered to have growing
value, and almost any type of building project can pursue a LEED
certification.

Minimization strategy: Designing the site in a manner
that promotes user habits that reduce consumption of
resources or energy.

The City also encourages the Florida Green Building Coalition
(FGBC) which is an organization dedicated to improving the
built environment. FGBC mission is to lead and promote
sustainability with environmental, economic, and social
benefits through regional education and certification
programs.

This strategy is less concrete or quantifiable than the others
because it relies on eliciting certain user habits in order to be
considered effective. The arrangement of physical features in
public spaces, including trails, parks, boardwalks, piers, public
structures, etc., is planned to encourage outdoor activity that
focuses on interaction with nature and the use of recreational
devices that do not pollute or consume energy during operation.
The waterfront amenities and trail should be designed with an
overall goal to increase awareness of the value of the Lake Dora
shoreline with interactive displays, informational signage, and the
dynamic appeal of natural habitats and ecosystems.
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Tavares Brands Itself:
America’s Seaplane City
On March 28, 1910 the first Seaplane was invented by
Henri Fabre in France. Four years later in January 1914,
the first airline pilot in the world, Toney Jannus, flew his
seaplane off the shores of Tavares into Lake Eustis to
announce the arrival of the first scheduled airline in the
world to the citizens of Lake County! He was followed by
aviation enthusiast Clara Adams who took her first flight
in a seaplane off the shores of Tavares in March 1914 in
none other than, the first all metal hull aircraft in the
world – The Thomas Flying Boat.
Since these seaplane pioneers began their adventure,
seaplanes have been coming and going from the shores
of Tavares for over 100 years! In 2008, the City began
construction of its seaplane base and marina in its
downtown and opened its 3000-foot virtual seaplane
runway along with its seaplane Airport Terminal Building
in April of 2010.

Along with this rebirth came new special events and air
shows and in January 2015, America’s Seaplane City
welcomed its 10,000th seaplane visitor. In June 2015,
the Tavares City Council approved special economic
incentives and impact fee waivers for large commercial
seaplane companies.
Available to businesses and
enterprises which employ 25 or more full time employee
or have an impact of 25 or more ERU’s (Equivalent
Residential Units) the fee waiver can have a very positive
impact on a company establishing itself or relocating to
America’s Seaplane City, saving tens of thousands of
dollars in up front development costs.
The Seaplane brand has been embraced by the
residential and business community in so many ways…
from seaplane designed mailboxes showing up in
neighborhoods, to seaplane-themed restaurants and
menus, to aviation-centered art murals on buildings.
Imbedded within the brand’s premise, is that an
entrepreneurial spirit resonates in Tavares and
calculated risk in a “Niche and Wow” project, results in
reward!

On September 7, 2010 Tavares branded itself “America’s
Seaplane City” upon receiving its official trademark from
the United States Patent and Trade Mark Office. Soon to
follow this milestone was the opening of several
seaplane-related businesses to include, Progressive
Aerodyne -- the manufacturer of Searey Amphibious
Aircraft; Wipaire, Inc. a seaplane float manufacturing
company, and the Jones’ Brothers Seaplane Scenic Tour,
Flight Training and Air Charter Services Company.
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ENVIRONMENT
Within the City of Tavares, but outside of the Downtown CRA boundaries are two rivers- the Dora Canal and the Dead River. Dora Canal,
originally Elfin River, is called a canal because of the major straightening and dredging of this river in the late 1800s to make it navigable.
This river flows from Lake Dora to Lake Eustis. The Dead River is also a river which flows from Lake Harris to Lake Eustis. Lake Eustis
flows into Haines Creek and then into Lake Griffin. Lake Griffin then flows into the Oklawaha River and this river then connects with the
Cross-Florida Canal and the St. Johns River and into the Atlantic Ocean. Lake Dora, encompassing an area of nearly 1,500 acres forms
the southern extent of the Downtown CRA district. Other lakes found totally or partially within the City limits include Lake Eustis, Lake
Frances, Lake Junietta, Lake Saunders, Lake Elsie, Lake Etowah, Lake Tavares, and Lake Harris.

Wetlands
Downtown Tavares contains two minor wetland areas. The first area is located between SR 19 (Duncan Drive) and Sinclair Avenue;
the second wetland area is part of the greenway located east of St. Clair Abrams Avenue, in the vicinity of its intersection with US 441.
The City’s Wetland Preservation Area (WPA) district has provisions for the limited filling of wetlands upon approval of appropriate
state, regional and or federal agencies with jurisdiction over wetlands. Moreover, the City continues to maintain and protect the natural
functions of the 100-year floodplains by regulating shoreline development and protecting wetlands, uplands, surface waters, aquifer
recharge areas with high percolation rates, and undisturbed significant vegetative communities per the City’s Comprehensive Plan and
Land Development Regulations. This Plan recommends continue preservation of designated wetland areas in the Downtown
redevelopment area, and working with property owners to develop additional recreational resources for area residents.

Floodplains
As illustrated in Fig. A.30, Downtown CRA contains flood hazard areas located near the Dora Canal and in the area designated as
wetlands between US 19/ Duncan Drive and Sinclair Avenue. The City participates in the National Flood Insurance Program and has
adopted regulations which restrict development in flood zones unless built at or above the established 100 year flood elevation.

Water Quality
Lake Dora and Lake Eustis suffer from eutrophication caused by the nutrients from the muck farms on Lake Apopka which is
upstream from these lakes. The St. Johns River Water Management District has initiated a program that is designed to clean up
the water in Lake Apopka. The water management district has created new wetlands in place of muck farms along Lake Apopka.
When the water in Lake Apopka is cleaned up higher quality water will flow through the Apopka Canal that flows into Lake Dora and
then into Lake Eustis. As the Downtown witnesses an increase in density and use of waterfront amenities, the City should continue
to collaborate with regional agencies to pursue actions that are designed to improve the lake’s water quality. These actions may
include habitat restoration, shoreline stabilization, continued clean-up activities, and developing stormwater discharge and pollutant
load reduction goals.
In 2016, the City implemented the Ruby Street Stormwater Improvement and Beautification Plan. The Ruby Street project is designed
first and foremost to improve and protect the water quality of Lake Dora, which has been designated as an impaired lake by the
Environmental Protection Agency (EPA). Because the City of Tavares is committed to taking the lead on reducing the flow of
pollutants into Lake Dora, an innovative and aesthetically pleasing stormwater treatment plan was created, many aspects of which will
be the first in State of Florida to be utilized. The project will also be used to inform and educate the public about stormwater pollution
issues.

Existing Lake Dora Waterfront Conditions,
Downtown Tavares

Fig. A.30 Map illustrating floodplains and wetlands, Downtown Tavares CRA
Source: City of Tavares GIS Database/FEMA 2012, July 2017
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Currently, the Stormwater Improvement Park is currently being constructed as a sustainable
stormwater treatment area. The site is located south of the County Jail and is approximately 8-acre
in size. The Park will be walkable with a series of “ponds” and wooden bridges. Floating flower and
fauna mats (Bee Mats) will fill the ponds, which will also contribute to removing pollutants. This
cutting-edge “Stormwater Improvement Park” will create a scenic green space addition to
downtown.
In addition to the implementation of this innovative stormwater park, the City of Tavares is currently
replacing 50-year old drainage pipes and outfalls, which will resolve the flooding issues that
currently plague Ruby Street during heavy rains. These heavy rains flood the roadways, spill over
to the park and then flow into the lake, carrying the pollutants. These flooded roads make it difficult
for residents to walk to the local businesses. Construction is expected to be completed later this
year.

Seaplane Basin and Railroad Impacts
The Seaplane basin on Wooton Park is located in the heart of Downtown, and is a valuable asset to
the City’s tourism market and the overall economy. The City has obtained licenses for the
operation of this facility from the Florida Department of Transportation and the Federal Aviation
Administration and, moreover, is incompliance with the rules and regulations of the Environmental
Protection Agency and St. Johns Water Management District. The City should continue working
with existing property owners and appropriate agencies to determine policies that need to be
addressed in the Comprehensive Plan and the Land Development Regulations concerning noise and
safety aspects of seaplane base operations including land uses, heights, and noise compatibility.
Other transportation systems such as the railroad and commuter rail may also have an impact on
adjoining uses. Some noise reduction strategies that may need to be incorporated in the future
include interior building design such as greater insulation and appropriate setback requirements
to mitigate sound levels generation from these systems.

As the development program matures and the Downtown area witnesses more urban growth, the
percentage of impervious surface within the area is expected to increase, which in turn will lead
to stormwater runoff issues. The City has initiated discussions with the St. Johns Water
Management District to establish an area-wide stormwater permit for the entire Downtown. This
stormwater abatement will be an incentive to attract private investment Downtown, while at the
same time addressing environmental concerns with excess runoff into Lake Dora.
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Leadership in Energy and Environmental Design (LEED)

Tavares’ Utilities Department building on Captain Haynes Road is LEED certified.

In order to minimize the impacts of stormwater runoff on Lake
Dora and to build upon the City’s initiatives to promote sustainable
transportation modes in the Downtown Redevelopment Area,
the Plan recommends that new construction actively employs
construction methods that are considered “green” or “sustainable”.
Numerous definitions and guidelines exist in an effort to define
what sustainable development is and how it is applied.

The policy of green design is evident in all aspects of the planning
process in the Redevelopment Plan, including: shoreline
restoration strategies; compact urban development patterns;
and emphasis on pedestrian and non-motorized activities.

This Plan recommends taking advantage of the LEED for
Neighborhood Development, a program produced in
collaboration by the US Green Building Council (USGBC),
the Congress for New Urbanism (CNU), and the Natural
Resource Defense Council. The LEED-ND is an evaluation
system which integrates the principles of smart growth, urbanism
and green building into the first national system for neighborhood
design and urban development. The City of Tavares could be
one of the pioneering communities in the Central Florida and the
State to establish a LEED-ND certification for the Downtown
Redevelopment Area. Currently, LEED-ND includes several
projects across the country. It is important to understand that
LEED-certification cannot be secured through planning and
proposals alone. Instead, the LEED certification system requires
implementation and a thorough evaluation. The intent of this
Plan is to inform the City leaders and the community about the
LEED-rating certification and initiate discussions with interested
developers to seek this certification both as a marketing tool and to
further the community’s vision to create a sustainable Downtown
district. (Refer Appendix E for LEED-ND Project Checklist)

Reducing the proportion of hard surfacing in any given area
reduces the area that may contribute to stormwater runoff,
thereby lessening the need for runoff treatment and limiting
direct flows into receiving bodies of water, and can reduce the
amount of solar energy trapped in hard materials like stone,
concrete, and brick. This will ultimately result in limiting the
concentration of heat energy that can result in human discomfort.
More significantly, an average of 90% of the riparian zone (the
area between the mean high water line and the upland zone,
or high ground) will be undeveloped and/or naturally restored. A
non-development buffer between the high water line and nearest
human development activity of approximately 25 to 50 feet should
be maintained for over 75% of the total waterfront length along
public-owned lands. Reasons for maintaining a riparian buffer
include natural runoff control, wildlife habitat, natural shoreline
reinforcement, and aesthetics.

In general definition, sustainable design emphasizes
development and construction practices that minimize impacts
on the environment. For the purposes of this master plan, this
Diagram of a green building. The highlights of this particular green building design include (from left to right, top
minimization may either occur by: reducing the consumption of
to bottom): Large clerestory windows to admit daylight; photovoltaic roofi ng to generate electricity; solar roof
panels to generate electricity; interior wood beams from sustainably harvested forests; exterior landscaping to
materials and energy required in construction or development,
shelter the building from wind; low-emission interior paints; shade generating outdoor trellises; rapidly-renewable
and/or designing the site in a manner that promotes user habits
floorings; interior furnishings created from recycled materials; locally sourced masonry materials; and geothermal
that reduce consumption of resources or energy. The Plan
underground heat pumps to heat water.
Source: Massachusetts Audubon Society
encourages an agenda of highly sustainable design in order to
create a pedestrian-focused environment that can serve as a
model of green design for other public-space developments.
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Minimization strategy: Maintaining the riparian buffer
along the lake’s shoreline.

Minimization strategy: Reducing the consumption
of materials and energy required in construction or
development.
Locally sourced, recycled, reused, and low-impact materials are
strongly encouraged in the construction of new trails, boardwalks,
parking areas, buildings, furnishings, and other site infrastructure.
On the public lands, the total amount of new construction will
be low, but each new building or feature can be a showcase for
advanced green building techniques and advertised as such in
the Tav-Lee/Tav-Dora Trail developments. Additionally, green
buildings often provide a lower operation and maintenance cost
over the course of their lifespan.
For guidance, the LEED-NC rating system for new construction
created by the U.S. Green Building Council serves as an excellent
resource for developers and contractors of new buildings. The
LEED (Leadership in Energy and Environmental Design) rating
system provides a checklist of design and construction actions
that, when undertaken, contribute points towards “green”
certification. The more points that are accumulated, the higher
the “green” certification level the building can receive. As a
marketing tool, LEED certification is considered to have growing
value, and almost any type of building project can pursue a LEED
certification.

Minimization strategy: Designing the site in a manner
that promotes user habits that reduce consumption of
resources or energy.

The City also encourages the Florida Green Building Coalition
(FGBC) which is an organization dedicated to improving the
built environment. FGBC mission is to lead and promote
sustainability with environmental, economic, and social
benefits through regional education and certification
programs.

This strategy is less concrete or quantifiable than the others
because it relies on eliciting certain user habits in order to be
considered effective. The arrangement of physical features in
public spaces, including trails, parks, boardwalks, piers, public
structures, etc., is planned to encourage outdoor activity that
focuses on interaction with nature and the use of recreational
devices that do not pollute or consume energy during operation.
The waterfront amenities and trail should be designed with an
overall goal to increase awareness of the value of the Lake Dora
shoreline with interactive displays, informational signage, and the
dynamic appeal of natural habitats and ecosystems.
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Tavares Brands Itself:
America’s Seaplane City
On March 28, 1910 the first Seaplane was invented by
Henri Fabre in France. Four years later in January 1914,
the first airline pilot in the world, Toney Jannus, flew his
seaplane off the shores of Tavares into Lake Eustis to
announce the arrival of the first scheduled airline in the
world to the citizens of Lake County! He was followed by
aviation enthusiast Clara Adams who took her first flight
in a seaplane off the shores of Tavares in March 1914 in
none other than, the first all metal hull aircraft in the
world – The Thomas Flying Boat.
Since these seaplane pioneers began their adventure,
seaplanes have been coming and going from the shores
of Tavares for over 100 years! In 2008, the City began
construction of its seaplane base and marina in its
downtown and opened its 3000-foot virtual seaplane
runway along with its seaplane Airport Terminal Building
in April of 2010.

Along with this rebirth came new special events and air
shows and in January 2015, America’s Seaplane City
welcomed its 10,000th seaplane visitor. In June 2015,
the Tavares City Council approved special economic
incentives and impact fee waivers for large commercial
seaplane companies.
Available to businesses and
enterprises which employ 25 or more full time employee
or have an impact of 25 or more ERU’s (Equivalent
Residential Units) the fee waiver can have a very positive
impact on a company establishing itself or relocating to
America’s Seaplane City, saving tens of thousands of
dollars in up front development costs.
The Seaplane brand has been embraced by the
residential and business community in so many ways…
from seaplane designed mailboxes showing up in
neighborhoods, to seaplane-themed restaurants and
menus, to aviation-centered art murals on buildings.
Imbedded within the brand’s premise, is that an
entrepreneurial spirit resonates in Tavares and
calculated risk in a “Niche and Wow” project, results in
reward!

On September 7, 2010 Tavares branded itself “America’s
Seaplane City” upon receiving its official trademark from
the United States Patent and Trade Mark Office. Soon to
follow this milestone was the opening of several
seaplane-related businesses to include, Progressive
Aerodyne -- the manufacturer of Searey Amphibious
Aircraft; Wipaire, Inc. a seaplane float manufacturing
company, and the Jones’ Brothers Seaplane Scenic Tour,
Flight Training and Air Charter Services Company.
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ECONOMIC DEVELOPMENT
REGIONAL CONTEXT
Downtown Tavares has traditionally served as the government center for Lake County, and this has been the primary driving force
behind economic activity in the Redevelopment Area. In previous years, the area witnessed economic decline which was
characterized by a proliferation of vacant storefronts, deteriorated housing conditions, and lack in private investment. Since the
Plan last update, the City of Tavares, through its redevelopment program has made significant progress in improving the
condition of the under-performing downtown. Downtown’s continued revitalization will translate into growth in opportunities for
new businesses and residential development.
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An expanding regional population and a progressive business environment will help position the Downtown CRA to attract
significant new development, which will benefit both the Redevelopment Area and the City. The City’s central location in the Central
Florida region, government infrastructure, new construction activity, and a unique historic culture reinforces Downtown Tavares as the
“capital waterfront city” of Lake County. City staff estimates, the City of Tavares has witnessed a population increase by approximately
15% between 2010 and 2017, with nearly 16,000 residents living in the City limits. The City is projected to reach a population of
20,337 persons by 2030 and 23,011 persons by 2040. Since the decline of the region’s citrus industry in the 1980s, Lake County has
transformed into a bedroom community for people from the rapidly growing Metro-Orlando/Central Florida region. Overall, the
population in Lake County increased by approximately 9% between from 2010 to 2017 and is projected to reach a population of
422,800 persons by 2030 and 478,400 persons by 2040. On a macro level, Lake County as a whole has a tremendous amount of
regional connectivity. With the anticipated completion of the Wekiva Parkway which will complete the Western Beltway (429) for the
Orlando metro area, and the existing Florida Turnpike, Interstates 4 and 75 connecting the region to the rest of the State, Lake County
is positioned to continue to attract more residents from a larger region.
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Opportunities
•

•

•
•
•

Large commuter workforce and employment base (governmental and Florida Hospital
Waterman) that could potentially serve as the residential population base for the Downtown.
Renewed interest in the waterfront (Entertainment District, Seaplane Basin & Marina, and
Special Events). This unique asset now provides opportunities for eco-tourism, trail-head &
extension, recreation and entertainment.
Regional multimodal transportation network including the potential to start commuter rail transit
service into Downtown.
Strong community desire for positive change and the continued support of the leadership in
implementing the vision of their community.
Economic initiatives currently underway at the City level: Freight Village, Medical Village,
Commerce Park, Sports Park.
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City of Tavares CRA Boundary
City of Tavares

Principal Arterial - Freeways and Expressways

Interstates
City of Leesburg

City of Mt. Dora

City of Eustis

Lack of diversity in housing stock- primarily single-family residential.
Downtown office market limited to government related professional services and lack of
Class-A office space available.

Lack of performing arts, art galleries and retail shops establishments in the Downtown.
Competitive growth in other communities (Mount Dora, Eustis and Leesburg).
Presence of jail and courthouse related activities that are sometimes perceived
negatively towards investors and future residents.
Limited amenities and destinations in the Downtown.
Inadequate roadway capacity on local roads to accommodate high traffic
volumes and infrastructure related to future transit service

Other Principal Arterial
City of Astatula

Minor Arterial
City of Howey-In-The-Hills

Other Roadways

Railroads

City of Fruitland Park

Lakes

City of Lady Lake

City of Orlando

Population Growth in the City of Tavares
and Lake County

Challenges
•
•
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On a micro-level, City of Tavares has great regional connectivity from any given point, including its downtown. Situated at the
intersection of US 441 and SR 19, Downtown Tavares is easily accessible from these corridors and other regional corridors within
the Central Florida region. Opportunities for extending the Central Florida commuter (Sun-Rail) services to Lake County and
Downtown Tavares are being explored, and will be pivotal in not only the accommodating movement of people and goods through the
region, but to also build new, walkable, transit-oriented communities around its stations. Downtown Tavares has both opportunities and
challenges for future growth that will have a pivotal role in the successful realization of the community’s vision to revitalize its
Downtown. Some of the key opportunities and challenges include:
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Workforce Development
Maintaining a stable core of employment generating businesses
and availability of a skilled workforce will be pivotal in creating a
sustainable community that ensures economic opportunity for all
residents. This Plan seeks to maximize opportunities by devising
strategies and incentives to retain and attract businesses to
the area, expanding training and mentorship opportunities, and
attracting the existing commuter workforce to live Downtown.
The recommended strategies related to workforce development
build upon strengthening partnerships with the area’s existing
institutional and economic development resources including Lake
County, Florida Hospital, Metro Orlando Economic Partnership,
East Central Florida Regional Planning Council, Lake-Sumter
State College, regional universities and other county and
regional agencies.

Physical Infrastructure and Aesthetics
Ensuring the allocation of an adequate supply of land that is
appropriately zoned with the essential infrastructure services
in place to accommodate the needs of businesses and industry
will be an integral component of any economic development
program initiated in the Downtown redevelopment area. The Plan
recommends that the City consider concentrating the existing
industrial areas along SR 19 in the planned commerce park
and freight village areas located south of the Downtown area.
However, it is important to ensure that design standards for new
commercial uses are in place to avoid future land use conflicts
between incompatible uses.

Action Strategies:
9.1 Conduct economic studies to determine the residential, retail and tourism potential for the
Downtown.
9.2 Promote development that furthers the Central Florida Region’s smart growth objectives.
9.3 Intentionally Deleted (Strategy Accomplished).
9.4 Explore opportunities to revert institutionally owned properties back on tax rolls to increase
the tax base for the Downtown CRA improvements.
9.5 Evaluate and compare the City’s current impact fee structure with other municipalities in the
Central Florida region.

9.6 Continue to leverage revenues with matching grant programs.
9.7 Evaluate policies for enterprise opportunities marina operations, and other potential
vendors.
9.8 Develop measurable tools to analyze economic impact of festivals and special events in
order to strengthen and retain potential income.
9.9 Seek opportunities to generate revenues through private and corporate advertising and
donations during special events.
9.10 Create a checklist of incentives for potential developers which would encourage
infill development and redevelopment in the Downtown redevelopment area.
9.11 Evaluate the feasibility and fiscal impacts of implementing incentives such as reduction
in impact fees, Multimodal Transportation Districts, and master stormwater permit to attract
developers and finance future public infrastructure improvements.
9.12 Continue with the façade improvement program to assist private property owners in
improving the aesthetic character of their buildings.
9.13 Develop strategies to gauge the interest in promoting green buildings in infill development
and new development projects to complement the City’s sustainable transportation initiatives.
9.14 Continue to assist small businesses in relocating and expanding in the
Downtown redevelopment area.

9.15 Support local businesses and develop policies to help ensure their ongoing
existence Downtown.
9.16 Identify niche markets and develop a list of potential businesses in the region that could
be recruited with these niche markets such as waterfront related ancillary uses, experiential
businesses related to the arts district (art galleries, artist studios, workshops).
9.17 Develop an online inventory of available properties working in cooperation with local
realtors and use data for marketing Downtown development.
9.18 Continue to capitalize on the success of planned events in Downtown.
9.19 Intentionally deleted.
9.20 Develop a Downtown Tavares Heritage Trail walking/ golf cart/ segway tour.
9.21 Intentionally Deleted (Strategy Accomplished).
9.22 Promote Downtown as a tourist destination and provide information at the airport,
publications and regional agencies.
9.23 Adopt a marketing theme and develop promotional materials to market the
Downtown revitalization efforts.
9.24 Continue discussions with area institutions (Churches, YMCA, County, School Board)
to encourage joint-use agreements for recreational and community use facilities.
9.25 Continue to work with the City, Lake County Department of Economic Development,
and other interested parties to promote the Downtown area through the support of festivals,
exhibits, performances and other special events designed to attract residents and visitors to
the Downtown.
9.26 Continue to work with area institutions including Lake-Sumter State College, University of
Central Florida, and University of Florida to attract higher education satellite campuses in the
Downtown.

Partnerships and Collaboration
The success of the redevelopment program ultimately relies on
the coordinated efforts of the City staff with the residents, the
private sector, governmental entities, and other institutions.
Some of the potential partnership projects include pursuing
joint-use agreements with the Lake County School Board and
area churches to co-locate recreation amenities, transportation
improvements such as commuter rail transit service with
Lake-Sumter MPO, working with Lake County Historical
Society and Historical Society of Tavares to solicit support for
programming and funding for the heritage and cultural museum
on the (future vacant) historic train depot on Alfred Street.
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The intent of this Plan is to build upon Downtown’s advantages and the City’s commitment to
create a multimodal Downtown core that will ensure efficient allocation and sharing of
resources for all neighborhoods. Tavares’ strategic location and related steady growth in the
region is expected to continue to attract investment in its Downtown, and presents a unique
opportunity for the Downtown to capitalize on developing market niches related to its assets. The
economic development strategies outlined in this chapter provide a framework for the community
to capitalize on the positive effects of development, increase the City’s tax base and promote
new economic growth, while ensuring that the community’s desire to create a compact mixeduse environment that builds upon its historic foundation is fulfilled. Moreover on September 2016,
the City Council adopted the updated comprehensive “Economic Development Strategy” for the
City which includes the Downtown CRA focus (4, 5, 7, 8, 9, 10, 11, and 12) areas.

The tag line
“Open for Business”
is more than a
catchy phrase...
2017 Workshop Session, City of Tavares
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City of Tavares Economic Development Strategy

The Economic Development Strategy is both geographical (see Figure 9.1) and component
specific with an emphasis on growing existing businesses and cultivating entrepreneurship. As
our existing businesses are the cornerstone and foundation of our City’s economy, providing the
fertile ground for these business to flourish and for new ones to emerge is the cornerstone and
foundation of a sound economic development strategy. Continued focus and emphasis on fair,
reasonable and transparent regulatory policy and practices which eliminate or minimize barriers
to entry and growth are the most essential elements to this effort. The tag line “Open for
Business” is more than a catchy phrase. The City of Tavares is known for being a municipality
where business is embraced, City Departments are “user friendly” and the regulatory climate
and permitting processes are fair, reasonable and easily navigated. Maintaining these priorities
as guiding principles will continue to make Tavares “a great place to land”.
1. Florida Waterman Hospital Campus
Focus components in this area includes the Florida Hospital Waterman campus located on the
North side of SR441 at the City’s Northeast gateway. Plans are in the final stages of
development for substantial growth within the approximately 150 acre hospital campus including
expansion of existing medical and medical related support facilities and construction of new
ones. This campus and its growth and development are key to the enhancement of a vibrant
and growing medical village in this sector.
2. Medical Village
The Medical Village Area is centered on the Florida Hospital Waterman campus and the
development of medical related facilities in this area. As our population ages with the continued
onslaught of the “Baby Boomers” generation, the need for quality health care services is
essential and the Florida Hospital Waterman area is the natural place for the concentration of
health related facilities and services. The Medical Village continues to grow and expand with
new physicians’ offices, surgical, radiology and imaging centers as well as a new VA clinic. The
growth and expansion of the medical industry within this area will also provide opportunities for
the development of casual & quick service dining and retail within this quadrant.
3. Freight/Rail Village
The development of a Freight Village in the CR 448 area south of Lake Dora in the vicinity of the
current business/commerce park.
The Freight Village will provide for 1)
warehousing/distribution businesses that are serviced by rail; 2) a site to service, maintain,
store and refurbish commuter railroad cars 3) a dual track area to accommodate both
commuter and freight passing operations, and 4) a Private Rail Car Park (camp ground for
private rail car yachts – see American Association of Private Railroad Car Owners web page:
www.aaprco.com). With the ever increasing price of gasoline and diesel fuels, the use of
railroads for the movement and distribution of goods is seeing a re-birth.
4. Downtown Professional Services
Tavares is the County Seat of Lake County and serves as the seat of the 5th judicial circuit.
The County Government campus build out has been completed along with the expansion of the
Judicial Center, the construction of a new office building for Constitutional Officers, and the
building of a 1,555 space parking garage. With the presence of these institutions along with
Fig. 9.1 Tavares Economic Development Strategy Source: City of Tavares Economic Development Department/ City Hall on the East end of Main Street, the professional services sector such as legal,
engineering & architectural firms, counselling practices etc. is strong and continues to grow.
Corey Mathis, Senior GIS Analyst, City of Tavares
The City has prudently expanded mixed use zoning 2 blocks North from the commercial
downtown district along Main Street to Caroline Street and slightly Eastward from Ruby street to
the West Side of Disston Avenue which will allow for the continued growth and expansion of this
vital economic component of our community.
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5. Downtown Retail & Entertainment District
The creation of a downtown entertainment district has led to the emergence of a growing
population of restaurants and bars offering a variety of dining, music and entertainment
options. Additionally the development of a 3 building boutique hotel resort complex with
restaurant and retail space along with the City’s development of the Pavilion on the Lake
have helped to make downtown Tavares a destination. The final remaining component of the
County Government seat remaining in the East Main Street section of downtown was
removed with the City Purchase and demolition of the former Clerk of Courts Records Center
in 2015. The property, dubbed Tavares Square, has been temporarily improved and is
serving as a “town square” while being marketed and promoted for re-development
consistent with the existing 2008 Downtown Master Plan. With all of these improvements,
the ground is now fertile for the pursuit and development of retail businesses in the
downtown.
6. The Commerce Park
The “industrial park” area located in the vicinity of the CR 561 / CR 448 intersection is an
active hub of commerce populated with a wide range of manufacturing related companies
from metal fabricators to food processors & distributors. The existing buildings facilities are
near full occupancy with several land parcels available for development on and in the vicinity
of the park. Working with existing business, property owners and the Lake County Economic
Growth Department to fill remaining vacancies, attract additional companies to develop
facilities on vacant land and re-image/promote the “industrial park” as a more contemporary
and appealing “commerce park” should be the emphasis. Development of infrastructure,
landscape & aesthetic improvements and a robust marking program will maximize the
potential of this area to attract new companies providing high skill, high wage jobs in the
manufacturing sector and to grow existing ones. The City’s Seaplane manufacturing impact
fee waiver program adopted in June of 2015 will also be a valuable tool and asset in
attracting new development in this area.
7. Marina/Ecotourism/Sports Tourism
Ecotourism and sports tourism are substantial and growing components of the tourism
industry within the US and particularly within the State of Florida. With the abundance of
lakes, wetlands and waterways accessible directly from Marina facilities at Wooton Park,
Hickory Point Park and Tavares Recreation Park this market is ripe for growth and expansion
within our community. The Wooton Park West enhancement project is underway with recent
construction of two new sand volleyball courts and will be completed in the fall of 2017 with
additional amenities to include a new boat ramp/parking area, Restrooms, Tav-Lee Trail
extension and an abundance of public open space with enhanced/cleared shoreline. These
improvements will support and enhance boating, fishing kayak/canoe launching and other
activities on the Lake Dora waterfront in our downtown.
The Hickory Point Beach Sand Volleyball Complex is the Florida's largest permanent sand
volleyball complex with 21 professional sand volleyball courts located at the Lake County
Water Authority 68-acre Hickory Point Recreational Complex on Lake Harris in Tavares.
Sand volleyball is the fastest growing NCAA sport in the Nation and the sport is growing in
popularity and participation and all levels. This facility hosts major State, Regional, National
and International events and its continued growth and development will have a continued
strong, positive impact on or local economy with the thousands of competitors and their
families that it brings into our community staying at our hotels, dining at our restaurants and
supporting our businesses on an annual basis.
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7. Marina/Ecotourism/Sports Tourism (Cont.)
The Big House is a very large, state of the art sports training and community center located
in the SR 19/561 corridor of the City. This facility developed, owned and operated by former
Major League Baseball player Chet Lemon and his wife Gigi Lemon features 16 indoor
volleyball courts, 9 basketball courts and a host of other amenities and planned
improvements to include an indoor major league baseball infield. This facility not only
provides sports training opportunities for athletes from the local area and beyond, but hosts
numerous athletic tournaments and events throughout the year bringing in thousands of
athletes and their families who stay at local hotels, dine at restaurants and patronize our
communities businesses. The growth, development and marketing of this facility are and
additional key component of our sports tourism marketing efforts.
8. Seaplane Base
The City completed the first phase of construction of the Marina/Seaplane Basin and Marina
facilities at Wooton Park in 2010 and has staffed the facility with professionals to manage,
operate and maintain the facilities there. The City has also branded Tavares as “America’s
Seaplane City”. The success of the T Seaplane base and brand has been well documented
with over 15,000 seaplane arrivals/departures since opening in 2010 and its economic
impact is evident with the arrival of new hotels, restaurants and vibrant entertainment district.
The based commercial air service provider, Jones Brothers Inc. has grown from a small air
tour and flight training operation to include commercial air charter passenger service
receiving FAA Part 135 on demand air taxi certification in July, 2015. Passengers can now
from the Tavares Seaplane Bases to destinations such as the Bahamas, Florida Keys and
beyond.
The City has undertaken and is near completion of the process of completing an Airport
Master Plan for the Tavares Seaplane Base. This will be one of only a handful of Master
Plans completed in the US for an entirely water based Seaplane Base. The plan will include
a long range capital improvement program which will identify short term, mid-term and longterm needs and identify potential funding sources. The goal of the Master Plan process is to
have the Seaplane Base included in the Florida Aviation System Plan (FASP) as an airport
eligible for State of Florida Department of Transportation (FDOT) Aviation grant funding.
Continued enhancement of the Seaplane Base services, facilities and experience are an
essential component to the continued economic growth and vibrancy of America’s Seaplane
City.
9. Special Events
The City has distinguished itself as the waterfront event venue capital of Central Florida
hosting an average of over 20 annual events at the Wooton Park waterfront, which have a
very significant and positive economic impact on the downtown business. Efforts to enhance
and grow existing events and develop and attract new ones is a vital part of the continued
economic development strategy for the downtown/waterfront sector.
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10. Arts, Culture & History
Building on the City’s historical ties to the railroad industry, enhancement of railroad
infrastructure and construction of a replica of the Historic Train Depot have been completed
and the arrival of a growing, vibrant and popular tourist train operation has enhanced the
downtown experience as well. The construction of another historic replica of the original
Pavilion on the Lake as the areas premiere boutique wedding and private function venue has
infused and continues to boost the economic vibrancy of the downtown area as well. The
creation of the “step into the limelight” project within the Tavares Square property is a first
step initiative in the development of an arts and cultural element which will enhance
economic opportunities for the downtown area.
11. Highway Commercial/Retail
The City’s 5 “gateway” entrance roadways (SR19, SR441, Old 441, and CR561 & 448) are
centers of commerce and commercial development. The development of a new Publix
anchored shopping center on SR 19 is complete and 10 to 15 additional new retail and
restaurant business will be added in addition to the Publix grocery store within the complex
and on adjacent property. The growth and development of additional housing units, including
a 1,200 unit planned development of the Shanti Nikettan Phases IV through VI villages
(SR19) a large residential/mixed village at Lake Hermossa (441 near Waterman Hospital)
will increase the demand and opportunities for additional retail and related highway
commercial growth in these corridors. As the natural progression of growth/development
and re-development occurs in the direction of the ISBA boundary to the Southeast along the
448/561 corridor and East along the old 441 corridor will increase the potential for additional
small strip mall and related commercial/retail development in these sectors..
12. Quick Service & Casual Dining
This component is a key element to maintaining and fostering an attitude, perception and
feeling of growth and vibrancy. It is the strongest and fastest growing sector of the restaurant
industry and one area in which our City is lacking business growth. With the dynamic,
mobile and fast paced nature of our modern culture and the variety of options, specialties
and healthy choices available it is the strongest and fastest growing sector of the restaurant
industry and one area in which our City is lacking business growth Areas of focus for this
development of this component are:
• The SR 441 corridor frontage of the Medical Village across from Waterman Hospital.
• The SR 441 corridor in the Vicinity of the current Winn Dixie/Joanna Fabric Shopping
Centers.
• The SR 19 Corridor in the vicinity of the New Tavares Crossing (Publix) retail center.

13. Light Industrial Manufacturing Center
The newly adopted ISBA have defined the City’s future boundaries in all quadrants. The
City’s growth along the old 441 corridor to the East, will include industrial properties which
are currently located outside City boundaries and currently serving as centers of light
industrial and manufacturing activity. Additional transportation and utility infrastructure
improvements (roadway, water, wastewater and stormwater) will enhance the attractiveness
of these properties to new businesses and will allow existing businesses in this area to
improve and expand and flourish.
Key to the success of the components is to continue fostering of an attitude that the City and
its staff are committed to facilitating our existing and new businesses to grow and prosper.
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ECONOMIC DEVELOPMENT
REGIONAL CONTEXT
Downtown Tavares has traditionally served as the government center for Lake County, and this has been the primary driving force
behind economic activity in the Redevelopment Area. In previous years, the area witnessed economic decline which was
characterized by a proliferation of vacant storefronts, deteriorated housing conditions, and lack in private investment. Since the
Plan last update, the City of Tavares, through its redevelopment program has made significant progress in improving the
condition of the under-performing downtown. Downtown’s continued revitalization will translate into growth in opportunities for
new businesses and residential development.
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An expanding regional population and a progressive business environment will help position the Downtown CRA to attract
significant new development, which will benefit both the Redevelopment Area and the City. The City’s central location in the Central
Florida region, government infrastructure, new construction activity, and a unique historic culture reinforces Downtown Tavares as the
“capital waterfront city” of Lake County. City staff estimates, the City of Tavares has witnessed a population increase by approximately
15% between 2010 and 2017, with nearly 16,000 residents living in the City limits. The City is projected to reach a population of
20,337 persons by 2030 and 23,011 persons by 2040. Since the decline of the region’s citrus industry in the 1980s, Lake County has
transformed into a bedroom community for people from the rapidly growing Metro-Orlando/Central Florida region. Overall, the
population in Lake County increased by approximately 9% between from 2010 to 2017 and is projected to reach a population of
422,800 persons by 2030 and 478,400 persons by 2040. On a macro level, Lake County as a whole has a tremendous amount of
regional connectivity. With the anticipated completion of the Wekiva Parkway which will complete the Western Beltway (429) for the
Orlando metro area, and the existing Florida Turnpike, Interstates 4 and 75 connecting the region to the rest of the State, Lake County
is positioned to continue to attract more residents from a larger region.
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Opportunities
•

•

•
•
•

Large commuter workforce and employment base (governmental and Florida Hospital
Waterman) that could potentially serve as the residential population base for the Downtown.
Renewed interest in the waterfront (Entertainment District, Seaplane Basin & Marina, and
Special Events). This unique asset now provides opportunities for eco-tourism, trail-head &
extension, recreation and entertainment.
Regional multimodal transportation network including the potential to start commuter rail transit
service into Downtown.
Strong community desire for positive change and the continued support of the leadership in
implementing the vision of their community.
Economic initiatives currently underway at the City level: Freight Village, Medical Village,
Commerce Park, Sports Park.
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City of Tavares CRA Boundary
City of Tavares

Principal Arterial - Freeways and Expressways

Interstates
City of Leesburg

City of Mt. Dora

City of Eustis

Lack of diversity in housing stock- primarily single-family residential.
Downtown office market limited to government related professional services and lack of
Class-A office space available.

Lack of performing arts, art galleries and retail shops establishments in the Downtown.
Competitive growth in other communities (Mount Dora, Eustis and Leesburg).
Presence of jail and courthouse related activities that are sometimes perceived
negatively towards investors and future residents.
Limited amenities and destinations in the Downtown.
Inadequate roadway capacity on local roads to accommodate high traffic
volumes and infrastructure related to future transit service

Other Principal Arterial
City of Astatula

Minor Arterial
City of Howey-In-The-Hills

Other Roadways

Railroads

City of Fruitland Park

Lakes

City of Lady Lake

City of Orlando

Population Growth in the City of Tavares
and Lake County

Challenges
•
•
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On a micro-level, City of Tavares has great regional connectivity from any given point, including its downtown. Situated at the
intersection of US 441 and SR 19, Downtown Tavares is easily accessible from these corridors and other regional corridors within
the Central Florida region. Opportunities for extending the Central Florida commuter (Sun-Rail) services to Lake County and
Downtown Tavares are being explored, and will be pivotal in not only the accommodating movement of people and goods through the
region, but to also build new, walkable, transit-oriented communities around its stations. Downtown Tavares has both opportunities and
challenges for future growth that will have a pivotal role in the successful realization of the community’s vision to revitalize its
Downtown. Some of the key opportunities and challenges include:
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City projections 2020-2040 City of Tavares.
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Workforce Development
Maintaining a stable core of employment generating businesses
and availability of a skilled workforce will be pivotal in creating a
sustainable community that ensures economic opportunity for all
residents. This Plan seeks to maximize opportunities by devising
strategies and incentives to retain and attract businesses to
the area, expanding training and mentorship opportunities, and
attracting the existing commuter workforce to live Downtown.
The recommended strategies related to workforce development
build upon strengthening partnerships with the area’s existing
institutional and economic development resources including Lake
County, Florida Hospital, Metro Orlando Economic Partnership,
East Central Florida Regional Planning Council, Lake-Sumter
State College, regional universities and other county and
regional agencies.

Physical Infrastructure and Aesthetics
Ensuring the allocation of an adequate supply of land that is
appropriately zoned with the essential infrastructure services
in place to accommodate the needs of businesses and industry
will be an integral component of any economic development
program initiated in the Downtown redevelopment area. The Plan
recommends that the City consider concentrating the existing
industrial areas along SR 19 in the planned commerce park
and freight village areas located south of the Downtown area.
However, it is important to ensure that design standards for new
commercial uses are in place to avoid future land use conflicts
between incompatible uses.

Action Strategies:
9.1 Conduct economic studies to determine the residential, retail and tourism potential for the
Downtown.
9.2 Promote development that furthers the Central Florida Region’s smart growth objectives.
9.3 Intentionally Deleted (Strategy Accomplished).
9.4 Explore opportunities to revert institutionally owned properties back on tax rolls to increase
the tax base for the Downtown CRA improvements.
9.5 Evaluate and compare the City’s current impact fee structure with other municipalities in the
Central Florida region.

9.6 Continue to leverage revenues with matching grant programs.
9.7 Evaluate policies for enterprise opportunities marina operations, and other potential
vendors.
9.8 Develop measurable tools to analyze economic impact of festivals and special events in
order to strengthen and retain potential income.
9.9 Seek opportunities to generate revenues through private and corporate advertising and
donations during special events.
9.10 Create a checklist of incentives for potential developers which would encourage
infill development and redevelopment in the Downtown redevelopment area.
9.11 Evaluate the feasibility and fiscal impacts of implementing incentives such as reduction
in impact fees, Multimodal Transportation Districts, and master stormwater permit to attract
developers and finance future public infrastructure improvements.
9.12 Continue with the façade improvement program to assist private property owners in
improving the aesthetic character of their buildings.
9.13 Develop strategies to gauge the interest in promoting green buildings in infill development
and new development projects to complement the City’s sustainable transportation initiatives.
9.14 Continue to assist small businesses in relocating and expanding in the
Downtown redevelopment area.

9.15 Support local businesses and develop policies to help ensure their ongoing
existence Downtown.
9.16 Identify niche markets and develop a list of potential businesses in the region that could
be recruited with these niche markets such as waterfront related ancillary uses, experiential
businesses related to the arts district (art galleries, artist studios, workshops).
9.17 Develop an online inventory of available properties working in cooperation with local
realtors and use data for marketing Downtown development.
9.18 Continue to capitalize on the success of planned events in Downtown.
9.19 Intentionally deleted.
9.20 Develop a Downtown Tavares Heritage Trail walking/ golf cart/ segway tour.
9.21 Intentionally Deleted (Strategy Accomplished).
9.22 Promote Downtown as a tourist destination and provide information at the airport,
publications and regional agencies.
9.23 Adopt a marketing theme and develop promotional materials to market the
Downtown revitalization efforts.
9.24 Continue discussions with area institutions (Churches, YMCA, County, School Board)
to encourage joint-use agreements for recreational and community use facilities.
9.25 Continue to work with the City, Lake County Department of Economic Development,
and other interested parties to promote the Downtown area through the support of festivals,
exhibits, performances and other special events designed to attract residents and visitors to
the Downtown.
9.26 Continue to work with area institutions including Lake-Sumter State College, University of
Central Florida, and University of Florida to attract higher education satellite campuses in the
Downtown.

Partnerships and Collaboration
The success of the redevelopment program ultimately relies on
the coordinated efforts of the City staff with the residents, the
private sector, governmental entities, and other institutions.
Some of the potential partnership projects include pursuing
joint-use agreements with the Lake County School Board and
area churches to co-locate recreation amenities, transportation
improvements such as commuter rail transit service with
Lake-Sumter MPO, working with Lake County Historical
Society and Historical Society of Tavares to solicit support for
programming and funding for the heritage and cultural museum
on the (future vacant) historic train depot on Alfred Street.
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The intent of this Plan is to build upon Downtown’s advantages and the City’s commitment to
create a multimodal Downtown core that will ensure efficient allocation and sharing of
resources for all neighborhoods. Tavares’ strategic location and related steady growth in the
region is expected to continue to attract investment in its Downtown, and presents a unique
opportunity for the Downtown to capitalize on developing market niches related to its assets. The
economic development strategies outlined in this chapter provide a framework for the community
to capitalize on the positive effects of development, increase the City’s tax base and promote
new economic growth, while ensuring that the community’s desire to create a compact mixeduse environment that builds upon its historic foundation is fulfilled. Moreover on September 2016,
the City Council adopted the updated comprehensive “Economic Development Strategy” for the
City which includes the Downtown CRA focus (4, 5, 7, 8, 9, 10, 11, and 12) areas.

The tag line
“Open for Business”
is more than a
catchy phrase...
2017 Workshop Session, City of Tavares
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City of Tavares Economic Development Strategy

The Economic Development Strategy is both geographical (see Figure 9.1) and component
specific with an emphasis on growing existing businesses and cultivating entrepreneurship. As
our existing businesses are the cornerstone and foundation of our City’s economy, providing the
fertile ground for these business to flourish and for new ones to emerge is the cornerstone and
foundation of a sound economic development strategy. Continued focus and emphasis on fair,
reasonable and transparent regulatory policy and practices which eliminate or minimize barriers
to entry and growth are the most essential elements to this effort. The tag line “Open for
Business” is more than a catchy phrase. The City of Tavares is known for being a municipality
where business is embraced, City Departments are “user friendly” and the regulatory climate
and permitting processes are fair, reasonable and easily navigated. Maintaining these priorities
as guiding principles will continue to make Tavares “a great place to land”.
1. Florida Waterman Hospital Campus
Focus components in this area includes the Florida Hospital Waterman campus located on the
North side of SR441 at the City’s Northeast gateway. Plans are in the final stages of
development for substantial growth within the approximately 150 acre hospital campus including
expansion of existing medical and medical related support facilities and construction of new
ones. This campus and its growth and development are key to the enhancement of a vibrant
and growing medical village in this sector.
2. Medical Village
The Medical Village Area is centered on the Florida Hospital Waterman campus and the
development of medical related facilities in this area. As our population ages with the continued
onslaught of the “Baby Boomers” generation, the need for quality health care services is
essential and the Florida Hospital Waterman area is the natural place for the concentration of
health related facilities and services. The Medical Village continues to grow and expand with
new physicians’ offices, surgical, radiology and imaging centers as well as a new VA clinic. The
growth and expansion of the medical industry within this area will also provide opportunities for
the development of casual & quick service dining and retail within this quadrant.
3. Freight/Rail Village
The development of a Freight Village in the CR 448 area south of Lake Dora in the vicinity of the
current business/commerce park.
The Freight Village will provide for 1)
warehousing/distribution businesses that are serviced by rail; 2) a site to service, maintain,
store and refurbish commuter railroad cars 3) a dual track area to accommodate both
commuter and freight passing operations, and 4) a Private Rail Car Park (camp ground for
private rail car yachts – see American Association of Private Railroad Car Owners web page:
www.aaprco.com). With the ever increasing price of gasoline and diesel fuels, the use of
railroads for the movement and distribution of goods is seeing a re-birth.
4. Downtown Professional Services
Tavares is the County Seat of Lake County and serves as the seat of the 5th judicial circuit.
The County Government campus build out has been completed along with the expansion of the
Judicial Center, the construction of a new office building for Constitutional Officers, and the
building of a 1,555 space parking garage. With the presence of these institutions along with
Fig. 9.1 Tavares Economic Development Strategy Source: City of Tavares Economic Development Department/ City Hall on the East end of Main Street, the professional services sector such as legal,
engineering & architectural firms, counselling practices etc. is strong and continues to grow.
Corey Mathis, Senior GIS Analyst, City of Tavares
The City has prudently expanded mixed use zoning 2 blocks North from the commercial
downtown district along Main Street to Caroline Street and slightly Eastward from Ruby street to
the West Side of Disston Avenue which will allow for the continued growth and expansion of this
vital economic component of our community.
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5. Downtown Retail & Entertainment District
The creation of a downtown entertainment district has led to the emergence of a growing
population of restaurants and bars offering a variety of dining, music and entertainment
options. Additionally the development of a 3 building boutique hotel resort complex with
restaurant and retail space along with the City’s development of the Pavilion on the Lake
have helped to make downtown Tavares a destination. The final remaining component of the
County Government seat remaining in the East Main Street section of downtown was
removed with the City Purchase and demolition of the former Clerk of Courts Records Center
in 2015. The property, dubbed Tavares Square, has been temporarily improved and is
serving as a “town square” while being marketed and promoted for re-development
consistent with the existing 2008 Downtown Master Plan. With all of these improvements,
the ground is now fertile for the pursuit and development of retail businesses in the
downtown.
6. The Commerce Park
The “industrial park” area located in the vicinity of the CR 561 / CR 448 intersection is an
active hub of commerce populated with a wide range of manufacturing related companies
from metal fabricators to food processors & distributors. The existing buildings facilities are
near full occupancy with several land parcels available for development on and in the vicinity
of the park. Working with existing business, property owners and the Lake County Economic
Growth Department to fill remaining vacancies, attract additional companies to develop
facilities on vacant land and re-image/promote the “industrial park” as a more contemporary
and appealing “commerce park” should be the emphasis. Development of infrastructure,
landscape & aesthetic improvements and a robust marking program will maximize the
potential of this area to attract new companies providing high skill, high wage jobs in the
manufacturing sector and to grow existing ones. The City’s Seaplane manufacturing impact
fee waiver program adopted in June of 2015 will also be a valuable tool and asset in
attracting new development in this area.
7. Marina/Ecotourism/Sports Tourism
Ecotourism and sports tourism are substantial and growing components of the tourism
industry within the US and particularly within the State of Florida. With the abundance of
lakes, wetlands and waterways accessible directly from Marina facilities at Wooton Park,
Hickory Point Park and Tavares Recreation Park this market is ripe for growth and expansion
within our community. The Wooton Park West enhancement project is underway with recent
construction of two new sand volleyball courts and will be completed in the fall of 2017 with
additional amenities to include a new boat ramp/parking area, Restrooms, Tav-Lee Trail
extension and an abundance of public open space with enhanced/cleared shoreline. These
improvements will support and enhance boating, fishing kayak/canoe launching and other
activities on the Lake Dora waterfront in our downtown.
The Hickory Point Beach Sand Volleyball Complex is the Florida's largest permanent sand
volleyball complex with 21 professional sand volleyball courts located at the Lake County
Water Authority 68-acre Hickory Point Recreational Complex on Lake Harris in Tavares.
Sand volleyball is the fastest growing NCAA sport in the Nation and the sport is growing in
popularity and participation and all levels. This facility hosts major State, Regional, National
and International events and its continued growth and development will have a continued
strong, positive impact on or local economy with the thousands of competitors and their
families that it brings into our community staying at our hotels, dining at our restaurants and
supporting our businesses on an annual basis.
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7. Marina/Ecotourism/Sports Tourism (Cont.)
The Big House is a very large, state of the art sports training and community center located
in the SR 19/561 corridor of the City. This facility developed, owned and operated by former
Major League Baseball player Chet Lemon and his wife Gigi Lemon features 16 indoor
volleyball courts, 9 basketball courts and a host of other amenities and planned
improvements to include an indoor major league baseball infield. This facility not only
provides sports training opportunities for athletes from the local area and beyond, but hosts
numerous athletic tournaments and events throughout the year bringing in thousands of
athletes and their families who stay at local hotels, dine at restaurants and patronize our
communities businesses. The growth, development and marketing of this facility are and
additional key component of our sports tourism marketing efforts.
8. Seaplane Base
The City completed the first phase of construction of the Marina/Seaplane Basin and Marina
facilities at Wooton Park in 2010 and has staffed the facility with professionals to manage,
operate and maintain the facilities there. The City has also branded Tavares as “America’s
Seaplane City”. The success of the T Seaplane base and brand has been well documented
with over 15,000 seaplane arrivals/departures since opening in 2010 and its economic
impact is evident with the arrival of new hotels, restaurants and vibrant entertainment district.
The based commercial air service provider, Jones Brothers Inc. has grown from a small air
tour and flight training operation to include commercial air charter passenger service
receiving FAA Part 135 on demand air taxi certification in July, 2015. Passengers can now
from the Tavares Seaplane Bases to destinations such as the Bahamas, Florida Keys and
beyond.
The City has undertaken and is near completion of the process of completing an Airport
Master Plan for the Tavares Seaplane Base. This will be one of only a handful of Master
Plans completed in the US for an entirely water based Seaplane Base. The plan will include
a long range capital improvement program which will identify short term, mid-term and longterm needs and identify potential funding sources. The goal of the Master Plan process is to
have the Seaplane Base included in the Florida Aviation System Plan (FASP) as an airport
eligible for State of Florida Department of Transportation (FDOT) Aviation grant funding.
Continued enhancement of the Seaplane Base services, facilities and experience are an
essential component to the continued economic growth and vibrancy of America’s Seaplane
City.
9. Special Events
The City has distinguished itself as the waterfront event venue capital of Central Florida
hosting an average of over 20 annual events at the Wooton Park waterfront, which have a
very significant and positive economic impact on the downtown business. Efforts to enhance
and grow existing events and develop and attract new ones is a vital part of the continued
economic development strategy for the downtown/waterfront sector.
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10. Arts, Culture & History
Building on the City’s historical ties to the railroad industry, enhancement of railroad
infrastructure and construction of a replica of the Historic Train Depot have been completed
and the arrival of a growing, vibrant and popular tourist train operation has enhanced the
downtown experience as well. The construction of another historic replica of the original
Pavilion on the Lake as the areas premiere boutique wedding and private function venue has
infused and continues to boost the economic vibrancy of the downtown area as well. The
creation of the “step into the limelight” project within the Tavares Square property is a first
step initiative in the development of an arts and cultural element which will enhance
economic opportunities for the downtown area.
11. Highway Commercial/Retail
The City’s 5 “gateway” entrance roadways (SR19, SR441, Old 441, and CR561 & 448) are
centers of commerce and commercial development. The development of a new Publix
anchored shopping center on SR 19 is complete and 10 to 15 additional new retail and
restaurant business will be added in addition to the Publix grocery store within the complex
and on adjacent property. The growth and development of additional housing units, including
a 1,200 unit planned development of the Shanti Nikettan Phases IV through VI villages
(SR19) a large residential/mixed village at Lake Hermossa (441 near Waterman Hospital)
will increase the demand and opportunities for additional retail and related highway
commercial growth in these corridors. As the natural progression of growth/development
and re-development occurs in the direction of the ISBA boundary to the Southeast along the
448/561 corridor and East along the old 441 corridor will increase the potential for additional
small strip mall and related commercial/retail development in these sectors..
12. Quick Service & Casual Dining
This component is a key element to maintaining and fostering an attitude, perception and
feeling of growth and vibrancy. It is the strongest and fastest growing sector of the restaurant
industry and one area in which our City is lacking business growth. With the dynamic,
mobile and fast paced nature of our modern culture and the variety of options, specialties
and healthy choices available it is the strongest and fastest growing sector of the restaurant
industry and one area in which our City is lacking business growth Areas of focus for this
development of this component are:
• The SR 441 corridor frontage of the Medical Village across from Waterman Hospital.
• The SR 441 corridor in the Vicinity of the current Winn Dixie/Joanna Fabric Shopping
Centers.
• The SR 19 Corridor in the vicinity of the New Tavares Crossing (Publix) retail center.

13. Light Industrial Manufacturing Center
The newly adopted ISBA have defined the City’s future boundaries in all quadrants. The
City’s growth along the old 441 corridor to the East, will include industrial properties which
are currently located outside City boundaries and currently serving as centers of light
industrial and manufacturing activity. Additional transportation and utility infrastructure
improvements (roadway, water, wastewater and stormwater) will enhance the attractiveness
of these properties to new businesses and will allow existing businesses in this area to
improve and expand and flourish.
Key to the success of the components is to continue fostering of an attitude that the City and
its staff are committed to facilitating our existing and new businesses to grow and prosper.
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PROGRAM ADMINISTRATION AND FINANCING
Redevelopment Project Implementation
Implementation of the Redevelopment Plan will require the coordinated efforts of the City,
other government agencies, local business organizations, property owners, and residents. These
efforts will be coupled with the employment of various organizational, legal, funding and
promotional techniques to successfully implement the program. This section of the
Redevelopment Plan sets forth a process to realize the economic development, planning and design
objectives that have been devised for the redevelopment area.

Leadership

Organizational Roles and Relationships
To have a successful redevelopment program, you must first establish lines of communication
between all sectors and facets of the community. The planning process has established relationships
between key players in this effort, but has not fully developed roles and responsibilities. The City
must develop the organizational framework and institutional relationships to facilitate effective
redevelopment activities in cooperation with area businesses, residents and community
representatives.

Successful implementation hinges upon close cooperation and coordination between private
and public groups and agencies requiring strong and determined leadership. While leadership is
a highly intangible quality, it is the single most important factor for successful implementation of
the redevelopment plan. This leadership must come from both the public and private sectors. The
leadership of the Mayor, City Council, City Administrator and staff in the City of Tavares has been
outstanding thus far. City leaders have brought the vision of their community to the threshold of
positive change. Perseverance will be required when deliberating future policy decisions related
to the implementation of the Redevelopment Plan.

A network of relationships must be established and nurtured to provide focus on the redevelopment
effort to maximize the use of available resources and avoid duplication of responsibilities enabling
effective program implementation. The City and their staffs must work cooperatively with other
jurisdictions, including, but not limited to the State, Lake County, the Lake County School Board,
Florida Central Railroad, Florida Hospital Waterman, East Central Florida Regional Planning
Council and any other local, state or federal agencies.

City Council/Agency Board/Staff

It is the responsibility of the Redevelopment Agency and private-investor financing in Downtown
Tavares to improve the Downtown physical plan. The organization of activities and events and
the coordination of different merchant activities must complement any physical improvement. The
organization and coordination of Downtown activities is the role of a strong merchants’ association.
As the redevelopment program matures and the Downtown experiences an increase in commercial
investment, the City could consider establishing a Downtown Business Association that could function
through the Chamber of Commerce.

The Mayor and the City Council (acting as the CRA Agency) are the leaders of the redevelopment
program and must assume this role with vitality and enthusiasm. City leaders and staff members
must support the program’s activities and provide a well-devised management system to carry out
the Redevelopment Plan. They will be responsible for establishing the administrative, financial
and programmatic mechanisms necessary to achieve the goals and objectives of the Downtown
Redevelopment Plan. They should establish policies that support the principles described in this
Plan and concentrate on the following actions throughout the redevelopment process.
•
•
•
•

Provide commitment of public policy and resources for the redevelopment effort.
Support the redevelopment mission and insure implementation of scheduled projects.
Commit to making the necessary public improvements identified in the Plan.
Provide necessary staffing and administrative support to properly implement the
Redevelopment Plan.
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Downtown Business Association

Private Sector
Private property owners, developers and tenants are the principle basis for new development and any
related financial investment in all redevelopment projects. The private sector ultimately carries the
burden of funding the redevelopment program, therefore a positive development environment must
be established to capture private investment in an increasingly competitive market.

In attempting to attract investment from private developers, the Agency will target strategic
development projects, solicit developers, then negotiate a public/private development agreement.
The agreement sets forth terms and conditions involving the disposition of land, the nature of the
prospective development, City/Agency contributions and other conditions pertaining to the project.
Following are fundamental components in this process:
•

Contact affected property owners to determine their level of interest in participating in proposed
redevelopment activities.

•

Master plan targeted public/private projects, such as the reinforcing positive aspects of existing
activity and providing attractive combinations of building masses and open spaces. These plans
can then be used to illustrate the Agency’s intention for the site, facilitating proforma analysis
when soliciting interest from the private sector.

•

Formulate policies and procedures for developer solicitation and form basic public/private
development agreements to enable strategic development on selected projects.

Site Assembly
One of the functions of the Redevelopment Agency is site assembly, clearance and relocation and
policymaking relative to implementing the Redevelopment Plan. Through site assembly clearance
and relocation activities, land can be provided at a price that is an incentive for private redevelopment.
The Redevelopment Agency must also plan and coordinate other revitalization activities such as
public improvement projects and public infrastructure improvements.
This is a vital function in creating new development in the Downtown area. In the case of Downtown
Tavares the principal opportunity for dramatic change lies in new development, in coordination with
major infrastructure improvements, storefront rehabilitation and streetscape improvements. Site
assembly can be used for the future purposes of land trades, creating development partnerships
and providing central parking areas. Recent court decisions and legislative actions have eliminated
the use of eminent domain for site assembly for the purposes of redevelopment. Therefore all land
acquisition must be through cooperative sales. The Redevelopment Agency can facilitate land cost
write downs if land acquisition expenses by the private sector become too exorbitant.
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Finance and Management
Anticipated Redevelopment Activities

Marketing

Activities that encourage development and redevelopment in Downtown Tavares are dependent upon
an effective organizational framework to maximize available resources and ensure potential private
developers that the City is committed to enhancing the viability of Downtown Tavares. The key to
implementing redevelopment activities rests with the cooperative efforts of property owners, business
people, developers and the City of Tavares.

Marketing takes two forms. Securing qualified developers and anchor tenants is required for new
development. Site disposition is directly related to this activity. Second, general promotion is primarily
keyed to the Downtown retail community, involving a variety of media and event type activities. The
City of Tavares has done a great job promoting the Downtown through its branding efforts “America’s
Seaplane City” and organized special events.

Clear delineation of responsibilities is essential for successful implementation. With assignment of
responsibilities, elements such as those outlined in the Downtown Tavares Redevelopment Plan
can be applied to affect changes and manage redevelopment. In addition, detailed elements can
be modified or refined, as changing conditions dictate, by the responsible group or groups. The key
ingredient to this process is coordination among groups to develop a dynamic process that confronts
and resolves issues proactively rather than reacting to changing conditions.

Promotion and Communication

Implementation functions consist of both financing and non-financing considerations, with both areas
equally as important. Non-financing considerations deal with the sometimes complex organizing
efforts and ensuring that use of resources is maximized and that revitalization is conducted in a
positive and reinforcing manner. Non-financing functions are briefly discussed below with financing
strategies discussed in the following section.

Capital Improvements
These can include major infrastructure items including street improvement and upgrading utilities.
Also, capital improvements can include a variety of revitalization items such as facade improvements,
landscaping, streetscaping, etc. as well as new parking development. In the case of Downtown
Tavares, the principal requirements appear to be additional parking, general landscape and
streetscape treatments throughout the entire Downtown, utility upgrading and site assembly.

Standards and Controls
Standards and controls are beneficial to assure developers and tenants that quality development
will occur. Tavares has done a good job updating its Standards and Controls through implementation
of a unified land development code which addresses the Downtown redevelopment area. The
additional Design Standards and design principles recommended by this plan will continue to enhance
the District’s appearance.
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The City, staff and Horizon Committees should work with area residents, property owners, and
businesses to establish channels of communication that foster support for the redevelopment
effort and facilitate program implementation. Staff should provide public information concerning all
aspects of the redevelopment program throughout the process using venues such as newsletters,
radio, television, newspapers and the Internet as well as presentations to neighborhood and civic
organization meetings to generate public support.

Technical Assistance

Tax Increment Funds
The major key for a successful community redevelopment, is the ability of financing through tax
increment funding (TIF). Therefore the ultimate goal of the redevelopment program is to increase
the tax base to generate additional revenue for capital improvements and services through
implementation of projects and programs, as described in this Plan. Managed effectively, tax
increment resources can be leveraged to enable the undertaking of substantial public and private
sector improvements. With this in mind, the following finance and management practices should be
employed.
•

Coordinate with the City Administrator, Finance Director and other department heads to
strategically devise annual operating and capital improvements budgets to maximize the use of
anticipated tax increment revenues.

•

Coordinate with appropriate County, State and other public officials which may be sponsoring
capital improvements in the Redevelopment Area to maximize the leveraging of Redevelopment
Agency resources.

•

Through the use of tax increment financing and other funding sources, infrastructure improvements
such as water, sanitary sewer, electrical, telephone, cable, internet and stormwater conveyance
systems should be designed and constructed with the capacity to meet future demand based on
the future land use activities identified in the Downtown Redevelopment Plan.

•

The Agency should leverage tax increment revenues through grants, commercial loans, or other
financial mechanisms to expedite the completion of projects.

•

Based on revenue projections contained in the Redevelopment Plan, the Agency, should
consider short-term interim project financing with anticipation of long-term bond financing.

•

The Agency should work with area banks and bond counsels to research bond feasibility for
financing major public facilities.

•

The Agency should work with area financial institutions to develop favourable loan programs for
private sector development and property rehabilitation projects.

•

The Agency should routinely undertake project proforma analysis on proposed development and
redevelopment projects to determine projected revenues and devise strategies to maximize the
use of these resources on a site-specific project or on an area wide programmatic basis.

This function primarily involves providing technical assistance to existing businesses and property
owners in the Downtown such as assistance in loan applications, architectural design, business
operations, etc.

Physical Development
This is the actual construction of new facilities and rehabilitation of older facilities. Physical
development is dependent upon several factors, the most important of which is the ability to
effectively rehabilitate existing facilities and to attract and integrate new development in concert with
a comprehensive redevelopment plan.

Development Incentives
To further stimulate private investment the City can provide development incentives through various
means, including; facade, landscape, signage or property improvement grants; payment of impact
fees; provision of site specific infrastructure improvements to address any deficiencies; participation
in environmental clean-up of contaminated sites, flexibility in the application of use restrictions and
increasing intensity of site use, flexible parking regulations, grants or low interest loans for life safety
improvements; joint business support ventures such as district business identification signage or
centralized marketing strategies.
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Tax Increment Funds (Cont.)
Specifically, the City’s Community Redevelopment area is comprised of two districts, and
properties within both districts experienced decreases in taxable values over the period of FY2009
- FY2013 as a result of the economic “the great recession” environment and legislative changes.
Combined Taxable values for both districts experienced an increase over the FY2017. Combined
values are expected to increase from $49,109,015 to an estimated value of $51,966,926 for
FY2018.

Real Estate Transfer Fees
As cities expand, the need for infrastructure improvements grows. Since parks add
value to neighborhoods and communities, some cities have turned to real estate transfer fees
to fund parks and recreation needs. Usually transfer fees amount to ¼% to ½% on the total sale
of the property.

Challenge Strategy
The challenge strategy involves the guaranteed construction of public improvements, but only
after private revitalization actively reaches a certain point. This provides incentive for the
developer while ensuring both parties, the City and the developer, that desired private
development will take place along with public improvements. A recognizable schedule of
funding can be determined with this strategy and can be selectively implemented, usually
on a block-by-block or project-by project basis.

Private Investment
Source: City of Tavares Finance Department, October 2017

Debt Financing
This method essentially requires a community to sell bonds or otherwise borrow money to be repaid
from an annual automatic lien on the general fund. Or a community can pay for its infrastructure in
the same way a person borrows money to purchase a home. In both instances, the capital need is
immediate and high, the equity appreciation reasonably assured, and the monthly or annual principal
and interest payments generally fixed. Like all forms of infrastructure financing, there are some
disadvantages and risks. One major risk is voter aversion to approving bond issues, which means
an increase in their property taxes.

Reserves
Reserves are an accrual of funds that are kept aside for emergency expenses and/or saved for
specific capital projects. By having sufficient reserves, a municipality does not have to try to sell
bonds or borrow capital improvement funds. Reserves are difficult to estimate.
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Generally, this is the single most important source in revitalization, if successful revitalization
is to occur, private investment usually must exceed public funding by three to four fold. Such
funding takes the form of equity investment and conventional real estate loans.

Project Equity Position
When the Redevelopment Agency takes an equity position in a project, the Agency contributes
cash or land to the project with a return in the form of profit sharing. This Agency
participation has the effect of reducing developer costs and can be used for projects such as
redevelopment and parking structures.

Leasing
City-owned land, buildings, equipment, etc. can be leased to developers for projects. For
the developer, this eliminates the need for capital investment in land, buildings, etc. or debt
service on money borrowed to finance the purchase of such things as land, building, and
equipment. The City receives lease payments which are deductible from the developer’s income
tax. The lease may also constitute a purchase option.

Public Improvements in conjunction with Private
Sector Development
The Redevelopment Agency can offer public improvement activities such as street improvements,
vacations, streetscaping, parking development, open space development, and utility hook-ups as
a way of stimulating or responding to private investment. These improvements are usually funded
through the City’s Capital Improvement Plan or program, using sources such as property assessments,
general funds and tax increment finances.

Land Write-Downs
Land write-down by the Redevelopment Agency is a method whereby the fair value of land is
determined for uses that the City is interested in seeing developed on that land. The land use may
not be the most profitable use, but may be the most desirable by the City on an overall basis (e.g.,
development of retail facilities in the Downtown area, and parking structure developments). Land write
down reduces development costs, the need for equity and fixed-interest costs, and it improves the
developer’s cash flow, net income and risk position. It often requires a considerable city investment
with no significant financial return to the city, however, there is a potential for making an otherwise
infeasible project attractive when combined with a package of other incentives.

Joint Ventures
In real estate syndication ventures, the Redevelopment Agency can contribute equity capital to a
project. This has the effect of reducing equity requirements from the developer and/or reducing
the amount which must be debt serviced. Through equity syndication, tax subsidy benefits can be
passed on to investors in the form of depreciation, investment tax credits, deferral of taxes and capital
gains.

Mortgage Write-Downs
Mortgage write downs by the Redevelopment Agency is a method usually used to encourage
residential development and home ownership in the Downtown area. Funds from the Agency
are offered to qualified potential home buyers (low-moderate income, first time buyers, etc.) to
increase their down payment, thereby decreasing mortgage payments. The Agency usually takes
an ownership interest in the dwelling for a predetermined period of time to guarantee against misuse
of the funds.
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Waterfront Development Funding Strategies
The City of Tavares has been successful in securing funds through the recent bond issue for some of
the individual projects presented in the plan. Acquiring undeveloped waterfront properties,
constructing a continuous trail network, and environmental restoration are critical to the success of
the initial phase of investment in the Tavares Waterfront area. While opportunities exist to develop
the waterfront through various strategies previously discussed, it is important to devise a longterm financing and revenue generation strategy to develop a dynamic process that confronts and
resolves issues proactively rather than reacting to changing conditions. Possible strategies are
outlined below including:
•
•
•
•
•
•

Inter-governmental partnerships and cost-sharing
Issue revenue bonds, notes, certificates, or other forms of indebtedness
Combine redevelopment projects with other infrastructure projects
Exploring trail/conservation easement opportunities
Land and/or trail dedications from development
Secure additional funding from grants and joint projects (Refer Appendix C for a list of
funding sources)

•
•

Direct Budget Allocations
Establish a Waterfront Trust Fund to accept contributions and grants from corporate
entities, non-profit organizations, and individuals

Other Opportunities to raise funds for waterfront improvements are
discussed further.

User Fees for Programs
While user fees are not initially popular with users, a proper marketing
and information effort should help users understand the necessity of this
strategy. Because the Tavares waterfront parks and facilities are anticipated
to be used by tourists during space launches and special events, a
differential fee schedule may be instituted for program participants who do not
live within City limits.

These dollars are raised from tax-exempt, non-profit organizations
established with private donations in promotion of specific causes,
activities or issues. They offer a variety of means to fund capital
projects, gifts, fundraisers, endowments, etc.

Facility Rentals

This revenue source is for the sale of appropriate advertising on
park and recreation related items such as the City’s program guide,
scoreboards, dasher boards, fences or other visible products or
services that expose the product or service to many people.

As the new waterfront parks and trail systems are added to the system, a fee
plan for rental facilities should be developed. The fees should be set to cover
true cost of the facility including utilities, personnel costs and clean up, and
produce revenue for the City. Picnic shelters can be used on a first comefirst served basis; however, guaranteed use can be made through a
reservation program that includes a rental and clean-up fee. Facility rental
should be competitive with private facilities.

Equipment Rentals
This revenue source is available through the rental of equipment such as
tables, chairs, tents, stages, bicycles, roller blades, canoes, kayaks,
sports equipment, etc.

Special Fundraisers
Naming Rights
Many cities have turned to selling the naming rights for new buildings or the renovation of existing
buildings and parks for the cost associated with the improvement.

Many park and recreation agencies have special fundraisers on an annual
basis to help cover the costs of specific programs and/ or capital projects.

Utility Round-up Programs
Special Taxing Districts
Taxing districts are established to provide funds for certain types of improvements that benefit a
specific group of affected properties. Improvements may include landscaping, park furnishing,
public art, supplemental services for improvements and promotions and cultural enhancements.

Some park and recreation agencies have worked with the local utilities on a
round-up program whereby a consumer can pay the difference between their
bill up to the even dollar amount and they then pay the parks and recreation
department the difference.

Corporate Sponsorships
This revenue-funding source allows corporations to invest in the
development or enhancement of additional programs in the City.
Sponsorships are also used for special events.
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Foundations

Advertising

Adopt-A-Park Program
The development of a formal Adopt-A-Park program would
establish rules and guidelines of responsibilities for the adoptee.
Interested stakeholders include neighborhood organizations,
homeowners associations, businesses, and non-profit
organizations.

Volunteer Programs
The use of volunteers to do clerical work and programming can
be a useful tool in augmenting the staffing levels. Volunteer
programs should be formalized and include background checks,
regular schedules, job descriptions and evaluations to assure the
safety of the clientele and the quality of the volunteers. It should
be recognized that the development of a formalized process
would require considerable work by the Parks and Recreation
and Human Resources staff; however, in the long run, it would be
a useful tool in helping augment recreation staff.

Grants and Potential Funding Sources
State and federal grants have long been a source of funds for
public improvement and environmental restoration projects.
Sources that have been used by other cities to fund waterfront
and recreational programs include the Community Development
Block Grant (CDBG), FCT, FRDAP, and Waterfronts Florida.
Appendix C contains a detailed description of funding sources
available for waterfront development.
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Downtown Redevelopment Action Plan Summary Matrix
The following table summarizes the action strategies discussed in this Plan.

DOWNTOWN
TAVARES
ACTION
PLAN PLAN
SUMMARY
MATRIX MATRIX
DOWNTOWN
TAVARES
ACTION
SUMMARY
IMPLEMENTATION STRATEGIES

DESCRIPTION

LAND USE AND URBAN DESIGN

Adopt the Updated Downtown Tavares Master Plan

P&Z Recommendation/City Council Adoption

Amend Comprehensive Plan to incorporate the recommendations proposed in the
Downtown Plan Update

Comprehensive Plan Update scheduled for 2020; City Council Approval; Transmittal to Florida Department of Economic Opportunity
(DEO)

Implement the Updated Downtown Tavares Master Plan

Implement the updated Downtown Master Plan

Develop Administrative Procedures for review of development proposals in accordance with the updated
Create expedited development approval process; Assess staff resources to review new developments based on the land
development regulations or retain the services of an architect/planner on record to assist property owners
Update Land Development Regulations

Prepare a “regulatory audit” to identify barriers in the existing regulations that discourage transit oriented compact
development patterns
Develop incentives to encourage developers to adopt proposed urban design and architectural character
Amend existing and create new zoning overlay districts- update Waterfront Entertainment District; update Historic Preservation
District; update Downtown Parking District
Prepare and require developers to install streetscape design specifications as part of new development
Research and adopt policies to create an arts village district and allow artist work/live lofts as permitted use in the Waterfront
Entertainment District, Main Street District and Downtown Transition District

Update Historic Preservation Plan

Update the inventory of structures of merit; Seek national historic designation for identified structures
Create and install historic resource signage
Develop an incentive program to encourage property owners to adhere to the design guidelines for rehabilitated and
renovated buildings

Affordable and Workforce Housing

Work with the County and School Board to devise strategies that encourage workforce affordable housing development
Increase housing stock to include rental and for-sale multi-family, medium and high density single-family, townhouses, live/ work
lofts, apartments, workforce housing

County Facilities Redevelopment Plan

Continue to work with County and School Board to develop a consolidated redevelopment plan for county owned properties in
accordance with the recommendation contained in the Downtown Master Plan
Initiate discussions with School Board to assess alternatives for redevelopment of underutilized school owned properties as
multi-family private development
Coordinate reuse plans for the school properties with potential developers
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Downtown Redevelopment Action Plan Summary Matrix (Contd.)
DOWNTOWN
TAVARES
ACTION
SUMMARY
DOWNTOWN
TAVARES
ACTION
PLAN PLAN
SUMMARY
MATRIX MATRIX
IMPLEMENTATION STRATEGIES

Tavares Square

DESCRIPTION

Explore opportunities for a mixed-use urban pedestrian oriented plaza: Retail, Residential, Office, Recreation, Entertainment, Public
Amenities (performance gazebo, amphitheater)
Seek private investment in the property through a Request for Proposals (RFP)
Ensure that private investors/developers adhere to a consolidated master plan that is consistent with DTRMP
Explore the possibility of a performing arts center component as part of the proposed Tavares Square
Leverage the Tavares Square property as a tool to control other key development sites through negotiations with potential developers

INFRASTRUCTURE - PUBLIC FACILITIES

Performing Arts Center

Conduct an economic study to determine the financial and market feasibility for a Performing Arts Center
Conduct a site selection to construct a Performing Arts Center in the CRA (Tavares Square, Public Works Site, West Alfred Street:
County owned property)
Explore the possibility of using the downtown future vacant Public Works site as a Performing Arts Center with Parking Structure
Explore the feasibility of incorporating a State College/University Downtown campus into the Performing Arts Center

Public Library Expansion

Complete preliminary studies of alternatives to expand or relocate the library and civic center, working closely with the County to
ensure that the results of the studies and anticipated population increase is incorporated into the Lake County Budget
Commence design phase for the Library & Civic Center after the completion of the feasibility study and negotiations with County

Wooton Park Improvements

Continue with the Phase II Improvements (multi-purpose boat ramp, surface parking, gazebo/observation deck, fishing pier, restrooms)
Create a trailhead that will facilitate both the Tav-Lee Trail and Tav-Dora Trail
Capitalize on the sand volleyball courts as a national beach volleyball tournament venue
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Downtown Redevelopment Action Plan Summary Matrix (Contd.)
DOWNTOWN TAVARES
ACTION
PLANPLAN
SUMMARY
MATRIXMATRIX
DOWNTOWN
TAVARES
ACTION
SUMMARY
IMPLEMENTATION STRATEGIES

DESCRIPTION

Train Museum/ Heritage Museum

Explore the opportunity of using the historic Train Depot building when the Fire Station relocates to the planned Public Safety Complex

School Expansion

Initiate discussions with the Tavares Historical Society to relocate
Monitor and revise projections annually to provide updated school yield analysis based on new developments
Continue to work with the School Board to expand existing facilities and enrollment capacity at Tavares High School, Middle and
Elementary schools
Explore opportunities to acquire vacant land and land assemblage for future school expansion projects adjacent to existing
facilities

Public Safety Facility

Continue with Site Plan and Building Plan Approvals
Program construction phase (projected to start construction later this year)

INFRASTRUCTURE - PEDESTRIAN AND BICYCLE CIRCULATION
Develop Streetscape Design Specifications

Continue installing wayfinding and signage
Design and provide gateway signage at primary and secondary intersections
Develop details for sidewalks, landscaping and street furniture (lighting, bike racks, trash receptacles, benches, etc.)
Prepare and require developers to install streetscape design specifications as part of new development
Coordinate and scope beautification projects with MPO and FDOT
Develop and install Downtown pedestrian directory and walking map

Complete Pedestrian and Bicycle Network

Complete missing sidewalk network and construct additional sidewalk enhancements for the Downtown Core as the highest priority
Continue with sidewalks that are ADA
Incorporate Crime Prevention through Environmental Design Principles (CPTED), when feasible
Analyze traffic calming alternatives to enhance connectivity across US 441 and SR 19, including the construction of a pedestrian/trail
bridge as suggested by some workshop participants
Limit curb cuts along US 441 and SR 19; consolidate curb cuts with shared driveways
Complete street grid to enhance pedestrian connectivity
Extend Rockingham to connect with US 441 as part of private sector development in the future
Explore the possibility and feasibility of constructing a pedestrian/bicycle (US 441) overpass
Extend Main Street streetscape character from Sinclair to SR 19
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Downtown Redevelopment Action Plan Summary Matrix (Contd.)
DOWNTOWN
TAVARES
ACTION
PLAN SUMMARY
MATRIX MATRIX
DOWNTOWN
TAVARES
ACTION
PLAN SUMMARY
IMPLEMENTATION STRATEGIES
Complete Pedestrian and Bicycle Network (Contd.)

DESCRIPTION
Require property developers to provide streetscape improvements and wider sidewalks in new developments
Promote bicycle use and alternative modes of transportation such as golf carts, segways, and neighborhood electric vehicles
Provide dedicated bike-lanes as an integral component of streetscape improvements along appropriate roadways
Develop policies for implementation and installation of racks, lockers and other storage amenities

Tav-Lee Trail

Continue completion of trail connection to Ruby Street and planned trailhead
Enhance signage and markings at the intersection of SR 19 and the trail
Explore the possibility and feasibility of constructing a trail/pedestrian (SR 19) overpass

Tav-Dora Trail

Continue coordination efforts with Lake-Sumter MPO and FDOT to extend the trail connection to Mt. Dora

Complete Alleyway Enhancement

Periodically conduct a detailed inventory of existing conditions to identify appropriate locations for constructing residential,
commercial, and pedestrian alleyways
Work with private sector to improve alleyways as part of redevelopment projects and require access to properties from designated alleys, where feasible
Continue implementing the Alleyway Enhancement Plan

INFRASTRUCTURE - PARKING

City’s parking requirements for private development

Discourage frontage parking in identified retail and commercial corridors
Evaluate the adopted standards to accommodate reduce parking requirements within the Central Business District and
provide flexible spaces for other modes of transportation
Encourage mixed-use projects along Main Street and Alfred Street
Encourage shared parking and access between adjacent properties in commercial and mixed-use areas
Provide combined parking requirements for mixed-use developments

Develop a consolidated Downtown Parking Plan

Review and update anticipated development forecasts to consider long-term parking feasibility
Maximize on-street parking by restriping and/or widening marked pavement on the north-south oriented streets, between
Ruby Street and Caroline Street, to provide additional on-street parking spaces in appropriate areas
Evaluate locations and feasibility of constructing public parking structures on the east side of Downtown
Identify areas for event related spill-over parking and recreational vehicular parking
Prepare a Downtown parking location map and install clear signage to designated parking areas
Work with existing businesses and institutions to develop parking agreements that allow shared-use parking during special
events and weekends (for underutilized employee parking spaces)

County Parking Garage
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Coordinate with Lake County public parking garage in order to be available for public use on evenings, weekends,
holidays, and special events
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Downtown Redevelopment Action Plan Summary Matrix (Contd.)
DOWNTOWN
TAVARES
ACTION
PLAN PLAN
SUMMARY
MATRIX MATRIX
DOWNTOWN
TAVARES
ACTION
SUMMARY
IMPLEMENTATION STRATEGIES

DESCRIPTION

INFRASTRUCTURE - ROADWAYS
Complete Ruby Street

Continue with the brick re-pavement, landscaping, and street furniture (lighting, bike racks, trash receptacles, benches, etc.)

West Main Improvements

Design and construct a gateway feature at Main Street and SR 19
Plan and construct the streetscape improvements on West Main Street

US 441/ SR 19 Corridor Improvement Program

Coordinate identified projects and improvements with FDOT and Lake-Sumter MPO
Encourage shared access drives and parking to limit curb cuts along the commercial corridors
Review anticipated development forecasts to assess feasibility for road widening along the SR 19 corridor
Improve pedestrian connectivity along the corridors

Complete and upgrade the street network

Complete the surfacing of unpaved roads within the Downtown CRA
Extend roadways to ensure maximum connectivity
Rockingham Street to US 441 (as part of negotiations with private sector)
Kentucky Street to Joanna Avenue

Reconfigure Sinclair Avenue and St. Clair Abrams as primary corridors

Examine feasibility for increasing the number of travel lanes along Sinclair Avenue and St. Clair Abrams Avenue, serving as
potential Downtown connectors, that are designed to accommodate the regional traffic that may be generated by the development of a Central Florida Commuter Sun-Rail station

INFRASTRUCTURE - MULTIMODAL TRANSPORTATION
Seaplane Basin

Marina

Ensure that future development in the Waterfront Entertainment District is sensitive to long-term implications of sea plane basin
related infrastructure facilities (aviation fueling, seaplane docking, ships store, and landing zone). This may include creating
adequate landscaped buffers that will soften the visual impact of these support facilities.
Continue work with National Seaplane Pilots Association to promote the facility nationally
Continue with plans to construct the marina (boat ramps/ marina store/ boat rentals)
Issue an RFP to solicit potential developers for operation and maintenance

Lake County Xpress Service (Bus Transit)

DTRMP 2017

Develop mechanisms to maximize revenues from the marina and boat rentals
Promote the development of outfitters related to the marina and waterfront uses
Establish a waterway connectivity plan connecting Lake Dora to the Lake County Blueways Plan
Continue to work with Lake-Sumter MPO to increase the number of routes and frequency of service required to ensure connectivity
to the Downtown from the other sections of the City and Lake County
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Downtown Redevelopment Action Plan Summary Matrix (Contd.)
DOWNTOWN
TAVARES
ACTION
PLAN SUMMARY
MATRIX MATRIX
DOWNTOWN
TAVARES
ACTION
PLAN SUMMARY
IMPLEMENTATION STRATEGIES
Sustainable Transportation Modes (Neighborhood Electric Vehicles/ Golf Carts/ Segways)

DESCRIPTION
Develop special parking standards for neighborhood electric vehicles and golf carts as part of a multimodal transportation system
Evaluate feasibility of creating a car-free demonstration area and multi-use paths for NEVs and Segways, preferably in the Waterfront
Entertainment District, or alternatively restricting car access at certain times of the day and during special events
Identify roads where NEVs are prohibited because of a speed limit greater than 35 miles per hour
Identify and install appropriate signage and traffic controls that support use of NEVs and golf carts
Develop internal traffic loop to accommodate the slow-moving vehicles within the overall roadway network
Develop long-range plans to identify locations that offer solar powered battery-charging stations and preferred parking for NEVs

Downtown Trolley/ Shuttle Service

Evaluate the feasibility of purchasing a trolley and starting a shuttle service during special events between designated park- ing areas,
major employers and the Downtown

INFRASTRUCTURE - UTILITIES
Stormwater Improvement Park

Complete with the construction of the Stormwater Improvement Park and utility/drainage lines replacement on Ruby Street

Water Resources and Infrastructure Master Plan

Develop an updated GIS Inventory for Utility Infrastructure in the Downtown CRA
Identify and install adequately sizes lines at appropriate locations to accommodate the anticipated future growth
Pursue continued installation of utilities and drainage system upgrades
Continue the area-wide Stormwater Master Plan to identify and reduce the number outfalls into Lake Dora
Continue to work with developers to provide regional stormwater retention areas as part of new developments

Obtain Master Stormwater Permit for Downtown CRA

Provide for a master stormwater permit from St. Johns River Water Management District as an incentive for potential developers to
invest in the Downtown

Burial of overhead utility lines

Work with regulatory and private entities to develop a phasing plan for the burial of overhead utility lines

Telecommunications and Wireless Network

Pursue continued installation of fiber optic lines in order to upgrade telecommunications within the Downtown
Initiate discussions with the community to fund the acquisition of wireless equipment to provide wireless internet access for Downtown
businesses, patrons, and visitors
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Downtown Redevelopment Action Plan Summary Matrix (Contd.)
DOWNTOWN
TAVARES
ACTION
PLAN SUMMARY
MATRIX MATRIX
DOWNTOWN
TAVARES
ACTION
PLAN SUMMARY
IMPLEMENTATION STRATEGIES

DESCRIPTION

INFRASTRUCTURE - ENVIRONMENTAL INITIATIVES
Lake Dora Restoration

Minimize the impact on natural habitat and encourage design that is sensitive to the environmental areas and wetlands in the
Downtown CRA
Work with SJRWMD to continue with shoreline clean-up and restoration of natural habitat efforts

Green Building and Sustainable Initiatives

Promote green building technologies and seek to obtain LEED-ND certification for the Downtown redevelopment area

ECONOMIC DEVELOPMENT
Economic Strategy and Real Estate Market Study

Periodically conduct economic studies to determine the residential, retail and tourism potential for the Downtown

Maximize Potential Revenues

Continue to leverage revenues with matching grant programs
Evaluate policies for enterprise opportunities- water recreation (kayaks, standing boards rentals) and marina (boat tours)
operations, and other potential vendors
Develop measurable tools to analyze economic impact of festivals and special events in order to strengthen and retain
potential income
Seek opportunities to generate revenues through private and corporate advertising and donations during special events

Develop an Incentive Package to attract potential developers

Create a checklist of incentives for potential developers which would encourage infill development and redevelopment in the
Downtown CRA
Continue with the implementation of economic incentives in the CRA including Downtown Economic Enhancement District,
Impact Fee Waiver, Multimodal Transportation Districts, and master stormwater permit to attract developers
Increase awareness about County’s incentive programs that are available
Continue with the façade improvement program to assist private property owners in improving the aesthetic character of their
buildings
Develop strategies to gauge the interest in promoting green buildings in infill development and new development projects to
complement the City’s sustainable initiatives

Retain and Expand existing businesses

Encourage businesses related to the arts (art galleries, artist studios)
Continue to assist small businesses in relocating and expanding in the Downtown CRA
Develop strategies to support existing businesses to help ensure their ongoing existence Downtown
Identify niche markets and develop a list of potential businesses in the region that could be recruited with these niche markets such as waterfront entertainment (music venues, performers), active recreation (kayaks, standing boards
rentals/instruction) and trail (bike shops/rentals) related ancillary uses
Develop an online inventory of available properties working in cooperation with local realtors and use data for marketing
Downtown development

DTRMP 2017

PART III

CHAPTER 10: PROGR AM ADMINISTR ATION AND FINANCING

125

DOWNTOWN TAVARES REDEVELOPMENT MASTER PL AN

Downtown Redevelopment Action Plan Summary Matrix (Contd.)
DOWNTOWN
TAVARES
ACTION
PLAN SUMMARY
MATRIX MATRIX
DOWNTOWN
TAVARES
ACTION
PLAN SUMMARY
IMPLEMENTATION STRATEGIES
Marketing and Promotion

DESCRIPTION
Continue with the success of the planned events in the Downtown
Classic Antique Boat Festivals/ Spring Thunder Vintage Boat Regatta/ Seaplane-A-Palooza/ African-American Cultural
Heritage Festival/ Dragon Boat Festival/ Steamboat Meet/ 4th of July Celebration/ Hydro Drag Nationals/ Kayakathon/ Planes,
Trains & BBQ/ Rifles, Rails & History/ CRA Fall Thunder Regatta/ Monster Splash Fly/ Christmas Parade & Celebration, etc.
Promote Farmer’s Markets and Arts & Crafts fair at Wooton Park
Develop a Tavares Heritage Trail walking tour and signage plan
Continue with the City’s branding program “America’s Seaplane City”
Promote Downtown as a tourist destination and provide information at the airport, publications and regional agencies
Continue with promotional materials to market the Downtown revitalization efforts

Continue collaboration efforts and partnerships with local and regional entities

Continue discussions with area institutions (churches, County, School Board) to encourage joint-use agreements for recreational and community use facilities
Other Partnership Opportunities include:
Universities and Colleges, myregion.org, Orlando Metro EDC, Orlando Regional Chamber of Commerce, ECFRPC,
Tavares Chamber of Commerce, Florida Hospital Waterman and Lake County Economic Growth Department
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PROGRAM ADMINISTRATION AND FINANCING
Redevelopment Project Implementation
Implementation of the Redevelopment Plan will require the coordinated efforts of the City,
other government agencies, local business organizations, property owners, and residents. These
efforts will be coupled with the employment of various organizational, legal, funding and
promotional techniques to successfully implement the program. This section of the
Redevelopment Plan sets forth a process to realize the economic development, planning and design
objectives that have been devised for the redevelopment area.

Leadership

Organizational Roles and Relationships
To have a successful redevelopment program, you must first establish lines of communication
between all sectors and facets of the community. The planning process has established relationships
between key players in this effort, but has not fully developed roles and responsibilities. The City
must develop the organizational framework and institutional relationships to facilitate effective
redevelopment activities in cooperation with area businesses, residents and community
representatives.

Successful implementation hinges upon close cooperation and coordination between private
and public groups and agencies requiring strong and determined leadership. While leadership is
a highly intangible quality, it is the single most important factor for successful implementation of
the redevelopment plan. This leadership must come from both the public and private sectors. The
leadership of the Mayor, City Council, City Administrator and staff in the City of Tavares has been
outstanding thus far. City leaders have brought the vision of their community to the threshold of
positive change. Perseverance will be required when deliberating future policy decisions related
to the implementation of the Redevelopment Plan.

A network of relationships must be established and nurtured to provide focus on the redevelopment
effort to maximize the use of available resources and avoid duplication of responsibilities enabling
effective program implementation. The City and their staffs must work cooperatively with other
jurisdictions, including, but not limited to the State, Lake County, the Lake County School Board,
Florida Central Railroad, Florida Hospital Waterman, East Central Florida Regional Planning
Council and any other local, state or federal agencies.

City Council/Agency Board/Staff

It is the responsibility of the Redevelopment Agency and private-investor financing in Downtown
Tavares to improve the Downtown physical plan. The organization of activities and events and
the coordination of different merchant activities must complement any physical improvement. The
organization and coordination of Downtown activities is the role of a strong merchants’ association.
As the redevelopment program matures and the Downtown experiences an increase in commercial
investment, the City could consider establishing a Downtown Business Association that could function
through the Chamber of Commerce.

The Mayor and the City Council (acting as the CRA Agency) are the leaders of the redevelopment
program and must assume this role with vitality and enthusiasm. City leaders and staff members
must support the program’s activities and provide a well-devised management system to carry out
the Redevelopment Plan. They will be responsible for establishing the administrative, financial
and programmatic mechanisms necessary to achieve the goals and objectives of the Downtown
Redevelopment Plan. They should establish policies that support the principles described in this
Plan and concentrate on the following actions throughout the redevelopment process.
•
•
•
•

Provide commitment of public policy and resources for the redevelopment effort.
Support the redevelopment mission and insure implementation of scheduled projects.
Commit to making the necessary public improvements identified in the Plan.
Provide necessary staffing and administrative support to properly implement the
Redevelopment Plan.
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Downtown Business Association

Private Sector
Private property owners, developers and tenants are the principle basis for new development and any
related financial investment in all redevelopment projects. The private sector ultimately carries the
burden of funding the redevelopment program, therefore a positive development environment must
be established to capture private investment in an increasingly competitive market.

In attempting to attract investment from private developers, the Agency will target strategic
development projects, solicit developers, then negotiate a public/private development agreement.
The agreement sets forth terms and conditions involving the disposition of land, the nature of the
prospective development, City/Agency contributions and other conditions pertaining to the project.
Following are fundamental components in this process:
•

Contact affected property owners to determine their level of interest in participating in proposed
redevelopment activities.

•

Master plan targeted public/private projects, such as the reinforcing positive aspects of existing
activity and providing attractive combinations of building masses and open spaces. These plans
can then be used to illustrate the Agency’s intention for the site, facilitating proforma analysis
when soliciting interest from the private sector.

•

Formulate policies and procedures for developer solicitation and form basic public/private
development agreements to enable strategic development on selected projects.

Site Assembly
One of the functions of the Redevelopment Agency is site assembly, clearance and relocation and
policymaking relative to implementing the Redevelopment Plan. Through site assembly clearance
and relocation activities, land can be provided at a price that is an incentive for private redevelopment.
The Redevelopment Agency must also plan and coordinate other revitalization activities such as
public improvement projects and public infrastructure improvements.
This is a vital function in creating new development in the Downtown area. In the case of Downtown
Tavares the principal opportunity for dramatic change lies in new development, in coordination with
major infrastructure improvements, storefront rehabilitation and streetscape improvements. Site
assembly can be used for the future purposes of land trades, creating development partnerships
and providing central parking areas. Recent court decisions and legislative actions have eliminated
the use of eminent domain for site assembly for the purposes of redevelopment. Therefore all land
acquisition must be through cooperative sales. The Redevelopment Agency can facilitate land cost
write downs if land acquisition expenses by the private sector become too exorbitant.
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Finance and Management
Anticipated Redevelopment Activities

Marketing

Activities that encourage development and redevelopment in Downtown Tavares are dependent upon
an effective organizational framework to maximize available resources and ensure potential private
developers that the City is committed to enhancing the viability of Downtown Tavares. The key to
implementing redevelopment activities rests with the cooperative efforts of property owners, business
people, developers and the City of Tavares.

Marketing takes two forms. Securing qualified developers and anchor tenants is required for new
development. Site disposition is directly related to this activity. Second, general promotion is primarily
keyed to the Downtown retail community, involving a variety of media and event type activities. The
City of Tavares has done a great job promoting the Downtown through its branding efforts “America’s
Seaplane City” and organized special events.

Clear delineation of responsibilities is essential for successful implementation. With assignment of
responsibilities, elements such as those outlined in the Downtown Tavares Redevelopment Plan
can be applied to affect changes and manage redevelopment. In addition, detailed elements can
be modified or refined, as changing conditions dictate, by the responsible group or groups. The key
ingredient to this process is coordination among groups to develop a dynamic process that confronts
and resolves issues proactively rather than reacting to changing conditions.

Promotion and Communication

Implementation functions consist of both financing and non-financing considerations, with both areas
equally as important. Non-financing considerations deal with the sometimes complex organizing
efforts and ensuring that use of resources is maximized and that revitalization is conducted in a
positive and reinforcing manner. Non-financing functions are briefly discussed below with financing
strategies discussed in the following section.

Capital Improvements
These can include major infrastructure items including street improvement and upgrading utilities.
Also, capital improvements can include a variety of revitalization items such as facade improvements,
landscaping, streetscaping, etc. as well as new parking development. In the case of Downtown
Tavares, the principal requirements appear to be additional parking, general landscape and
streetscape treatments throughout the entire Downtown, utility upgrading and site assembly.

Standards and Controls
Standards and controls are beneficial to assure developers and tenants that quality development
will occur. Tavares has done a good job updating its Standards and Controls through implementation
of a unified land development code which addresses the Downtown redevelopment area. The
additional Design Standards and design principles recommended by this plan will continue to enhance
the District’s appearance.
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The City, staff and Horizon Committees should work with area residents, property owners, and
businesses to establish channels of communication that foster support for the redevelopment
effort and facilitate program implementation. Staff should provide public information concerning all
aspects of the redevelopment program throughout the process using venues such as newsletters,
radio, television, newspapers and the Internet as well as presentations to neighborhood and civic
organization meetings to generate public support.

Technical Assistance

Tax Increment Funds
The major key for a successful community redevelopment, is the ability of financing through tax
increment funding (TIF). Therefore the ultimate goal of the redevelopment program is to increase
the tax base to generate additional revenue for capital improvements and services through
implementation of projects and programs, as described in this Plan. Managed effectively, tax
increment resources can be leveraged to enable the undertaking of substantial public and private
sector improvements. With this in mind, the following finance and management practices should be
employed.
•

Coordinate with the City Administrator, Finance Director and other department heads to
strategically devise annual operating and capital improvements budgets to maximize the use of
anticipated tax increment revenues.

•

Coordinate with appropriate County, State and other public officials which may be sponsoring
capital improvements in the Redevelopment Area to maximize the leveraging of Redevelopment
Agency resources.

•

Through the use of tax increment financing and other funding sources, infrastructure improvements
such as water, sanitary sewer, electrical, telephone, cable, internet and stormwater conveyance
systems should be designed and constructed with the capacity to meet future demand based on
the future land use activities identified in the Downtown Redevelopment Plan.

•

The Agency should leverage tax increment revenues through grants, commercial loans, or other
financial mechanisms to expedite the completion of projects.

•

Based on revenue projections contained in the Redevelopment Plan, the Agency, should
consider short-term interim project financing with anticipation of long-term bond financing.

•

The Agency should work with area banks and bond counsels to research bond feasibility for
financing major public facilities.

•

The Agency should work with area financial institutions to develop favourable loan programs for
private sector development and property rehabilitation projects.

•

The Agency should routinely undertake project proforma analysis on proposed development and
redevelopment projects to determine projected revenues and devise strategies to maximize the
use of these resources on a site-specific project or on an area wide programmatic basis.

This function primarily involves providing technical assistance to existing businesses and property
owners in the Downtown such as assistance in loan applications, architectural design, business
operations, etc.

Physical Development
This is the actual construction of new facilities and rehabilitation of older facilities. Physical
development is dependent upon several factors, the most important of which is the ability to
effectively rehabilitate existing facilities and to attract and integrate new development in concert with
a comprehensive redevelopment plan.

Development Incentives
To further stimulate private investment the City can provide development incentives through various
means, including; facade, landscape, signage or property improvement grants; payment of impact
fees; provision of site specific infrastructure improvements to address any deficiencies; participation
in environmental clean-up of contaminated sites, flexibility in the application of use restrictions and
increasing intensity of site use, flexible parking regulations, grants or low interest loans for life safety
improvements; joint business support ventures such as district business identification signage or
centralized marketing strategies.
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Tax Increment Funds (Cont.)
Specifically, the City’s Community Redevelopment area is comprised of two districts, and
properties within both districts experienced decreases in taxable values over the period of FY2009
- FY2013 as a result of the economic “the great recession” environment and legislative changes.
Combined Taxable values for both districts experienced an increase over the FY2017. Combined
values are expected to increase from $49,109,015 to an estimated value of $51,966,926 for
FY2018.

Real Estate Transfer Fees
As cities expand, the need for infrastructure improvements grows. Since parks add
value to neighborhoods and communities, some cities have turned to real estate transfer fees
to fund parks and recreation needs. Usually transfer fees amount to ¼% to ½% on the total sale
of the property.

Challenge Strategy
The challenge strategy involves the guaranteed construction of public improvements, but only
after private revitalization actively reaches a certain point. This provides incentive for the
developer while ensuring both parties, the City and the developer, that desired private
development will take place along with public improvements. A recognizable schedule of
funding can be determined with this strategy and can be selectively implemented, usually
on a block-by-block or project-by project basis.

Private Investment
Source: City of Tavares Finance Department, October 2017

Debt Financing
This method essentially requires a community to sell bonds or otherwise borrow money to be repaid
from an annual automatic lien on the general fund. Or a community can pay for its infrastructure in
the same way a person borrows money to purchase a home. In both instances, the capital need is
immediate and high, the equity appreciation reasonably assured, and the monthly or annual principal
and interest payments generally fixed. Like all forms of infrastructure financing, there are some
disadvantages and risks. One major risk is voter aversion to approving bond issues, which means
an increase in their property taxes.

Reserves
Reserves are an accrual of funds that are kept aside for emergency expenses and/or saved for
specific capital projects. By having sufficient reserves, a municipality does not have to try to sell
bonds or borrow capital improvement funds. Reserves are difficult to estimate.
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Generally, this is the single most important source in revitalization, if successful revitalization
is to occur, private investment usually must exceed public funding by three to four fold. Such
funding takes the form of equity investment and conventional real estate loans.

Project Equity Position
When the Redevelopment Agency takes an equity position in a project, the Agency contributes
cash or land to the project with a return in the form of profit sharing. This Agency
participation has the effect of reducing developer costs and can be used for projects such as
redevelopment and parking structures.

Leasing
City-owned land, buildings, equipment, etc. can be leased to developers for projects. For
the developer, this eliminates the need for capital investment in land, buildings, etc. or debt
service on money borrowed to finance the purchase of such things as land, building, and
equipment. The City receives lease payments which are deductible from the developer’s income
tax. The lease may also constitute a purchase option.

Public Improvements in conjunction with Private
Sector Development
The Redevelopment Agency can offer public improvement activities such as street improvements,
vacations, streetscaping, parking development, open space development, and utility hook-ups as
a way of stimulating or responding to private investment. These improvements are usually funded
through the City’s Capital Improvement Plan or program, using sources such as property assessments,
general funds and tax increment finances.

Land Write-Downs
Land write-down by the Redevelopment Agency is a method whereby the fair value of land is
determined for uses that the City is interested in seeing developed on that land. The land use may
not be the most profitable use, but may be the most desirable by the City on an overall basis (e.g.,
development of retail facilities in the Downtown area, and parking structure developments). Land write
down reduces development costs, the need for equity and fixed-interest costs, and it improves the
developer’s cash flow, net income and risk position. It often requires a considerable city investment
with no significant financial return to the city, however, there is a potential for making an otherwise
infeasible project attractive when combined with a package of other incentives.

Joint Ventures
In real estate syndication ventures, the Redevelopment Agency can contribute equity capital to a
project. This has the effect of reducing equity requirements from the developer and/or reducing
the amount which must be debt serviced. Through equity syndication, tax subsidy benefits can be
passed on to investors in the form of depreciation, investment tax credits, deferral of taxes and capital
gains.

Mortgage Write-Downs
Mortgage write downs by the Redevelopment Agency is a method usually used to encourage
residential development and home ownership in the Downtown area. Funds from the Agency
are offered to qualified potential home buyers (low-moderate income, first time buyers, etc.) to
increase their down payment, thereby decreasing mortgage payments. The Agency usually takes
an ownership interest in the dwelling for a predetermined period of time to guarantee against misuse
of the funds.
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Waterfront Development Funding Strategies
The City of Tavares has been successful in securing funds through the recent bond issue for some of
the individual projects presented in the plan. Acquiring undeveloped waterfront properties,
constructing a continuous trail network, and environmental restoration are critical to the success of
the initial phase of investment in the Tavares Waterfront area. While opportunities exist to develop
the waterfront through various strategies previously discussed, it is important to devise a longterm financing and revenue generation strategy to develop a dynamic process that confronts and
resolves issues proactively rather than reacting to changing conditions. Possible strategies are
outlined below including:
•
•
•
•
•
•

Inter-governmental partnerships and cost-sharing
Issue revenue bonds, notes, certificates, or other forms of indebtedness
Combine redevelopment projects with other infrastructure projects
Exploring trail/conservation easement opportunities
Land and/or trail dedications from development
Secure additional funding from grants and joint projects (Refer Appendix C for a list of
funding sources)

•
•

Direct Budget Allocations
Establish a Waterfront Trust Fund to accept contributions and grants from corporate
entities, non-profit organizations, and individuals

Other Opportunities to raise funds for waterfront improvements are
discussed further.

User Fees for Programs
While user fees are not initially popular with users, a proper marketing
and information effort should help users understand the necessity of this
strategy. Because the Tavares waterfront parks and facilities are anticipated
to be used by tourists during space launches and special events, a
differential fee schedule may be instituted for program participants who do not
live within City limits.

These dollars are raised from tax-exempt, non-profit organizations
established with private donations in promotion of specific causes,
activities or issues. They offer a variety of means to fund capital
projects, gifts, fundraisers, endowments, etc.

Facility Rentals

This revenue source is for the sale of appropriate advertising on
park and recreation related items such as the City’s program guide,
scoreboards, dasher boards, fences or other visible products or
services that expose the product or service to many people.

As the new waterfront parks and trail systems are added to the system, a fee
plan for rental facilities should be developed. The fees should be set to cover
true cost of the facility including utilities, personnel costs and clean up, and
produce revenue for the City. Picnic shelters can be used on a first comefirst served basis; however, guaranteed use can be made through a
reservation program that includes a rental and clean-up fee. Facility rental
should be competitive with private facilities.

Equipment Rentals
This revenue source is available through the rental of equipment such as
tables, chairs, tents, stages, bicycles, roller blades, canoes, kayaks,
sports equipment, etc.

Special Fundraisers
Naming Rights
Many cities have turned to selling the naming rights for new buildings or the renovation of existing
buildings and parks for the cost associated with the improvement.

Many park and recreation agencies have special fundraisers on an annual
basis to help cover the costs of specific programs and/ or capital projects.

Utility Round-up Programs
Special Taxing Districts
Taxing districts are established to provide funds for certain types of improvements that benefit a
specific group of affected properties. Improvements may include landscaping, park furnishing,
public art, supplemental services for improvements and promotions and cultural enhancements.

Some park and recreation agencies have worked with the local utilities on a
round-up program whereby a consumer can pay the difference between their
bill up to the even dollar amount and they then pay the parks and recreation
department the difference.

Corporate Sponsorships
This revenue-funding source allows corporations to invest in the
development or enhancement of additional programs in the City.
Sponsorships are also used for special events.
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Foundations

Advertising

Adopt-A-Park Program
The development of a formal Adopt-A-Park program would
establish rules and guidelines of responsibilities for the adoptee.
Interested stakeholders include neighborhood organizations,
homeowners associations, businesses, and non-profit
organizations.

Volunteer Programs
The use of volunteers to do clerical work and programming can
be a useful tool in augmenting the staffing levels. Volunteer
programs should be formalized and include background checks,
regular schedules, job descriptions and evaluations to assure the
safety of the clientele and the quality of the volunteers. It should
be recognized that the development of a formalized process
would require considerable work by the Parks and Recreation
and Human Resources staff; however, in the long run, it would be
a useful tool in helping augment recreation staff.

Grants and Potential Funding Sources
State and federal grants have long been a source of funds for
public improvement and environmental restoration projects.
Sources that have been used by other cities to fund waterfront
and recreational programs include the Community Development
Block Grant (CDBG), FCT, FRDAP, and Waterfronts Florida.
Appendix C contains a detailed description of funding sources
available for waterfront development.
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Downtown Redevelopment Action Plan Summary Matrix
The following table summarizes the action strategies discussed in this Plan.

DOWNTOWN
TAVARES
ACTION
PLAN PLAN
SUMMARY
MATRIX MATRIX
DOWNTOWN
TAVARES
ACTION
SUMMARY
IMPLEMENTATION STRATEGIES

DESCRIPTION

LAND USE AND URBAN DESIGN

Adopt the Updated Downtown Tavares Master Plan

P&Z Recommendation/City Council Adoption

Amend Comprehensive Plan to incorporate the recommendations proposed in the
Downtown Plan Update

Comprehensive Plan Update scheduled for 2020; City Council Approval; Transmittal to Florida Department of Economic Opportunity
(DEO)

Implement the Updated Downtown Tavares Master Plan

Implement the updated Downtown Master Plan

Develop Administrative Procedures for review of development proposals in accordance with the updated
Create expedited development approval process; Assess staff resources to review new developments based on the land
development regulations or retain the services of an architect/planner on record to assist property owners
Update Land Development Regulations

Prepare a “regulatory audit” to identify barriers in the existing regulations that discourage transit oriented compact
development patterns
Develop incentives to encourage developers to adopt proposed urban design and architectural character
Amend existing and create new zoning overlay districts- update Waterfront Entertainment District; update Historic Preservation
District; update Downtown Parking District
Prepare and require developers to install streetscape design specifications as part of new development
Research and adopt policies to create an arts village district and allow artist work/live lofts as permitted use in the Waterfront
Entertainment District, Main Street District and Downtown Transition District

Update Historic Preservation Plan

Update the inventory of structures of merit; Seek national historic designation for identified structures
Create and install historic resource signage
Develop an incentive program to encourage property owners to adhere to the design guidelines for rehabilitated and
renovated buildings

Affordable and Workforce Housing

Work with the County and School Board to devise strategies that encourage workforce affordable housing development
Increase housing stock to include rental and for-sale multi-family, medium and high density single-family, townhouses, live/ work
lofts, apartments, workforce housing

County Facilities Redevelopment Plan

Continue to work with County and School Board to develop a consolidated redevelopment plan for county owned properties in
accordance with the recommendation contained in the Downtown Master Plan
Initiate discussions with School Board to assess alternatives for redevelopment of underutilized school owned properties as
multi-family private development
Coordinate reuse plans for the school properties with potential developers

DTRMP 2017
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Downtown Redevelopment Action Plan Summary Matrix (Contd.)
DOWNTOWN
TAVARES
ACTION
SUMMARY
DOWNTOWN
TAVARES
ACTION
PLAN PLAN
SUMMARY
MATRIX MATRIX
IMPLEMENTATION STRATEGIES

Tavares Square

DESCRIPTION

Explore opportunities for a mixed-use urban pedestrian oriented plaza: Retail, Residential, Office, Recreation, Entertainment, Public
Amenities (performance gazebo, amphitheater)
Seek private investment in the property through a Request for Proposals (RFP)
Ensure that private investors/developers adhere to a consolidated master plan that is consistent with DTRMP
Explore the possibility of a performing arts center component as part of the proposed Tavares Square
Leverage the Tavares Square property as a tool to control other key development sites through negotiations with potential developers

INFRASTRUCTURE - PUBLIC FACILITIES

Performing Arts Center

Conduct an economic study to determine the financial and market feasibility for a Performing Arts Center
Conduct a site selection to construct a Performing Arts Center in the CRA (Tavares Square, Public Works Site, West Alfred Street:
County owned property)
Explore the possibility of using the downtown future vacant Public Works site as a Performing Arts Center with Parking Structure
Explore the feasibility of incorporating a State College/University Downtown campus into the Performing Arts Center

Public Library Expansion

Complete preliminary studies of alternatives to expand or relocate the library and civic center, working closely with the County to
ensure that the results of the studies and anticipated population increase is incorporated into the Lake County Budget
Commence design phase for the Library & Civic Center after the completion of the feasibility study and negotiations with County

Wooton Park Improvements

Continue with the Phase II Improvements (multi-purpose boat ramp, surface parking, gazebo/observation deck, fishing pier, restrooms)
Create a trailhead that will facilitate both the Tav-Lee Trail and Tav-Dora Trail
Capitalize on the sand volleyball courts as a national beach volleyball tournament venue
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Downtown Redevelopment Action Plan Summary Matrix (Contd.)
DOWNTOWN TAVARES
ACTION
PLANPLAN
SUMMARY
MATRIXMATRIX
DOWNTOWN
TAVARES
ACTION
SUMMARY
IMPLEMENTATION STRATEGIES

DESCRIPTION

Train Museum/ Heritage Museum

Explore the opportunity of using the historic Train Depot building when the Fire Station relocates to the planned Public Safety Complex

School Expansion

Initiate discussions with the Tavares Historical Society to relocate
Monitor and revise projections annually to provide updated school yield analysis based on new developments
Continue to work with the School Board to expand existing facilities and enrollment capacity at Tavares High School, Middle and
Elementary schools
Explore opportunities to acquire vacant land and land assemblage for future school expansion projects adjacent to existing
facilities

Public Safety Facility

Continue with Site Plan and Building Plan Approvals
Program construction phase (projected to start construction later this year)

INFRASTRUCTURE - PEDESTRIAN AND BICYCLE CIRCULATION
Develop Streetscape Design Specifications

Continue installing wayfinding and signage
Design and provide gateway signage at primary and secondary intersections
Develop details for sidewalks, landscaping and street furniture (lighting, bike racks, trash receptacles, benches, etc.)
Prepare and require developers to install streetscape design specifications as part of new development
Coordinate and scope beautification projects with MPO and FDOT
Develop and install Downtown pedestrian directory and walking map

Complete Pedestrian and Bicycle Network

Complete missing sidewalk network and construct additional sidewalk enhancements for the Downtown Core as the highest priority
Continue with sidewalks that are ADA
Incorporate Crime Prevention through Environmental Design Principles (CPTED), when feasible
Analyze traffic calming alternatives to enhance connectivity across US 441 and SR 19, including the construction of a pedestrian/trail
bridge as suggested by some workshop participants
Limit curb cuts along US 441 and SR 19; consolidate curb cuts with shared driveways
Complete street grid to enhance pedestrian connectivity
Extend Rockingham to connect with US 441 as part of private sector development in the future
Explore the possibility and feasibility of constructing a pedestrian/bicycle (US 441) overpass
Extend Main Street streetscape character from Sinclair to SR 19
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Downtown Redevelopment Action Plan Summary Matrix (Contd.)
DOWNTOWN
TAVARES
ACTION
PLAN SUMMARY
MATRIX MATRIX
DOWNTOWN
TAVARES
ACTION
PLAN SUMMARY
IMPLEMENTATION STRATEGIES
Complete Pedestrian and Bicycle Network (Contd.)

DESCRIPTION
Require property developers to provide streetscape improvements and wider sidewalks in new developments
Promote bicycle use and alternative modes of transportation such as golf carts, segways, and neighborhood electric vehicles
Provide dedicated bike-lanes as an integral component of streetscape improvements along appropriate roadways
Develop policies for implementation and installation of racks, lockers and other storage amenities

Tav-Lee Trail

Continue completion of trail connection to Ruby Street and planned trailhead
Enhance signage and markings at the intersection of SR 19 and the trail
Explore the possibility and feasibility of constructing a trail/pedestrian (SR 19) overpass

Tav-Dora Trail

Continue coordination efforts with Lake-Sumter MPO and FDOT to extend the trail connection to Mt. Dora

Complete Alleyway Enhancement

Periodically conduct a detailed inventory of existing conditions to identify appropriate locations for constructing residential,
commercial, and pedestrian alleyways
Work with private sector to improve alleyways as part of redevelopment projects and require access to properties from designated alleys, where feasible
Continue implementing the Alleyway Enhancement Plan

INFRASTRUCTURE - PARKING

City’s parking requirements for private development

Discourage frontage parking in identified retail and commercial corridors
Evaluate the adopted standards to accommodate reduce parking requirements within the Central Business District and
provide flexible spaces for other modes of transportation
Encourage mixed-use projects along Main Street and Alfred Street
Encourage shared parking and access between adjacent properties in commercial and mixed-use areas
Provide combined parking requirements for mixed-use developments

Develop a consolidated Downtown Parking Plan

Review and update anticipated development forecasts to consider long-term parking feasibility
Maximize on-street parking by restriping and/or widening marked pavement on the north-south oriented streets, between
Ruby Street and Caroline Street, to provide additional on-street parking spaces in appropriate areas
Evaluate locations and feasibility of constructing public parking structures on the east side of Downtown
Identify areas for event related spill-over parking and recreational vehicular parking
Prepare a Downtown parking location map and install clear signage to designated parking areas
Work with existing businesses and institutions to develop parking agreements that allow shared-use parking during special
events and weekends (for underutilized employee parking spaces)

County Parking Garage
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Coordinate with Lake County public parking garage in order to be available for public use on evenings, weekends,
holidays, and special events
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Downtown Redevelopment Action Plan Summary Matrix (Contd.)
DOWNTOWN
TAVARES
ACTION
PLAN PLAN
SUMMARY
MATRIX MATRIX
DOWNTOWN
TAVARES
ACTION
SUMMARY
IMPLEMENTATION STRATEGIES

DESCRIPTION

INFRASTRUCTURE - ROADWAYS
Complete Ruby Street

Continue with the brick re-pavement, landscaping, and street furniture (lighting, bike racks, trash receptacles, benches, etc.)

West Main Improvements

Design and construct a gateway feature at Main Street and SR 19
Plan and construct the streetscape improvements on West Main Street

US 441/ SR 19 Corridor Improvement Program

Coordinate identified projects and improvements with FDOT and Lake-Sumter MPO
Encourage shared access drives and parking to limit curb cuts along the commercial corridors
Review anticipated development forecasts to assess feasibility for road widening along the SR 19 corridor
Improve pedestrian connectivity along the corridors

Complete and upgrade the street network

Complete the surfacing of unpaved roads within the Downtown CRA
Extend roadways to ensure maximum connectivity
Rockingham Street to US 441 (as part of negotiations with private sector)
Kentucky Street to Joanna Avenue

Reconfigure Sinclair Avenue and St. Clair Abrams as primary corridors

Examine feasibility for increasing the number of travel lanes along Sinclair Avenue and St. Clair Abrams Avenue, serving as
potential Downtown connectors, that are designed to accommodate the regional traffic that may be generated by the development of a Central Florida Commuter Sun-Rail station

INFRASTRUCTURE - MULTIMODAL TRANSPORTATION
Seaplane Basin

Marina

Ensure that future development in the Waterfront Entertainment District is sensitive to long-term implications of sea plane basin
related infrastructure facilities (aviation fueling, seaplane docking, ships store, and landing zone). This may include creating
adequate landscaped buffers that will soften the visual impact of these support facilities.
Continue work with National Seaplane Pilots Association to promote the facility nationally
Continue with plans to construct the marina (boat ramps/ marina store/ boat rentals)
Issue an RFP to solicit potential developers for operation and maintenance

Lake County Xpress Service (Bus Transit)

DTRMP 2017

Develop mechanisms to maximize revenues from the marina and boat rentals
Promote the development of outfitters related to the marina and waterfront uses
Establish a waterway connectivity plan connecting Lake Dora to the Lake County Blueways Plan
Continue to work with Lake-Sumter MPO to increase the number of routes and frequency of service required to ensure connectivity
to the Downtown from the other sections of the City and Lake County
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Downtown Redevelopment Action Plan Summary Matrix (Contd.)
DOWNTOWN
TAVARES
ACTION
PLAN SUMMARY
MATRIX MATRIX
DOWNTOWN
TAVARES
ACTION
PLAN SUMMARY
IMPLEMENTATION STRATEGIES
Sustainable Transportation Modes (Neighborhood Electric Vehicles/ Golf Carts/ Segways)

DESCRIPTION
Develop special parking standards for neighborhood electric vehicles and golf carts as part of a multimodal transportation system
Evaluate feasibility of creating a car-free demonstration area and multi-use paths for NEVs and Segways, preferably in the Waterfront
Entertainment District, or alternatively restricting car access at certain times of the day and during special events
Identify roads where NEVs are prohibited because of a speed limit greater than 35 miles per hour
Identify and install appropriate signage and traffic controls that support use of NEVs and golf carts
Develop internal traffic loop to accommodate the slow-moving vehicles within the overall roadway network
Develop long-range plans to identify locations that offer solar powered battery-charging stations and preferred parking for NEVs

Downtown Trolley/ Shuttle Service

Evaluate the feasibility of purchasing a trolley and starting a shuttle service during special events between designated park- ing areas,
major employers and the Downtown

INFRASTRUCTURE - UTILITIES
Stormwater Improvement Park

Complete with the construction of the Stormwater Improvement Park and utility/drainage lines replacement on Ruby Street

Water Resources and Infrastructure Master Plan

Develop an updated GIS Inventory for Utility Infrastructure in the Downtown CRA
Identify and install adequately sizes lines at appropriate locations to accommodate the anticipated future growth
Pursue continued installation of utilities and drainage system upgrades
Continue the area-wide Stormwater Master Plan to identify and reduce the number outfalls into Lake Dora
Continue to work with developers to provide regional stormwater retention areas as part of new developments

Obtain Master Stormwater Permit for Downtown CRA

Provide for a master stormwater permit from St. Johns River Water Management District as an incentive for potential developers to
invest in the Downtown

Burial of overhead utility lines

Work with regulatory and private entities to develop a phasing plan for the burial of overhead utility lines

Telecommunications and Wireless Network

Pursue continued installation of fiber optic lines in order to upgrade telecommunications within the Downtown
Initiate discussions with the community to fund the acquisition of wireless equipment to provide wireless internet access for Downtown
businesses, patrons, and visitors
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Downtown Redevelopment Action Plan Summary Matrix (Contd.)
DOWNTOWN
TAVARES
ACTION
PLAN SUMMARY
MATRIX MATRIX
DOWNTOWN
TAVARES
ACTION
PLAN SUMMARY
IMPLEMENTATION STRATEGIES

DESCRIPTION

INFRASTRUCTURE - ENVIRONMENTAL INITIATIVES
Lake Dora Restoration

Minimize the impact on natural habitat and encourage design that is sensitive to the environmental areas and wetlands in the
Downtown CRA
Work with SJRWMD to continue with shoreline clean-up and restoration of natural habitat efforts

Green Building and Sustainable Initiatives

Promote green building technologies and seek to obtain LEED-ND certification for the Downtown redevelopment area

ECONOMIC DEVELOPMENT
Economic Strategy and Real Estate Market Study

Periodically conduct economic studies to determine the residential, retail and tourism potential for the Downtown

Maximize Potential Revenues

Continue to leverage revenues with matching grant programs
Evaluate policies for enterprise opportunities- water recreation (kayaks, standing boards rentals) and marina (boat tours)
operations, and other potential vendors
Develop measurable tools to analyze economic impact of festivals and special events in order to strengthen and retain
potential income
Seek opportunities to generate revenues through private and corporate advertising and donations during special events

Develop an Incentive Package to attract potential developers

Create a checklist of incentives for potential developers which would encourage infill development and redevelopment in the
Downtown CRA
Continue with the implementation of economic incentives in the CRA including Downtown Economic Enhancement District,
Impact Fee Waiver, Multimodal Transportation Districts, and master stormwater permit to attract developers
Increase awareness about County’s incentive programs that are available
Continue with the façade improvement program to assist private property owners in improving the aesthetic character of their
buildings
Develop strategies to gauge the interest in promoting green buildings in infill development and new development projects to
complement the City’s sustainable initiatives

Retain and Expand existing businesses

Encourage businesses related to the arts (art galleries, artist studios)
Continue to assist small businesses in relocating and expanding in the Downtown CRA
Develop strategies to support existing businesses to help ensure their ongoing existence Downtown
Identify niche markets and develop a list of potential businesses in the region that could be recruited with these niche markets such as waterfront entertainment (music venues, performers), active recreation (kayaks, standing boards
rentals/instruction) and trail (bike shops/rentals) related ancillary uses
Develop an online inventory of available properties working in cooperation with local realtors and use data for marketing
Downtown development
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Downtown Redevelopment Action Plan Summary Matrix (Contd.)
DOWNTOWN
TAVARES
ACTION
PLAN SUMMARY
MATRIX MATRIX
DOWNTOWN
TAVARES
ACTION
PLAN SUMMARY
IMPLEMENTATION STRATEGIES
Marketing and Promotion

DESCRIPTION
Continue with the success of the planned events in the Downtown
Classic Antique Boat Festivals/ Spring Thunder Vintage Boat Regatta/ Seaplane-A-Palooza/ African-American Cultural
Heritage Festival/ Dragon Boat Festival/ Steamboat Meet/ 4th of July Celebration/ Hydro Drag Nationals/ Kayakathon/ Planes,
Trains & BBQ/ Rifles, Rails & History/ CRA Fall Thunder Regatta/ Monster Splash Fly/ Christmas Parade & Celebration, etc.
Promote Farmer’s Markets and Arts & Crafts fair at Wooton Park
Develop a Tavares Heritage Trail walking tour and signage plan
Continue with the City’s branding program “America’s Seaplane City”
Promote Downtown as a tourist destination and provide information at the airport, publications and regional agencies
Continue with promotional materials to market the Downtown revitalization efforts

Continue collaboration efforts and partnerships with local and regional entities

Continue discussions with area institutions (churches, County, School Board) to encourage joint-use agreements for recreational and community use facilities
Other Partnership Opportunities include:
Universities and Colleges, myregion.org, Orlando Metro EDC, Orlando Regional Chamber of Commerce, ECFRPC,
Tavares Chamber of Commerce, Florida Hospital Waterman and Lake County Economic Growth Department
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IMPLEMENTATION PLAN
5-Year Implementation Budget: Downtown CRA

This section shows how the Master Plan translates to a
phased series of implementation projects and breaks down
anticipated costs for design and construction of capital projects
as well as further plans and regulatory activities.

Projects

The City has done an outstanding job in securing funds and
grants to pay for projects in the CRA. For example, the City’s CRA
Ruby Street & Stormwater Improvement Park is such a project
that the City sought funding from various sources to support the
construction, and minimize cost to city taxpayers. This
implementation program provides the planning and design
necessary to complete construction of all major improvements
planned for on the CRA.

1B. Performing Arts Center Feasibility Study

The community should understand that the City, working with
other government entities, will be pursuing multiple elements
of the Plan at all times. It is important to note that the following
capital improvement plan is flexible in nature. It is the best
estimate of project costs based on a measure of the order of
magnitude for projects in relation to anticipated revenues. As a
matter of practice the City will continue to prepare annual budgets
as well as establishing one, three and five-year work programs for
budgetary and administrative purposes. Ultimately project costs
will be refined during the design and construction phase of any
given project.
The Capital Improvement Strategies are used for short-term, and
long-range planning purposes. The Capital Improvement Strategies
are not a guarantee of expenditure of funds on a given project in a
given year. Actual funding allocations will be determined annually
through the City’s budget process. As priorities change, the
capital improvement strategies are amended. Managed correctly,
funds from the City and CRA can be leveraged through grants
and commercial financing to accomplish a substantial number of
capital improvements and planning activities. When successful,
the City should see a substantial increase in the tax base and
realize a healthy return on its investment through increased ad
valorem revenues, sales tax receipts and other formulated revenue
sharing programs.

In Progress
(Budgeted)

FY’2019

FY’2020

FY’2021

FY’2022

FY’2023

Total Cost
(Estimate)

-

$50,000

-

-

-

-

$50,000

$120,000

-

-

-

-

-

$120,000

1C. East Main Street Parking Garage Study

-

$50,000

-

-

--

-

$50,000

1D. Pedestrian/Trail/Golf-Carts Bridge Feasibility Study (US 441 & SR 19)

-

-

$37,500

$37,500

-

-

$75,000

1E. Sinclair & St. Clair Abrams Corridor Improvements/Traffic Study

-

$37,500

$37,500

-

-

-

$75,000

-

$87,500

$75,000

$37,500

-

-

$370,000

-

-

$150,000
$1,800,000

$150,000
$1,800,000

-

-

$300,000
$3,600,000

-

-

-

$275,000

-

-

$275,000

-

-

-

$300,000

$300,000

-

$600,000

-

-

$200,000

$200,000

-

$400,000

1. Planning
1A. CRA-Stormwater Master Plan Phase II

Sub-Total

2. Design Development, Construction Documents and Permitting
2A. CRA-Master Stormwater Master Plan Phase II
2B. Performing Arts Center 1
2C. East Main Street Parking Garage 1
2D. Pedestrian/Trail/Golf-Carts Over-Pass Bridge

1

2E. Sinclair & St. Clair Abrams Corridor Improvements
2F. Public Safety Facility

$472,189

-

-

-

-

-

$472,189

2G. Library Facility Expansion

$237,970

$162,030

-

-

-

-

$433,444

-

$195,474

-

-

-

-

$195,474

-

$357,504

$1,950,000

$2,725,000

$500,000

-

$6,276,107

-

-

-

-

$3,325,000

$3,325,000

$6,650,000

-

-

-

-

$13,200,000

$13,200,000

$26,400,000

-

-

$3,000,000

-

-

$3,000,000

-

-

-

$2,200,000

$2,200,000

$4,400,000

-

-

-

$1,000,000

$1,000,000

$2,000,000

$11,315,816

-

-

-

-

-

$11,315,816

3G. Library Facility Expansion

-

$4,000,000

-

-

-

-

$4,000,000

3H. West Main Streetscape Improvements

-

$600,000

$600,000

-

-

-

$1,200,000

$250,000

$250,000

$250,000

$250,000

-

$1,000,000

2H. West Main Streetscape Improvements

Sub-Total

3. Construction
3A. CRA-Master Stormwater Master Plan Phase II
3B. Performing Arts Center

1

3C. East Main Street Parking Garage

1

3D. Pedestrian/Trail/Golf-Carts Over-Pass Bridge 1

-

3E. Sinclair & St. Clair Abrams Corridor Improvements
3F. Public Safety Facility

3I. Alleyway Improvements

2

3J. West Main Street Gateway Feature 2

-

$150,000

-

-

-

-

$150,000

3K. Alfred Streetscape

-

$500,000

-

-

-

-

$500,000

$500,000

-

-

-

-

-

$500,000

-

-

$325,000

$325,000

-

-

$650,000

2

3L. Bury Downtown Electric Lines 2
3M. Seaplane Base Projects From Master Plan 2
1 – Subject to Feasibility Analysis.
2 – Design, Construction Documents, Permitting and Construction Cost.
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The Downtown Tavares Master Plan contains several projects
consisting of public, private and joint public/private efforts, as
described in previous sections of this Master Plan that will take
years for completion. Therefore, it is critical that the City
incorporates a sound project implementation strategy when
identifying priorities.
The following 5-year capital implementation plan sets forth
recommendations concerning major project priorities and
possible funding sources. This should be updated every five
years while the master plan itself should be revisited every
decade. Fiscal year (FY’) begins on at the beginning of October
and ends at the end of September of the subject year. For
example, FY’ 2019 begins on October 1, 2018 and ends on
September 30, 2019.

5-Year Implementation Budget: Downtown CRA (Cont.)
Projects

In Progress
Budgeted

FY’2019

FY’2020

FY’2021

FY’2022

FY’2023

Total Cost
Estimate

3N. Wooton Park Archway 2

-

$75,000

-

-

-

-

$75,000

3O. Wooton Park West (Fishing Pier) 2

-

$200,000

-

-

-

-

$200,000

$24,000

-

-

-

-

-

$24,000

-

$375,000

-

-

-

-

$375,000

3R. Tav-Dora Trail (Cost Share with MPO)

-

$50,000

-

-

-

-

$50,000

3S. Wayfinding Signs Downtown 2

-

$34,000

-

-

-

-

$34,000

$4,300,000

$600,000

$2,875,000

$2,875,000

-

-

$10,650,000

-

$6,834,000

$4,050,000

$6,450,000

$19,975,000

$19,725,000

$73,173,816

4A. Tavares Square (Residential Property Acquisition)

-

$150,000

$150,000

-

-

-

$300,000

4B. Property Purchase for Library Parking

-

$50,000

-

-

-

-

$50,000

-

$200,000

$150,000

-

-

-

$350,000

$7,283,530

$6,500,000

$8,937,500

$20,475,000

$19,725,000

-

3. Construction (Cont.)

3P. Large Wooton Park West Gazebo 2
3Q. Wooton Park West (Open Space Improvement & Landscaping)

3T. Downtown CRA Stormwater Upgrades

2

2

Sub-Total

4. Land Acquisition

Sub-Total

FY’ Sub-Total

5-Year Implementation Phase Total

$62,921,030

1 – Subject to Feasibility Analysis.
2 – Design, Construction Documents, Permitting and Construction Cost.
Note: Refer table on next page for detailed description of projects and recommended funding sources.

130

PART III

CHAPTER 11: IMPLEMENTATION PL AN

DTRMP 2017

DOWNTOWN TAVARES REDEVELOPMENT MASTER PL AN

DETAILED DESCRIPTION: 5-YEAR IMPLEMENTATION PROJECTS
PROJECTS

DESCRIPTION

FUNDING SOURCE

1) PLANNING
Develop a comprehensive master plan for stormwater abatement that takes
into consideration the rest of the CRA (Phase II) area. Coordinate with
SJRWMD to facilitate permitting via regional stormwater retention areas for
new public and private developments in the CRA.
Explore the Feasibility of a University/State College Downtown
Performing Arts Center.
Conduct a site selection to construct a Performing Arts Center.
Evaluate the feasibility to incorporate the Performing Arts Center into
the East Main Street Parking Garage structure. Evaluate feasibility of
constructing a mixed-use public parking structure on the east side of
Downtown (ex. future vacant Public Works Site).

TIF/ FDOT/ CDBG/ Infrastructure Tax

1C. East Main Street Parking Garage Study

Study to provide programming and design for the proposed facility.

Infrastructure Tax/ TIF/ General Fund/
Public- Private Partnership

1C. Pedestrian/Trail/Golf-cart Bridge Alternatives Study (US 441 and SR 19)

Analyze feasibility and alternative locations for constructing a
pedestrian/trail/golf-cart bridge to enhance connectivity across US 441
and/or SR 19.
Conduct a transportation corridor study which includes capacity
improvements, turn-lanes, landscaping and beatification.

TIF/ FDOT/ MPO/ TEP/
General Fund

Develop construction plans for stormwater abatement system that takes
into consideration the rest of the CRA (Phase II) area. Coordinate with
SJRWMD to facilitate permitting via regional stormwater retention areas for
all new public and private developments in the CRA.
If the economic feasibility analysis determines that construction of the
facility is viable, the City should continue with the design development
and construction phase.
Retain an architect to provide programming and design services for the
proposed facility.
Develop construction documents including construction cost estimates
and technical specifications and drawings for bidding.
Retain an architect to provide programming and design services for the
proposed facility.
Develop construction documents including construction cost estimates
and technical specifications and drawings for bidding.
Develop construction documents including construction cost estimates and
technical specifications and drawings for bidding.

TIF/ FDOT/ CDBG/ Infrastructure Tax

1A. CRA-Stormwater Master Plan Phase II

1B. Performing Arts Center/Parking Garage Facility Feasibility Study

1D. Sinclair & St. Clair Abrams Corridor Traffic Study

Infrastructure Tax/ TIF/ General Fund/
Special Assess- ments/ Tourism Tax/
FCT/ FRDAP/ SBA/ Resources for Public
Arts Program/ Edyth Bush Charitable
Foundation

TIF/ FDOT/ CDBG/ Infrastructure Tax

2) DESIGN DEVELOPMENT, CONSTRUCTION DOCUMENTATION, AND PERMITTING
1A. CRA-Stormwater Master Plan Phase II

2B. Performing Arts Center
CDBG- Community Development Block Grant
SHIP- State Housing Initiatives Partnership
KAB- Keep America Beautiful
SBA- Small Business Administration Tree Planting Grant
FDOT- Florida Department of Transportation
FRDAP- Florida Recreation Development Assistance Program
FCT- Florida Communities Trust
LWCF- Land and Water Conservation Fund
RN- River Network
UFG- Urban Forestry Grant
RTP- Florida Recreational Trails Program
FIND- Florida Inland Navigation District
MSBU- Municipal Service Benefit Unit
FLP-Federal Lands to Parks
TPL- Trust for Public Land
HBG- Highway Beautification Grant
FBIP- Florida Boating Improvement Program
TEP- Transportation Enhancement Program

2C. East Main Street Parking Garage 1

2D. Pedestrian/Trail/Golf-Carts Over-Pass Bridge 1
2E. Sinclair & St. Clair Abrams Corridor Improvements

TIF/ General Fund/ Special Assessments/ Tourism Tax/ FCT/ FRDAP/
SBA/ Resources for Public Arts
Program/ Edyth Bush Charitable
Foundation

Infrastructure Tax/ TIF/ General Fund/
Public- Private Partnership

FDOT/ CDBG/ Infrastructure Tax/ Impact
Fees

Develop construction documents including construction cost estimates and Infrastructure Tax/ TIF/ CDBG/ General
technical specifications and drawings for bidding.
Fund

1 – Subject to Feasibility Analysis.
2 – Design, Construction Documents, Permitting and Construction Cost.
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DETAILED DESCRIPTION: 5-YEAR IMPLEMENTATION PROJECTS (Cont.)
PROJECTS

DESCRIPTION

FUNDING SOURCE

2) DESIGN DEVELOPMENT, CONSTRUCTION DOCUMENTATION, AND PERMITTING (Contd.)
2F. Public Safety Facility

Issuance of Site Plan and Construction Documents Permits.

Mixed

2G. Library Facility Expansion

Initiate design development phase for the expanded facility
Develop construction documents including construction cost estimates
and technical specifications and drawings for bidding.
Engineering, Construction Documents and Permitting.

Infrastructure Tax/ TIF/ CDBG/ General
Fund/ County

3A. CRA-Master Stormwater Master Plan Phase II

Construction

TIF/ General Fund/ Infrastructure Tax

3B. Performing Arts Center

Construction

TIF/ General Fund/ Grants/ Infra. Tax

2H. West Main Streetscape Improvements

General Fund

3) CONSTRUCTION
1

3C. East Main Street Parking Garage

CDBG- Community Development Block Grant
SHIP- State Housing Initiatives Partnership
KAB- Keep America Beautiful
SBA- Small Business Administration Tree Planting Grant
FDOT- Florida Department of Transportation
FRDAP- Florida Recreation Development Assistance Program
FCT- Florida Communities Trust
LWCF- Land and Water Conservation Fund
RN- River Network
UFG- Urban Forestry Grant
RTP- Florida Recreational Trails Program
FIND- Florida Inland Navigation District
MSBU- Municipal Service Benefit Unit
FLP-Federal Lands to Parks
TPL- Trust for Public Land
HBG- Highway Beautification Grant
FBIP- Florida Boating Improvement Program
TEP- Transportation Enhancement Program

Construction

TIF/ General Fund/ Infrastructure Tax

3D. Pedestrian/Trail/Golf-Carts Over-Pass Bridge 1

Construction

TIF/ General Fund/ Infrastructure Tax

3E. Sinclair & St. Clair Abrams Corridor Improvements

Construction

FDOT/TIF/ General Fund/ Infra. Tax

3F. Public Safety Facility

Construction

TIF/ General Fund/ Infrastructure Tax

3G. Library Facility Expansion

Construction

TIF/ General Fund/ Infrastructure Tax

3H. West Main Streetscape Improvements

Construction

Mixed

3I. Alleyway Improvements

Design, Construction Documents, Permitting and Construction.

General Fund/ TIF

Design, Construction Documents, Permitting and Construction.

General Fund

Design, Construction Documents, Permitting and Construction.
Design, Construction Documents, Permitting and Construction.
Design, Construction Documents, Permitting and Construction.
Design, Construction Documents, Permitting and Construction.
Design, Construction Documents, Permitting and Construction.
Design, Construction Documents, Permitting and Construction.
Design, Construction Documents, Permitting and Construction.
Cost Share with MPO
Design, Construction Documents, Permitting and Construction.
Design, Construction Documents, Permitting and Construction.

Mixed
SRF
Mixed
Seaplane Operation
General Fund/Grants
General Fund
General Fund/Grants
General Fund
General Fund
Mixed

1

2

3J. West Main Street Gateway Feature

2

3K. Alfred Streetscape
3L. Bury Downtown Electric Lines 2
3M. Seaplane Base Projects From Master Plan 2
3N. Wooton Park Archway 2
3O. Wooton Park West (Fishing Pier) 2
3P. Large Wooton Park West Gazebo 2
3Q. Wooton Park West (Open Space Improvement & Landscaping) 2
3R. Tav-Dora Trail (Cost Share with MPO)
3S. Wayfinding Signs Downtown 2
3T. Downtown CRA Stormwater Upgrades 2
2

1 – Subject to Feasibility Analysis.
2 – Design, Construction Documents, Permitting and Construction Cost.
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IMPLEMENTATION PLAN
5-Year Implementation Budget: Downtown CRA

This section shows how the Master Plan translates to a
phased series of implementation projects and breaks down
anticipated costs for design and construction of capital projects
as well as further plans and regulatory activities.

Projects

The City has done an outstanding job in securing funds and
grants to pay for projects in the CRA. For example, the City’s CRA
Ruby Street & Stormwater Improvement Park is such a project
that the City sought funding from various sources to support the
construction, and minimize cost to city taxpayers. This
implementation program provides the planning and design
necessary to complete construction of all major improvements
planned for on the CRA.

1B. Performing Arts Center Feasibility Study

The community should understand that the City, working with
other government entities, will be pursuing multiple elements
of the Plan at all times. It is important to note that the following
capital improvement plan is flexible in nature. It is the best
estimate of project costs based on a measure of the order of
magnitude for projects in relation to anticipated revenues. As a
matter of practice the City will continue to prepare annual budgets
as well as establishing one, three and five-year work programs for
budgetary and administrative purposes. Ultimately project costs
will be refined during the design and construction phase of any
given project.
The Capital Improvement Strategies are used for short-term, and
long-range planning purposes. The Capital Improvement Strategies
are not a guarantee of expenditure of funds on a given project in a
given year. Actual funding allocations will be determined annually
through the City’s budget process. As priorities change, the
capital improvement strategies are amended. Managed correctly,
funds from the City and CRA can be leveraged through grants
and commercial financing to accomplish a substantial number of
capital improvements and planning activities. When successful,
the City should see a substantial increase in the tax base and
realize a healthy return on its investment through increased ad
valorem revenues, sales tax receipts and other formulated revenue
sharing programs.

In Progress
(Budgeted)

FY’2019

FY’2020

FY’2021

FY’2022

FY’2023

Total Cost
(Estimate)

-

$50,000

-

-

-

-

$50,000

$120,000

-

-

-

-

-

$120,000

1C. East Main Street Parking Garage Study

-

$50,000

-

-

--

-

$50,000

1D. Pedestrian/Trail/Golf-Carts Bridge Feasibility Study (US 441 & SR 19)

-

-

$37,500

$37,500

-

-

$75,000

1E. Sinclair & St. Clair Abrams Corridor Improvements/Traffic Study

-

$37,500

$37,500

-

-

-

$75,000

-

$87,500

$75,000

$37,500

-

-

$370,000

-

-

$150,000
$1,800,000

$150,000
$1,800,000

-

-

$300,000
$3,600,000

-

-

-

$275,000

-

-

$275,000

-

-

-

$300,000

$300,000

-

$600,000

-

-

$200,000

$200,000

-

$400,000

1. Planning
1A. CRA-Stormwater Master Plan Phase II

Sub-Total

2. Design Development, Construction Documents and Permitting
2A. CRA-Master Stormwater Master Plan Phase II
2B. Performing Arts Center 1
2C. East Main Street Parking Garage 1
2D. Pedestrian/Trail/Golf-Carts Over-Pass Bridge

1

2E. Sinclair & St. Clair Abrams Corridor Improvements
2F. Public Safety Facility

$472,189

-

-

-

-

-

$472,189

2G. Library Facility Expansion

$237,970

$162,030

-

-

-

-

$433,444

-

$195,474

-

-

-

-

$195,474

-

$357,504

$1,950,000

$2,725,000

$500,000

-

$6,276,107

-

-

-

-

$3,325,000

$3,325,000

$6,650,000

-

-

-

-

$13,200,000

$13,200,000

$26,400,000

-

-

$3,000,000

-

-

$3,000,000

-

-

-

$2,200,000

$2,200,000

$4,400,000

-

-

-

$1,000,000

$1,000,000

$2,000,000

$11,315,816

-

-

-

-

-

$11,315,816

3G. Library Facility Expansion

-

$4,000,000

-

-

-

-

$4,000,000

3H. West Main Streetscape Improvements

-

$600,000

$600,000

-

-

-

$1,200,000

$250,000

$250,000

$250,000

$250,000

-

$1,000,000

2H. West Main Streetscape Improvements

Sub-Total

3. Construction
3A. CRA-Master Stormwater Master Plan Phase II
3B. Performing Arts Center

1

3C. East Main Street Parking Garage

1

3D. Pedestrian/Trail/Golf-Carts Over-Pass Bridge 1

-

3E. Sinclair & St. Clair Abrams Corridor Improvements
3F. Public Safety Facility

3I. Alleyway Improvements

2

3J. West Main Street Gateway Feature 2

-

$150,000

-

-

-

-

$150,000

3K. Alfred Streetscape

-

$500,000

-

-

-

-

$500,000

$500,000

-

-

-

-

-

$500,000

-

-

$325,000

$325,000

-

-

$650,000

2

3L. Bury Downtown Electric Lines 2
3M. Seaplane Base Projects From Master Plan 2
1 – Subject to Feasibility Analysis.
2 – Design, Construction Documents, Permitting and Construction Cost.
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The Downtown Tavares Master Plan contains several projects
consisting of public, private and joint public/private efforts, as
described in previous sections of this Master Plan that will take
years for completion. Therefore, it is critical that the City
incorporates a sound project implementation strategy when
identifying priorities.
The following 5-year capital implementation plan sets forth
recommendations concerning major project priorities and
possible funding sources. This should be updated every five
years while the master plan itself should be revisited every
decade. Fiscal year (FY’) begins on at the beginning of October
and ends at the end of September of the subject year. For
example, FY’ 2019 begins on October 1, 2018 and ends on
September 30, 2019.

5-Year Implementation Budget: Downtown CRA (Cont.)
Projects

In Progress
Budgeted

FY’2019

FY’2020

FY’2021

FY’2022

FY’2023

Total Cost
Estimate

3N. Wooton Park Archway 2

-

$75,000

-

-

-

-

$75,000

3O. Wooton Park West (Fishing Pier) 2

-

$200,000

-

-

-

-

$200,000

$24,000

-

-

-

-

-

$24,000

-

$375,000

-

-

-

-

$375,000

3R. Tav-Dora Trail (Cost Share with MPO)

-

$50,000

-

-

-

-

$50,000

3S. Wayfinding Signs Downtown 2

-

$34,000

-

-

-

-

$34,000

$4,300,000

$600,000

$2,875,000

$2,875,000

-

-

$10,650,000

-

$6,834,000

$4,050,000

$6,450,000

$19,975,000

$19,725,000

$73,173,816

4A. Tavares Square (Residential Property Acquisition)

-

$150,000

$150,000

-

-

-

$300,000

4B. Property Purchase for Library Parking

-

$50,000

-

-

-

-

$50,000

-

$200,000

$150,000

-

-

-

$350,000

$7,283,530

$6,500,000

$8,937,500

$20,475,000

$19,725,000

-

3. Construction (Cont.)

3P. Large Wooton Park West Gazebo 2
3Q. Wooton Park West (Open Space Improvement & Landscaping)

3T. Downtown CRA Stormwater Upgrades

2

2

Sub-Total

4. Land Acquisition

Sub-Total

FY’ Sub-Total

5-Year Implementation Phase Total

$62,921,030

1 – Subject to Feasibility Analysis.
2 – Design, Construction Documents, Permitting and Construction Cost.
Note: Refer table on next page for detailed description of projects and recommended funding sources.

130

PART III

CHAPTER 11: IMPLEMENTATION PL AN

DTRMP 2017

DOWNTOWN TAVARES REDEVELOPMENT MASTER PL AN

DETAILED DESCRIPTION: 5-YEAR IMPLEMENTATION PROJECTS
PROJECTS

DESCRIPTION

FUNDING SOURCE

1) PLANNING
Develop a comprehensive master plan for stormwater abatement that takes
into consideration the rest of the CRA (Phase II) area. Coordinate with
SJRWMD to facilitate permitting via regional stormwater retention areas for
new public and private developments in the CRA.
Explore the Feasibility of a University/State College Downtown
Performing Arts Center.
Conduct a site selection to construct a Performing Arts Center.
Evaluate the feasibility to incorporate the Performing Arts Center into
the East Main Street Parking Garage structure. Evaluate feasibility of
constructing a mixed-use public parking structure on the east side of
Downtown (ex. future vacant Public Works Site).

TIF/ FDOT/ CDBG/ Infrastructure Tax

1C. East Main Street Parking Garage Study

Study to provide programming and design for the proposed facility.

Infrastructure Tax/ TIF/ General Fund/
Public- Private Partnership

1C. Pedestrian/Trail/Golf-cart Bridge Alternatives Study (US 441 and SR 19)

Analyze feasibility and alternative locations for constructing a
pedestrian/trail/golf-cart bridge to enhance connectivity across US 441
and/or SR 19.
Conduct a transportation corridor study which includes capacity
improvements, turn-lanes, landscaping and beatification.

TIF/ FDOT/ MPO/ TEP/
General Fund

Develop construction plans for stormwater abatement system that takes
into consideration the rest of the CRA (Phase II) area. Coordinate with
SJRWMD to facilitate permitting via regional stormwater retention areas for
all new public and private developments in the CRA.
If the economic feasibility analysis determines that construction of the
facility is viable, the City should continue with the design development
and construction phase.
Retain an architect to provide programming and design services for the
proposed facility.
Develop construction documents including construction cost estimates
and technical specifications and drawings for bidding.
Retain an architect to provide programming and design services for the
proposed facility.
Develop construction documents including construction cost estimates
and technical specifications and drawings for bidding.
Develop construction documents including construction cost estimates and
technical specifications and drawings for bidding.

TIF/ FDOT/ CDBG/ Infrastructure Tax

1A. CRA-Stormwater Master Plan Phase II

1B. Performing Arts Center/Parking Garage Facility Feasibility Study

1D. Sinclair & St. Clair Abrams Corridor Traffic Study

Infrastructure Tax/ TIF/ General Fund/
Special Assess- ments/ Tourism Tax/
FCT/ FRDAP/ SBA/ Resources for Public
Arts Program/ Edyth Bush Charitable
Foundation

TIF/ FDOT/ CDBG/ Infrastructure Tax

2) DESIGN DEVELOPMENT, CONSTRUCTION DOCUMENTATION, AND PERMITTING
1A. CRA-Stormwater Master Plan Phase II

2B. Performing Arts Center
CDBG- Community Development Block Grant
SHIP- State Housing Initiatives Partnership
KAB- Keep America Beautiful
SBA- Small Business Administration Tree Planting Grant
FDOT- Florida Department of Transportation
FRDAP- Florida Recreation Development Assistance Program
FCT- Florida Communities Trust
LWCF- Land and Water Conservation Fund
RN- River Network
UFG- Urban Forestry Grant
RTP- Florida Recreational Trails Program
FIND- Florida Inland Navigation District
MSBU- Municipal Service Benefit Unit
FLP-Federal Lands to Parks
TPL- Trust for Public Land
HBG- Highway Beautification Grant
FBIP- Florida Boating Improvement Program
TEP- Transportation Enhancement Program

2C. East Main Street Parking Garage 1

2D. Pedestrian/Trail/Golf-Carts Over-Pass Bridge 1
2E. Sinclair & St. Clair Abrams Corridor Improvements

TIF/ General Fund/ Special Assessments/ Tourism Tax/ FCT/ FRDAP/
SBA/ Resources for Public Arts
Program/ Edyth Bush Charitable
Foundation

Infrastructure Tax/ TIF/ General Fund/
Public- Private Partnership

FDOT/ CDBG/ Infrastructure Tax/ Impact
Fees

Develop construction documents including construction cost estimates and Infrastructure Tax/ TIF/ CDBG/ General
technical specifications and drawings for bidding.
Fund

1 – Subject to Feasibility Analysis.
2 – Design, Construction Documents, Permitting and Construction Cost.
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DOWNTOWN TAVARES REDEVELOPMENT MASTER PL AN

DETAILED DESCRIPTION: 5-YEAR IMPLEMENTATION PROJECTS (Cont.)
PROJECTS

DESCRIPTION

FUNDING SOURCE

2) DESIGN DEVELOPMENT, CONSTRUCTION DOCUMENTATION, AND PERMITTING (Contd.)
2F. Public Safety Facility

Issuance of Site Plan and Construction Documents Permits.

Mixed

2G. Library Facility Expansion

Initiate design development phase for the expanded facility
Develop construction documents including construction cost estimates
and technical specifications and drawings for bidding.
Engineering, Construction Documents and Permitting.

Infrastructure Tax/ TIF/ CDBG/ General
Fund/ County

3A. CRA-Master Stormwater Master Plan Phase II

Construction

TIF/ General Fund/ Infrastructure Tax

3B. Performing Arts Center

Construction

TIF/ General Fund/ Grants/ Infra. Tax

2H. West Main Streetscape Improvements

General Fund

3) CONSTRUCTION
1

3C. East Main Street Parking Garage

CDBG- Community Development Block Grant
SHIP- State Housing Initiatives Partnership
KAB- Keep America Beautiful
SBA- Small Business Administration Tree Planting Grant
FDOT- Florida Department of Transportation
FRDAP- Florida Recreation Development Assistance Program
FCT- Florida Communities Trust
LWCF- Land and Water Conservation Fund
RN- River Network
UFG- Urban Forestry Grant
RTP- Florida Recreational Trails Program
FIND- Florida Inland Navigation District
MSBU- Municipal Service Benefit Unit
FLP-Federal Lands to Parks
TPL- Trust for Public Land
HBG- Highway Beautification Grant
FBIP- Florida Boating Improvement Program
TEP- Transportation Enhancement Program

Construction

TIF/ General Fund/ Infrastructure Tax

3D. Pedestrian/Trail/Golf-Carts Over-Pass Bridge 1

Construction

TIF/ General Fund/ Infrastructure Tax

3E. Sinclair & St. Clair Abrams Corridor Improvements

Construction

FDOT/TIF/ General Fund/ Infra. Tax

3F. Public Safety Facility

Construction

TIF/ General Fund/ Infrastructure Tax

3G. Library Facility Expansion

Construction

TIF/ General Fund/ Infrastructure Tax

3H. West Main Streetscape Improvements

Construction

Mixed

3I. Alleyway Improvements

Design, Construction Documents, Permitting and Construction.

General Fund/ TIF

Design, Construction Documents, Permitting and Construction.

General Fund

Design, Construction Documents, Permitting and Construction.
Design, Construction Documents, Permitting and Construction.
Design, Construction Documents, Permitting and Construction.
Design, Construction Documents, Permitting and Construction.
Design, Construction Documents, Permitting and Construction.
Design, Construction Documents, Permitting and Construction.
Design, Construction Documents, Permitting and Construction.
Cost Share with MPO
Design, Construction Documents, Permitting and Construction.
Design, Construction Documents, Permitting and Construction.

Mixed
SRF
Mixed
Seaplane Operation
General Fund/Grants
General Fund
General Fund/Grants
General Fund
General Fund
Mixed

1

2

3J. West Main Street Gateway Feature

2

3K. Alfred Streetscape
3L. Bury Downtown Electric Lines 2
3M. Seaplane Base Projects From Master Plan 2
3N. Wooton Park Archway 2
3O. Wooton Park West (Fishing Pier) 2
3P. Large Wooton Park West Gazebo 2
3Q. Wooton Park West (Open Space Improvement & Landscaping) 2
3R. Tav-Dora Trail (Cost Share with MPO)
3S. Wayfinding Signs Downtown 2
3T. Downtown CRA Stormwater Upgrades 2
2

1 – Subject to Feasibility Analysis.
2 – Design, Construction Documents, Permitting and Construction Cost.
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EXISTING LAND USE
Downtown Tavares contains 645 properties, encompassing approximately 272 acres of land
area, excluding right-of-ways. Based on the land use codes provided by Lake County
Property Appraiser’s Office, there are over thirty (30) land use types found within the
redevelopment area. For analysis purposes, this report classifies these types into six major
existing land use categories:
1.
2.
3.
4.
5.
6.

Institutional
Residential
Commercial
Vacant Lands
Industrial
Other uses

Industrial

11%

Acreage

%

Count

54%

Commercial

44.6

16%

112

17%

5.3

2%

8

1%

106.6

39%

74

12%

28.6

11%

96

15%

2.9

1%

5

1%

272.4

100%

645

100%

Total

Existing Land Use by Parcel Count
Residential

1%

Vacant Lands

12% 1%

%

350

Other Uses

Other Uses

16%

31%

Vacant

Commercial
Institutional

39%

84.4

Institutional

Vacant Lands

31%

Residential

Industrial

Residential

2%
1%

Fig. A.1 illustrates the distribution of existing land uses in the Downtown redevelopment area.
As shown in Fig. A.2, institutional and residential uses are the predominant land use types,
in terms of land coverage, accounting for nearly 70% of the total land area, followed by
commercial uses (16%) and vacant lands (11%). In terms of parcel count, residential uses
contain the largest number of properties with 350 parcels, representing slightly over half of
the Downtown’s total properties (54%). Commercial properties at seventeen percent (17%) and
vacant lands (15%) account for most of the remaining properties. The remainder of
the land use composition is distributed between institutional properties at twelve percent
(12%) ; industrial uses (1%) and other uses such as utilities (1%).
Land Use

Existing Land Use by Acreage

17%

Commercial

54%

Institutional
Industrial

15%

Other Uses

Fig. A.2 Existing Land Use Distribution Charts, Downtown Tavares CRA
Source: Tavares GIS, July 2017

Table A.1 Existing Land Use Distribution, Downtown Tavares CRA
Source: City of Tavares GIS Database, July 2017

Fig. A.1 Map showing Existing Land Use Distribution, Downtown Tavares CRA
Source: City of Tavares GIS Database, July 2017
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INSTITUTIONAL USES
Public and institutional uses constitute the largest component of
the existing land use categories in Downtown Tavares, in terms
of total land covered. These uses account for approximately
106.6 acres, representing thirty-two percent (39%) of the CRA’s
total land area. As the county seat, the majority of
governmental facilities located in the Downtown fall under this
category, including: the Lake County Detention Center (jail),
Lake County Judicial Center, County Administration Building,
Lake County Historical Museum, Lake County Historical
Courthouse, Lake County Sheriff’s Department, Lake County
Records Management, Tavares City Hall, and the Tavares
Public Library. There are a total of 74 properties identified as
institutional and public uses in the Lake County Property
Appraiser’s GIS database. In addition to the county and city
facilities, other public uses owned by governmental agencies
include the Lake County School facilities (Tavares High School);
city-owned parks and public facilities (Public Safety Complex
Site, Wooton Park, Ridge Park, Ingraham Park, Tavares Police
Department).
Table A.2 shows the tabulation of the land uses based on the
total parcel count and acreage. Churches, day-care centers,
union halls, lodges, parks, and other government owned
lands are also considered as institutional uses for the
purpose of this inventory. As shown in Table A.2, there are
seventy-four (74) parcels covering approximately an area of
106 acres, owned by churches and faith-based organizations
located within the Downtown CRA boundaries. The First Baptist
Church, located at the intersection of Alfred and Joanna Streets,
is one of the largest public land owners in the Downtown historic
district, with facilities covering two prominent blocks in the
heart of the Downtown. Other faith-based organizations
within the area include: the Tavares Church of Christ; First
United Methodist Church, Union Congregational Church, and
St. Johns Free Methodist Church. Fig. A.3 illustrates the
distribution of institutional uses in the Downtown CRA.

Land Use

Parcel Count

Acreage

Churches

19

14.61

Day Cares

2

.82

Clubs, Lodges, and Union Halls

1

1.82

Public Schools

5

26.21

County

13

27.82

State

1

2.14

City

33

33.15

Total

74

106.6

Institutional

Table A.2 Institutional Uses, Downtown Tavares CRA
Source: City of Tavares GIS Database, July 2017

Since the last Plan update in 2008, the City has passed the
County as the largest land owner within the CRA due in part with
the City’s acquirement of Stormwater Retention Park site,
Wooton Park expansion property, and the Public Safety
Complex site.

Fig. A.3 Map showing Institutional Land Use Distribution, Downtown Tavares CRA
Source: City of Tavares GIS Database, July 2017
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RESIDENTIAL USES

COMMERCIAL USES

Residential uses constitute the largest component of the existing land use
categories in terms of the total number of properties, accounting for slightly over
half (54%) of the total parcel count (350 out of 645 properties).

Commercial uses, accounting for 44.6 acres or 16% of total land area, are primarily located
between Main and Caroline Streets, and along U.S. Highway 441. The largest concentration of
retail commercial uses in Tavares is not located along Main Street or in the Downtown
core, but rather along the U.S. Highway 441 corridor, and between Maud and Caroline
Streets. This can be largely attributed to the domination of government uses on the
Downtown’s development character and the related growth of services such as bailbondsman and attorney offices, leading to a gradual phasing out of retail establishments
in the central business district. While the Lake County facilities serve as a major
employment base for Downtown Tavares, there are only five (5) restaurants located within
the district, indicating an underutilized market that should be resurrected.

There are 294 single-family housing units located within the Downtown CRA,
accounting for nearly seventy percent (84%) of the total parcels currently
classified as residential uses. The remainder of the residential uses consists of
three (3) properties under multi-family uses with more than 10 units and fiftythree (53) parcels classified multi-family with less than 10 units. Colony West
Apartments, a federally subsidized multi-family development, is located in the
CRA district along the northern edge of Main Street’s western extent.
Single-family residential neighborhoods in the CRA, located north of Caroline
Street, are relatively stable in character with contiguous areas separated from
incompatible land uses such as industrial or heavy commercial. The western extent
of Main Street South, between Lake and Bloxham Avenues South, consists of a
concentration of single-family units that have experienced deteriorating physical
and economic conditions over a period of time. Between Caroline and Main
Streets, a gradual conversion of residential uses into professional offices has
occurred over time, representing the formation of a transitional mixed-use district
at the edge of the Downtown core. These are located on platted lots with yards
typically on all sides of the structure. This form of low density residential
development has created neighborhood blocks with relatively homogeneous
massing patterns.
Land Use

Parcel Count

Acreage

Residential
Single Family

294

69.3

Multi-Family more than 10 units

3

3.1

Multi-Family less than 10 units

53

12.0

Total

350

Table A.3 Residential Uses, Downtown Tavares CRA
Source: Lake County GIS Database, July 2017

84.4

Principal commercial activities in the CRA district are related to professional offices,
particularly in the south half of the Downtown, and hospitality services aimed at the
traveling public along the U.S. Highway 441 corridor. Noticeably for a city hoping to
serve a growing tourism population, retail, restaurant, and lodging uses are in relatively
short supply in the Downtown. Most such uses are located on the highway corridors on
the north and west boundaries of the CRA.
Commercial areas are composed primarily of low or medium density blocks containing
purpose-built or converted structures. The small-town character of Tavares is maintained
by the preponderance of one- or two-story structures with attractive architectural details
and landscaping.

Land Use

Parcel Count

Acreage

Stores One-story

13

3.6

One-Story Office

41

10.7

Multi-Story Offices

1

.2

Professional Building

22

5.5

Commercial

Restaurants

5

1.7

Financial Institutions

1

0.6

Store/Residence Combo

12

4.3

Automotive Repair, Service, and Sales

5

9.4

Night Clubs, Bars, and Cocktail
Lounges

1

0.2

Hotels, Motels

2

4.4

Commercial Miscellaneous

5

3.1

Service Shops

4

.9

112

44.6

Total

Fig. A.4 Map showing distribution of Commercial lands, Downtown Tavares CRA
Source: City of Tavares GIS Database, July 2017

Table A.4 Commercial Uses, Downtown Tavares CRA
Source: Lake County GIS Database, July 2017
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VACANT LAND

INDUSTRIAL USES

According to the Lake County Property Appraiser GIS database, nearly eleven
percent (11%) of the Downtown’s total land area, covering over 28.6 acres
is considered vacant. Of the total 96 vacant parcels of land in the
Downtown CRA district, forty-seven (47%) properties are vacant residential
and thirty-five (35%) are classified as vacant commercial properties.

The Downtown CRA consists of a considerably small percentage of industrial
uses, primarily located along the SR 19 corridor on the west side of Main
Street. Serving primarily automotive repair services, light manufacturing, and
warehousing uses, these industrial parcels account for 6.6 acres of land, or
2% of the total CRA district. These industrial uses occasionally abut singlefamily residential homes resulting in conflicting land use development
patterns. These areas should be further examined to encourage a shift in
future land use development from industrial to commercial uses.

Vacant structures and abandoned lots are strong indicators of economic
distress and lead to deterioration of the physical environment and are
detrimental to the investment image of the community. The presence of
vacant and underutilized buildings contributes both as an opportunity and
a liability for redevelopment. Vacant parcels of considerable size can be
assembled to support significant adaptive reuse of underutilized and
deteriorating buildings. Fig. A.5 illustrates the distribution of vacant lands
in Downtown Tavares. As evident from the illustration, the vacant
residential lands are scattered throughout the Downtown redevelopment area,
with the exception of some signs of concentration along the north edge of
Bloxham Avenue south of Main Street, and at the intersection of Clifford Street
and Rockingham Avenue.
The remainder of the vacant parcels are distributed across the entire CRA,
including the large parcels of land slated for developments like the Public Safety
Building, the Wooton Park extension to the west and the Stormwater Improvement
Park south of the County Jail.

Land Use

Parcel Count

Acreage

Commercial

34

9.53

Institutional

17

6.60

Residential

45

12.42

Total

96

28.6

Vacant

Table A.5 Vacant Land, Downtown Tavares CRA
Source: Lake County GIS Database, July 2017

Fig. A.5 Map showing distribution of Vacant lands, Downtown Tavares CRA
Source: City of Tavares GIS Database, July 2017
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LAND DEVELOPMENT REGULATIONS
Zoning serves as the primary tool for implementing the goals, objectives, and policies of the City’s
Comprehensive Plan. As illustrated in Fig. 3.11, presently Downtown Tavares contains twelve (12)
distinct zoning categories that represent five general development types—residential, commercial,
industrial, institutional, and mixed-use.
Residentially zoned areas within the Downtown boundaries include the districts Residential Single
Family district (RSF-1); Residential Multi- Family districts (RMF-2 and RMF-3); and
Residential Manufactured Home Park district (RMH-P). Majority of the residential areas in the
Downtown CRA are zoned as RMF-2, which allows development at a density of 12 units per
acre. These areas coincide with the existing single-family neighborhoods located to the north of
Caroline Street and west of the Tavares High School. However, currently these areas are
substantially built-out at densities lower than the maximum allowable densities. The RMF district
is established in order to identify and provide those geographic areas within the City that are
appropriate for the development and maintenance of residential areas which permit high density
single-family and medium density multi-family residential uses.

ZONING MAP

Highway Commercial (C-2) district is established in order to identify and provide those
geographic areas within the City that are appropriate for the development and maintenance of
higher intensity commercial uses. Such uses may include large retail outlets as well as uses that
generate or capture large volumes of traffic or operate beyond normal business hours as
compared to uses in the C-1 general commercial district. The district is concentrated to
provide areas for intense commercial uses and activities located along the U.S. 441 corridor
(West Burleigh Boulevard) within the CRA district.
The Commercial Downtown (CD) district includes the area along Main Street, currently
consisting of properties east of SR 19 and the area generally defined by Maud Street to the
north, Ruby Street on the south, Disston Avenue to the east and Texas Avenue to the west. The
purpose of this district is to create a concentrated district that meets the retail and service needs
of the Downtown area and to provide a unique and enjoyable shopping and activity center for the
region. Currently, this district’s character is defined primarily by the overabundance of
government related professional services and offices and a lack of retail establishments and
activities.

The RSF district is established in order to identify and provide those geographic areas within the City
that are appropriate for the development and maintenance of low density single-family residential
areas. Low- density (5.6 du/acre) residential areas (RSF-1) are concentrated in the single-family
neighborhoods currently located to the west of the Lake County Judicial Center, between Pulsifer and
Ingraham Avenues. The Lake County Retention and Judicial Center presently serve as a physical
and visual barrier between the neighborhoods under this district and Downtown Tavares. This area
contains the highest concentration of vacant residential parcels in the CRA district, presenting vital
infill and redevelopment opportunities.
Commercial uses within the Downtown CRA boundaries fall within the following three zoning district
categories: General Commercial (C-1), Highway Commercial (C-2), and Commercial
Downtown District (CD).
The General Commercial (C-1) district is established in order to identify and provide those
geographic areas within the City that are appropriate for the development and maintenance of
general retail commercial and office uses. The purpose of this district is to provide for a wide
variety of consumer oriented commercial uses and activities located in relative proximity to major
thoroughfares and to residential concentrations.

DTRMP 2017

Fig. A.6 Zoning Districts, Downtown Tavares CRA Source:
City of Tavares GIS Database, June 2017
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ZONING HEIGHT LIMITS
The purpose of this Mixed-Use (MU) district is to identify and provide those
geographic areas within the City that are transitioning from conventional single
use areas and are appropriate for the development and maintenance of
coordinated development of low intensity commercial, office, service and
residential uses. The Mixed-Use Neighborhood district is intended to provide a
mechanism which can contribute to the diversification of the area in a manner
consistent with the City’s Comprehensive Plan. This concept incorporates a wide
range of traditional low intensity commercial uses with residential activities, which
may support or otherwise relate to the economic base of the area. Generally, MU
land uses include retail trade and service, office, educational, institutional and
residential uses. The properties that fall under this district are generally concentrated
within the area defined by Caroline Street on the north, Maud Street on the south,
Sinclair Avenue to the west, and the CRA boundaries to the east. Currently,
several properties in the area have developed a similar type of transitional
development pattern. While this area is intended to promote a mix of uses, it also
presents untapped opportunities to promote higher density vertical mixed-uses for
new developments.
Public Facilities District (PFD) represents the largest zoning district within the
Downtown CRA. Since, majority of these uses include government owned
properties, there is no significant change anticipated in the existing and future land
use development patterns.

Planned Development (PD)
The purpose of this district is to encourage flexibility in residential design,
development and use of the land in order to promote its most appropriate use; and to
facilitate the adequate and economical provision of streets, utilities and public
spaces; and to preserve the natural and scenic qualities of open areas.
a. Planned residential developments are permitted in areas designated for residential
development on the Comprehensive Plan Future Land Use Map. Attached singlefamily dwellings, multi-family dwellings and commercial uses are permitted in areas
designated with a minimum density of Low Density Residential.
b. Planned commercial developments: The purpose of this district is to provide
flexibility and creativity for larger commercial development while providing measures
to mitigate possible impacts. The intent is to establish planned commercial
developments individually under approved site plans and conditions necessary to
promote the general welfare and to secure economic and coordinated land use.
c. Planned industrial developments: It is the intent of this district that it be used to
promote industrial activity, more efficient and economical industrial land use,
harmony in physical design and industrial relationships, variety and amenity in
industrial development, and the protection of adjacent and nearby existing and future
non-industrial uses and activities. It is further the intent of this district that it be so
located in relation to major thoroughfares that resulting traffic generated by industrial
activity will not be channeled through residential areas or unduly interfere with traffic
on major thoroughfares.

The Industrial District (I) zoning district currently includes properties located along
SR 19 and includes some properties located along Lake Avenue. The purpose of
this district is to identify and provide those geographic areas within the City that
are appropriate for the development and maintenance of manufacturing,
processing, storage and warehousing, and distribution uses. Residential uses are
prohibited as not in character with the activities conducted in this district. Service
and commercial activities relating to the character of the district and supporting
its activities and employees are permitted, however, this district is not intended
to be commercial in character. As one of the primary gateways into Downtown,
these areas should be further examined to encourage a shift in future land use
development from industrial to commercial uses.

Fig. A.7 Map showing permitted heights according to current Land Development Regulations, Downtown
Tavares CRA
Source: City of Tavares GIS Database, June 2017
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COMPREHENSIVE PLAN
The Future Land Use Map (Fig. A.14) illustrates a variety of
functions related to future land uses in the Downtown CRA
district. The future land use distribution, discussed in the City’s
Comprehensive Plan, is based on population projections. The
Comprehensive Plan also takes into consideration market
factors such as the expansion of the Florida Hospital, in order to
anticipate the future land needs to accommodate the growth
within the City limits.
Within the Downtown CRA context, the Future Land Use Map
shows medium density residential development (12 du/acre)
and mixed-uses as the predominant future residential land use
development. Similar to the existing land use pattern, lowdensity residential uses are proposed in the neighborhoods
west of the Judicial Center. The mixed-use category is
intended to encourage the mixture of residential and
commercial land uses based on performance standards that
form a part of the land development regulations. In terms of
mixed use types, the FLUM proposes two types of mixed
use- Mixed Use Neighborhood (MUN) and Mixed Use
Commercial (MUC). The Mixed-Use Neighborhood district is
located adjacent to the central business district and
encompasses generally an area between the railroad tracks
on the east, Sinclair Avenue on the west, Caroline Street on
the south, and Maud Street on the north. This area of mixeduse is intended to encourage all types of residential land uses
and professional office types of land use. The Mixed Use
Neighborhood is concentrated in an area generally defined by
Tavares High School on the east, parcels fronting Sinclair Avenue
on the west, Caroline Street on the south, and Kentucky Street
on the north.

FUTURE LAND USE MAP

Future commercial land uses are proposed to be concentrated in the
area between Ruby Street and Maud Street, within the
Commercial Downtown (CD) district. Additionally, the FLUM
anticipates development along the commercial corridors, SR 19
and US 441, to have the same character as the existing
development pattern that supports general commercial uses. Some
areas adjacent to S.R. 19 and Main Street are presently zoned for
industrial use in the Downtown CRA and also in the FLUM. As one of
the primary gateways into Downtown, these areas should be further
examined to encourage a shift in future land use development from
industrial to commercial uses.

Fig. A.8 Future Land Use Map, Downtown Tavares CRA
Source: City of Tavares GIS Database, June 2017
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LAND OWNERSHIP
The redevelopment potential of an area is often dependent on
the property ownership patterns. Multiple ownership patterns can
be a hindrance for assembling individual properties to support
redevelopment projects. For example, if one owner is interested
in redeveloping a property but needs additional area to meet
existing land development regulations, and the adjacent owners
are not interested in joining forces or selling the property, then
the first owner is powerless to make the necessary property
improvements. Large shares of public owned vacant land also
reduces the tax base for the City and creates some challenges
for redevelopment. However, often the public entities are more
supportive of the community’s vision and could be an asset in
developing “demonstration” projects to facilitate investment and
revitalization of deteriorating areas.
Because of Tavares’ position as the county seat, Downtown’s
physical structure is currently dominated by public owned
properties. The public owners include: Lake County Board of
County Commissioners; Lake County School Board; City of
Tavares; and FDOT (Fig. A.9). In terms of ownership by land
area, the City owns approximately 33.15 acres (12.2%) and the
County owns 27.82 acres (10%) within the Downtown CRA. In
addition to the government owned properties, a high
percentage of tax-exempt properties also include faith-based
organizations located within Downtown Tavares. According to the
Lake County Property Appraiser records, churches own nearly
14.61 acres of land in the Downtown CRA, representing
approximately five percent (5.3%) of the Downtown’s total land
area.
Ownership

No. of Parcels

Government Owned
Private Owned
Church Owned
Total

Single-family residential properties with absentee owners also
create challenges for redevelopment and preserving the aesthetic
character of a neighborhood, typically due to the lack of property
maintenance. Ownership patterns in residential areas were
analyzed using the Lake County Property Appraiser records.
Residential properties were determined to be absentee owners if
the owner’s address and the property listing did not match. Within
the Downtown CRA, nearly forty-five percent (xx%) of the total
residential properties were found to be rental properties (xxx of
645 residential properties).
Of the 645 total number of properties in the Downtown CRA,
nearly 89% of the properties are privately owned. Government
owned properties constitute eight percent (8%) of the total
properties in the Downtown.

Since the last Plan update in 2008, the City has passed the
County as the largest land owner within the CRA due in part with
the City’s acquirement of Stormwater Retention Park site,
Wooton Park expansion property, and the Public Safety
Complex site.

Acreage

52

89.32

574

168.07

19

14.61

645

272.0

Table A.6 Ownership Patterns, Downtown Tavares CRA
Source: City of Tavares, August 2017

Fig. A.9 Map showing public owned lands, Downtown Tavares CRA
Source: City of Tavares GIS Database, August 2017

142

P A R T IV

APPENDIX A : INVENTORY AND ANALYSIS

DTRMP 2017

D O W N T O W N T A V A R E S R E D E V E L O P ME N T MA S T E R P L A N

PROPERTY VALUES
The Lake County Property Appraiser 2017 GIS database was
utilized to analyze assessed values for all properties within the
Downtown CRA boundaries. The assessed value is the dollar
value assigned to a property by the Lake County Property
Appraiser’s Office for taxation purposes and includes exempt
properties such as governmental properties and churches. The
assessed value, as determined by the Lake County Property
Appraiser, is primarily based on the land use, building square
footage, property improvements, building materials, and location.
The total assessed value of all properties in the Downtown Area
is $ 184,462,271.00 .
The overall average assessed value of all properties in the
Downtown Tavares is $285,988. In 2017, over thirty-five
percent (35.7%) of the properties in the planning area were
valued below $50,000 (230 properties). The majority of
properties have an assessed value between $50,000 and
$200,000. The following narrative discusses the property
values for lands in the Downtown core, classified according to
residential and non- residential uses.

Non-Residential Uses

The total assessed value for all non-residential properties in the
planning area is $159,083,581. The total commercial property
assessed value in the planning area is $28,767,627 and the
average assessed value for the properties is $201,172. The
total assessed value for institutional uses (including schools and
churches) is $128,431,342.
Assessed Values

Total Parcels

%

Less than $50,000

230

35.7%

$50,001 - $100,000

236

36.6%

$100,001 - $200,000

110

17.1%

$ 200,001 - $ 400,000

38

5.9%

$ 400,001 - $ 600,000

26

4.0%

$ 600,001 - $ 1,000,000

3

.4%

More than $1,000,000

2

.3%

Total Number of Parcels

645

100.0%

Table A.7 Distribution of Assessed Values by parcels, Downtown Tavares CRA
Source: City of Tavares/Lake County GIS Database, August 2017

Residential Uses
The residential properties in the planning area have a total
assessed value of $25,378,690 and an average value of $63,926.
In comparison, the average assessed value for single-family
uses in the City of Tavares is $61,857. Single family homes
in the planning area range in assessed values from $13,687 to
$246,344. There are many homes that receive a homestead
exemption. As illustrated in Fig. A.10, parcels with
assessed values below $36,400 are scattered throughout the
planning area.

Land Use

Assessed Values

Residential

$25,378,690

Commercial

$28,767,627

Industrial

$1,884,612

Institutional

$128,431,342

Total

$184,462,271

Table A.8 Distribution of Assessed Values by land use, Downtown Tavares CRA
Source: City of Tavares/Lake County GIS Database, August 2017

Fig. A.10 Map showing distribution of land values, Downtown Tavares CRA
Source: City of Tavares GIS Database, August 2017
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PARCEL SIZE
The size of parcels has a significant impact on the redevelopment
potential for any proposed project. Typically, older platted
subdivisions and commercial properties are too small for
development and exhibit non-conformance with current zoning
codes. Contemporary development trends favor larger sites for
redevelopment as it offers the flexibility to provide a variety of
uses and a mix of activities. It also reduces the complexities
involved with assembly of smaller parcels to support large-scale
redevelopment projects.
If lot sizes of the older platted subdivisions and commercial
properties are too small for development under the current zoning
codes, this becomes a significant deterrent for redevelopment. As
illustrated in Table A.9, only about ten percent (10%) of the total
properties in the Downtown CRA are technically non-conforming
due to inadequate lot sizes that cause limitations on property
modifications. Similar to properties with insufficient size, inadequate
properties are those with limited development potential based on
the application of land development regulations that were not
in place when the property was originally platted or developed.
When this occurs, often the only recourse is to assemble
surrounding property in order to attain a parcel large enough to
meet regulated design standards. This increases the cost of
development, which causes a deterrent to private sector investment.
These properties are limited by their size in relation to parking and
setback requirements, stormwater retention standards, landscaping
requirements, and other land development regulations.

Zoning
Districts

Parcel
Count

Minimum
Lot Size
(sq. ft.)

Parcels
under min.
Lot Size

Parcels
meeting
Lot Size

Total
Number of
Faulty Lots

RSF-1

63

7,500

37

26

37

RMF-2

227

6,500

8

219

8

RMF-3

2

NA

N/A

-

RMH-P

4

6,000

4

0

C-1

1

N/A

N/A

-

-

C-2

20

N/A

N/A

-

-

CD

89

N/A

N/A

-

-

I

17

N/A

N/A

-

-

MU

163

6,500

15

148

PD

10

N/A

N/A

-

-

PFD

49

N/A

N/A

-

-

WPA

-

N/A

N/A

-

-

Total

645

393

4

15

64

Table A.9 Analysis of zoning regulations in relation to parcel sizes, Downtown Tavares CRA
Source: City of Tavares GIS Database/IBI Group, August 2017

Table A.9 identifies the proposed zoning districts, the minimum lot
sizes as required by the City of Tavares Land Development
Regulations, total count of parcels under the zoning districts, and the
percentage of sub-standard lots with respect to the minimum lot
area requirements. Fortunately, the current zoning regulations
allows for great flexibility since most zoning districts (C-1, C-2, CD,
I, PD, and PFD) allow development to occur without a minimum lot
requirement. The Code states, “a lot may be of any size, both area or
width, subject to the lot meeting minimum standards for setbacks,
buffer requirements, off-street parking and loading, stormwater and
other requirements”. Therefore, allowing development to occur on
appropriate areas that can handle the development requirements.
Fig. A.11 Map illustrating distribution of parcel sizes, Downtown Tavares CRA
Source: City of Tavares GIS Database, August 2017
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HISTORIC PRESERVATION
The Downtown CRA comprises of over 80 contributing structures listed in the City’s Historic Preservation Survey, dating from the late 1880s to the mid-twentieth century. The City of Tavares
established the Downtown Historic Overlay District to protect and preserve many of these historic resources. As illustrated in Fig. A.12, the district is roughly bounded by Givens Street to the north,
Pulsifer Avenue to the west, Disston Avenue to the east, and Ruby Street and Wooton Park to the south. The overlay district identifies designation standards and procedures, special provisions
for administration and enforcement, and design standards for properties in the historic district. Fig. A.12 illustrates the location of the historic properties within the Downtown CRA boundaries, that
are considered worthy of preservation in the Local Register of Historic Places.

Local Register of Historic Places
Item
1
2
3
4
5
6
7
8
9

LA Number

LA-1150
LA-1152
LA-1152
LA-1152
LA-1153
LA-1154
LA-1155
LA-1157
LA-1158

Address

Item

426 LAKE DORA DR

31

102 W MAIN ST

32

103 W MAIN ST

33

101 W MAIN ST

34

107 W MAIN ST

35

201 W MAIN ST

36

202 W MAIN ST

37

220 W MAIN ST

38

225 W MAIN ST

39

LA Number

Address

Item

LA Number

Address

405 N NEW HAMPSHIRE AV

61

LA-2313

303 N ST CLAIR ABRAMS AV

421 N NEW HAMPSHIRE AV

62

LA-2314

403 N ST CLAIR ABRAMS AV

311 N JOANNA AV

63

LA-2315

409 N ST CLAIR ABRAMS AV

324 N JOANNA AV

64

LA-2316

423 N ST CLAIR ABRAMS AV

403 N JOANNA AV

65

LA-2318

512 N ST CLAIR ABRAMS AV

411 N JOANNA AV

66

LA-2320

704 N ST CLAIR ABRAMS AV

414 N JOANNA AV

67

LA-2321

312 N ROCKINGHAM AV

421 N JOANNA AV

68

LA-2322

413 N ROCKINGHAM AV

LA-1193

303 TEXAS AV

69

LA-2323

520 N ROCKINGHAM AV

LA-1194

324 TEXAS AV

70

LA-2326

610 N ROCKINGHAM AV

LA-1195

405 TEXAS AV

71

LA-2327

611 N ROCKINGHAM AV

805 N SINCLAIR AV

72

LA-2328

612 N ROCKINGHAM AV

214 E MAIN ST and 216

73

LA-2329

703 N ROCKINGHAM AV

226 W MAIN ST

74

LA-2330

107 E RUBY ST

215 N DISSTON AV

75

LA-2332

214 N NEW HAMPSHIRE AV

214 N DISSTON AV

76

LA-2333

603 N NEW HAMPSHIRE AV

320 E ALFRED ST

77

LA-2334

610 N NEW HAMPSHIRE AV

404 N DISSTON AV

78

LA-2338

410 N JOANNA AV

LA-1185
LA-1186
LA-1187
LA-1188
LA-1189
LA-1190

LA-1191
LA-1192

10

LA-1161

314 E ALFRED ST

40

11

LA-1162

102 E ALFRED ST

41

107 S DISSTON AV

42

111 S DISSTON AV

43

411 N DISSTON AV

44

412 N DISSTON AV

45

420 N DISSTON AV

46

203 N ST CLAIR ABRAMS AV

47

204 N ST CLAIR ABRAMS AV

48

210 N ST CLAIR ABRAMS AV

49

LA-2299

415 N DISSTON AV

79

LA-2339

318 TEXAS AV

LA-2300

503 N DISSTON AV

80

LA-2340

420 TEXAS AV

LA-2301

507 N DISSTON AV

81

LA-2354

315 W MAUD ST

517 N DISSTON AV

82

LA-2297

323 N DISSTON AV

525 N DISSTON AV

83

LA-2361

109 E CAROLINE ST

600 N DISSTON AV

84

LA-2357

203 E CAROLINE ST

622 N DISSTON AV

85

LA-2362

303 E IANTHE ST

86

LA-2363

322 W IANTHE ST

12
13
14
15
16
17
18
19

LA-1164
LA-1165
LA-1166
LA-1167
LA-1168
LA-1169
LA-1170
LA-1171

LA-1197
LA-2292
LA-2294
LA-2295
LA-2296
LA-2355

LA-2298

20

LA-1173

216 N ST CLAIR ABRAMS AV

50

21

LA-1172

215 N ST CLAIR ABRAMS AV

51

302 N ST CLAIR ABRAMS AV

52

323 N ST CLAIR ABRAMS AV

53

207 N ROCKINGHAM AV

54

317 W MAIN ST

55

126 S NEW HAMPSHIRE AV

56

LA-2308

624 N DISSTON AV

118 S NEW HAMPSHIRE AV

57

LA-2309

704 N DISSTON AV

305 N NEW HAMPSHIRE AV

58

LA-2310

108 N ST CLAIR ABRAMS AV

315 N NEW HAMPSHIRE AV

59

LA-2311

114 N ST CLAIR ABRAMS AV

321 N NEW HAMPSHIRE AV

60

LA-2312

122 N ST CLAIR ABRAMS AV

22

23
24
25
26
27
28
29
30

DTRMP 2017

LA-1174

LA-1175
LA-1176
LA-1178
LA-1180
LA-1181
LA-1182
LA-1183
LA-1184

LA-2302
LA-2303
LA-2304
LA-2307

Fig. A.12 shows Historic preservation district and historic buildings, Downtown Tavares CRA
Source: City of Tavares GIS Database, April 2017
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PUBLIC INFRASTRUCTURE

Because Downtown Tavares’ street grid is generally uniform
with a minimal number of cul-de-sacs or dead ends, an efficient
pedestrian and vehicular movement across the Downtown CRA
can be achieved by traveling along most of the north-south or
east-west streets. As illustrated in Fig. A.13, St. Clair Abrams, New
Hampshire, and Sinclair Avenue are the three north-south streets that
visually and physically connect U.S. HIghway 441 to Main Street and
the lakefront.
Because of the constraints of the three lakes surrounding the
City, there are two major transportation corridors serving the
City and the Downtown CRA: U.S. Highway 441 which runs
east-west through the center of Tavares and SR 19 which runs
generally northeasterly through the City. As illustrated in Fig.
A.18, the planning area consists of three types of roadwaysArterials, Collectors and Local Roadways. The major roadway
classifications used are based on allocated use and vary
depending on volume, operating speeds, and type of trips. The
City of Tavares Comprehensive Plan defines the roadways into
the following three road classifications:

2. Minor Arterial: A state, county or city roadway that provides
a significant degree of mobility and continuity for motorists at
typically lower operating speeds and shorter trip lengths than
principal arterials. S.R. 19 is the minor arterials serving the
Downtown CRA as the major north-south route.
3. Collector: A city or county roadway providing service which
is of relatively moderate traffic volume, moderate trip length,
and moderate operating speed. Collector roads collect and
distribute traffic between local roads and arterial roads. Old U.S.
441 (county-road) serves as the major collector connecting the
Downtown to the rest of the City. Additionally, the Downtown
contains two other roadways- St. Clair Abrams Avenue and
Lake Avenue, which are not classified as collector roads by the
FDOT classification system. However, the roads do function as
undivided two lane minor collectors for the local traffic of the City.
St. Clair Abrams Avenue provides an alternate route for traffic
between U.S. 441 and Main Street, and is under the jurisdiction
of Lake County from Old U.S. 441 (Alfred Street) to new U.S.
441. The rest of the road is under the jurisdiction of the City of
Tavares. Lake Avenue provides a bypass to S.R. 19 from Main
Street, connecting the Downtown to Wells Avenue and the
residential areas located south of the CRA boundaries.

Table A.10 presents a summary of the roadway conditions, level
of service, number of lanes, and functional class for the primary
roadways that serve the Downtown Redevelopment Area.

NAME
Main Street
Alfred Street
Caroline Street
St. Clair Abrams Avenue
New Hampshire Avenue
Sinclair Ave
US 441
SR 19
Ruby Street

L AK E E U S T I S

R.O.W.
80 feet
50 feet
50 feet
80 feet
70 feet
80 feet
100 feet, 120 feet, 200 feet
100 feet, 145 feet
20 feet

E NELSON ST

SOUTH CAPELLA
CLIFFORD

441

W BURLEIGH BLVD

Table A.10 Existing Right-of-Way Dimensions

500

E KENTUCKY ST

FIRST
UNITED
METHODIST
CHURCH OF
TAVARES

TAVARES
HIGH
SCHOOL

W CAROLINE ST

CIVIC
CENTER
& PUBLIC
LIBRARY&
RIDGE PARK

19

INGRAHAM
PARK

JUDICIAL
CENTER
CITY
HALL

WOOTON
PARK

LAKE
COUNTY
JAIL

DORACANAL

L AK E D O R A

ORANGE
TRAFFORD

0 125 250
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EXISTING PARKS

COLLECTOR

OPEN SPACE

HIGH TRAFFIC VOLUMES
MODERATE TRAFFIC VOLUMES
RAILROAD

LOCAL ROADS

Fig. A.13 Map illustrating roadway classifications: Downtown Tavares
Source: City of Tavares, April 2017
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CAPELLA

PULSIFER AVE

Roadways and Street Network

1. Principal Arterial: A state roadway that provides a high
degree of mobility and continuity for motorists that are traveling
in a corridor that connects major activity centers. U.S. Highway
441, a four-lane divided road serving as a major east-west route
through the City of Tavares, is classified as a principal arterial
connecting Downtown Tavares to Leesburg, Mt. Dora and
Eustis.

PULSIFER AVE

Downtown Tavares is currently served by a diverse but constrained
transportation network system consisting of roadways, public
transportation and bicycle/pedestrian facilities. The roads
located within the Downtown CRA are the responsibility of three
jurisdictions: Florida Department of Transportation (FDOT), City
of Tavares, and Lake County. The Lake County Metropolitan
Planning Organization (MPO) adopts a Transportation Level
of Service (LOS) report each year for the City’s roadways. The
City uses the Lake County’s Level of Service (LOS) standards
to determine the quality of service of the roadway into six grade
levels with “A” describing the highest quality and “F” describing
the lowest quality. The City of Tavares Comprehensive Plan
adopted a level of service (LOS) of D or better indicating that
the Downtown’s circulation pattern is currently not a problem.
Lake County is the primary public transportation provider in the
County.

NEW HAMPSHIRE

TRANSPORTATION AND CIRCULATION

DTRMP 2017

1,000
Feet

I
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ALLEYWAYS

SIDEWALKS

Fig. A.15 Map illustrating Sidewalks:
Downtown Tavares
Source: City of Tavares, April 2017

Fig. A.14 Map illustrating Alleyways:
Downtown Tavares
Source: City of Tavares, April 2017
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PARKING INVENTORY

A parking inventory was conducted in April 2017 to
assess the public and parking spaces available in the
Downtown core district. Utilizing aerials from Google
Earth an estimated parking count was achieved for the
Downtown Core District and Downtown Transition
District..
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Existing
Parking
Existing
Parking

Est.
Count
Est. Count

On-Street Parking Spaces

235

Public Surface Parking Spaces

332

Employee Surface Parking Spaces

174

Structured Parking (Shared/ Employee)
Private Off-Street Parking

1,555
264

Total Parking

2,560

Table A.11 shows existing parking spaces in the Downtown
Core District and Downtown Transition District.
Source: City of Tavares, April 2017
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STATUTORY REQUIREMENTS
2017 Update to the DTRMP

2008 DTRMP

This section addresses the specific requirements of Chapter 163, Part III, Florida Statutes, as it
relates to (2017) amending or modifying an approved Community Redevelopment Plan in
accordance with Sections 163.361. Provided below is a brief summary of the Sub-Section
requirement and how it was addressed.

This section below addresses the specific requirements of Chapter 163, Part III, Florida Statutes,
as they relate to the (2008) preparation and adoption of Community Redevelopment Plans in
accordance with Sections 163.360 and 163.362. Provided below is a brief synopsis of each SubSection requirement from 163.360 and 1653.362, and a brief description of how the
redevelopment plan and adoption process meet those requirements.

Chapter 163.361 Modification of community redevelopment plans
(1) If at any time after the approval of a community redevelopment plan by the governing body it
becomes necessary or desirable to amend or modify such plan, the governing body may amend
such plan upon the recommendation of the agency. The agency recommendation to amend or
modify a redevelopment plan may include a change in the boundaries of the redevelopment area to
add land to or exclude land from the redevelopment area, or may include the development and
implementation of community policing innovations.
Action:
The City Council has authorized the preparation of this Community Redevelopment Plan.

163.360 – COMMUNITY REDEVELOPMENT PLANS

(2) The governing body shall hold a public hearing on a proposed modification of any community
redevelopment plan after public notice thereof by publication in a newspaper having a general
circulation in the area of operation of the agency.
Action:
An advertised scheduled public hearing on the Updated Downtown Tavares Community
Redevelopment Plan will be held.
(3)&(4) These sections deal when there are proposed expansions for boundaries for the community
redevelopment area or extensions of the time set forth in the redevelopment plan.
Action: Not Applicable
(5) If a community redevelopment plan is modified by the county or municipality after the lease or
sale of real property in the community redevelopment area, such modification may be conditioned
upon such approval of the owner, lessee, or successor in interest as the county or municipality may
deem advisable and, in any event, shall be subject to such rights at law or in equity as a lessee or
purchaser, or his or her successor or successors in interest, may be entitled to assert.
Action: No Action Required.

DTRMP 2017

Section 163.360 (1), Determination of Slum or Blight By Resolution
This section requires that a local governing body determine by resolution that an area has been
determined to be a slum or blighted area before a redevelopment area can be established.

Section 163.360 (2)(c), Development of Affordable Housing
This section requires the redevelopment plan to provide for the development of affordable housing,
or to state the reasons for not addressing affordable housing.
Action:
The Redevelopment Plan anticipates the need to maintain and provide affordable housing within
the community where it currently exists in the Downtown Tavares Redevelopment Area. The
Redevelopment Agency will coordinate with the local housing authority and Lake County to seek
opportunities for the development of affordable housing. The Land Use Planning and Development
Characteristics section (Chapter 4) identifies strategies to promoting affordable housing in the
Downtown. The purpose of the Redevelopment Plan is to encourage market rate housing in the
Downtown Tavares area as one component of mixed–use development patterns designed to attract
private investment.

Action: The City of Tavares commissioned a Downtown Tavares Blight Study establishing the
conditions of blight in the Downtown Tavares Redevelopment Area and designating the area as
appropriate for community redevelopment.

Section 163.360 (3), Community Policing Innovations
The redevelopment plan may provide for the development and implementation of community
policing procedures.

Section 163.360 (2)(a), Conformance with the Comprehensive Plan
The Local Planning Agency is charged with determining that the Downtown Tavares Redevelopment
Plan is in conformance with the adopted Comprehensive Plan.

Action:
The Redevelopment Plan supports the use of community policing as stated in the Public Facilities
and Amenities chapter of the Redevelopment Plan (Chapter 7).

Action: The Local Planning Agency determined conformance with the City’s Comprehensive
Plan.
Section 163.360 (2)(b), Completeness
This section requires that the redevelopment plan be sufficiently complete to address land acquisition,
demolition and removal of structures, redevelopment, improvements and rehabilitation of properties
within the redevelopment area as well as zoning or planning changes; land uses, maximum densities
and building requirements.
Action:
These issues are addressed in the Land Use and Development Characteristics section (Chapter 4),
Urban Design and Historic Preservation, Implementation Strategies (Chapter 10) and are reflected
in the proposed Capital Projects and Program Initiatives section (Chapter 11).

Section 163.360 (4), Plan Preparation and Submittal Requirements
The Community Redevelopment Agency may prepare a Community Redevelopment Plan Update.
Prior to considering this plan, the redevelopment agency will submit the plan to the local planning
agency for review and recommendation as to its conformity with the comprehensive plan.
Action:
The City Council has authorized the preparation of this Community Redevelopment Plan.
Section163.360(5)(6)(7)(a)(b)(c)(d)(e),PlanApproval163.360(5).TheCommunityRedevelopment
Agency will submit the Redevelopment Plan, along with written recommendations, to the governing
body and each taxing authority operating within the boundaries of the redevelopment area.
Action: The City of Tavares will submit this Redevelopment Plan to the Lake County Government
Board of Commissioners to pass a resolution delegating redevelopment powers to the City prior to
final adoption of the Plan as provided by statute. Following this, the City Council will proceed with a
public hearing on the redevelopment plan as outlined in subsection (6), below.
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163.360 (6). The governing body shall hold a public hearing on the Community Redevelopment
Plan after public notice by publication in a newspaper having a general circulation in the area of
operation of the Downtown Tavares Community Redevelopment Area.
Action: A public hearing on the Downtown Tavares Community Redevelopment Plan was held.
163.360 (7). Following the public hearing described above, the City Council may approve the
redevelopment plan if it finds that:
(a) A feasible method exists for the location of families who will be displaced from the Redevelopment
area in decent, safe, and sanitary dwelling accommodations within their means and without undue
hardship to such families;
Action: To minimize the relocation impact, the Agency will provide supportive services and equitable
financial treatment to any individuals, families and businesses subject to relocation. When feasible,
the relocation impact will be mitigated by assisting relocation within the immediate neighborhood and
by seeking opportunities to relocate within new/redeveloped buildings that will contain residential
and commercial space.
(b) The Redevelopment Plan conforms to the general or comprehensive plan of the county or
municipality as a whole;
Action: The City’s Local Planning Agency made recommendations to ensure that the Downtown
Tavares Redevelopment Plan conforms to the City’s Comprehensive Plan.
(c) The Redevelopment Plan gives due consideration to the utilization of community policing
procedures, and to the provision of adequate park and recreational areas and facilities that may
be desirable for neighborhood improvement, with special consideration for the health, safety, and
welfare of children residing in the general vicinity of the site covered by the Plan;
Action: The need to utilize community policing procedures is supported in Section 3 above. The
plan recommends improved recreational opportunities as referenced in the Urban Design Plan
and analysis and recommendations sections and the costs for which are contained in the Capital
Improvements Budget
(d) The Redevelopment Plan will afford maximum opportunity consistent with the sound needs of the
county or municipality as a whole, for the rehabilitation or redevelopment of the redevelopment area
by private enterprise.
Action: The need for, and role of, private enterprise/investment to ensure the successful rehabilitation
or redevelopment of the Downtown Tavares area is described throughout the Plan.
(e) Maintenance of coastal area evacuation time and protection of property against exposure to
natural disasters.
Action: Not applicable. This is for redevelopment areas that are located in a coastal tourist area.
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Section 163.360 (8)(a)(b), Land Acquisition
These sections of the statute establish requirements for the acquisition of vacant land for the
purpose of developing residential and non-residential uses. The Redevelopment Plan supports future
development of both residential and nonresidential uses at various locations in the redevelopment
area as defined in the Land Use and Development Characteristics chapter (Chapter 4). The Plan
identifies strategies that will promote and facilitate public and private sector investment in vacant land
acquisition for these purposes.
Section 163.360 (9), Full Force and Effect
Upon approval by a governing body of a community redevelopment plan or any modification thereof,
the plan and/or modification shall be deemed in full force and effect.
Action:
None, this sub-section will apply once the City Council adopts the Downtown Tavares Community
Redevelopment Plan.
Section 163.360 (10), Need as a Result of Emergency.
Provides guidance for development of a redevelopment plan when an area has been designated as
blighted as the result of an emergency under Chapter 252.34(3).
Action: Not Applicable.
Chapter 163.362 - Contents of Community Redevelopment Plans
Every community redevelopment plan shall:
Chapter 163.362(1) Legal Description
Contain a legal description of the boundaries of the redevelopment area and the reasons for
establishing such boundaries shown in the plan.

Action:
A legal description of the boundaries of the redevelopment area and the reasons for establishing the
boundaries are contained in the Finding of Necessity Study.
The Legal Description has been incorporated into this Redevelopment Plan (Appendix D)
Chapter 163.362(2) Show By Diagram and General Terms:
(a) Approximate amount of open space and the street layout.
Action: This task is accomplished through the Redevelopment Plan in Composite Plan and Urban
Design Plan (Part III, Chapters 4 and 5)
(b) Limitations on the type, size, height number and proposed use of buildings.
Action: This is also described in Part III- Redevelopment Plan, however it is expected that the
City’s zoning ordinance and land development regulations will continue to provide the regulatory
framework for any building dimension or style limitations.

(c) The approximate number of dwelling units.
Action: Based on the future land use concepts contained in the Plan, and the expressed desire
to increase residential opportunities in the Downtown Tavares Redevelopment Area, it can be
reasonably expected that new investment in housing will occur over time. Future development of
moderate to high density residential projects are encouraged in other areas of the redevelopment
area, as well as new investment in single family in-fill, if successful, residential density is expected
to increase.
(d) Such property as is intended for use as public parks, recreation areas, streets, public utilities and
public improvements of any nature.
Action: A current summary of these uses and facilities is contained in the Inventory Section of the
Redevelopment Plan (Appendix A). Proposed future uses and activities of this nature are described
in Part III- Redevelopment Plan (Chapter 4- Land Use and Development Characteristics; Chapter
5- Urban Design and Historic Preservation; and Chapter 7- Public Facilities and Amenities).
Chapter 163.362(3) Neighborhood Impact Element
If the redevelopment area contains low or moderate income housing, contain a neighborhood
impact element which describes in detail the impact of the redevelopment upon the residents of the
redevelopment area and the surrounding areas.
The Downtown Tavares Redevelopment Area contains approximately 200 dwelling units which
may be considered low to moderate-income units. The Redevelopment Plan makes provisions for
affordable housing through rehabilitation and new construction. Shortages in affordable housing
will be addressed through existing and new affordable housing development strategies, with an
emphasis on developing ways in which affordable housing can be integrated within market rate
housing projects.
The implementation of the Downtown Tavares Plan will contribute significantly in improving the
quality of life for the citizens residing in the Downtown Tavares and surrounding areas. While all
impacts cannot be determined without site-specific proposals that evaluate impacts, this section
provides a summary of potential impacts that may occur in each category required by statute. The
specific categories that must be addressed are: relocation, traffic circulation, environmental
quality, availability of community facilities and services, effect on school population, and
other matters affecting the physical and social quality of the neighborhood.
Relocation
The Redevelopment Plan as proposed supports the preservation of existing residential areas and
does not require the relocation of any of the low or moderate income residents of the redevelopment
area. To minimize the relocation impact, the Agency will provide supportive services and equitable
financial treatment to any individuals, families and businesses subject to relocation. When feasible,
the relocation impact will be mitigated by assisting relocation within the immediate neighborhood and
by seeking opportunities to relocate within new/redeveloped buildings that will contain residential
and commercial space.
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Traffic Circulation
The implementation of the Redevelopment Plan recommendations related to streetscape
improvements and traffic circulation are anticipated to positively impact the Downtown Tavares
Area. The Urban Design and Historic Preservation section (Chapter 5) and the Circulation and
Connectivity section (Chapter 6), a component of the Redevelopment Plan, envisions enhancing
identified roadways through streetscape improvements that encourage pedestrian mobility and
improve vehicular circulation within the area.
Environmental Quality
The City has invested substantially in addressing stormwater management issues throughout
the City. The City is currently conducting a stormwater master plan to minimize the outfall into
Lake Dora. The Redevelopment Agency will work closely with developers to ensure anticipated
new development does not impact the drainage capacity of the area, and when feasible support
on-site provision of stormwater retention facilities in new development. The Redevelopment Plan
recommends obtaining an area-wide stormwater permit to address issues for the entire district.
The Redevelopment Plan recommends strategies related to the environmental issues including
wetlands, water quality, green buildings, and sustainable transportation modes in the Environment
section (Chapter 8). The City will closely monitor the capacity of the existing and planned
stormwater infrastructure to ensure sufficient capacity exists, and there are no negative impacts
from development. In terms of vegetation and air quality, proposed streetscape improvements are
anticipated to add vegetation to the Downtown Tavares Redevelopment Area and also preserve the
existing mature tree canopies, contributing significantly in improving the area’s air quality. No negative
impact on the existing sanitary sewer is expected from implementation of the Redevelopment Plan.
Sufficient capacity exists to support anticipated development. If future deficiencies are projected,
the City and the Redevelopment Agency will ensure that adequate capacity is available at the time
of development.
Community Facilities and Services
The Redevelopment Plan supports the expansion of the Tavares Public Library and Civic Center along
Caroline Street and the identifies additional projects related to the public facilities and amenities in
Chapter 7- Public Facilities and Amenities. Additionally, the Plan also presents several strategies to
create a Downtown Tavares Square and Urban Plaza that is envisioned to accommodate a diverse
range of cultural facilities that will serve the needs of the area youth, adults, and elderly. Existing open
space/ recreation facilities in the area and its vicinity include the Wooton Park, Ridge Park, Ingraham
Park, Aesop’s Park, Tavares Public Library and Civic Center, the Fred Stover Sports Complex
(located east of the Redevelopment Area), and the proposed Wooton Park improvements. The Plan
recognizes the importance of these facilities and supports planned improvements of these facilities.
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The Tav-Lee trail planned improvements, are an integral component of the redevelopment area’s
recreation and open space network. Physical Improvements recommended in the Redevelopment
Plan intend to preserve the wetlands as important conservation areas as well as valuable community
open space elements.
Effect on School Population
The Redevelopment Plan does not anticipate significantly impacting the area’s school population other
than the recommendation to continue discussions with the Lake County School Board to consider
the expansion of the Tavares High School as the redevelopment program matures. Any increase in
school population is expected to be handled by the existing schools in the redevelopment area and
its vicinity: Tavares High School, Tavares Middle School, and the Tavares Elementary School. The
Redevelopment Plan recommends streetscape improvements and sidewalk installations connecting
the area schools to improve pedestrian safety and walkability for the school population. The City and
the Redevelopment Agency will continue to work closely with Lake County School Board to ensure
the board’s future plans for area schools are consistent with the Redevelopment Plan.
Physical and Social Quality
The Plan’s recommendations to continue with improvements to the existing streetscape environment
(street lighting, sidewalks, street trees, gateways and directional signage); redevelopment of vacant
land and former industrial sites; establishing urban design and architectural standards for new
development; and continued code enforcement will have a positive impact on the area’s physical
and visual character.
Implementation of the redevelopment plan will improve community access to the social service
network currently available to the area residents. Forging partnerships to attract higher education
satellite campuses in the Downtown will increase employment opportunities and serve as a tool to
improve the quality of life for area residents.

Chapter 163.362(4) Publicly Funded Capital Projects
Identify specifically any public funded capital projects to be undertaken within the community
redevelopment area.
Action:
A list of publicly funded projects located within the boundaries of the redevelopment area is contained
in the Capital Improvements Program section (Chapter 11) of this Plan.
Chapter 163.362(5) (6) Safeguards and Retention of Control
Contain adequate safeguards that the work of redevelopment will be carried out pursuant to the plan.
Provide for the retention of controls and establishment of any restrictions or covenants running with
land sold or leased for private use.

Action:
The following safeguards and procedures will help ensure redevelopment efforts in the redevelopment
area are carried out pursuant to the redevelopment plan: The Community Redevelopment Plan
is the guiding document for future development, redevelopment and ancillary programs, projects
and activities in and for the Downtown Tavares Redevelopment Area. In order to assure that
redevelopment will take place in conformance with the projects, goals and policies expressed in this
plan, the Downtown Tavares Community Redevelopment Agency will utilize the regulatory devices,
instruments and systems used by the City of Tavares to permit development and redevelopment
within its jurisdiction. These include but are not limited to the Comprehensive Plan, the Land
Development Code, the Zoning Code, adopted design guidelines, performance standards and City
authorized development review, permitting and approval processes. Per Florida Statute, the City
Council retains the vested authority and responsibility for:
1. The power to grant final approval to Redevelopment Plans and modifications.
2.The power to authorize issuance of revenue bonds as set forth in Section 163.385.
3.The power to approve the acquisition, demolition, removal or disposal of property as provided in
Section 163.370(3), and the power to assume the responsibility to bear loss as provided in Section
163.370(3).
In accordance with Section 163.356(3)(c), by March 31 of each year the Redevelopment Agency shall
file an Annual Report with the City of Tavares detailing the Agency’s activities for the preceding fiscal
year. The report shall include a complete financial statement describing assets, liabilities, income
and operating expenses. At the time of filing, the Agency shall publish in a newspaper of general
circulation a notice that the report has been filed with the City and is available for inspection during
business hours in the office of the City Clerk and the Downtown Tavares Community Redevelopment
Agency. The Community Redevelopment Agency shall maintain adequate records to provide for an
annual audit, which shall be conducted by an independent auditor and will be included as part of
the City of Tavares Comprehensive Annual Financial Report for the preceding fiscal year. A copy of
the Agency audit, as described in the CAFR will be forwarded to each taxing authority. The Agency
shall provide adequate safeguards to ensure that all leases, deeds, contracts, agreements, and
declarations of restrictions relative to any real property conveyed shall contain restrictions and/or
covenants to run with the land and its uses, or other provisions necessary to carry out the goals
and objectives of the redevelopment plan. The redevelopment plan may be modified, changed,
or amended at any time by the Downtown Tavares Community Redevelopment Agency and City
Council provided that; if modified, changed, or amended after the lease or sale of property by the
Agency, the modification must be consented to by the developer or redevelopers of such property
or his successors or their successors in interest affected by the proposed modification. Where the

PA R T IV

A P P E N D IX B : S T AT U T O R Y R E Q U IR E ME N T S

155

D O W N T O W N T AV A R E S R E D E V E L O P ME N T MA S T E R P L A N

proposed modification will substantially change the plan as previously approved by the governing
body, the City Council will similarly approve the modification. This means that if a developer
acquired title, lease rights, or other form of development agreement, from the Agency to a piece of
property within the redevelopment area with the intention of developing it in conformance with the
redevelopment plan, any amendment that which might substantially affect his/her ability to proceed
with that development would require his/her consent

When considering modifications, changes, or amendments in the redevelopment plan, the Agency
will take into consideration the recommendations of interested area property owners, residents,
and business operators. Proposed minor changes in the Plan will be communicated by the agency
responsible to the affected property owner(s).
Chapter 163.362(7) Assurance of Replacement Housing for Displaced
Persons
Provide assurances that there will be replacement housing for the relocation of persons temporarily
or permanently displaced from housing facilities within the community redevelopment area.
Action:
As previously stated, to minimize the relocation impact, the Agency will provide supportive services
and equitable financial treatment to any individuals, families and businesses subject to relocation.
When feasible, the relocation impact will be mitigated by assisting relocation within the immediate
neighborhood and by seeking opportunities to relocate within new/redeveloped buildings that will
contain residential and commercial space

Chapter 163.362(9) Statement of Projected Costs
Contain a detailed statement of the projected costs of development, including the amount to
be expended on publicly funded capital projects in the community redevelopment area and any
indebtedness of the community redevelopment agency or the municipality proposed to be incurred
for such redevelopment if such indebtedness is to be repaid with increment funds.
Action:
Project costs and funding sources are described in the Capital Improvements Program section
(Chapter 11) of the Redevelopment Plan.
Chapter 163.362(10) Duration of Plan
Provide a time certain for completing all redevelopment financed by increment revenues.
Action:
The Downtown Tavares Community Redevelopment Plan shall remain in effect and serve as a guide
for future redevelopment activities in the redevelopment area through 2035.
Chapter 163.362(11) Statutory Predisposition
This section provides relief to some of the subsections of Section 163.360, if the redevelopment plan
was adopted before Chapter 84-356, Laws of Florida, became a law.
Action: Not Applicable.

Chapter 163.362(8) Element of Residential Use
Provide an element of residential use in the redevelopment area if such use exists in the area prior
to the adoption of the plan or if the plan is intended to remedy a shortage of housing affordable to
residents of low to moderate income, including the elderly.
Action:
There are residential uses of various types and character, including, single-family, multi-family,
rental units, owner occupied units, and detached units in existence in the redevelopment area at
the time of this writing. The efforts undertaken by the Agency, as described in this Redevelopment
Plan, are intended to retain and enhance a high quality of residential use, particularly with regard
to developing and maintaining sustainable neighborhoods. Redevelopment program activities will
strive to cultivate the positive neighborhood characteristics cited by the community during public
workshops and reduce or eliminate any negative characteristics.
The establishment of a revitalized and expanded residential base within the Downtown Tavares
community is essential to achieve a successful economic redevelopment program. Residents living
within the redevelopment area will comprise components of the work force and the market, which
will generate economic activity.
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FUNDING SOURCES
FUNDING SOURCE

FUNDING PROGRAM

PROGRAM DESCRIPTION

ADDITIONAL INFORMATION

LAND ACQUISITION / ENVIRONMENTAL RESTORATION
FEDERAL
US Department of the Interior, National Park Service

Land and Water Conservation Fund
(LWCF)

The LWCF program provides matching grants to states and local governments for the acquisition and development of public outdoor
recreation areas and facilities. The program is intended to create and maintain a nationwide legacy of high quality recreation areas and
facilities and to stimulate non-federal investments in the protection and maintenance of recreation resources across the United States.
The funding that is allocated to each state, or “stateside” funding, is administered by that state. Through the LWCF, the Florida
Department of Parks and Recreation provides funds for statewide planning, and for acquiring and developing outdoor recreation areas
and facilities LWCF grant funds may be used for the acquisition and development of state and local facilities that provide active and/or
passive recreation opportunities.

Federal funding of this program varies from year to
year depending on appropriations. Florida’s allocation
for fiscal year 2016 is approximately $4.3 million.
For program information, visit:
https://www.nps.gov/subjects/lwcf/statefundingstatus.ht
m

US Department of the Interior, National Park Service

Federal Lands to Parks (FLP)

The National Park Service’s FLP Program conveys surplus federal land to communities, usually at no cost, for public park and
recreation purposes. Over 1,575 properties, approximately 178,000 acres, have been transferred to state and local governments
for parks and recreation areas since the program’s inception in 1949. The Program also helps ensure continued public access and
stewardship of resources.

Generally, resources are available on an on-going
basis as properties become available. For more
information on how to participate in this program, visit:
http://www.nps.gov/ncrc/programs/flp/index.html

US Department of Agriculture (USDA) - Natural Resource
Conservation District (NRCS)

Agricultural Conservation Easement
Program (ACEP)

US Environmental Protection Agency (EPA)

EPA Grants

The ACEP provides financial and technical assistance to help conserve agricultural lands and wetlands and their related benefits.
Under the Agricultural Land Easements component, NRCS helps American Indian tribes, state and local governments and nongovernmental organizations protect working agricultural lands and limit non-agricultural uses of the land. Under the Wetlands Reserve
Easements component, NRCS helps to restore, protect and enhance enrolled wetlands. NRCS and partners are investing $15 million
in technical and financial assistance available to help eligible conservation partners leverage local resources to voluntarily protect,
restore and enhance critical wetlands on agricultural lands. The funding is provided through the Wetland Reserve Enhancement
Partnership, part of the Agricultural Conservation Easement Program, a Farm Bill conservation program.
Every year, EPA awards over $4 billion in funding for grants and other assistance agreements. From small non-profit organizations to
large state governments, EPA works to help many visionary organizations achieve their environmental goals. With countless success
stories over the years, EPA grants remain a chief tool in the advancement of human health and the environment.

https://www.nrcs.usda.gov/wps/portal/nrcs/main/nation
al/programs/easements/

https://www.epa.gov/grants

STATE
Florida Department of Environmental Protection

Florida Communities Trust

Florida Department of Environmental Protection

Florida Greenways and Trails Program

Florida Department of Environmental Protection

Coastal Partnership Initiative
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Florida Communities Trust assists communities in protecting important natural resources, providing recreational opportunities and
http://dep.state.fl.us/lands/FL_Communities_Trust/default
preserving Florida's traditional working waterfronts through the competitive criteria in the Parks and Open Space Florida Forever Grant _cont.htm
Program and the Stan Mayfield Working Waterfronts Florida Forever Grant Program. These local land acquisition grant programs
provide funding to local governments and eligible non-profit organizations to acquire land for parks, open space, greenways and
projects supporting Florida's seafood harvesting and aquaculture industries. The source of funding for Florida Communities Trust
comes from Florida Forever proceeds.
The Florida Department of Environmental Protection administers this grant, which can be used for acquisition of property for linear
http://www.dep.state.fl.us/gwt/
corridors, open space connectors and trails. The Florida Greenways and Trails Program is funded through the sale of bonds authorized
under the Florida Forever Act. Approximately $2 million is available for projects. There is potential for additional funds if they are
legislatively appropriated.
This grant program was established to promote the protection and effective management of Florida's coastal resources at the local
http://www.dep.state.fl.us/cmp/grants/index.htm
level. Grants support four program areas: resilient communities, public access, working waterfronts, and coastal stewardship. In the
past, coastal paddling trail development and primitive campsite improvements such as composting toilets have been funded.
Governmental, educational, and non-profit entities can apply, and the Florida Coastal Management Program offers technical
assistance and training along with the more traditional funding support. Each year, the FCMP publishes a CPI Brochure and a
"Notice of Availability of Funds" in the Florida Administrative Register to solicit CPI applications from eligible entities.
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FUNDING SOURCE

FUNDING PROGRAM

PROGRAM DESCRIPTION

ADDITIONAL INFORMATION

Florida Department of Environmental Protection

Florida Recreation Development
Assistance Program (FRDAP)

The FRDAP is a state competitive grant program that provides financial assistance to local governments to develop and/or acquire
land for public outdoor recreational. The maximum grant request is $200,000. An applicant's requested grant funds may be revised by
the Department due to the availability of program funds. Grant awards are contingent upon appropriation by the Legislature.

http://www.dep.state.fl.us/parks/OIRS/default.htm

Florida Department of Environmental Protection

Florida Recreational Trails Program
(RTP)

The RTP is a federally funded competitive grant program that provides financial assistance to agencies of city, county, state or federal
governments, and organizations, approved by the State, or state and federally recognized Indian tribal governments, for the
development of recreational trails, trailheads and trailside facilities. The program has been shifted from OGT to the FDEP Office of
Operations, Land and Recreation Grants. The total request of eligible project applications amounts to $948,287.00. The eligible
applications include $348,287.00 for two motorized project and $600,000.00 for three non-motorized projects.

https://www.dep.state.fl.us/gwt/grants/

Florida Inland Navigation District

Florida Inland Navigation District
Waterway Assistance Program (WAP)
and Cooperative Assistance
Programs (CAP)

The WAP and CAP are grant programs established for the purpose of financially cooperating with local governments to alleviate
problems associated with the Atlantic Intracoastal Waterway and associated waterways within the District. The District provides up to
75% for public navigation projects, while all other project categories are eligible for up to 50% funding assistance. Annually the District
allocates approximately $10-$14 million dollars for the program.

http://www.aicw.org/grants_and_assistance_programs/in
dex.php

Florida Department of Agriculture and Consumer Services

Florida Urban and Community Forestry
Grant Program

Florida Fish and Wildlife Conservation Commission

Florida Boating Improvement Program
(FBIP)

As part of the U.S. Forest Service Urban and Community Forestry Matching Grant Program, funds will be available to organizations to
develop or enhance their urban and community forestry programs. Awards are made as 50-50 matching grants (50 percent federal, 50
percent applicant) to local governments, educational institutions, Native-American tribal governments, and legally organized nonprofit
(volunteer) organizations in the grant categories listed below.
The Florida Boating Improvement Program provides funding through competitive grants for boating access projects and other boatingrelated activities on coastal and/or inland waters of Florida. Eligible program participants include county governments, municipalities
and other governmental entities of the state of Florida.

http://www.freshfromflorida.com/DivisionsOffices/Florida-Forest-Service/For-Communities/UrbanForestry/Florida-Urban-and-Community-Forestry-GrantProgram
http://myfwc.com/boating/grant-programs/fbip/

Florida Department of Agriculture

Keep American Beautiful (KAB) Grant

Keep America Beautiful is a national nonprofit public education organization dedicated since 1953 to engaging individuals to take
greater responsibility for improving their local community environments. Annual landscaping grant program administered through the
State Department of Agriculture. With a $20,000 limit, projects may be phased.

Florida Department of State, Division of Cultural Affairs

Cultural Facilities Grant

A cultural facility is a building which shall be used for the programming, production, presentation, exhibition of any of the arts and
cultural disciplines. These disciplines include music, dance, theatre, creative writing, literature, architecture, painting, sculpture, folk
arts, photography, crafts, media arts, visual arts, and programs of museums.

Florida Department of Transportation

Florida Department of Transportation’s
Local Agency Program

Florida Department of Economic Opportunity

Community Development Block Grant

Florida Department of Economic Opportunity

Community Services Block Grant
Program
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The Local Agency Program or “LAP” provides sub-recipient towns, cities and counties develop, design, and construct transportation
facilities with federal funds. The Department is the steward of the federal funds and is responsible for oversight of funded projects on
behalf of the Federal Highway Administration (FHWA). LAP agencies prioritize and fund local projects (through their respective MPO
or governing board) and are then eligible for reimbursement for the services provided to the traveling public through compliance with
applicable Federal statutes, rules and regulations. Federal-Aid Highway Program funds are only available to local agencies that
perform the required certification process that evaluates whether the local agency has the sufficient qualifications and ability “to
undertake and satisfactorily complete the work”.
Florida’s Small Cities Community Development Block Grant Program provides an opportunity for eligible municipalities and counties to
compete for funds to improve local housing, streets, utilities, and public facilities. The Florida Small Cities CDBG Program relies on HUD
funds to carry out the activities in the cities and counties it serves.

The Community Services Block Grant Program (CSBG) provides federal funds to designated local governments and non-profit
agencies called Community Action Agencies to assist eligible low-income households in attaining the skills, knowledge and
motivation necessary to achieve self sufficiency. The agencies may provide a variety of antipoverty services such as emergency
health, food, housing, day care, transportation assistance; housing counseling; financial management assistance; nutrition programs
including federal surplus food distribution, community gardening projects, food banks, job counseling, placement and training
services, and homeless prevention programs.

http://www.kab.org/aboutus.asp?id=32&rid=38

http://dos.myflorida.com/cultural/grants/grantprograms/cultural-facilities/
http://www.fdot.gov/programmanagement/LAP/Becoming
Certified.shtm

http://www.floridajobs.org/community-planning-anddevelopment/assistance-for-governments-andorganizations/florida-small-cities-communitydevelopment-block-grant-program
http://www.floridajobs.org/community-planning-anddevelopment/community-services/community-servicesblock-grant-program
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FUNDING SOURCE

FUNDING PROGRAM

PROGRAM DESCRIPTION

ADDITIONAL INFORMATION

LOCAL
Lake County Tourism Development Office

The Tourism Development Office is funded by a 5% Tourist Development Tax levied on any rental or lease of six months or less and
for accommodations in hotels, motels or other temporary living quarters. The 5% Tourism Tax is then allocated into specific tourist
related expenditure categories as determined by Lake County ordinances.

https://www.lakecountyfl.gov/departments/economic_gro
wth/economic_development_and_tourism/

St. John’s River Water Management District (SJRWMD)

SJRWMD funding is available for assistance in stormwater improvement projects, which is beneficial for redevelopment projects that

http://www.sjrwmd.com/

contain areas identified as having drainage deficiencies.
PRIVATE SECTOR/ NON- PROFITS
River Network

Miscellaneous

River Network, a national non-profit organization, offers consulting, publications, acquisition of riverlands and small grants to help
people raise money, build organizations, and monitor and protect rivers and watersheds. This organization offers assistance to: help
people organize to protect and restore rivers and watersheds: support river conservationists at grass roots, state and regional levels;
help build effective organizations to link them together to build a nationwide movement for rivers and watersheds; and acquire and
conserve riverlands critical to wildlife, fisheries, and recreation.

https://www.rivernetwork.org/about/

Trust for Public Land (TPL)

Miscellaneous

TPL is interested in helping purchase one of the gravel pits in Sun Valley to support conversion to recreation, open space and water
conservation. TPL finances the purchase and usually sells the land to a public agency for long-term management and operation.

http://www.tpl.org

Patagonia

Environmental Grants Program

Focus is on preservation of wild and scenic areas, biodiversity, limited funding for urban restoration. They are mostly interested in
projects that identify and work on the root causes of problems and that approach issues with a commitment to long-term change.
Grants typically range between $2,500 - $15,000.

http://www.patagonia.com/environmentalgrants.html

HABITAT
FEDERAL
National Oceanic and Atmospheric Administration (NOAA)
Community-Based Restoration Program

Community-based Restoration Program

US Forest Service

Cooperative Forestry National
Programs

US Fish & Wildlife Service

North American Wetlands Conservation
Act (NAWCA) - Standard Grants
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The NOAA Restoration Center’s Community-based Restoration Program invests funding and technical expertise in high-priority habitat
restoration projects that instill strong conservation values and engage citizens in hands-on activities. Through the program, NOAA, its
partners, and thousands of volunteers are actively restoring coastal, marine, and migratory fish habitat across the nation. You can also
find information about NOAA’s funding opportunities through Grants.gov, the federal government’s main financial assistance
clearinghouse.
The program help State Foresters or equivalent agencies with forest stewardship programs intended to achieve ecosystem health and
sustainability. Assistance is provided through the following programs: Forest Stewardship Program; Stewardship Incentive Program;
urban & Community Forestry Program; and, Cooperative Fire Protection Program.

http://www.habitat.noaa.gov/restoration/programs/crp.h
tml

http://www.fs.fed.us/spf/coop/

NAWCA grants increase bird populations and wetland habitat, while supporting local economies and American traditions such as hunting, https://www.fws.gov/birds/grants/north-americanfishing, birdwatching, family farming, and cattle ranching. Wetlands protected by NAWCA provide valuable benefits such as flood control, wetland-conservation-act.php
reducing coastal erosion, improving water and air quality, and recharging ground water. The NAWCA program provides matching grants
to wetlands conservation projects in the United States, Canada, and Mexico. There is a Standard and a Small-Grant Programs. Both are
competitive grants programs and require that grant requests be matched by partner contributions at no less than a 1-to-1 ratio. The
NAWCA program operates in two cycles per year. Each cycle, eligible proposals are reviewed and ranked by the North American
Wetlands Conservation Council, a nine-member council established by the Act. The Council may directly approve Small Grants. The
Council recommends Standard Grants projects to the Migratory Bird Conversation Commission to give final funding approval.
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FUNDING SOURCE

FUNDING PROGRAM

PROGRAM DESCRIPTION

ADDITIONAL INFORMATION

US Fish & Wildlife Service

North American Wetlands Conservation
Act (NAWCA) - Small Grants

Up to $100,000 to fund a plan supported by a NAWCA grant and partner funds to conserve wetlands and wetlands-dependent fish
and wildlife through acquisition (including easements and title donations), restoration, and/or enhancement. Match must be nonFederal and at least equal to the grant request.

https://www.fws.gov/birds/grants/north-americanwetland-conservation-act/how-to-apply-for-a-nawcagrant.php#us-small

US Fish & Wildlife Service

North American Wetlands Conservation
Act (NAWCA) – Standard Grants

The Standard Grants Program is a competitive, matching grants program that supports public-private partnerships carrying out
projects in Canada, the United States, and Mexico. These projects must involve long-term protection, restoration, and/or
enhancement of wetlands and associated uplands habitats. Partners must match their grants request at no less than a 1-to-1 ratio.
For example, partners requesting a $1 million grant would need to also contribute at least $1 million in partner funds (from
nonfederal sources) towards the project.
PRIVATE SECTOR/ NON- PROFITS

https://www.fws.gov/birds/grants/north-americanwetland-conservation-act/how-to-apply-for-anawca-grant.php#us-small

American Rivers (partner with National Oceanic &
Atmospheric Administration (NOAA)

River Restoration Grants

American Rivers has created a series of resources designed to empower federal and state agency staff, engineering design firms
and other consultants, and nonprofit organizations (collectively, river restoration practitioners) with the tools, skills, and
understanding necessary to restore damaged rivers. Explore our series of videos, fact sheets, and reports to learn more about
removing dams, replacing culverts, and restoring floodplains.

https://www.americanrivers.org/conservationresources/river-restoration/

American Sportfishing Association and FishAmerica
Foundation (partner with National Oceanic & Atmospheric
Administration/ NOAA)

Grants

The Conservation Fund (TCF)

Miscellaneous
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The FishAmerica Foundation involves and educates community volunteers on the conservation and recreational benefits for each project http://www.fishamerica.org/grants/
awarded funding. Over the years, the foundation, along with its federal, regional, state and community partners, have made great strides
in both small and large, urban and rural communities to improve habitat for fisheries conservation, creating more recreational fishing
opportunities along the way. For grants information or if you are interested in partnering with us, please contact us at
fafgrants@asafishing.org or by phone at (703) 519-9691.
The Conservation Fund is a national non-profit organization dedicated to preserving Americas land legacy by acquiring and protecting
http://www.conservationfund.org
open space, wildlife habitat, and historic sites. The Fund also provides technical assistance, information, and small grants to assist
with the greenway and trail projects across the nation.
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OF BLOXHAM AVENUE, AND

Including:
(Expansion of the CRA Boundary - Resolution 2013-11)

ALL REAL PROPERTY WEST OF LAKE AVENUE AND SOUTH OF RUBY STREET, AND LOTS A THROUGH
F OF BLOCK 72 OF THE TAVARES IMPROVEMENT COMPANY AS RECORDED ON PLAT BOOK 4 PAGE
39 OF THE LAKE COUNTY RECORDS, AND
LOTS D THROUGH F OF THE HUNTER SUBDIVISION AS RECORDED IN PLAT BOOK 8 PAGE 35 OF THE
LAKE COUNTY RECORDS, LAKE COUNTY FLORIDA, AND
THE SOUTH 150 FEET OF BLOCK 77 OF THE MAP OF TAVARES AS RECORDED IN BOOK 1 PAGE 64 OF
THE PUBLIC RECORDS OF LAKE COUNTY FLORIDA

AREAB
ALL REAL PROPERTY NORTH OF CAROLINE STREET, WEST OF DISSTONAVENUE, SOUTH OF CLIFFORD
STREET, AND EAST OF STATE ROAD 19 AND NORTHEAST OF ALFRED STREET TO INCLUDE:
BLOCKS 26,27,28 29,30,31 ,32,33,34,35,36,37, AND THAT PART OF "RIVER PARK" LYING EASTERLY OF MAXWELL
AVENUE AND NORTH OF CAROLINE STREET AS RECORDED IN THE MAP OF TAVARES BOOK 1 PAGE 1 OF THE
PUBLIC RECORDS OF LAKE COUNTY FLORIDA

PARCEL 1- (PARCEL No. 28-19-26-180002600400 - Alt Key: 1689732):
TAVARES, ST. CLAIR-ABRAMS EXT SUPPLEMENTAL PLAT LOT 4 BLOCK 26 LESS W 10 FEET LYING NORTHLY
OF OLD GOVERNMENT MEANDER LINE THAT PART OF RR R/W LYING WESTERLY OF CENTER LINE OF SAID
RR & LYING SOUTH OF SOUTHERLY R/W OF ALFRED STREET AND EXTENDING SOUTHWESTERLY TO
DISSTON AVENUE & LAKE DORA DRIVE LESS EASTERLY 15 FEET--GOV PLAT 1 PG 28 | ORB 601 PG 580
PARCEL 2 – (PARCEL No. 28-19-26-180002600500 - Alt Key: 1087503):
TAVARES, ST. CLAIR-ABRAMS EXT SUPPLEMENTAL PLAT LOT 5, S OF OLD MEANDER LINE BLOCK 26 GOV
PLAT 1 PG 28 | ORB 594 PG 751
PARCEL 3 – (PARCEL NO. 28-19-26-180002600201 - ALT KEY: 1379521):
TAVARES, ST. CLAIR-ABRAMS EXT SUPPLEMENTAL PLAT LOTS 1, 2, 3 BLOCK 26 ½ GOV PLAT 1 PG 28; AND
THAT PORTION OF S. DISSTON AVENUE LYING BETWEEN E. MAUD STREET AND E. ALFRED STREET.

BLOCKS 111 AND 112 OF THE ST CLAIR ABRAMS SUBDIVISION AS RECORDED IN BOOK 4 PAGE 22 OF THE
PUBLIC RECORDS OF LAKE COUNTY FLORIDA
BLOCKS 94,95, 86, 87, AND 88 OF THE NUTT'S SUBDIVISION AS RECORDED IN BOOK 5 PAGE 51 OF THE PUBLIC
RECORDS OF LAKE COUNTY FLORIDA
BLOCKS 48 AND 49 OF THE TAVARES IMPROVEMENT COMPANY PLAT AS RECORDED IN BOOK 4 PAGE 29 OF
THE PUBLIC RECORDS OF LAKE COUNTY FLORIDA
BLOCK 50 OF THE TAVARES IMPROVEMENT COMPANY PLAT AS RECORDED IN BOOK 4 PAGE 39 OF THE
PUBLIC RECORDS OF LAKE COUNTY FLORIDA
THE WILSON SUBDIVISION AS RECORDED IN BOOK 6 PAGE 27 OF THE PUBLIC RECORDS OF LAKE COUNTY
FLORIDA
BLOCKS 90, 91, 92, 93, THE NORTH HALF OF BLOCK 98, BLOCK 99 AS RECORDED IN THE MAP OF TAVARES
BOOK 1 PAGE 64 OF THE PUBLIC RECORDS OF LAKE COUNTY FLORIDA
FROST'S SUBDIVISION OF BLOCK 89 AS RECORDED IN BOOK 6 PAGE 1 OF THE PUBLIC RECORDS OF LAKE
COUNTY FLORIDA
C L WILLIAMS SUBDIVISION OF BLOCK 96 AS RECORDED IN BOOK 5 PAGE 34 OF THE PUBLIC RECORDS OF
LAKE COUNTY FLORIDA
WATSON'S SUBDIVISION OF BLOCK 97 AS RECORDED IN BOOK 5 PAGE 69 OF THE PUBLIC RECORDS OF LAKE
COUNTY FLORIDA
BARKSDALE SUBDIVISION OF THE SOUTH %OF BLOCK 98 AS RECORDED IN BOOK 8 PAGE 36 OF THE PUBLIC
RECORDS OF LAKE COUNTY FLORIDA
BLOCK A, G, THAT PORTION OF BLOCK B EASTERLY OF STATE ROAD 19, AND BLOCK F SOUTHEASTERLY OF
HIGHWAY 441 ACCORDING TO THE LAKEWOOD PARK ADDITION TO TAVARES AS RECORDED IN BOOK 10
PAGE 1 OF THE PUBLIC RECORDS OF LAKE COUNTY FLORIDA
ALSO
ALL REAL PROPERTY LYING NORTH OF CLIFFORD STREET BETWEEN ST CLAIR ABRAMS AVENUE AND
BURLEIGH BOULEVARD (U"S. 441) TO INCLUDE:
BLOCKS 102, 103, 106, AND BLOCKS 100, 101, 107, AND 108 ACCORDING TO THE MAP OF TAVARES AS
RECORDED IN BOOK 1 PAGE 1 OF THE PUBLIC RECORDS OF LAKE COUNTY FLORIDA NOW LYING
SOUTHEARSTERLY OF HIGHWAY 441
LINDA PARK SUBDIVISION OF BLOCK 102 AS RECORDED IN BOOK 16 PAGE 23 OF THE PUBLIC RECORDS OF
LAKE COUNTY FLORIDA
THAT PART OF GOV LOT 1 LYING E'LY OF HIGHWAY 441 & W OF STCLAIR ABRAMS AVE--LESS THAT PART
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LEED-ND CHECKLIST
Source: U.S. Green Building Council
Source website: https://www.usgbc.org/articles/getting-started-nd

Project
Name:
Date:

LEED v4 for Neighborhood Development Built Project
Project Checklist
Yes ?

0

0

No

28

0

Y

0

Smart Location & Linkage
Prereq

Smart Location

Required

Y

Prereq

Certified Green Building

Required

Y

Prereq

Imperiled Species and Ecological Communities

Required

Y

Prereq

Minimum Building Energy Performance

Required

Y

Prereq

WetlandS and Water Body Conservation

Required

Y

Prereq

Indoor Water Use Reduction

Required

Y

Prereq

Agricultural Land Conservation

Required

Y

Prereq

Construction Activity Pollution Prevention

Required

Y

Prereq

Floodplain Avoidance

Required

Credit

Certified Green Buildings

5

Credit

Preferred Locations

10

Credit

Optimize Building Energy Performance

2

Credit

Brownfield Remediation

2

Credit

Indoor Water Use Reduction

1

Credit

Access to Quality Transit

7

Credit

Outdoor Water Use Reduction

2

Credit

Bicycle Facilities

2

Credit

Building Reuse

1

Credit

Housing and Jobs Proximity

3

Credit

Historic Resource Preservation and Adaptive Reuse

2

Credit

Steep Slope Protection

1

Credit

Minimized Site Disturbance

1

Credit

Site Design for Habitat or Wetland and Water Body Conservation

1

Credit

Rainwater Management

4

Credit

Restoration of Habitat or Wetlands and Water Bodies
Long-Term Conservation Management of Habitat or Wetlands and
Water Bodies

1
1

Credit

Heat Island Reduction

1

Credit

Solar Orientation

1

Credit

0

Fig. E.1 Project Checklist for New Development
Source: U.S. Green Building Council

DTRMP 2017

0

0

0

0

Green Infrastructure & Buildings

31

Credit

Renewable Energy Production

3

Neighborhood Pattern & Design

41

Credit

District Heating and Cooling

2

Y

Prereq

Walkable Streets

Required

Credit

Infrastructure Energy Efficiency

1

Y

Prereq

Compact Development

Required

Credit

Wastewater Management

2

Y

Prereq

Connected and Open Community

Required

Credit

Recycled and Reused Infrastructure

1

Credit

Walkable Streets

9

Credit

Solid Waste Management

1

Credit

Compact Development

6

Credit

Light Pollution Reduction

1

Credit

Mixed-Use Neighborhoods

4

Credit

Housing Types and Affordability

7

Innovation & Design Process

6

Credit

Reduced Parking Footprint

1

Credit

Innovation

5

Credit

Connected and Open Community

2

Credit

LEED® Accredited Professional

1

Credit

Transit Facilities

1

Credit

Transportation Demand Management

2

Credit

Access to Civic & Public Space

1

Credit

Access to Recreation Facilities

1

Credit

Visitability and Universal Design

1

Credit

Community Outreach and Involvement

2

Credit

Local Food Production

1

Credit

Tree-Lined and Shaded Streetscapes

2

Credit

Neighborhood Schools

1

0

0

0

0

0

0

0

0

0

Regional Priority Credits

4

Credit

Regional Priority Credit: Region Defined

1

Credit

Regional Priority Credit: Region Defined

1

Credit

Regional Priority Credit: Region Defined

1

Credit

Regional Priority Credit: Region Defined

1

Project Totals (Certification estimates)

110

Fig. E.2 Project Checklist for Built Development
Source: U.S. Green Building Council
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Source website: https://www.census.gov/quickfacts/fact/table/tavarescityflorida,lakecountyflorida/
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Appendix F

Letters of Support

May 20, 2020

The Honorable Elaine L. Chao
Secretary
U.S. Department of Transportation
1200 New Jersey Ave, SE
Washington, DC 20590
Dear Secretary Chao,
I write this letter of support for Lake County, Florida and their application, Wekiva Trail
Extension (UEI: 0792141360000), to the Better Utilizing Investments to Leverage Development
(BUILD) Program for funding made available by the Consolidated Appropriations Act, 2020.
The Regional Wekiva Trails is a planned 20-mile, paved multi-use trail that will provide
residents, hikers, cyclists, and nature enthusiasts with a regional connection between Lake,
Seminole, and Orange counties. This BUILD grant would greatly assist Lake County in
constructing Wekiva Recreational Trail Segment 1 and 5.
This is an important project for Lake County and Central Florida. I respectfully request your
consideration of the Wekiva Trail Extension application to the BUILD Program for Lake
County, Florida.

Sincerely,

___________________________
Michael Waltz
Member of Congress

ROSS SPANO

224 CANNON HOUSE OFFICE BUILDING
WASHINGTON, DC 20515
(202) 225-1252

15TH DISTRICT, FLORIDA
COMMITTEE ON TRANSPORTATION
AND INFRASTRUCTURE
COMMITTEE ON
SMALL BUSINESS

April 28, 2020

The Honorable Elaine L. Chao, Secretary
U.S. Department of the Transportation
1200 New Jersey Ave, SE
Washington, DC 20590
Dear Secretary Chao:
I write in full support of the application by Lake County, Florida, in the amount of $25,000,000 for the
Better Utilizing Investments to Leverage Development (BUILD) Transportation Grant, Funding
Opportunity Number DTOs59-20-RA-BUILD, to construct the Regional Wekiva Trails Project –
Segment 1 and Segment 5 that will have a significant impact locally and across the state. Bicyclists and
pedestrians are important users of our Nation’s transportation system and the success of our state and the
economic development of our communities depends on our involvement and backing.
This BUILD grant would assist Lake County in their massive undertaking of the Lake County, Florida,
Rails to Trails and Wekiva Recreational Trail Segment 1 and 5, which is a planned 20-mile paved multimodal system of trails providing residents, hikers, cyclists, and nature enthusiasts with a regional
connection between Lake, Seminole, and Orange counties.
The project places an emphasis on improved regional access to reliable, safe, and affordable
transportation in our rural communities, and will improve infrastructure conditions, address public
health and safety, promote regional connectivity, and stimulate economic growth. According to a recent
Economic Impact Study by the Balmoral Group, the projected estimated economic benefits range is $3
to $12.7 million total benefits for businesses and workers along the downtown rail segment, including
$1.9 to $8 million of retail spending at food and beverage vendors, and restaurants on the trail. The
study also depicts $1.1 to $1.6 million in spending annually on other retail goods and services along the
trail and 75 to 153 jobs supported by spending on the downtown trail segment.
To date, investments of over $45,253,042 have already been made by Lake County, the City of Mount
Dora, and the City of Tavares. By way of the City of Tavares Seaplane Base and Marina (FA1), public
boat ramps connecting the Wekiva Trail to the Lake County Blueways, and City of Tavares Train
Station, making this a true multimodal trail with a unique and very diverse connection to travel by air,
water, train, trail, and the LakeXpress transit network.
It is anticipated the trail system, in conjunction with key regional and ecotourism sites, will connect to
the statewide Florida Greenways and Trails system and will attract local residents and visitors from
around the world to Lake County, Florida, and the surrounding cities and communities.

Over the last three decades, the State of Florida and the U.S. Department of Transportation have funded
millions of dollars of trail projects throughout Florida. FDOT and the Federal Highway Administration
approved a feasibility study in the amount of $265,000, completed by FDOT, for the Regional Wekiva
Trails Project – Segment 5, which runs from the city of Mount Dora to the City of Tavares utilizing the
existing railroad bed as a Rails-to-Trails approach, and FDOT currently has programmed a corridor
planning study in the amount of $1,567,500 for the Regional Wekiva Trails Project – Segment 1, which
runs from Tremain Street in Mount Dora to State Road 46 in Sorrento.
The need for this regional multi-modal project is significant and has my full support. Thank you for your
consideration of the BUILD Transportation Grant application by Lake County, Florida, and the many
economic opportunities it will bring.

Sincerely,

Ross Spano
Member of Congress

DANIEL WEBSTER

WASHINGTON OFFICE:

11TH DISTRICT, FLORIDA

1210 LONGWORTH HOUSE OFFICE BUILDING
WASHINGTON, DC 20515
(202) 225-1002
(202) 226-6559 (FAX)

COMMITTEE ON TRANSPORTATION
AND INFRASTRUCTURE
COMMITTEE ON NATURAL
RESOURCES

Congress of the United States
House of Representatives
Washington, DC 20515-0908

LEESBURG OFFICE:
318 SOUTH 2ND STREET #A
LEESBURG, FL, 34748
PHONE & FAX
(352) 241-9220

May 14, 2020
The Honorable Elaine L. Chao
U.S. Department of Transportation
1200 New Jersey Avenue, SE
Washington, D.C. 20590
Re: Lake County BUILD 2020 Grant Application
Dear Secretary Chao:
I was recently made aware that Lake County, Florida has submitted a grant application under the
U.S. Department of Transportation’s Better Utilizing Investments to Leverage Development
(BUILD) Transportation Grant Program under the Consolidated Appropriations Act, 2020,
Funding Opportunity Number DTOS59-20-RABUILD, to construct the Regional Wekiva Trails
Project – Segment 1 and Segment 5.
This BUILD grant would assist Lake County in their portion of the Florida Rails to Trails and
Wekiva Recreational Trail Segment 1 and 5, a planned 20-mile paved multi-modal system of
trails providing residents, hikers, cyclists, and nature enthusiasts with a regional connection
between Lake, Seminole, and Orange counties. The trail project places an emphasis on improved
regional access to reliable, safe, and affordable multi-modal transportation in our rural
communities, and will improve infrastructure conditions, address public health and safety,
promote regional connectivity, and stimulate economic growth.
Lake County is seeking $25 million in federal assistance to construct the to construct the
Regional Wekiva Trails Project – Segment 1 and Segment 5. To date over $45 million in
investments have been made by Lake County and local cities including, the the City of Mount
Dora and the City of Tavares.
Federal funding of the Florida Rails to Trails and Wekiva Recreational Trail Segment 1 and 5
will provide Lake County with the necessary resources to complete the multi-modal project in a
timely fashion, while capitalizing on existing local and state investment in the project. Most
importantly, funding of the project will provide for immediate local job creation and increased
economic activity by stimulating economic growth and development.
As the Department considers funding under the BUILD Grant Program, I ask that you give full
and fair consideration of Lake County’s Regional Wekiva Trails Project.
Sincerely,

M
Daniel Webster
Member of Congress

FLORIDA CENTRAL RAILROAD CO INC
FLORIDA MIDLAND RAILROAD CO INC
FLORIDA NORTHERN RAILROAD INC
407-880-8500

April 24, 2020
To: Lake County Board of Commissioners
From: Pete Petree, Florida Central Railroad
Subject: Wekiva Trail Extension

Florida Central Railroad wishes to confirm that we are in full support of Lake County’s efforts to acquire a BUILD grant,
which would allow the removal of the current rail infrastructure, thereby transferring the freight rail corridor to a Rail
Trail for the Wekiva Connector Extension. Florida Central Railroad has long been a member of the Lake County business
environment and partnered with them on many activities which inspired both economic benefits and community
development. Our company has been an active member of the task force in the development of this project for several
years and we consider it a win-win for all concerned.
In addition to the many lifestyle and economic benefits the Rail Trail would bring to Lake County and neighboring cities,
this endeavor will create the ability to relocate our rail infrastructure from a primarily residential and tourism driven
area, to a more rural location that is optimal for rail centric industrial development projects. Moving the rail operation to
those outlying areas would spur more opportunities for business development and job creation in parts of the county
where those activities are better suited. As our communities in Lake and surrounding counties continue to grow, the
addition of rail served industries bring with it the benefits of giving the businesses competitive supply chain solutions,
less trucks and congestion on our highway system, as well as a transportation alternative that delivers their product with
75% less greenhouse gas emissions on average than trucks.
The above comments only scratch the surface of the positive possibilities that can come from acquiring this grant. Please
let us know anything we can do to make this project a success for all of us.
Thank you,
Pete Petree

VP Southern Region
Regional-Rail LLC
Cc: Jeff Cole, Lake County
John Drury, City of Tavares
Robin Hayes, City of Mount Dora
Catherine Adkins, CSX
Chad Rischar, DRMP

3001 W Orange Ave Apopka Fl 32703 · PO Box 967 Plymouth Fl 32768

March 12, 2020

To Whom it May Concern:
Lake 100 over 70 businesses around Lake County. Among the many purposes of our
organization, we strive to promote economic development in Lake County through outreach
and communication to the general public, government officials, and elected representatives.
With this in mind, we offer our full support in the application for the BUILD Transportation
Grant, under the Department of Transportation's National Infrastructure Investments
Consolidated Appropriations Act, 2020.
This grant would assist Lake County in their massive undertaking of the Lake County,
Florida Rails to Trails Multi-Modal Wekiva Recreational Trail. The project places an emphasis on
improved regional access to reliable, safe, and affordable transportation in our rural
communities, and will improve infrastructure conditions, address public health and safety,
promote regional connectivity, and facilitate economic growth.
The Lake 100 sees the need for this project, and the value it will bring to Lake County.
We look forward to the prosperous future of Lake County, and thank you for your
consideration.

Tim Sullivan
President, Lake 100

April 16, 2020

The Honorable Elaine L. Chao
Secretary
U.S. Department of Transportation
1200 New Jersey Avenue, S.E.
Washington, D.C. 20590
Dear Secretary Chao:
We, the undersigned Lake County, Florida, Constitutional Officers are unified in our support to encourage
the funding opportunity for the Lake County Florida Rails to Trails Multi-Modal Wekiva Recreational Trail
application. This application seeks a BUILD Transportation grant under the Department of Transportation’s
National Infrastructure Investments Consolidated Appropriations Act, 2020.
We seek your special consideration for this project, which emphasizes improved regional access to reliable,
safe, and affordable transportation in our rural communities. This project will improve infrastructure
condition, address public health and safety, promote regional connectivity, and facilitate economic growth.
Understanding that the BUILD Transportation grant program is awarded on a competitive basis, we know
this project will have a significant local and regional impact.
We appreciate President Trump’s commitment to rebuild and reinvest in the nation’s infrastructure, and we
stand united and ready to assist in any way needed. Thank you in advance for your consideration.
Sincerely,

Peyton C. Grinnell, Sheriff

Alan Hays, Supervisor of Elections

Carey Baker, Property Appraiser

David W. Jordan, Tax Collector

Gary J. Cooney, Clerk of the Circuit Court and Comptroller

From:
To:
Subject:
Date:

State_Clearinghouse
Schneider, Fred
SAI# FL202003068860C
Monday, March 9, 2020 5:38:55 PM

CAUTION: This email originated from outside of your organization. Do not click links or open attachments unless
you recognize the sender and know the content is safe.

To: Fred Schneider
Re: Florida State Clearinghouse Project Review
Project SAI#: FL202003068860C
Date Received: 03/04/20
Project Description: DEPARTMENT OF TRANSPORTATION, NATIONAL INFRASTRUCTURE
INVESTMENTS (BUILD DISCRETIONARY GRANTS),PROPOSED WEKIVA TRAIL MULTIUSE
BICYCLE AND PEDESTRIAN PATHWAY, LAKE COUNTY, FLORIDA.

The Florida State Clearinghouse has received the above-referenced project and has forwarded
it to the appropriate state agencies for review. Please refer to the State Application Identifier
(SAI) number in all correspondence with the Florida State Clearinghouse regarding this
project. Applicants should expect to receive their State Clearance Letter 30-60 days from the
received date. Additional information can be found at
http://dep.state.fl.us/secretary/oip/state_clearinghouse/manual2.htm.
Please submit all future project applications and correspondence by email to
state.clearinghouse@dep.state.fl.us. If your submittal is too large to send via email or if you
need other assistance, contact Chris Stahl at (850) 717-9076.

From:
To:
Cc:
Subject:
Date:

Stahl, Chris
Schneider, Fred
State_Clearinghouse
State Clearance Letter for FL202003068860C -Proposed Wekiva Trail Multiuse Bicycle and Pedestrian Pathway,
Lake County, Florida
Wednesday, April 22, 2020 11:06:15 AM

CAUTION: This email originated from outside of your organization. Do not click links or open attachments unless
you recognize the sender and know the content is safe.

April 22, 2020

Fred Schneider
Lake County
Department of Public Works
323 N. Sinclair Ave
Tavares, Florida 32778

RE: Department of Transportation, National Infrastructure Investments (Build Discretionary Grants),
Proposed Wekiva Trail Multiuse Bicycle and Pedestrian Pathway, Lake County, Florida
SAI # FL202003068860C

Dear Fred:
Florida State Clearinghouse staff has reviewed the proposal under the following authorities:
Presidential Executive Order 12372; § 403.061(42), Florida Statutes; the Coastal Zone Management
Act, 16 U.S.C. §§ 1451-1464, as amended; and the National Environmental Policy Act, 42 U.S.C. §§
4321-4347, as amended.
Based on the information submitted and minimal project impacts, the state has no objections to
allocation of federal funds for the subject project and, therefore, the funding award is consistent
with the Florida Coastal Management Program (FCMP). The state’s final concurrence of the project’s
consistency with the FCMP will be determined during any environmental permitting processes, in
accordance with Section 373.428, Florida Statutes, if applicable.
Thank you for the opportunity to review the proposed plan. If you have any questions or need
further assistance, please don’t hesitate to contact me at (850) 717-9076.

Sincerely,

Chris Stahl
Chris Stahl, Coordinator

Florida State Clearinghouse
Florida Department of Environmental Protection
3800 Commonwealth Blvd., M.S. 47
Tallahassee, FL 32399-2400
ph. (850) 717-9076
State.Clearinghouse@floridadep.gov
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Map 1: Lake County Trail Master Plan

Lake County Parks & Trails Master Plan | Vol. II Trails

23

Lake County Trails Master Plan

Figure 2: Tav-Dora Trail
This trail is part of the regional Wekiva Trail and will connect the cities of Tavares and Mount Dora, using Old 441 or railroad right-of-way. Connections are proposed to the YMCA and to Sylvan Shores Park. This
trail also provides a connection to the North Lake Trail as well as the Wekiva Trail to the east.
Number

1

2

Trail

Tav-Dora Trail Phase 1

Tav-Dora Trail Phase 2

Anticipated
Timing

Miles

Segment

Lead Agency

Funding

2.18

Along E Alfred St/Old 441 North Lake
Trail to Bay Rd

County/
Municipalities

TBD

Unfunded

1.81

From Bay Rd to Lakeshore Dr

County/
Municipalities

TBD

Unfunded

Notes/Phases
Proposed to occupy Old 441 right-of-way. Connection to North Lake Trail to be determined
during design and proposed to be trail along Old 441. Widening study for Old 441 did not
include trail and ROW may be insufficient. Alternative wide sidewalk connection possible along
E Caroline St/Dora Ave and connect to E Alfred St.
Part of Old 441 Improvement Study (2008). Anticipated to be constructed in Old 441 ROW or
partially utilizing railroad ROW. CR 500A/Old 441. An alternative alignment runs adjacent to
the Florida Inland Railroad.

3

Tav-Dora Trail Phase 3

1.17

From Lakeshore Dr to Tremain S

County/
Municipalities

TBD

Unfunded

Proposed to be constructed with Old 441 improvements

4

YMCA Connector

0.76

From Old US 441 to Winsled Blvd

Municipalities

TBD

Unfunded

Proposed connection to be wide sidewalk or trail

5

Sylvan Shores Connector

0.10

From Old 441, crossing Park Place to
Sylvan Shores Park

Municipalities

TBD

Unfunded

Proposed connection to be wide sidewalk or trail

Figure 2: Tav-Dora Trail Alignment
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Lake County Trails Master Plan

Figure 10: Wekiva Trail
Connecting Mount Dora to Seminole County, this trail is being built in phases by the Florida Department of Transportation in conjunction with the construction of the Wekiva Parkway. At about 15 miles in length,
this trail provides a connections to the much of the Lake County Trail Network as well as the West Orange Trail. North/south trails connecting to the Wekiva Trail include Neighborhood Lakes Trail as well as the
trails proposed by the City of Mount Dora. Trailheads are proposed in Mount Dora, at the Wolf Branch Sink Preserve, in East Lake Park, and along the Neighborhood Lakes Trail. An overpass will be constructed over
US 441.
Number

Trail

Miles

Segment

Lead Agency

Anticipated
Timing

Funding

Notes/Phases
Requires County/City of Mount Dora to
acquire CSX ROW

1

Wekiva Trail, Phase 1

5.53

Mount Dora to CR 437

FDOT

2021

FDOT

2

Wekiva Trail, Phase 2

2.96

CR 437 to Hojin St

FDOT

2021

FDOT

3

Wekiva Trail, Phase 3

6.7

Hojin St to Lake County/Seminole County Line

FDOT

2021

FDOT

4

Wekiva Trail, Phase 4/ Neighborhoods
Lakes Trail

2.6

Wekiva Parkway to the Lake County/Orange
County Line

FDOT

2022

FDOT

Figure 10: Wekiva Trail Alignment
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MASTER PLAN 01

Round Lake Road

Figure 3: Recommended Plan

The alignment of
1
Norton with the
intersection of Buttercup
south of SR 46 is an
important network
improvement. The City/
County should consider a
land use other than single
family at the northeast
corner of the intersection
to induce the landowner
to align and construct the
intersection and the first
segment of Norton north
SR 46

Wekiva Trail Extension – Limits
within WBID Land Uses

GATEWAY DISTRICT

1

SR 46

LAND USES (PROPOSED)
Rural
Single-Family up to 4.0 DU/Ac
Multi-Family
Commercial
Employment
Park/Open Space
Conservation
Gateway District
STREETS and TRAILS
Existing Framework Street
Future Framework Street
Existing Local Street
Future Local Street
Proposed Trail
Future Full Intersection
600 ft

1,200 ft

Wekiva Trail Extension – Proposed Connection to Wolf
Branch Innovation District (WBID) Trail System

Round Lake Road

US HWY 441

SR 46

Summerlake-Grace Groves PUD

Wekiva Trail Extension – Limits
within WBID Land Uses

0

Proposed Trails

3

Existing Trails System – 2017
Projects in Progress
REGIONAL WEKIVA TRAIL
CONNECTION TO SEMNOLECOUNTY TRAIL NETWORK
Source: Lake County Leisure
Services Master Plan, 2017

REGIONAL WEKIVA TRAIL
CONNECTION TO LAKE
COUNTY TRAIL NETWORK
Source: Orange County Trails
Master Plan, 2012

Existing Trails System - 2017

Projects In Progress

11

Map 1: Lake County Trail Master Plan
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Agencies Memorandum of
Understanding (MOU)

STATE OF FLORIDA DEPARTMENT OF TRANSPORTATION

LOCAL AGENCY PROGRAM AGREEMENT

FPN: 430975-2-38-01
Federal No (FAIN): D517-075-B
Federal Award Date:
Fund: ACTL/SE/SN
Org Code: 088849
FLAIR Approp: 55053010541

FPN:
Federal No (FAIN):
Federal Award Date:
Fund:
Org Code:
FLAIR Approp:
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FPN:
Federal No (FAIN):
Federal Award Date:
Fund:
Org Code:
FLAIR Approp:

County No:11
Contract No:
Local Agency Vendor No: F596-000-695-049
Local Agency DUNS No: 07-921-4136
Catalog of Federal Domestic Assistance (CFDA): 20.205 Highway Planning and Construction
THIS LOCAL AGENCY PROGRAM AGREEMENT (“Agreement”), is made and entered into this
day of
, 2017 between the State of Florida, Department of Transportation, an agency of the State of Florida
(“Department”), and Lake County, PO Box 7800, 350 North Sinclair Avenue, Tavares, Florida 32778-7800 (“Agency”).
NOW, THEREFORE, in consideration of the mutual covenants, promises and representations in this Agreement,
the parties agree as follows:
1.
Authority: The Agency, by Resolution No.
dated the
day of
, 2017, a
copy of which is attached as Exhibit “F” and made a part of this Agreement, has authorized its officers to execute this
Agreement on its behalf. The Department has the authority pursuant to Section 339.12, Florida Statutes, to enter into this
Agreement.
2.
Purpose of Agreement: The purpose of this Agreement is to provide for the Department’s participation in the
design of the Lake-Wekiva Trail from Tremain Street to SR 46, as further described in Exhibit "A", Project Description and
Responsibilities attached to and incorporated in this Agreement (“Project”), to provide Department financial assistance to
the Agency, state the terms and conditions upon which Department funds will be provided, and to set forth the manner in
which the Project will be undertaken and completed.
3.
Term of Agreement: The Agency agrees to complete the Project on or before June 1, 2019. If the Agency does
not complete the Project within this time period, this Agreement will expire on the last day of the scheduled completion as
provided in this paragraph unless an extension of the time period is requested by the Agency and granted in writing by the
Department prior to the expiration of this Agreement. Expiration of this Agreement will be considered termination of the
Project. The cost of any work performed after the expiration date of this Agreement will not be reimbursed by the
Department.
4.

Project Cost:
A. The total cost of the Project is $ 1,737,000.00. This amount is based upon the schedule of funding in
Exhibit "B", Schedule of Funding attached to and incorporated in this Agreement. The Agency agrees to
bear all expenses in excess of the total cost of the Project and any deficits involved. The schedule of
funding may be modified by mutual agreement as provided for in paragraph 5.I.
B. The Department agrees to participate in the Project cost up to the maximum amount of $1,737,000.00
and as more fully described in Exhibit "B". This amount includes Federal-aid funds which are limited to
the actual amount of Federal-aid participation.
C. Project costs eligible for Department participation will be allowed only from the date of this Agreement. It
is understood that Department participation in eligible Project costs is subject to:
i. Legislative approval of the Department's appropriation request in the work program year that the
Project is scheduled to be committed;
ii. Availability of funds as stated in subparagraphs 5.L. and 5.M. of this Agreement;
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iii. Approval of all plans, specifications, contracts or other obligating documents and all other terms
of this Agreement; and
iv. Department approval of the Project scope and budget at the time appropriation authority
becomes available.
5.

Requisitions and Payments:
A. The Agency shall provide quantifiable, measurable, and verifiable units of deliverables. Each deliverable
must specify the required minimum level of service to be performed and the criteria for evaluating
successful completion. The Project and the quantifiable, measurable, and verifiable units of deliverables
are described more fully in Exhibit “A”.
B. Invoices shall be submitted by the Agency in detail sufficient for a proper pre-audit and post-audit based
on the quantifiable, measurable and verifiable units of deliverables as established in Exhibit “A”.
Deliverables must be received and accepted in writing by the Department’s Project Manager prior to
payments.
C. The Agency shall charge to the Project account all eligible costs of the Project except costs agreed to be
borne by the Agency or its contractors and subcontractors. Costs in excess of the programmed funding
or attributable to actions which have not received the required approval of the Department shall not be
considered eligible costs. All costs charged to the Project, including any approved services contributed by
the Agency or others, shall be supported by properly executed payrolls, time records, invoices, contracts
or vouchers evidencing in proper detail the nature and propriety of the charges.
D. Supporting documentation must establish that the deliverables were received and accepted in writing by
the Agency and must also establish that the required minimum level of service to be performed based on
the criteria for evaluating successful completion as specified in Exhibit “A” was met.
E. Bills for travel expenses specifically authorized in this Agreement shall be submitted on the Department’s
Contractor Travel Form No. 300-000-06 and will be paid in accordance with Section 112.061, Florida
Statutes and the most current version of the Disbursement Handbook for Employees and Managers.
F. Payment shall be made only after receipt and approval of goods and services unless advance payments
are authorized by the Chief Financial Officer of the State of Florida under Chapters 215 and 216, Florida
Statutes. If the Department determines that the performance of the Agency is unsatisfactory, the
Department shall notify the Agency of the deficiency to be corrected, which correction shall be made
within a time-frame to be specified by the Department. The Agency shall, within five days after notice from
the Department, provide the Department with a corrective action plan describing how the Agency will
address all issues of contract non-performance, unacceptable performance, failure to meet the minimum
performance levels, deliverable deficiencies, or contract non-compliance. If the corrective action plan is
unacceptable to the Department, the Agency shall be assessed a non-performance retainage equivalent
to 10% of the total invoice amount. The retainage shall be applied to the invoice for the then-current
billing period. The retainage shall be withheld until the Agency resolves the deficiency. If the deficiency
is subsequently resolved, the Agency may bill the Department for the retained amount during the next
billing period. If the Agency is unable to resolve the deficiency, the funds retained may be forfeited at the
end of the Agreement’s term.
G. Agencies providing goods and services to the Department should be aware of the following time frames.
Inspection and approval of goods or services shall take no longer than 20 days from the Department’s
receipt of the invoice. The Department has 20 days to deliver a request for payment (voucher) to the
Department of Financial Services. The 20 days are measured from the latter of the date the invoice is
received or the goods or services are received, inspected, and approved.
If a payment is not available within 40 days, a separate interest penalty at a rate as established pursuant
to Section 55.03(1), F.S., will be due and payable, in addition to the invoice amount, to the Agency.
Interest penalties of less than one (1) dollar will not be enforced unless the Agency requests payment.
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Invoices that have to be returned to an Agency because of Agency preparation errors will result in a delay
in the payment. The invoice payment requirements do not start until a properly completed invoice is
provided to the Department.
A Vendor Ombudsman has been established within the Department of Financial Services. The duties of
this individual include acting as an advocate for Agencies who may be experiencing problems in obtaining
timely payment(s) from a state agency. The Vendor Ombudsman may be contacted at (850) 413-5516.
H. Records of costs incurred under the terms of this Agreement shall be maintained and made available
upon request to the Department at all times during the period of this Agreement and for five years after
final payment is made. Copies of these documents and records shall be furnished to the Department
upon request. Records of costs incurred include the Agency's general accounting records and the project
records, together with supporting documents and records, of the contractor and all subcontractors
performing work on the project, and all other records of the Contractor and subcontractors considered
necessary by the Department for a proper audit of costs.
I.

Prior to the execution of this Agreement, a Project schedule of funding shall be prepared by the Agency
and approved by the Department. The Agency shall maintain said schedule of funding, carry out the
Project, and shall incur obligations against and make disbursements of Project funds only in conformity
with the latest approved schedule of funding for the Project. The schedule of funding may be revised by
execution of a Local Agency Program (“LAP”) Supplemental Agreement between the Department and the
Agency. The Agency acknowledges and agrees that funding for this project may be reduced upon
determination of the agency’s contract award amount. If revised, a copy of the Supplemental Agreement
shall be forwarded to the Department's Comptroller. No increase or decrease shall be effective unless it
complies with fund participation requirements of this Agreement and is approved by the Department’s
Comptroller.

J. If, after Project completion, any claim is made by the Department resulting from an audit or for work or
services performed pursuant to this Agreement, the Department may offset such amount from payments
due for work or services done under any agreement which it has with the Agency owing such amount if,
upon demand, payment of the amount is not made within 60 days to the Department. Offsetting any
amount pursuant to this paragraph shall not be considered a breach of contract by the Department.
K. The Agency must submit the final invoice on the Project to the Department within 120 days after the
completion of the Project. Invoices submitted after the 120-day time period may not be paid.
L. The Department’s performance and obligation to pay under this Agreement is contingent upon an annual
appropriation by the Legislature. If the Department's funding for this Project is in multiple fiscal years,
funds approval from the Department's Comptroller must be received each fiscal year prior to costs being
incurred. See Exhibit “B” for funding levels by fiscal year. Project costs utilizing these fiscal year funds
are not eligible for reimbursement if incurred prior to funds approval being received. The Department will
notify the Agency, in writing, when funds are available.
M. In the event this Agreement is in excess of $25,000 and has a term for a period of more than one year,
the provisions of Section 339.135(6)(a), Florida Statutes, are hereby incorporated:
"The Department, during any fiscal year, shall not expend money, incur any liability, or
enter into any contract which, by its terms, involves the expenditure of money in excess
of the amounts budgeted as available for expenditure during such fiscal year. Any
contract, verbal or written, made in violation of this subsection is null and void, and no
money may be paid on such contract. The Department shall require a statement from the
comptroller of the Department that funds are available prior to entering into any such
contract or other binding commitment of funds. Nothing herein contained shall prevent
the making of contracts for periods exceeding 1 year, but any contract so made shall be
executory only for the value of the services to be rendered or agreed to be paid for in
succeeding fiscal years, and this paragraph shall be incorporated verbatim in all contracts
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of the Department which are for an amount in excess of $25,000 and which have a term
for a period of more than 1 year."
6.
Department Payment Obligations: Subject to other provisions of this Agreement, the Department will honor
requests for reimbursement to the Agency pursuant to this Agreement. However, notwithstanding any other provision of
this Agreement, the Department may elect by notice in writing not to make a payment if:
A. The Agency shall have made misrepresentation of a material nature in its application, or any supplement
or amendment to its application, or with respect to any document or data furnished with its application or
pursuant to this Agreement;
B. There is any pending litigation with respect to the performance by the Agency of any of its duties or
obligations which may jeopardize or adversely affect the Project, the Agreement or payments to the
Project;
C. The Agency shall have taken any action pertaining to the Project which, under this Agreement, requires
the approval of the Department or has made a related expenditure or incurred related obligations without
having been advised by the Department that same are approved;
D. There has been any violation of the conflict of interest provisions contained in paragraph 16.J.; or
E. The Agency has been determined by the Department to be in default under any of the provisions of the
Agreement.
The Department may suspend or terminate payment for that portion of the Project which the Federal Highway
Administration (“FHWA”), or the Department acting in lieu of FHWA, may designate as ineligible for Federal-aid.
In determining the amount of the payment, the Department will exclude all Project costs incurred by the Agency prior to
the Department’s issuance of a Notice to Proceed (“NTP”), costs incurred after the expiration of the Agreement, costs
which are not provided for in the latest approved schedule of funding in Exhibit “B” for the Project, costs agreed to be
borne by the Agency or its contractors and subcontractors for not meeting the Project commencement and final invoice
time lines, and costs attributable to goods or services received under a contract or other arrangements which have not
been approved in writing by the Department.
7.
General Requirements: The Agency shall complete the Project with all practical dispatch, in a sound,
economical, and efficient manner, and in accordance with the provisions in this Agreement, and all applicable laws. The
Project will be performed in accordance with all applicable Department procedures, guidelines, manuals, standards, and
directives as described in the Department's Local Agency Program Manual, which by this reference is made a part of this
Agreement. Time is of the essence as to each and every obligation under this Agreement.
A. A full time employee of the Agency, qualified to ensure that the work being pursued is complete, accurate,
and consistent with the terms, conditions, and specifications of this Agreement shall be in responsible
charge of the Project, which employee should be able to perform the following duties and functions:
i. Administers inherently governmental project activities, including those dealing with cost, time,
adherence to contract requirements, construction quality and scope of Federal-aid projects;
ii. Maintains familiarity of day to day Project operations, including Project safety issues;
iii. Makes or participates in decisions about changed conditions or scope changes that require
change orders or supplemental agreements;
iv. Visits and reviews the Project on a frequency that is commensurate with the magnitude and
complexity of the Project;
v. Reviews financial processes, transactions and documentation to ensure that safeguards are in
place to minimize fraud, waste, and abuse;
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vi. Directs Project staff, agency or consultant, to carry out Project administration and contract
oversight, including proper documentation;
vii. Is aware of the qualifications, assignments and on-the-job performance of the Agency and
consultant staff at all stages of the Project.

B. Once the Department issues the NTP for the Project, the Agency shall be obligated to submit an invoice
or other request for reimbursement to the Department no less than once every 90 days (quarterly),
beginning from the day the NTP is issued. If the Agency fails to submit quarterly invoices to the
Department, and in the event the failure to timely submit invoices to the Department results in the “FHWA”
removing any unbilled funding or the loss of State appropriation authority (which may include the loss of
state and federal funds, if there are state funds programmed to the Project), then the Agency will be
solely responsible to provide all funds necessary to complete the Project and the Department will not be
obligated to provide any additional funding for the Project. The Agency waives the right to contest such
removal of funds by the Department, if the removal is related to FHWA’s withdrawal of funds or if the
removal is related to the loss of State appropriation authority. In addition to the loss of funding for the
Project, the Department will also consider the de-certification of the Agency for future LAP Projects. No
cost may be incurred under this Agreement until after the Agency has received a written NTP from the
Department. The Agency agrees to advertise or put the Project out to bid thirty (30) days from the date
the Department issues the NTP to advertise the Project. If the Agency is not able to meet the scheduled
advertisement, the District LAP Administrator should be notified as soon as possible.
C. If all funds are removed from the Project, including amounts previously billed to the Department and
reimbursed to the Agency, and the Project is off the state highway system, then the Department will have
to request repayment for the previously billed amounts from the Agency. No state funds can be used on
off-system projects, unless authorized pursuant to Exhibit “G”, State Funds Addendum, which will be
attached to and incorporated in this Agreement in the event state funds are used on the Project.
D. In the event that any election, referendum, approval, permit, notice or other proceeding or authorization is
required under applicable law to enable the Agency to enter into this Agreement or to undertake the
Project or to observe, assume or carry out any of the provisions of the Agreement, the Agency will initiate
and consummate, as provided by law, all actions necessary with respect to any such matters.
E. The Agency shall initiate and prosecute to completion all proceedings necessary, including Federal-aid
requirements, to enable the Agency to provide the necessary funds for completion of the Project.
F. The Agency shall submit to the Department such data, reports, records, contracts, and other documents
relating to the Project as the Department and FHWA may require. The Agency shall use the
Department’s Local Agency Program Information Tool and applicable information systems as required.
G. Federal-aid funds shall not participate in any cost which is not incurred in conformity with applicable
federal and State laws, the regulations in 23 Code of Federal Regulations (C.F.R.) and 49 C.F.R., and
policies and procedures prescribed by the Division Administrator of FHWA. Federal funds shall not be
paid on account of any cost incurred prior to authorization by FHWA to the Department to proceed with
the Project or part thereof involving such cost (23 C.F.R. 1.9 (a)). If FHWA or the Department determines
that any amount claimed is not eligible, federal participation may be approved in the amount determined
to be adequately supported and the Department shall notify the Agency in writing citing the reasons why
items and amounts are not eligible for federal participation. Where correctable non-compliance with
provisions of law or FHWA requirements exists. Federal funds may be withheld until compliance is
obtained. Where non-compliance is not correctable, FHWA or the Department may deny participation in
parcel or Project costs in part or in total. For any amounts determined to be ineligible for federal
reimbursement for which the Department has advanced payment, the Agency shall promptly reimburse
the Department for all such amounts within 90 days of written notice.
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H. For any project requiring additional right-of-way, the Agency must submit to the Department an annual
report of its real property acquisition and relocation assistance activities on the project. Activities shall be
reported on a federal fiscal year basis, from October 1 through September 30. The report must be
prepared using the format prescribed in 49 C.F.R. Part 24, Appendix B, and be submitted to the
Department no later than October 15 of each year.
8.
Audit Reports: The administration of resources awarded through the Department to the Agency by this
Agreement may be subject to audits and/or monitoring by the Department. The following requirements do not limit the
authority of the Department to conduct or arrange for the conduct of additional audits or evaluations of federal awards or
limit the authority of any State agency inspector general, the State of Florida Auditor General or any other State official.
The Agency shall comply with all audit and audit reporting requirements as specified below.
A. In addition to reviews of audits conducted in accordance with OMB Circular A-133, for fiscal years
beginning before December 26, 2014, and in accordance with 2 CFR Part 200, Subpart F – Audit
Requirements, for fiscal years beginning on or after December 26, 2014, monitoring procedures may
include but not be limited to on-site visits by Department staff and/or other procedures including,
reviewing any required performance and financial reports, following up, ensuring corrective action, and
issuing management decisions on weaknesses found through audits when those findings pertain to
federal awards provided through the Department by this Agreement. By entering into this Agreement, the
Agency agrees to comply and cooperate fully with any monitoring procedures/processes deemed
appropriate by the Department. The Agency further agrees to comply and cooperate with any inspections,
reviews, investigations, or audits deemed necessary by the Department, State of Florida Chief Financial
Officer (CFO) or State of Florida Auditor General.
B. The Agency, a non-federal entity as defined by OMB Circular A-133, for fiscal years beginning before
December 26, 2014, and as defined by 2 CFR Part 200, Subpart F – Audit Requirements, for fiscal years
beginning on or after December 26, 2014, as a subrecipient of a federal award awarded by the
Department through this Agreement is subject to the following requirements:
i. In the event the Agency expends a total amount of federal awards equal to or in excess of the
threshold established by OMB Circular A-133, for fiscal years beginning before December 26,
2014, and established by 2 CFR Part 200, Subpart F – Audit Requirements, for fiscal years
beginning on or after December 26, 2014, the Agency must have a federal single or programspecific audit for such fiscal year conducted in accordance with the provisions of OMB Circular A133, for fiscal years beginning before December 26, 2014, and in accordance with the provisions
of 2 CFR Part 200, Subpart F – Audit Requirements, for fiscal years beginning on or after
December 26, 2014. Exhibit “1”, Federal Financial Assistance (Single Audit Act) to this
Agreement provides the required federal award identification information needed by the Agency
to further comply with the requirements of OMB Circular A-133, for fiscal years beginning before
December 26, 2014, and the requirements of 2 CFR Part 200, Subpart F – Audit Requirements,
for fiscal years beginning on or after December 26, 2014. In determining federal awards
expended in a fiscal year, the Agency must consider all sources of federal awards based on when
the activity related to the federal award occurs, including the federal award provided through the
Department by this Agreement. The determination of amounts of federal awards expended
should be in accordance with the guidelines established by OMB Circular A-133, for fiscal years
beginning before December 26, 2014, and established by 2 CFR Part 200, Subpart F – Audit
Requirements, for fiscal years beginning on or after December 26, 2014. An audit conducted by
the State of Florida Auditor General in accordance with the provisions of OMB Circular A-133, for
fiscal years beginning before December 26, 2014, and in accordance with 2 CFR Part 200,
Subpart F – Audit Requirements, for fiscal years beginning on or after December 26, 2014, will
meet the requirements of this part.
ii. In connection with the audit requirements, the Agency shall fulfill the requirements relative to the
auditee responsibilities as provided in OMB Circular A-133, for fiscal years beginning before
December 26, 2014, and as provided in 2 CFR Part 200, Subpart F – Audit Requirements, for
fiscal years beginning on or after December 26, 2014.
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iii. In the event the Agency expends less than the threshold established by OMB Circular A-133, for
fiscal years beginning before December 26, 2014, and established by 2 CFR Part 200, Subpart F
– Audit Requirements, for fiscal years beginning on or after December 26, 2014, in federal
awards, the Agency is exempt from federal audit requirements for that fiscal year. However, the
Agency must provide a single audit exemption statement to the Department at
FDOTSingleAudit@dot.state.fl.us no later than nine months after the end of the Agency’s audit
period for each applicable audit year. In the event the Agency expends less than the threshold
established by OMB Circular A-133, for fiscal years beginning before December 26, 2014, and
established by 2 CFR Part 200, Subpart F – Audit Requirements, for fiscal years beginning on or
after December 26, 2014, in federal awards in a fiscal year and elects to have an audit conducted
in accordance with the provisions of OMB Circular A-133, for fiscal years beginning before
December 26, 2014, and in accordance with 2 CFR Part 200, Subpart F – Audit Requirements,
for fiscal years beginning on or after December 26, 2014, the cost of the audit must be paid from
non-federal resources (i.e., the cost of such an audit must be paid from the Agency’s resources
obtained from other than federal entities).
iv. The Agency must electronically submit to the Federal Audit Clearinghouse (FAC) at
https://harvester.census.gov/facweb/ the audit reporting package as required by OMB Circular A133, for fiscal years beginning before December 26, 2014, and as required by 2 CFR Part 200,
Subpart F – Audit Requirements, for fiscal years beginning on or after December 26, 2014, within
the earlier of 30 calendar days after receipt of the auditor’s report(s) or nine months after the end
of the audit period. The FAC is the repository of record for audits required by OMB Circular A133, for fiscal years beginning before December 26, 2014, and for audits required by 2 CFR Part
200, Subpart F – Audit Requirements, for fiscal years beginning on or after December 26, 2014,
and this Agreement. However, the Department requires a copy of the audit reporting package
also be submitted to FDOTSingleAudit@dot.state.fl.us within the earlier of 30 calendar days after
receipt of the auditor’s report(s) or nine months after the end of the audit period as required by
OMB Circular A-133, for fiscal years beginning before December 26, 2014, and as required by 2
CFR Part 200, Subpart F – Audit Requirements, for fiscal years beginning on or after December
26, 2014.
v. Within six months of acceptance of the audit report by the FAC, the Department will review the
Agency’s audit reporting package, including corrective action plans and management letters, to
the extent necessary to determine whether timely and appropriate action on all deficiencies has
been taken pertaining to the federal award provided through the Department by this Agreement. If
the Agency fails to have an audit conducted in accordance with OMB Circular A-133, for fiscal
years beginning before December 26, 2014, and in accordance with 2 CFR Part 200, Subpart F –
Audit Requirements, for fiscal years beginning on or after December 26, 2014, the Department
may impose additional conditions to remedy noncompliance. If the Department determines that
noncompliance cannot be remedied by imposing additional conditions, the Department may take
appropriate actions to enforce compliance, which actions may include but not be limited to the
following:
1. Temporarily withhold cash payments pending correction of the deficiency by the Agency
or more severe enforcement action by the Department;
2. Disallow (deny both use of funds and any applicable matching credit for) all or part of the
cost of the activity or action not in compliance;
3. Wholly or partly suspend or terminate the federal award;
4. Initiate suspension or debarment proceedings as authorized under 2 C.F.R. Part 180 and
federal awarding agency regulations (or in the case of the Department, recommend such
a proceeding be initiated by the federal awarding agency);
5. Withhold further federal awards for the Project or program;
6. Take other remedies that may be legally available.
vi. As a condition of receiving this federal award, the Agency shall permit the Department, or its
designee, the CFO or State of Florida Auditor General access to Agency’s records including
financial statements, the independent auditor’s working papers and project records as necessary.
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Records related to unresolved audit findings, appeals or litigation shall be retained until the action
is complete or the dispute is resolved.
vii. The Department’s contact information for requirements under this part is as follows:
Office of Comptroller, MS 24
605 Suwannee Street
Tallahassee, Florida 32399-0450
FDOTSingleAudit@dot.state.fl.us
C. The Agency shall retain sufficient records demonstrating its compliance with the terms of this Agreement
for a period of five years from the date the audit report is issued and shall allow the Department, or its
designee, the CFO or State of Florida Auditor General access to such records upon request. The Agency
shall ensure that the audit working papers are made available to the Department, or its designee, the
CFO, or State of Florida Auditor General upon request for a period of five years from the date the audit
report is issued unless extended in writing by the Department.
9.
Termination or Suspension of Project: The Department may, by written notice to the Agency, suspend any or
all of the Agency’s obligations under this Agreement until such time as the event or condition resulting in such suspension
has ceased or been corrected or the Department may terminate this Agreement in whole or in part at any time the interest
of the Department requires such termination.
A. If the Department determines that the performance of the Agency is not satisfactory, the Department shall
notify the Agency of the deficiency in writing with a requirement that the deficiency be corrected within
thirty (30) days of such notice. Such notice shall provide reasonable specificity to the Agency of the
deficiency that requires correction. If the deficiency is not corrected within such time period, the
Department may either (1) immediately terminate the Agreement as set forth in paragraph 9.B. below, or
(2) take whatever action is deemed appropriate by the Department to correct the deficiency. In the event
the Department chooses to take action and not terminate the Agreement, the Agency shall, upon
demand, promptly reimburse the Department for any and all costs and expenses incurred by the
Department in correcting the deficiency.
B. If the Department terminates the Agreement, the Department shall notify the Agency of such termination
in writing, with instructions to the effective date of termination or specify the stage of work at which the
Agreement is to be terminated.
C. If the Agreement is terminated before the Project is completed, the Agency shall be paid only for the
percentage of the Project satisfactorily performed for which costs can be substantiated. Such payment,
however, shall not exceed the equivalent percentage of the contract price. All work in progress on
Department right-of-way will become the property of the Department and will be turned over promptly by
the Agency.
D. The Department reserves the right to unilaterally cancel this Agreement for refusal by the Agency or any
contractor, sub-contractor or materials vendor to allow public access to all documents, papers, letters or
other material subject to the provisions of Chapter 119, Florida Statutes, and made or received in
conjunction with this Agreement unless the records are exempt.

E. Upon receipt of any final termination or suspension notice under this paragraph 9., the Agency shall
proceed promptly to carry out the actions required in such notice, which may include any or all of the
following: (a) necessary action to terminate or suspend, as the case may be, Project activities and
contracts and such other action as may be required or desirable to keep to a minimum the costs upon the
basis of which the financing is to be computed; or (b) furnish a statement of the Project activities and
contracts and other undertakings the cost of which are otherwise includable as Project costs. The
termination or suspension shall be carried out in conformity with the latest schedule, plan, and cost as
approved by the Department or upon the basis of terms and conditions imposed by the Department upon
the failure of the Agency to furnish the schedule, plan, and estimate within a reasonable time. The

STATE OF FLORIDA DEPARTMENT OF TRANSPORTATION

LOCAL AGENCY PROGRAM AGREEMENT

525-010-40
PROGRAM MANAGEMENT
OGC– 02/17
Page 9 of 15

closing out of federal financial participation in the Project shall not constitute a waiver of any claim which
the Department may otherwise have arising out of this Agreement.
10.

Contracts of the Agency:
A. Except as otherwise authorized in writing by the Department, the Agency shall not execute any contract
or obligate itself in any manner requiring the disbursement of Department funds, including consultant or
construction contracts or amendments thereto, with any third party with respect to the Project without the
written approval of the Department. Failure to obtain such approval shall be sufficient cause for
nonpayment by the Department. The Department specifically reserves the right to review the
qualifications of any consultant or contractor and to approve or disapprove the employment of such
consultant or contractor.
B. It is understood and agreed by the parties to this Agreement that participation by the Department in a
project with the Agency, where said project involves a consultant contract for engineering, architecture or
surveying services, is contingent on the Agency’s complying in full with provisions of Section 287.055,
Florida Statutes, Consultants’ Competitive Negotiation Act, the federal Brooks Act, 23 C.F.R. 172, and 23
U.S.C. 112. At the discretion of the Department, the Agency will involve the Department in the consultant
selection process for all projects funded under this Agreement. In all cases, the Agency shall certify to
the Department that selection has been accomplished in compliance with the Consultants’ Competitive
Negotiation Act and the federal Brooks Act.
C. The Agency shall comply with, and require its consultants and contractors to comply with applicable
federal law pertaining to the use of Federal-aid funds. The Agency shall comply with the provisions in the
FHWA-1273 form as set forth in Exhibit “C”, FHWA 1273 attached to and incorporated in this Agreement.
The Agency shall include FHWA-1273 in all contracts with consultants and contractors performing work
on the Project.

11.
Disadvantaged Business Enterprise (DBE) Policy and Obligation: It is the policy of the Department that
DBE’s, as defined in 49 C.F.R. Part 26, as amended, shall have the opportunity to participate in the performance of
contracts financed in whole or in part with Department funds under this Agreement. The DBE requirements of applicable
federal and state laws and regulations apply to this Agreement.
The Agency and its contractors agree to ensure that DBE’s have the opportunity to participate in the performance of this
Agreement. In this regard, all recipients and contractors shall take all necessary and reasonable steps in accordance with
applicable federal and state laws and regulations to ensure that the DBE’s have the opportunity to compete for and
perform contracts. The Agency and its contractors and subcontractors shall not discriminate on the basis of race, color,
national origin or sex in the award and performance of contracts, entered pursuant to this Agreement.
12.
Compliance with Conditions and Laws: The Agency shall comply and require its contractors and
subcontractors to comply with all terms and conditions of this Agreement and all federal, state, and local laws and
regulations applicable to this Project. Execution of this Agreement constitutes a certification that the Agency is in
compliance with, and will require its contractors and subcontractors to comply with, all requirements imposed by
applicable federal, state, and local laws and regulations, including the “Certification Regarding Debarment, Suspension,
Ineligibility and Voluntary Exclusion – Lower Tier Covered Transactions,” in 49 C.F.R. Part 29, and 2 C.F.R. Part 200
when applicable.
13.
Performance Evaluations: Agencies are evaluated on a project-by-project basis. The evaluations provide
information about oversight needs and provide input for the recertification process. Evaluations are submitted to the
Agency’s person in responsible charge or designee as part of the Project closeout process. The Department provides the
evaluation to the Agency no more than 30 days after final acceptance.
A. Each evaluation will result in one of three ratings. A rating of Unsatisfactory Performance means the
Agency failed to develop the Project in accordance with applicable federal and state regulations,
standards and procedures, required excessive District involvement/oversight, or the Project was brought
in-house by the Department. A rating of Satisfactory Performance means the Agency developed the
Project in accordance with applicable federal and state regulations, standards and procedures, with
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minimal District involvement/oversight. A rating of Above Satisfactory Performance means the Agency
developed the Project in accordance with applicable federal and state regulations, standards and
procedures, without District involvement/oversight.
B. The District will determine which functions can be further delegated to Agencies that continuously earn
Satisfactory and Above Satisfactory evaluations.
14.
Restrictions, Prohibitions, Controls, and Labor Provisions: During the performance of this Agreement, the
Agency agrees as follows, and agrees to require its contractors and subcontractors to include in each subcontract the
following provisions:
A. The Agency will comply with all the requirements imposed by Title VI of the Civil Rights Act of 1964, the
regulations of the U.S. Department of Transportation issued thereunder, and the assurance by the
Agency pursuant thereto. The Agency shall include the attached Exhibit “E”, Title VI Assurances in all
contracts with consultants and contractors performing work on the Project that ensure compliance with
Title VI of the Civil Rights Act of 1964, 49 C.F.R. Part 21, and related statutes and regulations.
B. The Agency will comply with all the requirements as imposed by the ADA, the regulations of the Federal
government issued thereunder, and assurance by the Agency pursuant thereto.
C. A person or affiliate who has been placed on the convicted vendor list following a conviction for a public
entity crime may not submit a bid on a contract to provide any goods or services to a public entity; may
not submit a bid on a contract with a public entity for the construction or repair of a public building or
public work; may not submit bids on leases of real property to a public entity; may not be awarded or
perform work as a contractor, supplier, subcontractor or consultant under a contract with any public entity;
and may not transact business with any public entity in excess of the threshold amount provided in
Section 287.017, Florida Statutes, for CATEGORY TWO for a period of 36 months from the date of being
placed on the convicted vendor list.
D. In accordance with Section 287.134, Florida Statutes, an entity or affiliate who has been placed on the
Discriminatory Vendor List, kept by the Florida Department of Management Services, may not submit a
bid on a contract to provide goods or services to a public entity; may not submit a bid on a contract with a
public entity for the construction or repair of a public building or public work; may not submit bids on
leases of real property to a public entity; may not be awarded or perform work as a contractor, supplier,
subcontractor or consultant under a contract with any public entity; and may not transact business with
any public entity.
E. An entity or affiliate who has had its Certificate of Qualification suspended, revoked, denied or have
further been determined by the Department to be a non-responsible contractor may not submit a bid or
perform work for the construction or repair of a public building or public work on a contract with the
Agency.
F. Neither the Agency nor any of its contractors or their subcontractors shall enter into any contract,
subcontract or arrangement in connection with the Project or any property included or planned to be
included in the Project in which any member, officer or employee of the Agency or the locality during
tenure or for 2 years thereafter has any interest, direct or indirect. If any such present or former member,
officer or employee involuntarily acquires or had acquired prior to the beginning of tenure any such
interest, and if such interest is immediately disclosed to the Agency, the Agency, with prior approval of the
Department, may waive the prohibition contained in this paragraph provided that any such present
member, officer or employee shall not participate in any action by the Agency or the locality relating to
such contract, subcontract or arrangement. The Agency shall insert in all contracts entered into in
connection with the Project or any property included or planned to be included in any Project, and shall
require its contractors to insert in each of their subcontracts, the following provision:
"No member, officer or employee of the Agency or of the locality during his tenure or for 2 years
thereafter shall have any interest, direct or indirect, in this contract or the proceeds thereof."
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The provisions of this paragraph shall not be applicable to any agreement between the Agency and its
fiscal depositories or to any agreement for utility services the rates for which are fixed or controlled by a
governmental agency.
G. No member or delegate to the Congress of the United States shall be admitted to any share or part of this
Agreement or any benefit arising therefrom.
15.

Indemnification and Insurance:
A. It is specifically agreed between the parties executing this Agreement that it is not intended by any of the
provisions of any part of this Agreement to create in the public or any member thereof, a third party
beneficiary under this Agreement, or to authorize anyone not a party to this Agreement to maintain a suit
for personal injuries or property damage pursuant to the terms or provisions of this Agreement. The
Agency guarantees the payment of all just claims for materials, supplies, tools, or labor and other just
claims against the Agency or any subcontractor, in connection with this Agreement. Additionally, the
Agency agrees to include the following indemnification in all contracts with contractors/subcontractors, or
consultants/subconsultants who perform work in connection with this Agreement:
“To the fullest extent permitted by law, the Agency’s contractor shall indemnify and hold harmless
the Agency, the State of Florida, Department of Transportation, and its officers and employees,
from liabilities, damages, losses and costs, including, but not limited to, reasonable attorney’s
fees, to the extent caused by the negligence, recklessness or intentional wrongful misconduct of
the contractor and persons employed or utilized by the contractor in the performance of this
Contract.”
This indemnification shall survive the termination of this Contract. Nothing contained in this
paragraph is intended to nor shall it constitute a waiver of the State of Florida and the Agency’s
sovereign immunity.
To the fullest extent permitted by law, the Agency’s consultant shall indemnify and hold harmless
the Agency, the State of Florida, Department of Transportation, and its officers and employees,
from liabilities, damages, losses and costs, including, but not limited to, reasonable attorney’s
fees, to the extent caused by the negligence, recklessness or intentional wrongful misconduct of
the consultant and persons employed or utilized by the consultant in the performance of this
Contract.
This indemnification shall survive the termination of this Contract. Nothing contained in this
paragraph is intended to nor shall it constitute a waiver of the State of Florida and the Agency’s
sovereign immunity.”
B. The Agency shall, or cause its contractor or consultant to carry and keep in force, during the term of this
Agreement, a general liability insurance policy or policies with a company or companies authorized to do
business in Florida, affording public liability insurance with combined bodily injury limits of at least
$200,000 per person and $300,000 each occurrence, and property damage insurance of at least
$200,000 each occurrence, for the services to be rendered in accordance with this Agreement. The
Agency shall also, or cause its contractor or consultant to carry and keep in force Workers’ Compensation
Insurance as required by the State of Florida under the Workers’ Compensation Law. With respect to any
general liability insurance policy required pursuant to this Agreement, all such policies shall be issued by
companies licensed to do business in the State of Florida. The Agency shall provide to the Department
certificates showing the required coverage to be in effect with endorsements showing the Department to
be an additional insured prior to commencing any work under this Agreement. Policies that include Self
Insured Retention will not be accepted. The certificates and policies shall provide that in the event of any
material change in or cancellation of the policies reflecting the required coverage, thirty days advance
notice shall be given to the Department or as provided in accordance with Florida law.

16.

Miscellaneous Provisions:
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A. The Agency will be solely responsible for compliance with all applicable environmental regulations, for
any liability arising from non-compliance with these regulations, and will reimburse the Department for any
loss incurred in connection therewith. The Agency will be responsible for securing any applicable
permits. The Agency shall include in all contracts and subcontracts for amounts in excess of $150,000, a
provision requiring compliance with all applicable standards, orders or regulations issued pursuant to the
Clean Air Act (42 U.S.C. 7401-7671q) and the Federal Water Pollution Control Act as amended (33
U.S.C. 1251-1387).
B. The Department shall not be obligated or liable hereunder to any individual or entity not a party to this
Agreement.
C. In no event shall the making by the Department of any payment to the Agency constitute or be construed
as a waiver by the Department of any breach of covenant or any default which may then exist on the part
of the Agency and the making of such payment by the Department, while any such breach or default shall
exist, shall in no way impair or prejudice any right or remedy available to the Department with respect to
such breach or default.
D. If any provision of this Agreement is held invalid, the remainder of this Agreement shall not be affected.
In such an instance, the remainder would then continue to conform to the terms and requirements of
applicable law.
E. By execution of the Agreement, the Agency represents that it has not paid and, also agrees not to pay,
any bonus or commission for the purpose of obtaining an approval of its application for the financing
hereunder.
F. Nothing in the Agreement shall require the Agency to observe or enforce compliance with any provision
or perform any act or do any other thing in contravention of any applicable state law. If any of the
provisions of the Agreement violate any applicable state law, the Agency will at once notify the
Department in writing in order that appropriate changes and modifications may be made by the
Department and the Agency to the end that the Agency may proceed as soon as possible with the
Project.
G. In the event that this Agreement involves constructing and equipping of facilities, the Agency shall submit
to the Department for approval all appropriate plans and specifications covering the Project. The
Department will review all plans and specifications and will issue to the Agency a written approval with
any approved portions of the Project and comments or recommendations covering any remainder of the
Project deemed appropriate. After resolution of these comments and recommendations to the
Department's satisfaction, the Department will issue to the Agency a written approval with said remainder
of the Project. Failure to obtain this written approval shall be sufficient cause of nonpayment by the
Department.
H. Upon completion of right-of-way activities on the Project, the Agency must certify compliance with all
applicable federal and state requirements.
Certification is required prior to authorization for
advertisement for or solicitation of bids for construction of the Project, including if no right-of-way is
required.
I.

The Agency will certify in writing, prior to Project closeout that the Project was completed in accordance
with applicable plans and specifications, is in place on the Agency’s facility, adequate title is in the
Agency’s name, and the Project is accepted by the Agency as suitable for the intended purpose.

J. The Agency agrees that no federally-appropriated funds have been paid, or will be paid by or on behalf of
the Agency, to any person for influencing or attempting to influence any officer or employee of any federal
agency, a Member of Congress, an officer or employee of Congress or an employee of a Member of
Congress in connection with the awarding of any federal contract, the making of any federal grant, the
making of any federal loan, the entering into of any cooperative agreement, and the extension,
continuation, renewal, amendment or modification of any federal contract, grant, loan or cooperative
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agreement. If any funds other than federally-appropriated funds have been paid by the Agency to any
person for influencing or attempting to influence an officer or employee of any federal agency, a Member
of Congress, an officer or employee of Congress or an employee of a Member of Congress in connection
with this Agreement, the undersigned shall complete and submit Standard Form-LLL, "Disclosure Form to
Report Lobbying," in accordance with its instructions. The Agency shall require that the language of this
paragraph be included in the award documents for all subawards at all tiers (including subcontracts,
subgrants, and contracts under grants, loans, and cooperative agreements) and that all subrecipients
shall certify and disclose accordingly. No funds received pursuant to this contract may be expended for
lobbying the Legislature, the judicial branch or a state agency.
K. The Agency may not permit the Engineer of Record to perform Construction, Engineering and Inspection
services on the Project.
L. The Agency agrees to maintain any project not on the State Highway System constructed under this
will
Agreement. If the Agency constructs any improvement on Department right-of-way, the Agency
will not maintain the improvements made for their useful life.
M. The Agency shall comply with all applicable federal guidelines, procedures, and regulations. If at any
time a review conducted by Department and or FHWA reveals that the applicable federal guidelines,
procedures, and regulations were not followed by the Agency and FHWA requires reimbursement of the
funds, the Agency will be responsible for repayment to the Department of all funds awarded under the
terms of this Agreement.
N. The Agency:
i. shall utilize the U.S. Department of Homeland Security’s E-Verify system to verify the
employment eligibility of all new employees hired by Agency during the term of the contract; and
ii. shall expressly require any contractor and subcontractors performing work or providing services
pursuant to the state contract to likewise utilize the U.S. Department of Homeland Security’s EVerify system to verify the employment eligibility of all new employees hired by the subcontractor
during the contract term.
O. This Agreement may be executed in one or more counterparts, each of which shall be deemed an
original, but all of which shall constitute the same Agreement. A facsimile or electronic transmission of
this Agreement with a signature on behalf of a party will be legal and binding on such party.
P. The Parties agree to comply with s.20.055(5), Florida Statutes, and to incorporate in all subcontracts the
obligation to comply with s.20.055(5), Florida Statutes.
Q. If the Project is procured pursuant to Chapter 255 for construction services and at the time of the
competitive solicitation for the Project 50 percent or more of the cost of the Project is to be paid from
state-appropriated funds, then the Agency must comply with the requirements of Section 255.0991,
Florida Statutes.
R. Exhibits
i. Exhibit “A”, Project Description and Responsibilities, is attached and incorporated into this
Agreement.
ii. Exhibit “B”, Schedule of Funding, is attached and incorporated into this Agreement.
iii.

If this Project includes Phase 58 (construction) activities, then Exhibit “C”, FHWA FORM 1273,
is attached and incorporated into this Agreement.
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An Alternative Pay Method is used on this Project. If an alternative Pay Method is used on this
Project, then Exhibit “D”, Alternative Pay Method, is attached and incorporated into this
Agreement.

v. Exhibit “E”, Title VI Assurances is attached and incorporated into this Agreement.
vi. Exhibit “F”, the Agency Resolution authorizing entry into this Agreement, is attached and
incorporated into this Agreement.
vii.

State Funds are used on this Project. If State Funds are used on this Project, then Exhibit “G”,
State Funds Addendum, is attached and incorporated into this Agreement.

viii.

This Project is located off the State Highway System and includes funding for landscaping. If
this Project is located off the State Highway System and includes funding for landscaping, then
Exhibit “L”is attached and incorporated into this Agreement.

ix.

This Project utilizes Advance Project Reimbursement. If this Project utilizes Advance Project
Reimbursement, then Exhibit “R” is attached and incorporated into this Agreement.

x.

This Project includes funding for a roadway lighting system. If the Project includes funding for
roadway lighting system, Exhibit “RL” is attached and incorporated into this Agreement.

xi.

This Project includes funding for traffic signals and/or traffic signal systems. If this Project
includes funding for traffic signals and/or traffic signals systems, Exhibit “T” is attached and
incorporated into this Agreement.

xii. Exhibit “1”, Federal Financial Assistance (Single Audit Act) is attached and incorporated into this
Agreement.
xiii.

State Funds are used on this Project. If State Funds are used on this Project, then Exhibit “2”,
State Financial Assistance (Florida Single Audit Act), is attached and incorporated into this
Agreement.

The remainder of this page intentionally left blank.
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IN WITNESS WHEREOF, the parties have executed this Agreement on the day and year written above.
AGENCY LAKE COUNTY

STATE OF FLORIDA, DEPARTMENT OF TRANSPORTATION

By:

By:
Name:
Title:

Name: Richard B. Morrow, P.E.
Title: Director of Transportation Development

Attest:
Title:
Legal Review:

___________________________________________________
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EXHIBIT “A”
PROJECT DESCRIPTION AND RESPONSIBILITIES
FPN: 430975-2-38-01
This exhibit forms an integral part of the Local Agency Program Agreement between the State of Florida, Department of
Transportation and
Lake County, PO Box 7800, 350 North Sinclair Avenue, Tavares, Florida 32778-7800.

PROJECT LOCATION:
The project is on the National Highway System.
The project is on the State Highway System.
PROJECT LENGTH AND MILE POST LIMITS: ~5.5 miles; 350 feet west of Tremain Street to SR46

PROJECT DESCRIPTION:
This project involves the design of an asphalt trail from 350 feet west of Tremain Street to SR 46 in Lake County. The
proposed trail is approximately 5.5 miles. The 14-ft wide trail is proposed to utilize a uniform cross slope to drain to one
side, providing two (2) foot sodded shoulders and 1:2 max side slopes tying into existing ground. A trailhead is proposed
by others at Tremain Street. Trail alignment includes four (4) structures including one (1) bridge at Tremain Street, one (1)
underpass at Highland Street, one (1) bridge at US 441 (Bridge #110067), and one (1) underpass alternative at the
proposed Wekiva Parkway crossing (by others). Tremain Street crossing will utilize the existing 120-ft timber rail bridge to
provide an 8-ft wide timber deck with railing. The trail will also utilize an existing underpass at Highland Street. The US
441 crossing will utilize an existing steel box girder rail structure to provide an approximate 12-ft wide, 4” thick concrete
deck with handrail and fencing. The existing bridge profile will be raised to provide a minimum vertical clearance of 17.5
feet over SR 500/US 441. The trail will also traverse under the proposed Wekiva Parkway overpass. Structural analysis
with loading calculations is required for the new loading condition on all existing structures. Multiple mid-block crossings,
crossings at intersections, and driveway crossing should be properly signed and marked with emphasis on pedestrian
safety. Rapid Rectangular Flashing Beacons are proposed at the Round Lake Road and SR 46 crossings. All pedestrian
accommodations shall adhere to current ADA standards. Drainage analysis will be required to determine impacts to the
existing conditions throughout the project limits, including wetlands delineation for potential impacts. An environmental
assessment shall be completed to determine the presence of protected species throughout the project limits. Design to
include an arborist analysis to assess existing landscape and the proposed improvements. Incidental landscaping may be
required. Contamination is anticipated and should be mitigated. Permitting is required. Utility relocation plans and
coordination are required. The trail alignment is to utilize CSX rail corridor R/W. R/W acquisition is required. Surveying &
Mapping shall meet FDOT requirements. Design will include the mitigation strategies agreed to in the attached
Memorandum of Agreement prepared as part of the Section 106 process. These elements may include maintaining
existing historical rail elements, interpretive markers and/or kiosks, continued coordination with an aesthetics committee
and Historic American Building Survey (HABS)/Historic American Engineering Record (HAER) documentation.

SPECIAL CONSIDERATIONS BY AGENCY:
The audit report(s) required in the Agreement shall include a Schedule of Project Assistance that will reflect the
Department’s contract number, the Financial Project Number (FPN), the Federal Authorization Number (FAN), where
applicable, the amount of state funding action (receipt and disbursement of funds), any federal or local funding action, and
the funding action from any other source with respect to the project.
The Agency is required to provide a copy of the design plans for the Department’s review and approval to coordinate
permitting with the Department, and notify the Department prior to commencement of any right-of-way activities.
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EXHIBIT “A”
PROJECT DESCRIPTION AND RESPONSIBILITIES
If and when real property rights are to be acquired for a transportation facility, a scaled drawing must be prepared to
clearly show the right-of-way to be acquired. It must show sufficient technical data, including land ties, to permit the
preparation of legal descriptions for use in acquisition documents, and serve as an aid in appraisal and acquisition.
It is supported by a Control Survey Map (certified survey) and does not purport to be a survey. This map provides the
certified survey support for the preparation of right-of-way related maps and is a depiction of the right-of-way survey field
work performed for a specific transportation project.
Invoices shall be submitted on a quarterly basis, and progress reports shall be submitted as requested, to:
Todd Long
Senior Project Manager
719 South Woodland Boulevard, MS 2-542
DeLand, Florida 32720
The Agency shall commence the project’s activities subsequent to the execution of this Agreement and shall perform in
accordance with the following schedule:
a) Study to be completed by N/A.
b) Design to be completed by February 1, 2019.
c) Right-of-Way requirements identified and provided to the Department by N/A.
d) Right-of-Way to be certified by N/A.
e) Construction contract to be let by N/A.
f) Construction to be completed by N/A.
If this schedule cannot be met, the Agency will notify the Department in writing with a revised schedule or the project is
subject to the withdrawal of federal funding.
SPECIAL CONSIDERATIONS BY DEPARTMENT:
Invoice payments will be made on a pro-rata basis as a percentage of the federal funding amount compared to the actual
award amount.
The project funding may be reduced to an amount equal to the award amount and/or actual contract costs.
Post-design services will not be reimbursed.
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LOCAL AGENCY PROGRAM AGREEMENT
EXHIBIT “B”
SCHEDULE OF FUNDING

AGENCY NAME & BILLING ADDRESS Lake County
PO Box 7800
350 North Sinclair Avenue
Tavares, Florida 32778-7800

FPN: 430975-2-38-01

FUNDING

TYPE OF WORK By Fiscal Year
Planning-18

(1)
TOTAL
PROJECT FUNDS

(2)
LOCAL FUNDS

(3)
STATE FUNDS

(4)
FEDERAL FUNDS

FY:
FY:
FY:
Total Planning Cost

Project Development & Environment (PD&E) - 28
FY:
FY:
FY:
Total PD&E Cost
Design - 38

FY: 2016-2017
FY:
FY:
Total Design Cost

$1,737,000.00

$0.00

$0.00

$1,737,000.00

$1,737,000.00

$0.00

$0.00

$1,737,000.00

$1,737,000.00

$0.00

$0.00

$1,737,000.00

Right-of-Way - 48 FY:
FY:
FY:
Total Right-of-Way Cost
Construction-58

FY:
FY:
FY:
FY:
Total Construction Cost

Construction Engineering and Inspection (CEI) - 68
FY:
FY:
FY:
Total CEI Cost
Operations – 88
FY:
FY:
FY:
Total Operations Costs
TOTAL COST OF THE PROJECT

The Department's fiscal year begins on July 1. For this project, funds are not projected to be available until after the 1st of July of
each fiscal year. The Department will notify the Agency, in writing, when funds are available.
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Exhibit “E”
TITLE VI ASSURANCES
During the performance of this contract, the consultant or contractor, for itself, its assignees and successors in
interest (hereinafter collectively referred to as the "contractor") agrees as follows:

(1.)

Compliance with REGULATIONS: The contractor shall comply with the Regulations relative to
nondiscrimination in federally-assisted programs of the U.S. Department of Transportation
(hereinafter, "USDOT") Title 49, Code of Federal Regulations, Part 21, as they may be
amended from time to time, (hereinafter referred to as the REGULATIONS), which are herein
incorporated by reference and made a part of this contract.

(2.)

Nondiscrimination: The Contractor, with regard to the work performed by it during the contract, shall
not discriminate on the basis of race, color, national origin, or sex in the selection and retention of subcontractors, including procurements of materials and leases of equipment. The contractor shall not
participate either directly or indirectly in the discrimination prohibited by Section 21.5 of the
REGULATIONS, including employment practices when the contract covers a program set forth in
Appendix B of the REGULATIONS.

(3.)

Solicitations for Sub-contractors, including Procurements of Materials and Equipment: In all
solicitations either by competitive bidding or negotiation made by the contractor for work to be
performed under sub-contract, including procurements of materials or leases of equipment, each
potential sub-contractor or supplier shall be notified by the contractor of the contractor's obligations
under this contract and the REGULATIONS relative to nondiscrimination on the basis of race, color,
national origin, or sex.

(4.)

Information and Reports: The contractor shall provide all information and reports required by
the REGULATIONS or directives issued pursuant thereto, and shall permit access to its books,
records, accounts, other sources of information, and its facilities as may be determined by the
Florida Department of Transportation or the Federal Highway Administration, Federal Transit
Administration, Federal Aviation Administration, and Federal Motor Carrier Safety Administration
to be pertinent to ascertain compliance with such REGULATIONS, orders and instructions.
Where any information required of a contractor is in the exclusive possession of another who
fails or refuses to furnish this information the contractor shall so certify to the Florida Department
of Transportation, or the Federal Highway Administration, Federal Transit Administration,
Federal Aviation Administration, or Federal Motor Carrier Safety Administration as appropriate,
and shall set forth what efforts it has made to obtain the information.

(5.)

Sanctions for Noncompliance: In the event of the contractor's noncompliance with the
nondiscrimination provisions of this contract, the Florida Department of Transportation shall impose
such contract sanctions as it or the Federal Highway Administration, Federal Transit Administration,
Federal Aviation Administration, or
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Federal Motor Carrier Safety Administration may determine to be appropriate, including, but not
limited to:

a.
b.
(6.)

(7.)

withholding of payments to the contractor under the contract until the contractor
complies, and/or
cancellation, termination or suspension of the contract, in whole or in part.

Incorporation of Provisions: The contractor shall include the provisions of paragraphs (1) through (7)
in every sub-contract, including procurements of materials and leases of equipment, unless exempt by
the REGULATIONS, or directives issued pursuant thereto. The contractor shall take such action with
respect to any sub-contract or procurement as the Florida Department of Transportation or the Federal
Highway Administration, Federal Transit Administration, Federal Aviation Administration, or Federal
Motor Carrier Safety Administration may direct as a means of enforcing such provisions including
sanctions for noncompliance, provided, however, that, in the event a contractor becomes involved in,
or is threatened with, litigation with a sub-contractor or supplier as a result of such direction, the
contractor may request the Florida Department of Transportation to enter into such litigation to protect
the interests of the Florida Department of Transportation, and, in addition, the contractor may request
the United States to enter into such litigation to protect the interests of the United States.
Compliance with Nondiscrimination Statutes and Authorities: Title VI of the Civil Rights Act of 1964
(42 U.S.C. § 2000d et seq., 78 stat. 252), (prohibits discrimination on the basis of race, color, national
origin); and 49 CFR Part 21; The Uniform Relocation Assistance and Real Property Acquisition Policies
Act of 1970, (42 U.S.C. § 4601), (prohibits unfair treatment of persons displaced or whose property has
been acquired because of Federal or Federal-aid programs and projects); Federal-Aid Highway Act of
1973, (23 U.S.C. § 324 et seq.), (prohibits discrimination on the basis of sex); Section 504 of the
Rehabilitation Act of 1973, (29 U.S.C. § 794 et seq.), as amended, (prohibits discrimination on the basis
of disability); and 49 CFR Part 27; The Age Discrimination Act of 1975, as amended, (42 U.S.C. § 6101
et seq.), (prohibits discrimination on the basis of age); Airport and Airway Improvement Act of 1982, (49
USC § 471, Section 47123), as amended, (prohibits discrimination based on race, creed, color, national
origin, or sex); The Civil Rights Restoration Act of 1987, (PL 100-209), (Broadened the scope, coverage
and applicability of Title VI of the Civil Rights Act of 1964, The Age Discrimination Act of 1975 and
Section 504 of the Rehabilitation Act of 1973, by expanding the definition of the terms “programs or
activities” to include all of the programs or activities of the Federal-aid recipients, sub-recipients and
contractors, whether such programs or activities are Federally funded or not); Titles II and III of the
Americans with Disabilities Act, which prohibit discrimination on the basis of disability in the operation
of public entities, public and private transportation systems, places of public accommodation, and
certain testing entities (42 U.S.C. §§ 12131 -- 12189) as implemented by Department of Transportation
regulations at 49 C.F.R. parts 37 and 38; The Federal Aviation Administration’s Non-discrimination
statute (49 U.S.C. § 47123) (prohibits discrimination on the basis of race, color, national origin, and
sex); Executive Order 12898, Federal Actions to Address Environmental Justice in Minority Populations
and Low-Income Populations, which ensures non-discrimination against minority populations by
discouraging programs, policies, and activities with disproportionately high and adverse human health
or environmental effects on minority and low-income populations; Executive Order 13166, Improving
Access to Services for Persons with Limited English Proficiency, and resulting agency guidance,
national origin discrimination includes discrimination because of limited English proficiency (LEP). To
ensure compliance with Title VI, you must take reasonable steps to ensure that LEP persons have
meaningful access to your programs (70 Fed. Reg. at 74087 to 74100); Title IX of the Education
Amendments of 1972, as amended, which prohibits you from discriminating because of sex in education
programs or activities (20 U.S.C. 1681 et seq).
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EXHIBIT “F”
AGENCY RESOLUTION
The agency Resolution authorizing entry into this Agreement is attached and incorporated into this
Agreement.
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EXHIBIT 1
FEDERAL FINANCIAL ASSISTANCE (SINGLE AUDIT ACT)
FEDERAL RESOURCES AWARDED PURSUANT TO THIS AGREEMENT ARE AS FOLLOWS:

CFDA No.:
CFDA Title:
CFDA Program Site:
Award Amount:
Awarding Agency:
Award is for R&D:
Indirect Cost Rate:

20.205

Highway Planning and Construction
Federal-Aid Highway Program, Federal Lands Highway Program
https://www.cfda.gov/
$1,737,000.00

Florida Department of Transportation
No
N/A

FEDERAL RESOURCES AWARDED TO THE RECIPIENT PURSUANT TO THIS AGREEMENT CONSIST OF THE
FOLLOWING:
2 CFR Part 200 – Uniform Administrative Requirements, Cost Principles & Audit Requirements for Federal Awards
http://www.ecfr.gov/
OMB Circular A-133, Audits of States, Local Governments and Non-Profit Organizations
http://www.whitehouse.gov/sites/default/files/omb/assets/a133/a133_revised_2007.pdf
OMB Circular A-133 Compliance Supplement 2014
http://www.whitehouse.gov/omb/circulars/a133_compliance_supplement_2014
FEDERAL RESOURCES AWARDED PURSUANT TO THIS AGREEMENT MAY ALSO BE SUBJECT TO THE
FOLLOWING:
OMB Circular A-87 (Revised), Cost Principles for State, Local and Indian Tribal Governments
http://www.whitehouse.gov/omb/circulars_a087_2004/
OMB Circular A-102, Grants and Cooperative Agreements with State and Local Governments
http://www.whitehouse.gov/omb/circulars_a102/
Title 23 – Highways, United States Code
http://uscode.house.gov/browse/prelim@title23&edition=prelim
Title 49 – Transportation, United States Code
http://uscode.house.gov/browse/prelim@title49&edition=prelim
Map-21 – Moving Ahead for Progress in the 21st Century, Public Law 112-141
http://www.gpo.gov/fdsys/pkg/PLAW-112publ141/pdf/PLAW-112publ141.pdf
Federal Highway Administration – Florida Division
http://www.fhwa.dot.gov/fldiv/
Federal Funding Accountability and Transparency Act (FFATA) Sub-award Reporting System (FSRS)
https://www.fsrs.gov/

Appendix I

Segment 1 PD&E Study Documents

STATE OF FLORIDA DEPARTMENT OF TRANSPORTATION

650-050-29
ENVIRONMENTAL MANAGEMENT
06/17

RE-EVALUATION
FORM
1. GENERAL PROJECT INFORMATION
A. Re-evaluation Type: Right of Way Phase
B. Original approved Environmental Document:
Document Type: Type 2 CE
Date of Approval: 12/09/2016
Project Numbers:
N/A
ETDM (if applicable)

430975-1-28-01

8886-128-A

Financial Management

Federal-Aid

Project Name: LAKE WEKIVA TRAIL FROM TREMAIN STREET TO WEKIVA RIVER
Project Location: FDOT District 5 ( Lake County )
Project Limits: from Tremain Street in Mount Dora to Hojin Street in Sorrento
C. Prior Re-evaluation(s):
There is no previous re-evaluation of this Environmental Document.
D. Project or project segment(s) being evaluated
FAP
Number

FM
Number

Project/
Segment Name

Project/
Segment
Location

Type
PE

D517-002-B 430975-3-38- LAKE-WEKIVA
01
TRAIL FROM
SR 46 TO
HOJIN STREET

District 5 - LAKE

Project/
Segment
Letting Type

DC

ROW

Funding

CON

Design-BidBuild

Federal

2. PROJECT DESCRIPTION
The Wekiva Trail is a planned 15-mile, paved multi-use trail that will provide residents, hikers, cyclists, and nature
enthusiasts with a regional connection between Lake, Seminole, and Orange counties. The proposed Wekiva Trail
ultimately provides a gateway to the shops, restaurants, and cultural destinations of the City of Mount Dora and
communities of Mount Plymouth and Sorrento.
Segment 1 (FM No. 430975-2) extends from Tremain Street in Mount Dora to SR 46. This segment has not moved
forward to design at this time.
Segment 2 (FM No. 430975-3) extends from SR 46 to Hojin Street in Sorrento. This segment is the subject of this reevaluation.

3. CHANGES IN APPLICABLE LAW OR REGULATION
Are there changes in federal or state laws, rules, regulations, or guidance that require consideration since the
date of the original Environmental Document or subsequent Re-evaluation(s)? No

Re-evaluations
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4. EVALUATION OF MAJOR DESIGN CHANGES AND REVISED DESIGN CRITERIA
Are there major design changes, including but not limited to changes in the alignment(s), typical section(s),
drainage/stormwater requirements, design control and criteria, or temporary road or bridge? No
There have been no design changes at this time.

5. PUBLIC INVOLVEMENT
Were there additional public involvement activities? Yes
A public meeting was held on Thursday, March 29, 2018 at the Easter Seals Camp Challenge It involved a brief
presentation. Lake county staff and the design consultants were in attendance to answer questions. Three comments
were received that were positive in nature, though one requested fencing along the back of their property. The comments
were responded to at a later date.

6. PROJECT or SEGMENT(S) PLANNING CONSISTENCY
Segment FM Number: 430975-3-38-01
Currently Adopted
CFP-LRTP
Yes

Comments
2040 Long Range Transportation Plan: Goals and Objectives, Page 12. Lake/Sumter Metropolitan Planning
Organization. This project is being done by Lake County using federal funding.

Phase

TIP/STIP

Currently
Approved

PE (Final Design)

TIP

No

PE (Final Design)

Yes
STIP

$

5,000

FY

2019

Comments

Currently only the design
phase is showing in the
current STIP for design inhouse charges.

R/W

TIP

No

See comments below.

R/W

STIP

No

See comments below.

ROW TIP Comments

Work Program shows funding for the Right of Way Phase in Fiscal Year 2020. This project is shown in the new adopted
TIP that the Department received in July 2019 and it will also show up in the updated STIP on October 1, 2019.

ROW STIP
Comments

Work Program shows funding for the Right of Way Phase in Fiscal Year 2020. This project is shown in the new adopted
TIP that the Department received in July 2019 and it will also show up in the updated STIP on October 1, 2019.

Construction

TIP

No

Construction

STIP

No

[1 - 430975-3_LRTP Page 12]
[3 - STIP]
[4 - LSMPO_FINAL_2020_TIP_6-26-2019]

7. EVALUATION OF CHANGES IN IMPACTS
a. SOCIAL & ECONOMIC
Are there changes in impacts to the social, economic, land use, mobility, and/or aesthetic effects?

Re-evaluations

No
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RE-EVALUATION
FORM

Are there changes in right-of-way needs?

No

Is there a change in anticipated relocation(s)?

No

Are there changes in impacts to Prime or Unique Farmlands?

N/A

b. CULTURAL
Are there changes in impacts to cultural resources pursuant to Section 106 of the National Historic Preservation
Act (historic sites/districts and archaeological sites)?

No

Are there changes in effects to Section 4(f) of the Department of Transportation Act protected resources or other
protected public lands?

No

Are there changes in impacts to lands purchased under Section 6(f) of the Land and Water Conservation Fund
Act?

No

Are there changes in impacts to recreational areas or other public lands?

No

c. NATURAL
Are there changes in impacts to protected species and habitat, wetlands and other surface waters, and/or
essential fish habitat? No
There have been no changes to the project at this time; therefore, no changes to impacts to any of these resources.
Are there changes in impacts to designated Aquatic Preserves, Coastal Barrier resources, Wild and Scenic
Rivers, and/or Outstanding Florida Waters?

N/A

Are there changes in impacts to Floodplains and/or Water Quality and Stormwater?

No

d. PHYSICAL
Are there changes in Air Quality?

N/A

What is the status of Highway Traffic Noise?
This is a trail project and does not require a noise analysis.
What is the status of Contamination?

Re-evaluations
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The level 1 screenings were performed for Segment 1 and identified 4 medium risk sites and 3 high risks sites within the
study area. As Segment 1 has not moved into Design, further contamination evaluation has not occurred at this time.
A level 1 screening of Segment 2 identified 11 medium risk sites and 1 high risk site. Medium risk sites J.C. O'Neal
Commercial Auto Repair, Jr's Automotive Works, TLC Auto Repair, Circle K #2722403, Amoco #91, Harris Oil Co. Superior Concrete, Bronson Farms, Inc., Red Tail Gold Course, and Peninsula Transport, Inc. were all found to be too far
from the project area and due to the limited ground disturbance and no need for de-watering, no interaction with those
contamination sites should occur. Medium risk sites Johnson's Nursery and Sorrento Elementary School are located in an
area where the trail is existing and no work is to be performed, so there will be no interaction with those sites. A level 2
was performed at high risk site Harris Oil - Superior Concrete - South Facility. Petroleum soil contamination was found at
the site. Notes have been added to the plans to ensure that the soil is properly handled and disposed of during
construction. Additionally, the former railroad bed was tested for soil contamination. Arsenic and other chemical
contaminates were found. The plan notes also address the handling and proper disposal of soil from this site as well.
Are there changes in impacts to Utilities and Railroads?

Are there changes in impacts to Navigation?

No

N/A

8. COMMITMENT STATUS
Are there prior commitments from the Environmental Document or previously approved re-evaluation(s)? Yes
Are there new environmental commitments? No
[2 - ProjectCommitmentRecordReport]

9. STATUS OF PERMITS
Federal
None anticipated.
State
Segment

Name

Descriptor

Status

430975-3-38-01

DEP National Pollutant Discharge Elimination
System Permit

Needed

430975-3-38-01

DEP or WMD Environmental Resource Permit
(ERP)

Needed

430975-3-38-01 FWC Gopher Tortoise Relocation Permit

Date

Needed

Local
None anticipated.
Other
None anticipated.

10. CONCLUSION
Re-evaluations
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The project has been re-evaluated pursuant to 23 CFR 771.129. The FDOT has determined that no changes to
the project affect the original decision. Therefore, the Administrative Action remains valid and the project can
advance.

11. DISTRICT REVIEW AND APPROVAL
Name and title of FDOT Preparer: Heather Chasez, Environmental Specialist IV
The environmental review, consultation, and other actions required by applicable federal environmental laws for this
project are being, or have been, carried out by the Florida Department of Transportation (FDOT) pursuant to 23 U.S.C.
327 and a Memorandum of Understanding dated December 14, 2016 and executed by the Federal Highway
Administration and FDOT.
OEM approval required?No , 06/04/2019 (Date of Consultation)

William G. Walsh
District approving authority or designee

July 15, 2019
Date

Electronically signed within SWEPT
on July 15, 2019 2:10:54 PM EDT
(electronic signature on file)

12. OEM APPROVAL
Not Applicable

13. Links to Supporting Documentation
1-

43097512801-CE2-D5-430975-3_LRTP_Page_12-2019-0315.pdf

2-

43097512801-CE2-D5-ProjectCommitmentRecordReport-2019-0523.pdf

3-

43097512801-CE2-D5-STIP-2019-0707.pdf

4-

43097512801-CE2-D5-LSMPO_FINAL_2020_TIP_6-26-2019-2019-0715.pdf
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STATE OF FLORIDA DEPARTMENT OF TRANSPORTATION

TYPE 2 CATEGORICAL EXCLUSION DETERMINATION FORM
1.

GENERAL INFORMATION
County:

Lake County

Project Name:

Wekiva Trail Segments 1 and 2 PD&E Study

Project Limits:

From Tremain Street in Mount Dora to Hojin Street in Sorrento

Project Numbers:

2.

430975-1-22-01

886-128-A

ETDM

Financial Management

Federal Aid

PROJECT PURPOSE AND NEED
a.

Purpose and Need:

Refer to page 4

b.

Proposed Improvements:

Refer to page 5

c.

Project Planning Consistency:

Refer to page 5

CURRENTLY
ADOPTED
CFP-LRTP

COMMENTS

Yes

The proposed Wekiva Trail from Tremain Street in Mount Dora to Hojin Street in Sorrento is consistent
with the Lake-Sumter Metropolitan Planning Organization (MPO) Transportation 2040 Long Range
Transportation Plan (LRTP, page 51), the 2020/21-2034/35 List of Priority Projects (ROW Priority
Numbers 1 and 2) and with the Lake-Sumter MPO 2015/16-2019/20 Transportation Improvement
Program (TIP, page 6-2).

Phase

3.

NA

Currently
Approved
TIP

Currently
Approved
STIP

TIP/STIP

TIP/STIP
Fiscal Year

PE (Final Design)

Y

Y

$1,060,000

2016

R/W

N

N

$0

N/A

Construction

N

N

$0

N/A

Comments
Segments 1 and 2 can be found by
searching Item Number 430975 of the
"Current STIP” and are listed as ROW
Priority Numbers 1 and 2 in the MPO
2020/21-2034/35 List of Priority Projects.
PE (Final Design) is included in FY 2016 of
FDOT’s 2016-2021 Tentative Five Year
Work Program and the MPO’s 2015/162019/20 TIP (page 6-2). See Attachment A
for copies of the relevant STIP, TIP, and
LRTP pages.
ROW is not currently funded in FDOT’s
Tentative Five Year Work Program or the
MPO TIP; however, the MPO 2020/212034/35 List of Priority Projects identifies a
“request for new ROW funding” in FY
2016/17 for Segments 1 and 2. See
Attachment A for a copy of the relevant TIP
page.
Construction is not currently funded in
FDOT’s Tentative Five-Year Work Program
or the MPO TIP.

CLASS OF ACTION
a.

Class of Action:
[X]

b.
Type 2 Categorical Exclusion (Minor)

CATEX-1

Other Actions:
[x]

Section 4(f) Evaluation

[x]

Section 106 Consultation

[x]

Endangered Species Biological
Assessment

WEKIVA TRAIL SEGMENTS 1 AND 2 - PD&E STUDY
TYPE 2 CATEGORICAL EXCLUSION

C.

D.

NATURAL
1. Wetlands

[X ]

[X ]

[ ]

2. Aquatic Preserves

[X ]

[X ]

3. Water Quality

[X ]

[X ]
[X ]

4. Outstanding FL Waters

[X ]

[X ]

[X ]

5. Wild and Scenic Rivers

[X ]

[X ]

[X]

N/A

6. Floodplains

[X ]

[X ]

[X ]
[X]

[X ]

Refer to Page 10

7. Coastal Zone Consistency

[X ]

[X ]

[ ]

[X ]

[X ]

9. Wildlife and Habitat

[X ]

[X ]
[X]

[X]
[X]

N/A

8. Coastal Barrier Resources

[X ]

Refer to Page 10

10. Essential Fish Habitat

[X ]

[X ]

[X ]
[X ]

[X]

NA

1. Noise

[X ]

[X ]

[X ]

[X]

N/A

2. Air Quality

[X ]

[X ]

[X ]

[X]

N/A

3. Construction

[X ]

[X]

[X ]

[X ]

Refer to Page 11

4. Contamination

[X ]

[X]

[X ]

[X ]

Refer to Page 11

5. Aesthetic Effects

[X ]

[X]

[X ]

Refer to Page 12

6. Bicycles and Pedestrians

[X ]

[X]

[X ]
[X ]

Refer to Page 12

7. Utilities and Railroads

[X ]

[X]

[X ]

[X ]
[X ]

8. Navigation

[X ]

[X ]

[X ]

[X]

N/A

[X]

[X]
[X]

N/A

[X ]
[X]

Refer to Page 10

N/A
N/A

N/A

PHYSICAL

Refer to Page 13

a.

[X]

FHWA has determined that the project is EXEMPT from a USCG Permit in
accordance with 23 CFR 650, Subpart H.

b.

[X ]

Coordination with the USCG is necessary.

*Impact Determination: Sig = Significant; Not Sig = Not significant; None = Issue present, no impact; No Inv = Issue absent, no
involvement. Basis of decision is documented in the referenced attachment(s).
E.

7.

PERMITS REQUIRED
1.

St. Johns River Water Management District (SJRWMD) – Environmental Resource Permit (ERP)

2.

U.S. Environmental Protection Agency (USEPA) – National Pollutant Discharge Elimination System
(NPDES) General Permit

COMMITMENTS AND RECOMMENDATIONS
Refer to Page 13
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2.A

PURPOSE AND NEED STATEMENT

Project Location
The design and construction of the Wekiva Trail is divided into four segments. Segment 1 is from
Tremain Street in Mount Dora to State Road (SR) 46 in Sorrento, a distance of approximately 5.5
miles. Segment 2 is from SR 46 in Sorrento to Hojin Street in Sorrento, a distance of approximately
3.0 miles. Segment 3 is from Hojin Street in Sorrento to the Wekiva River, a distance of approximately
6.5 miles. The Wekiva Trail also includes a fourth segment which is called the Neighborhood Lakes
Trail and will connect the Wekiva Trail starting at SR 46 to the future West Orange Trail in Kelly Park,
a distance of approximately 6.3 miles.
The limits of this Project Development & Environment (PD&E) Study include Segment 1 and Segment
2. Segment 3 is currently scheduled for design and construction as part of the Wekiva Parkway.
Segment 4 is funded for design and construction as a separate project. The Project Location Map is
shown in Figure 1-1 in Attachment B.

Project Need
The Wekiva Trail is a planned 15-mile, paved multi-use trail that will provide residents, hikers, cyclists,
and nature enthusiasts with a regional connection between Lake, Seminole, and Orange
counties. The proposed Wekiva Trail ultimately provides a gateway to the shops, restaurants, and
cultural destinations of the City of Mount Dora and communities of Mount Plymouth and Sorrento. The
Wekiva Trail will connect existing regional neighborhoods to thousands of acres of preservation land
and natural areas, such as Rock Springs Run, Wekiwa Springs State Park, and Kelly Park.
The proposed Wekiva Trail will provide a critical connection between the Lake County Trails Network
and the Seminole-Wekiva, West Orange, Coast to Coast Connector, Heart of Florida Loop, and
Florida Scenic trails. To the west, Lake County plans to extend the Tav-Dora Trail from the City of
Clermont to the Tremain Street Trailhead in Mount Dora. To the east, the proposed Wekiva Trail will
connect with Seminole County’s Seminole-Wekiva Trail just east of the Wekiva River. To the south,
Orange County plans to extend the West Orange Trail north of its current terminus in Apopka to the
Orange/Lake County line with a connection through Kelly Park. This trail network will also provide
alternative transportation routes for east Lake County and connect neighborhoods to schools, parks,
and retail destinations.
The socio-economic demand is demonstrated by the inclusion of the Wekiva Trail as a regional trail in
the planning documents of Lake County, Lake-Sumter Metropolitan Planning Organization (LSMPO),
Orange County, and the City of Mount Dora. The proposed Wekiva Trail is consistent with the LSMPO
2040 Long Range Transportation Plan (LRTP) Cost Feasible Plan. Table 5 (Cost Feasible Plan
Projects) on page 58 of the LRTP references bicycle and pedestrian improvements to be determined
by the Lake County Trails Master Plan. The Wekiva Trail is included in the total cost for these
improvements. The Wekiva Trail is also shown on Map 5 (Bicycle and Pedestrian Needs Plan) on
page 47 of the LRTP.
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2.B

PROPOSED IMPROVEMENTS

Within Segment 1 and Segment 2 (the limits of this project), Wekiva Trail is a new trail proposed to
occupy a new alignment. Alternative corridors were developed and evaluated for Segment 1 and
Segment 2. Within the limits of Segment 1, the recommended alternative is referred to as alternative
trail corridor (ATC) 1-1 and proposes to construct a shared-use path utilizing the existing railroad rightof-way and bridges.
Within the limits of Segment 2, the recommended alternative is referred to as ATC 2-2B. Beginning at
SR 46, ATC 2-2B would follow the railroad grade east, which would avoid utility pole conflicts.
Approximately 1,400 feet west of County Road (CR) 437, ATC 2-2B would turn north for approximately
300 feet until it reached a north-south platted County road right-of-way located at the western terminus
of Strawberry Avenue. This County right-of-way is shown as 5th Street on County maps. At 5th
Street, ATC 2-2B would continue north for 400 feet until it reached an east-west platted County road
right-of-way. Turning east, ATC 2-2B would follow the platted roadway right-of-way to CR 437. At CR
437, ATC 2-2B would turn north and follow CR 437 on the west side until it reached Wallick Road. At
Wallick Road, ATC 2-2B would turn east and utilize the existing concrete trail located on the north side
and adjacent to Wallick Road. ATC 2-2B would continue east, utilizing the concrete trail along Wallick
Road, until it connected to the future trailhead at East Lake Park.
East of the future trailhead located at East Lake Park, ATC 2-2B would continue to utilize the existing
concrete trail along Wallick Road until it reached the end of Wallick Road. Past the end of Wallick
Road, ATC 2-2B would continue east along the southern boundary of a large undeveloped parcel until
it reached the property owned by the City of Eustis Water Treatment Plant. ATC 2-2B would then turn
south and be located adjacent to but just west of the City of Eustis property and continue south until it
reached the east-west section of Niles Street. When ATC 2-2B has reached the east-west section of
Niles Street, it would be located adjacent to the south side of Niles Street and continue east until it
reached the north-south section of Niles Street. Crossing the road, ATC 2-2B would continue east
along the north side of Atlantic Avenue until it reached Red Tail Boulevard. At Red Tail Boulevard, the
trail would bend toward SR 46 and then continue east adjacent to the north side of SR 46 until it
reached Hojin Street and the end of Segment 2.
The engineering evaluations conducted for this project are documented in the Preliminary Engineering
Report (PER). The environmental evaluations conducted for this project are documented in the
supporting technical documents listed in Section 7 of the PER.

2.C

PROJECT PLANNING CONSISTENCY

The proposed Wekiva Trail from Tremain Street in Mount Dora to Hojin Street in Sorrento is
consistent with the LSMPO Transportation 2040 LRTP (LRTP, page 51), the 2020/21-2034/35 List of
Priority Projects (ROW Priority Numbers 1 and 2), and with the LSMPO 2015/16-2019/20
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Transportation Improvement Program (TIP, page 6-2). Copies of the current planning documents are
included in Attachment A.

6.0

IMPACT EVALUATION

6.A

SOCIAL AND ECONOMIC

6.A.1

Land Use Changes

This project will not impact land uses except the conversion of the existing railroad and roadway rightof-way to a non-motorized transportation facility.

6.A.2

Community Cohesion

Construction of a shared-use path is anticipated to improve community cohesion within the City of
Mount Dora and eastern Lake County by providing additional bicycle and pedestrian mobility.

6.A.4

Community Services

Community facilities within walking and bicycling distance of the project include schools, government
buildings and services and churches. Schools located in the vicinity of this project include Sorrento
Elementary School and Montessori Nest and Children’s House. Government buildings and services
located in the vicinity of this project include the Sorrento Post Office and Mount Dora City Hall.
Churches located within the vicinity of the project include New Hope Missionary Baptist Church,
Southeastern Conference of Seventh-Day Adventists, Liberty Lighthouse Church of God, and First
Baptist Church of Mount Dora. The project will have beneficial results for the community service
facilities by supporting them with additional bicycle and pedestrian connectivity.

6.A.5

Nondiscrimination Considerations

This project has been developed without regard to race, color, national origin, age, sex, religion,
disability, or family status.

6.A.6

Controversy Potential

Two public meetings were held for this project. Each meeting focused on the individual segments of
this project but provided overall information regarding the entire Wekiva Trail project.
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Segment 1 – Public Meeting (March 17, 2016)
The public meeting for Segment 1 from Tremain Street to SR 46 was held on March, 17, 2016, at the
Mount Dora Community Building located at 520 North Baker Street in Mount Dora. The meeting
provided attendees with an overview of the Wekiva Trail, the alternatives considered for Segment 1,
and information regarding the recommended alternative. The meeting began with an informal open
house at 5:30 p.m. followed by a brief presentation at 6:15 p.m. The meeting concluded at 7:30 p.m.
Notifications to the meeting included direct mailing of newsletters, a newspaper advertisement, press
releases, notifications on the website and Facebook page, and an advertisement in the Florida
Administrative Weekly. Detail regarding the meeting, including the comments received, is included in
the Public Information Meeting Summary Report. No substantial opposition to the construction of the
Wekiva Trail was documented.

Segment 2 – Public Meeting (December 1, 2015)
The public meeting for Segment 2 from SR 46 to Hojin Street was held on December 1, 2015, at the
Easter Seals Camp Challenge conference room located at 31600 Camp Challenge Road in Sorrento.
The meeting provided attendees with an overview of the Wekiva Trail, the alternatives considered for
Segment 2, and information regarding the recommended alternative. The meeting began with an
informal open house at 5:30 p.m. followed by a brief presentation at 6:15 p.m. The meeting concluded
at 7:30 p.m. Notifications to the meeting included direct mailing of newsletters, a newspaper
advertisement, press releases, notifications on the website and Facebook page, and an advertisement
in the Florida Administrative Weekly. Detail regarding the meeting, including the comments received,
is included in the Public Information Meeting Summary Report. No substantial opposition to the
construction of the Wekiva Trail was documented.

6.B

CULTURAL

6.B.1

Section 4(f)

Within the project limits, the project was reviewed for publicly-owned parks, recreation areas, wildlife
and waterfowl refuges, and public and private historical sites for Section 4(f) involvement. No publiclyowned parks, recreation areas, or wildlife and waterfowl refuges will be affected by this project.
Three historic resources that are eligible for listing on the NRHP are located within the project limits.
These historic resources include the historic Seaboard Coast Line Railroad between Tremain Street
and US 441 (8LA2957), the Tremain Street Railroad Bridge (8LA4384), and the US 441 Railroad
Bridge (8LA4481).
Based on consultation with the State Historic Preservation Officer (SHPO), the modifications to the
Seaboard Coast Line Railroad necessary to convert the existing railroad to a paved shared-use trail
will result in an adverse effect to the Seaboard Coast Line Railroad (8LA2957) but will result in no
adverse effect to the Tremain Street Railroad Bridge (8LA4284) and the US 441 Railroad Bridge
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(8LA4481). Use of historic transportation resources where consultation with the SHPO results in the
determination of no adverse effect are exempt from Section 4(f) per 23CFR774.13(a) as discussed in
FHWA Section 4(f) Policy Paper, Part II – Questions and Answers Regarding Section 4(f) Applicability
and Compliance, Question 8A (FHWA 2012).
Further, Section 11502 of the Fixing America’s Surface Transportation (FAST) Act exempts the use of
historic railroad lines or elements, exclusive of certain bridges and tunnels, from Section 4(f) as
discussed in Section 4(f) Guidance and Legislation Documents (FHWA, 2016).
As a result, FHWA concurred with the Section 4(f) Determination of Applicability (DOA) on October 26,
2016. A copy of this letter is included in Attachment C.
The proposed project will not use property from any resources protected by Section 4(f). Therefore,
FHWA has determined that the Section 4(f) does not apply to the proposed project.

6.B.2

Historic Sites / Districts

The Cultural Resource Assessment Survey (CRAS) of a portion of the Lake Wekiva Trail Project
Development and Environment (PD&E) Study was prepared in November of 2012. The objective of this
survey was to identify cultural resources within the project area of potential effect (APE) and assess
their eligibility for listing in the National Register of Historic Places (National Register) according to the
criteria set forth in 36 CFR Section 60.4.
The historic resources reconnaissance survey focused on the segment located west of US 441 into
Mount Dora. Background research, aerial analysis, and the reconnaissance field survey resulted in the
identification of a previously unrecorded segment of the Seaboard Coast Line Railroad (8LA2957)
within the APE of Segment A, which was considered eligible for inclusion in the National Register, and
the Railroad Bridge over Tremain Street (8LA4384), which was considered a contributing resource to
the Seaboard Coast Line Railroad (8LA2957). A previously recorded segment of the railroad (8LA2957)
was also identified within Segment A, east of US 441, and Segment B. This portion of the railroad, from
US 441 to the Wekiva River, was determined ineligible by the State Historic Preservation Officer
(SHPO) in 2008 as part of the CRAS of the Wekiva Parkway. On February 13, 2013, the SHPO
concurred with the findings in the 2012 CRAS report. A copy of this concurrence letter from the SHPO
is included in Attachment C.
In November of 2015, the Cultural Resource Assessment Survey (CRAS) Addendum for the Wekiva
Trail Segment 2 (Alternative 2B) Project, Lake County, Florida was prepared. This technical
memorandum served as an addendum to the original CRAS of a portion of the Lake Wekiva Trail
Project Development and Environment (PD&E) Study. One additional resource, Seaboard Coast Line
Railroad Bridge over US 441 (8LA4481), was recorded as a result of the CRAS Addendum. The
Seaboard Coast Line Railroad Bridge over US 441 (8LA4481) is considered eligible for inclusion in the
National Register, individually and as a contributing element to the Seaboard Coast Line Railroad
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(8LA2957). The SHPO concurred with the findings of this addendum on December 9, 2015. A copy of
this concurrence letter from the SHPO is included in Attachment C.
A Cultural Resources Section 106 Effects Consultation Case Study Report For: Lake Wekiva Trail
Project Development and Environment Study was prepared in April 2016. This Case Study Report
determined that the proposed improvements would result in an adverse effect to the Seaboard Coast
Line Railroad (8LA2957). The findings of this report were approved by FHWA on May 31, 2016 and
concurred with by the SHPO on June 21, 2016. A copy of the approval/concurrence letter is included
in Attachment C.
In addition, the Advisory Council on Historic Preservation was provided the above documentation as
required. A copy of their review letter dated October 14, 2016 is included in Attachment C.
Throughout the Section 106 process, consultation with the agencies and affected parties has taken
place, including three Cultural Resources Committee (CRC) meetings. Representatives of FDOT,
FHWA and SHPO, as well as local preservation interests, served on the CRC. During these
meetings, the significant resources, alternatives, and potential effects were discussed. Avoiding and
minimizing the adverse effects to the historic bridges was accomplished through these meetings, and
mitigation measures were also addressed. This culminated in development of a Memorandum of
Agreement (MOA) to memorialize mitigation measures that have been developed during the course of
the Section 106 process.
The final Section 106 MOA between SHPO, FHWA, and FDOT dated December 8, 2016 is
included in Attachment C. Stipulations of this MOA are detailed in the Commitments and
Recommendations (Section 7.0).

6.B.3

Archaeological Sites

The CRAS conducted for this project including field testing (shovel tests) within the corridor. No
archaeological sites or occurrences exist within the project APE.

6.B.4

Recreation Areas

The proposed project would ultimately connect a number of community and regional recreational
areas to each other. The additional connectivity would constitute a benefit to the individual
recreational resources and improve recreational opportunities in east Lake County.

CATEX-9

WEKIVA TRAIL SEGMENTS 1 AND 2 - PD&E STUDY
TYPE 2 CATEGORICAL EXCLUSION

6.C

NATURAL

6.C.3

Water Quality

The proposed stormwater facility design will include, at a minimum, the water quantity requirements for
water quality impacts as required by St. Johns River Water Management District in Chapter 40C-4,
F.A.C. Therefore, no further mitigation for water quality impacts will be required.

6.C.6

Floodplains

There are no impacts to floodplains as a result of this project. Although this project involves work
within the horizontal limits of the 100-year floodplain, no work is being performed below the 100-year
flood elevation and, as a result, this project does not encroach upon the base floodplain.

6.C.9

Wildlife and Habitat

A Wildlife and Habitat Report (WHR) dated August 2015 documented potential impacts to endangered
species and their critical habitats for the Wekiva Trail. The WHR was a combined document which
included Segments 1 and 2 of the Wekiva Trail and also Segment 4 of the Wekiva Trail. Segment 4 of
the Wekiva Trail is known as the Neighborhood Lakes Trail and connects the Wekiva Trail to the future
West Orange Trail at Kelley Park in Orange County. USFWS reviewed and concurred with the findings
of this report. A concurrence letter from USFWS dated August 28, 2015 is included in Attachment C.
While the USFWS concurrence letter includes effect determinations for species for the entire project,
Segments 1 and 2 are proposed to be located in areas that have no potential for wetland impacts with
land-uses and habitat determined to have a low potential occurrence for listed species. Table 1
summarizes the effect determinations for federally listed species within Segments 1 and 2.
Table 1
Summary of Effect Determinations on Federally Listed Species Segments 1 and 2
Species

Federal Listing
Status

Effect
Determination

Comment

Wood Stork, Everglades Snail
Kite

Endangered

No effect

No habitat occurs in project area

Florida Scrub Jay, Sand
Skink, Blue-tailed Mole Skink

Threatened

No effect

No habitat occurs in project area

Lake Wales Ridge Plants

Endangered/

No effect

No habitat occurs in project area

Threatened
Gopher Tortoise

Federal
Candidate
Species

--

No burrows were identified within project
area. Updated surveys will be required
prior to construction, and any resident
tortoises relocated offsite.

Eastern Indigo Snake

Threatened

May affect, not likely
to adversely affect

Standard Protection Measures during
construction; less than 25 acres of
potential habitat within project area.
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6.D

PHYSICAL

6.D.3

Construction

Construction activities will produce temporary air, noise, water quality, traffic flow, and visual impacts
on the residences, businesses, and motorists within the immediate vicinity of the project. All
construction impacts will be minimized or controlled by adherence to measures set forth in the FDOT’s
Standard Specification for Road and Bridge Construction.

6.D.4

Contamination

Segment 1 of the Wekiva Trail was evaluated for contamination with two separate Contamination
Screening Evaluation Reports. West of US 441, the evaluation of contamination was documented in
Level 1 Assessment – Contamination Screening Evaluation Report (Geotechnical and Environmental
Consultants, 2012). East of US 441, the evaluation of contamination was documented in Level 1
Assessment – Contamination Screening Evaluation Report (Geotechnical and Environmental
Consultants, 2010). Copies of these reports are located in the project files.
As a result of the contamination screening evaluation activities, 30 sites have been assigned a Low,
Medium, or High Contamination Risk Potential Rating (CRPR). Nine sites were assigned a Medium
rating and three sites were assigned a High rating.
Environmental concerns may also be associated with the historic railroad corridor. Railroad ties were
typically coated with inorganic and/or petroleum based preservatives and would likely require special
disposal provisions.
Environmental concerns have also been documented with the Tremain Street Bridge and the US 441
Bridge. Based on testing performed by FDOT, the existing bridge coating system contains lead based
paint. The final design phase will require screening and testing to determine if there are any other
hazardous materials present, such as asbestos.
During the period from 1962 to 1980, the Florida Department of Agriculture and Consumer Services
conducted widespread applications of ethylene dibromide (EDB), which is an agricultural pesticide, to
control nematodes in citrus groves. FDEP records have identified an area just west of US 441 within
the study area as being within a 1,000-foot buffer zone of the documented EDB contamination. The
buffer zone depicts potential groundwater contamination migration.
Segment 2 of the Wekiva Trail was evaluated for contamination. The evaluation of contamination was
documented in Level 1 Assessment – Contamination Screening Evaluation Report (Geotechnical and
Environmental Consultants, 2010). A copy of this report is located in the project files.
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As a result of the contamination screening evaluation activities, six sites within Segment 2 have been
assigned a Low, Medium, or High CRPR. Five sites were assigned a Medium rating and one site was
assigned a Low rating. No sites were assigned a High rating. For sites assigned a Medium or High
rating, further review will be conducted as part of the design phase.
This proposed project contains no known significant contamination. A Level 2 Contamination Impact
Assessment is recommended to be conducted during the design phase.

6.D.5

Aesthetic Effects

This project is not a roadway project and, therefore, Florida Statute 334.044(25) F.S. 1997 and
336.045 (1) F.S. 1997 does not apply. However, potential involvement with the existing historic
railroad bridges will be coordinated with a project advisory group in consultation with the SHPO as part
of the design phase.

6.D.6

Bicycles and Pedestrians

The Wekiva Trail is a planned 15-mile, paved multi-use trail that will provide residents, hikers, cyclists,
and nature enthusiasts with a regional connection between Lake, Seminole, and Orange
counties. The proposed Wekiva Trail will provide a critical bicycle and pedestrian connection between
the Lake County Trails Network and the Seminole-Wekiva, West Orange, Coast to Coast Connector,
Heart of Florida Loop, and Florida Scenic trails. To the west, Lake County plans to extend the TavDora Trail from the City of Clermont to the Tremain Street Trailhead in Mount Dora. To the east, the
proposed Wekiva Trail will connect with Seminole County’s Seminole-Wekiva Trail just east of the
Wekiva River. To the south, Orange County plans to extend the West Orange Trail north of its current
terminus in Apopka to the Orange/Lake County line with a connection through Kelly Park. This trail
network will also provide alternative transportation routes for east Lake County and connect
neighborhoods to schools, parks, and retail destinations. Construction of the Wekiva Trail will benefit
bicycles and pedestrians.

6.D.7

Utilities and Railroads

Segment 1 of the Wekiva Trail is proposed to occupy right-of-way of an active railroad. The proposed
right-of-way is currently owned by CSX and operated by Florida Central Railroad (FCR). Right-of-way
acquisition will require abandonment or rail banking of the railroad prior to property acquisition.
Segment 1 was reviewed for potential utility impacts. This review was documented in a Technical
Memorandum - Lake Wekiva Trail PD&E Studies / Task 2.7 – Utilities and Railroads (Booth, Ern,
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Straughan & Hiott, 2016). Because the planned corridor is currently owned and operated as an active
railroad, potential utility impacts are limited to utility crossings of the corridor. No existing utilities are
located within the proposed right-of-way.
Within Segment 2, the Wekiva Trail is a new trail proposed to occupy a new alignment. Approximately
2,000 feet of the recommended alignment follows the existing active railroad that is currently owned by
CSX and operated by FCR. Right-of-way acquisition will require abandonment or rail banking prior to
acquisition.
Segment 2 was reviewed for potential utility impacts. This review was documented in a Technical
Memorandum - Lake Wekiva Trail PD&E Studies / Task 2.7 – Utilities and Railroads (Booth, Ern,
Straughan & Hiott, 2016). While the portions of existing right-of-way are currently owned and operated
as an active railroad, utilities are limited to utility crossings of the corridor. Much of the corridor utilizes
new alignment with existing co-located utilities and utility crossings. In particular, the City of Eustis
owns a 12-inch water main which is located within the Wallick Road right-of-way on the north side of
the road. This water main extends east within a 30-foot easement in the general vicinity of the
recommended trail alignment between approximate Station 381+50 and Station 400+50. In this area,
the recommended alternative ATC 2-2B is proposed to be located adjacent to and on the north side of
the water-main easement.
Additionally, ATC 2-2B crosses a Florida Gas and Transmission (FGT) easement in two locations.
The first location is at the intersection of Wolf Branch Road and CR 437 at approximate Station
352+50. The second location where Segment 2 crosses an FGT easement is at approximate Station
404+00.

7.0

COMMITMENTS AND RECOMMENDATIONS

The following commitments are included for Segment 1 and Segment 2 of the Wekiva Trail. [All
commitments will be entered into the Project Commitment Record (PCR) upon FHWA review and
approval (Location Design and Concept Acceptance).]
Historic Sites / Districts
As stipulated in the Section 106 MOA between SHPO, FHWA, and FDOT the following
commitments are included:
I.

Design and Construction of the Project
A.

The project shall be constructed in the existing alignment of the SCLRR. There will be
no changes to the project as proposed in the Section 106 Report (April 2016) without
consultation with the FHWA and the SHPO, pursuant to Stipulation VIII.D.

B.

A project Design and Aesthetics Committee will be established to continue consultation
with locally interested parties, which may include local preservation staff and any
consulting parties with an interest in preservation, FHWA, and the SHPO, to provide
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input on the design of interpretive displays, re-use of historic elements, and design of
the SCLRR US 441 Bridge and Tremain Street Bridge.
C.

II.

Should there be any substantive alterations to the project design that could result in
adverse effects to historic resources not addressed in this Agreement, FDOT shall notify
FHWA who will notify the SHPO of these alterations and provide the SHPO with an
opportunity to review and comment on the alterations.

Documentation of the Seaboard Coast Line Railroad

A. Prior to the salvage of the engineering elements and modification to the railroad corridor
and bridges, the following documentation of the SCLRR (FMSF No. 8LA2957), SCLRR US
441 Bridge (FMSF No. 8LA4481), and Tremain Street Bridge (8LA4384) will be performed
in accordance with Level II Historic American Engineering Record (HAER) standards:
1. Drawings – Select drawings of the existing railway and bridge plans, as available,
scanned and provided in an acceptable digital format (i.e., jpg files).
2. Photographs – Photographs with large-format negatives of context and views from all
sides of the railway, and the two bridges including the bridge approaches, roadway and
deck views, and noteworthy features and details including existing railway items found
along the railway corridor. All negatives and prints will be processed to meet archival
standards.
3. Written Data – Report with narrative description of the railway and bridges, summary of
significance, and historical context (primarily derived from the Cultural Resource
Assessment Survey – Cultural Resource Assessment Survey of a Portion of the Lake
Wekiva Trail Project Development and Environment Study (December 24, 2012) and
Cultural Resource Assessment Survey Addendum for the Wekiva Trail Segment 2
(Alternative 2B) Project (November 2, 2015).

B. FDOT will provide all copies of the documentation completed in accordance with Stipulation
II.A for review and distribution. Construction shall not commence until all documentation
has been approved by the parties listed below. FDOT will submit the documentation to the
parties as follows:
1. An archival copy to the U.S. Department of Interior, National Park Service Southeast
Regional Office for review and approval prior to removal of the railway elements, per
HAER guidelines; and
2. An electronic digital copy to FHWA; and
3. An archival copy and an electronic digital copy to the SHPO for inclusion in the Florida
Archives and the FMSF; and
4. A non-archival copy to the Mount Dora Historic Preservation Board.
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III.

Salvage and Reuse of Existing Railroad Elements
A. Representative, significant engineering elements from the SCLRR will be identified and
salvaged. These elements may be incorporated into the design interpretive displays, left in
place within the trail corridor, or displayed in accordance with paragraph C of this Section.
The identification and reuse of these historic elements will be determined in coordination
with the project Design and Aesthetics Committee, which includes FHWA and SHPO, per
Section I.B of the Stipulations of this document. Construction may begin upon final
acceptance of the Design and Aesthetics Committee.
B. The railroad elements identified for salvage will be removed in a manner that minimizes
damage and stored in an area protected from human and natural damage until elements
can be reused on the trail project or elsewhere displayed in accordance with paragraph C of
this Section. Any restoration of railroad elements identified for salvage shall be completed in
accordance with Secretary of the Interior (SOI) standards in consultation with SHPO.
C. If during construction it is determined that the existing railroad elements identified by the
Design and Aesthetics Committee are not salvageable for reuse into the design of the new
trail project, selected intact elements will be salvaged for display in a location identified by
the Mount Dora Historic Preservation Board and within the vicinity of the trail project.
D. Any railroad element identified by the Design and Aesthetics Committee to be salvaged
shall be coordinated with FCRR prior to removal of rail elements as indicated in an MOA
signed by FCRR, Lake County and the City of Mount Dora that was executed on November
30, 2012. If any of the identified elements cannot be salvaged or reused, the Design and
Aesthetics Committee will reconvene to determine an alternative mitigation path.

IV.

Public Education
Information regarding the SCLRR suitable for inclusion in interpretive displays to be located
along a public trail corridor will be developed. This information will provide a historical account
of the railroad to educate the public on its history. The educational interpretive displays will be
designed to reasonably withstand exposure to prolonged normal local weather conditions. The
number and content of the panels will be determined by the Design and Aesthetics Committee.

V.

Archaeological Monitoring/Discoveries
FDOT, in consultation with the FHWA and the SHPO, will ensure efforts to avoid, minimize, or
mitigate adverse effects to any significant archaeological resources inadvertently discovered
during the Project are addressed in accordance with 36 CFR 800.13(b). All records resulting
from archaeological discoveries shall be handled in accordance with 36 CFR 79 and shall be
submitted to the SHPO.
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VI.

Maintenance
The proposed trail facility and associated salvaged railroad elements, educational interpretive
displays and other mitigative elements shall be maintained by the City of Mount Dora as per the
terms of a Maintenance Agreement between the City of Mount Dora and Lake County. If this
Maintenance Agreement is not executed by June 1, 2017, this MOA shall be amended in
accordance with Stipulation VIII E.

VII.

Professional Qualifications
All architectural history work carried out pursuant to this Agreement shall be conducted by, or
under the direct supervision of, a person or persons meeting the Secretary of the Interior’s
Professional Qualifications Standards for Architectural History (48 FR 44738-9); and all
archaeological work carried out pursuant to this Agreement shall be conducted by, or under the
direct supervision of, a person or persons meeting the Secretary of the Interior’s Professional
Qualifications Standards for Archaeology (48 FR 44738-9).

VIII.

Administrative Stipulations
A. Should any signatory party to this Agreement object in writing to FHWA regarding any
action carried out or proposed with respect to the undertaking or implementation of the
Agreement, FHWA shall consult with the objecting party to resolve the objection. If after
initiating such consultation FHWA determines that the objection cannot be resolved through
consultation, FHWA shall forward all documentation relevant to the objection to the Advisory
Council on Historic Preservation (ACHP), including FHWA’s proposed response to the
objection. Within 30 days after receipt of all pertinent documentation, the ACHP shall
exercise one of the following options:
1. Provide FHWA with written concurrence of the agency’s proposed response to the
objection, whereupon FHWA will respond to the objection accordingly;
2. Provide FHWA with recommendations, which the agency will take into account in
reaching a final decision regarding its response to the objection; or
3. Notify FHWA that the objection will be referred for comment pursuant to 36 CFR Part
800, and proceed to refer the objection and comment. FHWA shall take the resulting
comment into account in accordance with 36 CFR Part 800 and Section 110 (1) of the
NHPA.
B. Should the ACHP not exercise one of the above options within 30 days after receipt of all
pertinent documentation, FHWA will assume the ACHP’s concurrence in its proposed
response to the objection and will respond to the objection accordingly.
Any
recommendation or comment provided by the ACHP will be understood to pertain only to
the subject of the dispute.
C. If the terms of this Agreement have not been implemented within 20 years of the effective
date of this Agreement as stipulated in Section VIII.E, this Agreement will be considered null
and void. In such event, FHWA will so notify the signatories to this Agreement, and if they
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choose to continue with the undertaking, the FHWA shall reinitiate review of the undertaking
in accordance with 36 CFR Part 800.
D. Any signatory party to this Agreement may request that it be amended, whereupon the
signatory parties will consult in accordance with 36 CFR Part 800.6 to consider such an
amendment. All parties must signify their acceptance of the proposed changes to the
Agreement in writing within 30 days of their receipt. This Agreement shall only be amended
by a written instrument executed by all the parties. The amendment will be effective on the
date of signature of the last party to sign the amendment. When no consensus can be
reached, the Agreement will be terminated.
E. The effective date of this Agreement will be the date of the last signature. The signatory
parties agree this Agreement shall continue in full force until it is amended or terminated, as
provided in Stipulations VIII.D and VIII.C, respectively
Wildlife and Habitat


Prior to construction, all potential gopher tortoise habitat that could be affected by the project
will be systematically surveyed according to the current guidelines published by the Florida Fish
and Wildlife Conservation Commission (FWC). For burrows which cannot be avoided, a permit
will be obtained from the FWC for the relocation of gopher tortoises and commensals, and
relocation will be performed at a time as close as practicable to the start of the construction
activities at the site of the burrows.



During the construction phase of the project, Standard Protection Measures for the Eastern
Indigo Snake, which is a document by the USFWS that specifies education of the construction
contractor concerning avoidance of the indigo snakes, will be implemented.

Other


A Level 2 Contamination Impact Assessment will be conducted during the design phase.
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Projects

Web Application

Federal Aid Management Office

James Jobe - Manager

STIP Project Detail and Summaries On-Line Report
Selection Criteria
Current STIP
Detail Report
County/MPO Area:(Select a County) Financial Project:430975 _
Related Items Shown
HIGHWAYS
Item Number: 430975 2
District: 05

Project Description: LAKE-WEKIVA TRAIL FROM TREMAIN STREET TO SR 46
County: LAKE

Phase / Responsible Agency
<2016
PRELIMINARY ENGINEERING / MANAGED BY LAKE COUNTY
Fund Code: TALT - TRANSPORTATION ALTS- ANY AREA
Item: 430975 2 Totals
Item Number: 430975 3
District: 05

District: 05

2016
755,000
755,000

755,000
755,000

Type of Work: BIKE PATH/TRAIL

2016

Fiscal Year
2017 2018
2019

300,000
5,000
305,000
305,000

>2019 All Years
300,000
5,000
305,000
305,000

Type of Work: BIKE PATH/TRAIL

2016

PRELIMINARY ENGINEERING / MANAGED BY FDOT
913,921
Fund Code: TALL - TRANSPORTATION ALTS- <200K
TALT - TRANSPORTATION ALTS- ANY AREA
11,079
Phase: PRELIMINARY ENGINEERING Totals
925,000
Item: 430975 5 Totals
925,000
Project Totals
1,985,000
Totals
1,985,000
MISCELLANEOUS
Item Number: 430975 1

>2019 All Years

Project Description: LAKE-WEKIVA TRAIL FROM CR 435 TRAILHEADS TO SR 46
County: LAKE

Phase / Responsible Agency
<2016
CONSTRUCTION / MANAGED BY FDOT
Fund Code: SA - STP, ANY AREA
TALT - TRANSPORTATION ALTS- ANY AREA
Phase: CONSTRUCTION Totals

District: 05

Fiscal Year
2017 2018
2019

Project Description: LAKE-WEKIVA TRAIL FROM SR 46 TO HOJIN STREET
County: LAKE

Phase / Responsible Agency
<2016
PRELIMINARY ENGINEERING / MANAGED BY LAKE COUNTY
Fund Code: ACTN - ADVANCE CONSTRUCTION TALN
TALT - TRANSPORTATION ALTS- ANY AREA
Phase: PRELIMINARY ENGINEERING Totals
Item: 430975 3 Totals
Item Number: 430975 5

Type of Work: BIKE PATH/TRAIL

Fiscal Year
2017 2018
2019

>2019 All Years

316,332
2,206,797 10,820
2,523,129 10,820

316,332
2,217,617
2,533,949

2,523,129 10,820
2,523,129 10,820
2,523,129 10,820

913,921
11,079
925,000
3,458,949
4,518,949
4,518,949

Project Description: LAKE WEKIVA TRAIL FROM TREMAIN STREET TO WEKIVA RIVER
County: LAKE

Type of Work: BIKE PATH/TRAIL

http://www2.dot.state.fl.us/fmsupportapps/stipamendments/STIP.aspx?ft=C
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Fiscal Year
Phase / Responsible Agency
<2016 2016
2017 2018
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SA - STP, ANY AREA
5,000
5,000
SE - STP, ENHANCEMENT
500,000
500,000
SE - STP, ENHANCEMENT
6,232
3,952
10,184
Phase: P D & E Totals 603,232
8,952
612,184
Item: 430975 1 Totals 603,232
8,952
612,184
Project Totals 603,232
8,952
612,184
MISCELLANEOUS Totals 603,232
8,952
612,184
Grand Total 603,232 1,993,952
2,523,129 10,820
5,131,133

This site is maintained by the Federal Aid Management Office, located at 605 Suwannee Street, MS 21, Tallahassee, Florida
32399. For additional information please e-mail questions or comments to:
(James Jobe: james.jobe@dot.state.fl.us or call 850-414-4448 )
Office Home: Office of Work Program
Contact Us

Employment

MyFlorida.com

Performance

Statement of Agency

Web Policies & Notices

Florida Department of Transportation

© 1996-2014 Florida Department of Transportation

Consistent, Predictable, Repeatable

http://www2.dot.state.fl.us/fmsupportapps/stipamendments/STIP.aspx?ft=C

5/4/2016

Lake-Sumter MPO Transportation Improvement Program - FY 2015/16 - 2019/20

4309752

LAKE-WEKIVA TRAIL

Non-SIS

Project Description:
Work Summary:

BIKE PATH/TRAIL

Lead Agency:

FROM TREMAIN STREET

To:

TO CR 46

Length:

.000

Phase

Fund
Source

2015/16

2016/17

2017/18

2018/19

2019/20

Total

PE

TALT

505,000

0

0

0

0

505,000

505,000

0

0

0

0

505,000

Total

Prior Year Cost:
Future Year Cost:
Total Project Cost:
LRTP:

Managed by FDOT

From:

0
0
505,000
pg.58

TIP FY 2015/16 - 2019/20 APPROVED JUNE 10, 2015 [Amended
April 27, 2016]
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4309753

LAKE-WEKIVA TRAIL

Non-SIS

Project Description:
Work Summary:

BIKE PATH/TRAIL

Lead Agency:

FROM CR 46

To:

TO HOGIN STREET

Length:

.000

Phase

Fund
Source

2015/16

2016/17

2017/18

2018/19

2019/20

Total

PE

TALT

155,000

0

0

0

0

155,000

155,000

0

0

0

0

155,000

Total

Prior Year Cost:
Future Year Cost:
Total Project Cost:
LRTP:

City of Mount Dora

From:

0
0
155,000
pg.58

TIP FY 2015/16 - 2019/20 APPROVED JUNE 10, 2015 [Amended
April 27, 2016]
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TABLE 3 - MPO AREA ALTERNATIVE TRANSPORTATION STRATEGIES

51

Program

Cost Feasible Elements | Transportation 2040

Funded
Phases

2021 2025

2026 2030

2031 2040

Unfunded
Phases

Funded
Phases

2021 2025

2026 2030

2031 2040

Unfunded
Phases

Funded
Phases

2021 2025

2026 2030

2031 2040

Unfunded
Phases

Funded
Phases

2021 2025

2026 2030

2031 2040

Unfunded
Phases

REGIONAL TRAILS PROGRAM
S-OA1
COMPLETE STREETS AND SIDEWALKS PROGRAM
S-OA2
SAFE SCHOOLS EMPHASIS PROGRAM
S-OA3
TRANSPORTATION SYSTEM MANAGEMENT AND OPERATIONS PROGRAM
S-OA4
INTELIGENT TRANSPORTATION SYSTEMS PROGRAM
SIDEWALK PROGRAM

TABLE 4 - MPO AREA TRANSIT (FEDERAL FUNDS)
Facility

Project

LAKE~SUMTER TRANSIT DEVELOPMENT PLAN

TABLE 5 - LAKE COUNTY LOCAL / IMPACT FEE /DEVELOPER FUNDED
Facility

Project

Total Needs
Cost
Estimate

LAKE COUNTY

LOCAL PROJECTS

$

282.90

LAKE COUNTY BRIDGES

LOCAL PROJECTS

$

6.00

TOTAL (COST ESTIMATE) $ 288.90

TABLE 6 - SUMTER COUNTY LOCAL / IMPACT FEE / DEVELOPER FUNDED
Facility

Project

Total Needs
Cost
Estimate

SUMTER COUNTY

LOCAL PROJECTS

$

113.70

SUMTER COUNTY BRIDGES

LOCAL PROJECTS

$

5.00

TOTAL (COST ESTIMATE) $ 118.70

$
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RIGHT OF WAY PROJECTS
TABLE 3
RANK

FM
NUMBER

PROJECT NAME

FROM

TO

SPONSOR/LOCA
TION

PROJECT DESCRIPTION

FUNDED
PHASE

FISCAL
YEAR

REQUEST FOR
NEW FUNDING

COST
ESTIMATE

1

4309752

WEKIVA TRAIL SEGMENT 1

TREMAIN STREET

CR 437

MD, LC

MIXED USE TRAIL

PE

2015/16

ROW 2016/17

$5 M

2

4309753

WEKIVA TRAIL SEGMENT 2

CR 437

RED TAIL BLVD

LC

MIXED USE TRAIL

PE

2015/16

ROW 2016/17

$1 M

3

4270561

SR 50/ SOUTH LAKE TRAIL, PHASE
3B & 3C

CR 565 (VILLA CITY RD)

SILVER EAGLE RD

FDOT

REALIGNMENT

PD&E
PE

2014/15

ROW 2015/16

$4.4 M

4

4301321

SR 35 (US 301)

C-470 (W)

SR 44

FDOT

WIDEN TO 4 LANES

PD&E
PE

2013/14
2016/17

ROW 2018/19

TBD

5

4354761

CR 514 INTERCHANGE

@ I-75

FDOT

NEW INTERCHANGE

PD&E
PE

2015/16
2016/17

ROW

TBD

6

2383191

SR 19

CR 561

CR 48

FDOT

WIDEN TO 4 LANES

PD&E PE

2011/12
2013/14

ROW

TBD

7

4355411

CITRUS GROVE ROAD (PHASE 1)

GRASSY LAKE RD

N HANCOCK RD

LC

WIDEN TO 4 LANES

PE

2014/15

ROW

$10 M

8

4355411

CITRUS GROVE ROAD (PHASE 2)

US 27

GRASSY LAKE RD

LC

WIDEN TO 4 LANES

PE

2014/15

ROW

$10.2 M

9

4302531

CR 466A (PHASE 3)

CUTOFF ROAD

SUNNY COURT

LC

WIDEN TO 4 LANES

PE

2010/11

ROW

$4 M

10

-

HARTWOOD MARSH RD

SR 25 (US 27)

HANCOCK RD

LC

WIDEN TO 4 LANES

PE

2013/14

ROW

$2 M

11

-

SOUTH LAKE TRAIL, PHASE 4

VILLA CITY ROAD

VAN FLEET TRAIL

MAS, LC

MIXED USE TRAIL

PE

2014/15

ROW

12

4349121

C-470

SR 93 (I-75)

SR 91 (FL TPK)

FDOT

WIDEN TO 4 LANES

PD&E
PE

2014/15
2019/20

ROW

TBD

13

-

SR 91 (FL TPK)

ORANGE CO LINE

SR 25 (US 27) (N)

FTE

WIDEN TO 8 LANES

PE

-

ROW

TBD

14

-

SR 91 (FL TPK)

CR 470

SR 25 (US 27) (N)

FTE

WIDEN TO 8 LANES

PE

-

ROW

TBD

15

-

SR 91 (FL TPK)

SR 35 (US 301)

CR 470

FTE

WIDEN TO 8 LANES

PE

-

ROW

TBD
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PROJECTS FUNDED THROUGH CONSTRUCTION/COMPLETION IN FUTURE YEARS
TABLE 1
2426263

SR 93 (I-75)

CR 470

SR 91 (FL TPK) / SR 44

SPONSOR/LOCA
TION
FDOT

4336731

TAV-LEE TRAIL EXT

WOOTON PARK

N OF SINCLAIR AVE/RUBY ST

TAV

MIXED USE TRAIL

CST

2016/17

2382756
2382754
2382753

SR 429 WEKIVA PARKWAY SEG 4B
SR 46 REALIGNMENT
SR 46/WEKIVA PARKWAY SEG 3A

ORANGE CO LINE
E OF ROUND LAKE RD
EAST OF POND ROAD

W OF OLD MCDONALD RD
ORANGE COUNTY LINE
EAST OF ROUND LAKE RD

N/A
N/A
N/A

BELTWAY / NEW ROAD CONSTR
REALIGNMENT
ADD LANES AND RECONSTRUCT

CST
CST
CST

2014
2014
2017

2382752

SR 46/US 441 WEKIVA PKWY SEG 3B

WEST OF US 441

EAST OF POND RD

N/A

ADD LANES AND RECONSTRUCT

CST

2017

$50 M

2382757
2382758
4309754

SR 429/46 WEKIVA PKWY SEG 6
CR 46A REALIGNMENT W.P. SEG 5
WEKIVA TRAIL SEGMENT 3

W OF OLD MCDONALD RD
SR 46
RED TAIL BLVD

E OF WEKIVA RIVER RD
N OF ARUNDEL WAY
WEKIVA RIVER

N/A
N/A
LC

CST
CST
CST

2017
2017
2016/17

$244 M
$14 M

4299441

C-475

C-470

CR 542

SC

BELTWAY / NEW ROAD CONSTR
NEW ROAD CONSTR
MIXED USE TRAIL
M&R, ADD PAVED SHOULDERS,
REPLACE BRIDGE

CST

2016/17

FM NUMBER

PROJECT NAME

2404182

SR 48

4296061
2383192

CR 455 / CR 561
SR 19 LITTLE LAKE HARRIS BRIDGE

4325271

SR 19

FROM

E OF SR 93 (I-75) RAMPS

TO

CR 475 (MAIN ST)

CR 450 (W) -OCALA
ST/BULLDOG LN

FDOT

PROJECT DESCRIPTION
WIDEN TO 6 LANES

FUNDED FISCAL
PHASE
YEAR
DSB
2015/16

WIDEN TO 4 LANES

CST

2015/16

LC
FDOT

REPLACE BRIDGE

CST
CST

2013/14
2016/17

LC

INTERSECTION IMPROVEMENT

CST

-

REQUEST FOR
NEW FUNDING
ADVANCE TO
2015/16

COST
ESTIMATE
$58.8 M
$660 K
$3.285 M
$3 M
$13.6 M

$3.263 M
ADVANCE TO
2015/16

$10.1 M
$315 K
$47 M
$315 K

N/A

SR 91(FL TPK)

AT C-468

SC

NEW 1/2 INTERCHANGE

2383955

SR 500/US 441
WEKIVA TRAIL SEGMENT 4
NEIGHBORHOOD LAKES

LAKE ELLA RD

AVENIDA CENTRAL

FDOT

WIDEN TO 6 LANES

CST

2014/15

DEVELOPER
FUNDED
DEVELOPER
FUNDED
DEVELOPER
FUNDED
$32 M

SR 46

LAKE/ORANGE COUNTY LINE

LC

MIXED USE TRAIL

CST

2017/18

$2.3 M

434701-1

C-476

HERNANDO COUNTY LINE

US 301

SC

CST

2015/15

$310 K

4302532

CR 466A (PHASE 1)

SUNNY COURT

SR 25/500 (US 27/441)

LC

CST

2014/15

$5.1 M

4347001

C-48

CITRUS COUNTY LINE

CR 616

SC

N/A

C-468

SR 91 (FL TPK)

CR 505

SC

WIDEN TO 4 LANES

CST

2013/14

N/A

C-462

US 301

C-466A

SC

WIDEN 2 TO 3 LANES

CST

2013/14

4309755

4284431
4061101
2384221
4369351
4336701
4344221
4363651
4368521
4354931
4354951
4354961

C-466W
CR 209
US 301
SR 93 (I-75)
AT SR 91 (FL TPK)
SR 25 (US 27)
N OF BOGGY MARSH RD
N OF LAKE LOUISA RD
HIGHLAND STREET SIDEWALK
HIGHLAND STREET
SAFETY PROJECT
C-673
SR 93 (I-75)
0.8 MILES W OF SR 35 (US 301)
PICCIOLA ROAD
DOGWOOD RD
1200 FT SOUTH OF TWIN PALMS
INTELLIGENT TRANSPORTATION SYSTEMS (ITS) MASTER PLAN DEVELOPMENT
TAVARES SEAPLANE BASE
WEST STREET
SR 48
CR 476
BATTLEFIELD PKW
CR 476
SR 48
SR 48 (EAST BELT AVE)
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LIST OF PRIORITY PROJECTS 2020/2021-2034/35
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MAIN ST

US 301

CST

2014/15

$3 M

SC
FDOT/TP
FDOT

AUDIBLE & REFLECTIVE PAVEMENT
MARKINGS
WIDEN TO 4 LANES
5' PAVED SHOULDERS, SIGNAGE,
HFST
WIDEN 2 TO 3 LANES
INTERCHANGE IMP
WIDEN TO 6 LANES

CST
DSB
CST

2014/15
2017/18
2015/16

$1.6 M

MD

SIDEWALK

CST

2018/19

$1.1M

SC,BUSH
LC
SC
TAV
BUSH
BUSH

WIDEN LANES AND PAVE SHOULDERS
SAFETY PROJECT
DEVELOP ITS ARCHITECTURE AND
MASTER PLAN
RESURFACING
RESURFACING

CST
CST
STUDY
STUDY
CST
CST

2016/16
2016/17
2015/16
2014/15
2017/18
2017/18

$2.032 M
$256 K
$100 K
$75 K
$197 K
$197 K

BUSH

RESURFACING

CST

2017/18

$39 M

ADVANCE TO
2015/16

$127 K
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ATTACHMENT C
AGENCY CORRESPONDENCE AND FINDINGS

October 14, 2016

Mr. Joseph Sullivan
Environmental Specialist
Federal Highway Administration
3500 Financial Plaza, Suite 400
Tallahassee, FL 32312
Ref:

Proposed Lake Wekiva Trail Study
Lake County, Florida

Dear Mr. Sullivan:
The Advisory Council on Historic Preservation (ACHP) has received your notification and supporting
documentation regarding the adverse effects of the referenced undertaking on a property or properties listed
or eligible for listing in the National Register of Historic Places. Based upon the information provided, we
have concluded that Appendix A, Criteria for Council Involvement in Reviewing Individual Section 106
Cases, of our regulations, “Protection of Historic Properties” (36 CFR Part 800), does not apply to this
undertaking. Accordingly, we do not believe that our participation in the consultation to resolve adverse
effects is needed. However, if we receive a request for participation from the State Historic Preservation
Officer (SHPO), Tribal Historic Preservation Officer (THPO), affected Indian tribe, a consulting party, or
other party, we may reconsider this decision. Additionally, should circumstances change, and it is determined
that our participation is needed to conclude the consultation process, please notify us.
Pursuant to 36 CFR §800.6(b)(1)(iv), you will need to file the final Memorandum of Agreement (MOA),
developed in consultation with the Florida State Historic Preservation Office (SHPO), and any other
consulting parties, and related documentation with the ACHP at the conclusion of the consultation process.
The filing of the MOA, and supporting documentation with the ACHP is required in order to complete the
requirements of Section 106 of the National Historic Preservation Act.
Thank you for providing us with the notification of adverse effect. If you have any questions or require
further assistance, please contact Christopher Wilson at 202-517- 0229 or via e-mail at cwilson@achp.gov.
Sincerely,

LaShavio Johnson
Historic Preservation Technician
Office of Federal Agency Programs

Reserved for Final Signed MOA
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Section 1.0
Executive Summary
1.1 Project Description
The Lake-Sumter Metropolitan Planning Organization (LSMPO) is preparing the
necessary technical documents to support the approval of a Type II Minor
Categorical Exclusion (MiCE) by the Florida Department of Transportation (FDOT)
for Segment 1 and Segment 2 of the Wekiva Trail in Lake County.
The design and construction of the Wekiva Trail is divided into four segments.
Segment 1 is from Tremain Street in Mount Dora to State Road (SR) 46 in Sorrento,
a distance of approximately 5.5 miles. Segment 2 is from SR 46 in Sorrento to Hojin
Street in Sorrento, a distance of approximately 3.0 miles. Segment 3 is from Hojin
Street in Sorrento to the Wekiva River, a distance of approximately 6.5 miles. The
Wekiva Trail also includes a fourth segment which is called the Neighborhood Lakes
Trail and will connect the Wekiva Trail starting at SR 46 to the future West Orange
Trail in Kelly Park, a distance of approximately 6.3 miles.
The limits of this Project Development & Environment (PD&E) Study include
Segment 1 and Segment 2. Segment 3 is currently scheduled for design and
construction as part of the Wekiva Parkway. Segment 4 is funded for design and
construction as a separate project. The Project Location Map is shown in Figure 11. The intent of the study is to conduct an analysis of social, physical, and
environmental impacts associated with the construction of a 12 to 14-foot-wide
paved multi-use regional trail.
This report documents the formation of an engineering design concept that reflects
and is consistent with federal, state, and local goals and objectives for the proposed
project. It provides the information necessary to confirm the project need,
documents the evaluation of proposed alternatives, and includes preliminary concept
plans and cost estimates for the preferred alternative.
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1.2 Project Need
The Wekiva Trail is a planned 15-mile, paved multi-use trail that will provide
residents, hikers, cyclists, and nature enthusiasts with a regional connection
between Lake, Seminole, and Orange counties. The proposed Wekiva Trail
ultimately provides a gateway to the shops, restaurants, and cultural destinations of
the City of Mount Dora and communities of Mt. Plymouth and Sorrento. The Wekiva
Trail will connect existing regional neighborhoods to thousands of acres of
preservation land and natural areas, such as Rock Springs Run, Wekiwa Springs
State Park, and Kelly Park.
The proposed Wekiva Trail will provide a critical connection between the Lake
County Trails Network and the Seminole-Wekiva, West Orange, Coast to Coast
Connector, Heart of Florida Loop and Florida Scenic trails. To the west, Lake
County plans to extend the Tav-Dora Trail from the City of Clermont to the Tremain
Street Trailhead in Mount Dora. To the east, the proposed Wekiva Trail will connect
with Seminole County’s Seminole-Wekiva Trail just east of the Wekiva River. To the
south, Orange County plans to extend the West Orange Trail north of its current
terminus in Apopka to the Orange/Lake County line with a connection through Kelly
Park. This trail network will also provide alternative transportation routes for east
Lake County and connect neighborhoods to schools, parks, and retail destinations.
The socio-economic demand is demonstrated by the inclusion of the Wekiva Trail as
a regional trail in the planning documents of Lake County, LSMPO, Orange County,
and the City of Mount Dora. The proposed Wekiva Trail is consistent with the
LSMPO 2035 Long Range Transportation Plan (LRTP) Cost Feasible Plan. Table 5
(Cost Feasible Plan Projects) on page 58 of the LRTP references bicycle and
pedestrian improvements to be determined by the Lake County Trails Master Plan.
The Wekiva Trail is included in the total cost for these improvements. The Wekiva
Trail is also shown on Map 5 (Bicycle and Pedestrian Needs Plan) on page 47 of the
LRTP.

1.3 Preferred Alternative
Within Segment 1 and Segment 2 (the limits of this project), Wekiva Trail is a new
trail proposed to occupy a new alignment. Alternative corridors were developed and
evaluated for Segment 1 and Segment 2. The preferred alternative for Segment 1
and Segment 2 is shown in Figure 1-2A and Figure 1-2B. Within the limits of
Segment 1, the preferred alternative is referred to as alternative trail
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corridor (ATC) 1-1 and proposes to construct a shared-use path utilizing the existing
railroad right-of-way and bridges. Within the limits of Segment 2, the preferred
alternative is referred to as ATC 2-2B. Beginning at SR 46, ATC 2-2B, would follow
the railroad grade east, which would avoid utility pole conflicts. Approximately 1,400
feet west of County Road (CR) 437, ATC 2-2B would turn north for approximately
300 feet until it reached a north-south platted County road right-of-way located at the
western terminus of Strawberry Avenue. This County right-of-way is shown as 5th
Street on County maps.
At 5th Street, ATC 2-2B would continue north for 400 feet until it reached an eastwest platted County road right-of-way. Turning east, ATC 2-2B would follow the
platted roadway right-of-way to CR 437. At CR 437, ATC 2-2B would turn north and
follow CR 437 on the west side until it reached Wallick Road. At Wallick Road, ATC
2-2B would turn east and utilize the existing concrete trail located on the north side
and adjacent to Wallick Road. ATC 2-2B would continue east, utilizing the concrete
trail along Wallick Road, until it connected to the future trailhead at East Lake Park.
East of the future trailhead located at East Lake Park, ATC 2-2B would continue to
utilize the existing concrete trail along Wallick Road until it reached the end of
Wallick Road. Past the end of Wallick Road, ATC 2-2B would continue east along
the southern boundary of a large undeveloped parcel until it reached the property
owned by the City of Eustis Water Treatment Plant. ATC 2-2B would then turn south
and be located adjacent to but just west of the City of Eustis property and continue
south until it reached the east-west section of Niles Street. When ATC 2-1 has
reached the east-west section of Niles Street, it would be located adjacent to the
south side of Niles Street and continue east until it reached the north-south section
of Niles Street. Crossing the road, ATC 2-1 would continue east along the north side
of Atlantic Avenue until it reached Red Tail Boulevard. At Red Tail Boulevard, the
trail would bend toward SR 46 and then continue east adjacent to the north side of
SR 46 until it reached Hojin Street and the end of Segment 2.
Detailed discussion of the preferred alternative may be found in Section 5 of this
report. The Preliminary Concept Plans for Segment 1 and Segment 2 are included
in Appendix A. The estimated design and construction costs for Segment 1 and
Segment 2 of the Wekiva Trail are shown in Table 1-1 and Table 1-2.
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Table 1-1 – Segment 1 Estimated Design and Construction Costs
Estimated Costs

5.53 Miles
Construction
Design (12%)

$5,155,196
1

$750,000

Right‐of‐Way Survey and Mapping2

$1,217,207

CEI (15%)

$773,279
Total

$7,895,683

1 Design Costs provided by Lake County Public Works
2 Right‐of‐Way Surveying and Mapping estimated at $220,000 per mile.

Table 1-2 – Segment 2 Estimated Design and Construction Costs
Estimated Costs

2.96 Miles
Construction
Design (12%)

$1,504,427
1

$300,000

Right‐of‐Way Survey and Mapping2

$651,200

CEI (15%)

$225,664

Total

$2,681,291

1 Design Costs provided by Lake County Public Works
2 Right‐of‐Way Surveying and Mapping estimated at $220,000 per mile.

1.4 Commitments
The following commitments are included for Segment 1 and Segment 2 of the
Wekiva Trail.
Historic Sites / Districts
As stipulated in the Section 106 MOA between SHPO, FHWA, and FDOT the
following commitments are included:
I.

Design and Construction of the Project
A.

The project shall be constructed in the existing alignment of the
SCLRR. There will be no changes to the project as proposed in the
Section 106 Report (April 2016) without consultation with the FHWA
and the SHPO, pursuant to Stipulation VIII.D.
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B.

A project Design and Aesthetics Committee will be established to
continue consultation with locally interested parties, which may include
local preservation staff and any consulting parties with an interest in
preservation, FHWA, and the SHPO, to provide input on the design of
interpretive displays, re-use of historic elements, and design of the
SCLRR US 441 Bridge and Tremain Street Bridge.

C.

Should there be any substantive alterations to the project design that
could result in adverse effects to historic resources not addressed in
this Agreement, FDOT shall notify FHWA who will notify the SHPO of
these alterations and provide the SHPO with an opportunity to review
and comment on the alterations.

Documentation of the Seaboard Coast Line Railroad

A. Prior to the salvage of the engineering elements and modification to the
railroad corridor and bridges, the following documentation of the SCLRR
(FMSF No. 8LA2957), SCLRR US 441 Bridge (FMSF No. 8LA4481), and
Tremain Street Bridge (8LA4384) will be performed in accordance with
Level II Historic American Engineering Record (HAER) standards:
1. Drawings – Select drawings of the existing railway and bridge plans,
as available, scanned and provided in an acceptable digital format
(i.e., jpg files).
2. Photographs – Photographs with large-format negatives of context and
views from all sides of the railway, and the two bridges including the
bridge approaches, roadway and deck views, and noteworthy features
and details including existing railway items found along the railway
corridor. All negatives and prints will be processed to meet archival
standards.
3. Written Data – Report with narrative description of the railway and
bridges, summary of significance, and historical context (primarily
derived from the Cultural Resource Assessment Survey – Cultural
Resource Assessment Survey of a Portion of the Lake Wekiva Trail
Project Development and Environment Study (December 24, 2012)
and Cultural Resource Assessment Survey Addendum for the Wekiva
Trail Segment 2 (Alternative 2B) Project (November 2, 2015).

B. FDOT will provide all copies of the documentation completed in
accordance with Stipulation II.A for review and distribution. Construction
shall not commence until all documentation has been approved by the
parties listed below. FDOT will submit the documentation to the parties as
follows:
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1. An archival copy to the U.S. Department of Interior, National Park
Service Southeast Regional Office for review and approval prior to
removal of the railway elements, per HAER guidelines; and
2. An electronic digital copy to FHWA; and
3. An archival copy and an electronic digital copy to the SHPO for
inclusion in the Florida Archives and the FMSF; and
4. A non-archival copy to the Mount Dora Historic Preservation Board.
III.

Salvage and Reuse of Existing Railroad Elements
A. Representative, significant engineering elements from the SCLRR will be
identified and salvaged. These elements may be incorporated into the
design interpretive displays, left in place within the trail corridor, or
displayed in accordance with paragraph C of this Section.
The
identification and reuse of these historic elements will be determined in
coordination with the project Design and Aesthetics Committee, which
includes FHWA and SHPO, per Section I.B of the Stipulations of this
document. Construction may begin upon final acceptance of the Design
and Aesthetics Committee.
B. The railroad elements identified for salvage will be removed in a manner
that minimizes damage and stored in an area protected from human and
natural damage until elements can be reused on the trail project or
elsewhere displayed in accordance with paragraph C of this Section. Any
restoration of railroad elements identified for salvage shall be completed
in accordance with Secretary of the Interior (SOI) standards in
consultation with SHPO.
C. If during construction it is determined that the existing railroad elements
identified by the Design and Aesthetics Committee are not salvageable for
reuse into the design of the new trail project, selected intact elements will
be salvaged for display in a location identified by the Mount Dora Historic
Preservation Board and within the vicinity of the trail project.
D. Any railroad element identified by the Design and Aesthetics Committee
to be salvaged shall be coordinated with FCRR prior to removal of rail
elements as indicated in an MOA signed by FCRR, Lake County and the
City of Mount Dora that was executed on November 30, 2012. If any of
the identified elements cannot be salvaged or reused, the Design and
Aesthetics Committee will reconvene to determine an alternative
mitigation path.
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Public Education
Information regarding the SCLRR suitable for inclusion in interpretive displays
to be located along a public trail corridor will be developed. This information
will provide a historical account of the railroad to educate the public on its
history. The educational interpretive displays will be designed to reasonably
withstand exposure to prolonged normal local weather conditions. The
number and content of the panels will be determined by the Design and
Aesthetics Committee.

V.

Archaeological Monitoring/Discoveries
FDOT, in consultation with the FHWA and the SHPO, will ensure efforts to
avoid, minimize, or mitigate adverse effects to any significant archaeological
resources inadvertently discovered during the Project are addressed in
accordance with 36 CFR 800.13(b). All records resulting from archaeological
discoveries shall be handled in accordance with 36 CFR 79 and shall be
submitted to the SHPO.

VI.

Maintenance
The proposed trail facility and associated salvaged railroad elements,
educational interpretive displays and other mitigative elements shall be
maintained by the City of Mount Dora as per the terms of a Maintenance
Agreement between the City of Mount Dora and Lake County. If this
Maintenance Agreement is not executed by June 1, 2017, this MOA shall be
amended in accordance with Stipulation VIII E.

VII.

Professional Qualifications
All architectural history work carried out pursuant to this Agreement shall be
conducted by, or under the direct supervision of, a person or persons meeting
the Secretary of the Interior’s Professional Qualifications Standards for
Architectural History (48 FR 44738-9); and all archaeological work carried out
pursuant to this Agreement shall be conducted by, or under the direct
supervision of, a person or persons meeting the Secretary of the Interior’s
Professional Qualifications Standards for Archaeology (48 FR 44738-9).

VIII.

Administrative Stipulations
A. Should any signatory party to this Agreement object in writing to FHWA
regarding any action carried out or proposed with respect to the
undertaking or implementation of the Agreement, FHWA shall consult with
the objecting party to resolve the objection. If after initiating such
consultation FHWA determines that the objection cannot be resolved
through consultation, FHWA shall forward all documentation relevant to
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the objection to the Advisory Council on Historic Preservation (ACHP),
including FHWA’s proposed response to the objection. Within 30 days
after receipt of all pertinent documentation, the ACHP shall exercise one
of the following options:
1. Provide FHWA with written concurrence of the agency’s proposed
response to the objection, whereupon FHWA will respond to the
objection accordingly;
2. Provide FHWA with recommendations, which the agency will take into
account in reaching a final decision regarding its response to the
objection; or
3. Notify FHWA that the objection will be referred for comment pursuant
to 36 CFR Part 800, and proceed to refer the objection and comment.
FHWA shall take the resulting comment into account in accordance
with 36 CFR Part 800 and Section 110 (1) of the NHPA.
B. Should the ACHP not exercise one of the above options within 30 days
after receipt of all pertinent documentation, FHWA will assume the
ACHP’s concurrence in its proposed response to the objection and will
respond to the objection accordingly.
Any recommendation or
comment provided by the ACHP will be understood to pertain only to the
subject of the dispute.
C. If the terms of this Agreement have not been implemented within 20 years
of the effective date of this Agreement as stipulated in Section VIII.E, this
Agreement will be considered null and void. In such event, FHWA will so
notify the signatories to this Agreement, and if they choose to continue
with the undertaking, the FHWA shall reinitiate review of the undertaking
in accordance with 36 CFR Part 800.
D. Any signatory party to this Agreement may request that it be amended,
whereupon the signatory parties will consult in accordance with 36 CFR
Part 800.6 to consider such an amendment. All parties must signify their
acceptance of the proposed changes to the Agreement in writing within 30
days of their receipt. This Agreement shall only be amended by a written
instrument executed by all the parties. The amendment will be effective
on the date of signature of the last party to sign the amendment. When
no consensus can be reached, the Agreement will be terminated.
E. The effective date of this Agreement will be the date of the last signature.
The signatory parties agree this Agreement shall continue in full force until
it is amended or terminated, as provided in Stipulations VIII.D and VIII.C,
respectively
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Wildlife and Habitat


Prior to construction, all potential gopher tortoise habitat that could be
affected by the project will be systematically surveyed according to the
current guidelines published by the Florida Fish and Wildlife Conservation
Commission (FWC). For burrows which cannot be avoided, a permit will be
obtained from the FWC for the relocation of gopher tortoises and
commensals, and relocation will be performed at a time as close as
practicable to the start of the construction activities at the site of the burrows.



During the construction phase of the project, Standard Protection Measures
for the Eastern Indigo Snake, which is a document by the USFWS that
specifies education of the construction contractor concerning avoidance of
the indigo snakes, will be implemented.

Other


A Level 2 Contamination Impact Assessment will be conducted during the
design phase.
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Section 2.0
Existing Planned and Regional Trail System
2.1 Planning Documents
The Wekiva Trail is included in the Lake County Trails Master Plan and the Mount
Dora Trails Master Plan. The proposed Wekiva Trail is consistent with the LSMPO
2035 LRTP Cost Feasible Plan. Table 5 (Cost Feasible Plan Projects). The Wekiva
Trail is also shown on Map 5 (Bicycle and Pedestrian Needs Plan) on page 47 of the
LRTP.

2.2 Existing and Planned Regional Trail System
The design and construction of the Wekiva Trail is divided into four segments.
Segment 1 is from Tremain Street in Mount Dora to SR 46 in Sorrento for a distance
of approximately 5.5 miles. Segment 2 is from SR 46 in Sorrento to Hojin Street in
Sorrento, a distance of approximately 3.0 miles. Segment 3 is from Hojin Street in
Sorrento to the Wekiva River, a distance of approximately 6.5 miles. The Wekiva
Trail also includes a fourth segment which is called the Neighborhood Lakes Trail
and will connect the Wekiva Trail starting at SR 46 to the future West Orange Trail in
Kelly Park, a distance of approximately 6.3 miles. The limits of this PD&E Study
include Segment 1 and Segment 2. Figure 2-1 shows the four segments of the
Wekiva Trail from Mount Dora to Seminole County and from SR 46 to Orange
County.
The evaluation of Segments 1 and 2 are included in this project. Segment 3 is
currently scheduled for design and construction as part of the Wekiva Parkway.
Segment 4 is funded for design and construction as a separate project.
The proposed Wekiva Trail will connect to several regional trails. To the east, the
Tav-Dora Trail connects Tavares to Mount Dora. To the west, the Seminole-Wekiva
Trail is an existing trail that crosses Seminole County and provides connections
between the communities near the Wekiva River and Lake Mary. Ultimately, the
Seminole-Wekiva Trail connects to the Cross Seminole Trail that extends to east
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Seminole County. Seminole County has plans to extend the Seminole-Wekiva Trail
across the Wekiva River to meet the Wekiva Trail. This is currently being designed
as part of the Wekiva Parkway. To the south, the West Orange Trail is an existing
trail that provides a connection between Apopka and the east Orange County cities
of Ocoee and Winter Garden. Travelling south, the West Orange Trail ultimately
connects to the South Lake Trail in Minneola and then continues west until it reaches
Groveland in Lake County. Orange County plans to extend the West Orange Trail
north to Kelly Park.
The Heart of Florida Loop and the Coast to Coast Connector both utilize the existing
and planned trails in Lake, Orange, and Seminole counties to provide regional and
state-wide connectivity. The existing and planned Heart of Florida Loop and Coast
to Coast trails are shown in relationship to the Wekiva Trail in the Regional Trail
Network map shown as Figure 2-2.
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Section 3.0
Design Standards
3.1 Design Standards
The design standards for the Wekiva Trail were developed utilizing the following
sources:



Florida Department of Transportation, Plans Preparation Manual; Volume 1,
Chapter 8 (revised January 1, 2016)
American Association of State Highway and Transportation Officials
(AASHTO), Guide for the Development of Bicycles Facilities (2012 Fourth
Edition)

The design standards for the Wekiva Trail are summarized in Table 3-1.

Table 3-1 – Design Criteria for Wekiva Trail
Design Element
Design Speed

Paved Width

Horizontal
Clearance to
Obstacles
Minimum
Separation from
Roadway
(distance to edge
of shoulder)
Vertical Clearance

Shoulder Width

Rural

Urban

Desirable

20 mph

20 mph

FDOT PPM Section 8.6.7

With Constraints

Walking
Speed

Walking
Speed

AASHTO 5.2.4

Desirable

14 ft.

12 ft.

FDOT PPM Section 8.6.2

Minimum

10 ft.

10 ft.

FDOT PPM Section 8.6.2

With Constraints

8 ft.

8 ft.

AASHTO 5.2.1

Desirable

4 ft.

4 ft.

FDOT PPM Section 8.6.5

Minimum

2 ft.

2 ft.

AASHTO 5.2.1

Minimum (with drop off)

5 ft.

5 ft.

AASHTO 5.2.1

Desirable

Outside Clear
Zone

Outside Clear
Zone

Minimum

5 ft.

5 ft.

AASHTO 5.2.2

Desirable

10 ft.

10 ft.

FDOT PPM Section 8.6.6

Minimum

8 ft.

8 ft.

(Grassed)

2 ft.

2 ft.
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Rural

Urban

Desirable

110 ft.

110 ft.

Minimum (with proper
signing)

74 ft. (27 ft.)

74 ft. (27 ft.)

Desirable

< 5%

< 5%

FDOT PPM Section 8.6.4

Maximum (with
restricted lengths)

11%

11%

FDOT PPM Section 8.6.4

Maximum Grade
Change without
V.C.

20 mph

3.00%

3.00%

FDOT PPM Section 8.6.9
(Formula)

Minimum base
clearance

above design high water
elevation

1 ft.

1 ft.

Pavement cross
slope

Desirable

0.01

0.01

Based on construction
tolerances with a max
cross slope of 0.02.

Max

0.02

0.02

FDOT PPM Section 8.6.3

Horizontal Curve
Radius

Profile Grade
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Section 4.0
Alternative Corridors Analysis
4.1 Alternative Corridors Analysis
Within the limits of this PD&E Study, Wekiva Trail is a new trail proposed to occupy a
new alignment. The evaluation of alternative corridors was divided into two
segments. Segment 1 is from Tremain Street in Mount Dora to SR 46 in Sorrento, a
distance of approximately 5.5 miles. Segment 2 is from SR 46 to Hojin Street in
Sorrento, a distance of approximately 3.0 miles.
The Lake County Trails Master Plan identified the existing railroad corridor as the
location of the planned trail. This existing railroad corridor is owned by CSX and
operates under lease to the Florida Central Railroad (FCR). The railroad is as an
active railroad from Tremain Street to just west of CR 437. From just west of CR
437 to Hojin Street, the railroad has been abandoned and individual property owners
have acquired and developed most of the historic railroad parcels to various extents.
Within Segment 1, the railroad corridor between Tremain Street and US 441 has
been determined to be eligible for listing in the National Register of Historic Places
(NRHP). Construction of a shared-use path on this section of the railroad was
determined to constitute an adverse effect to the historic resource and, therefore,
alternative corridors were evaluated which sought to avoid and minimize these
impacts.
Within Segment 2, much of the historic railroad grade has been re-developed.
Because the historic railroad grade is no longer intact as a linear corridor and the
construction of a shared-use path along the historic railroad grade would impact
residences and businesses, alternative corridors were developed within Segment 2
that did not strictly use the historic railroad grade.
The alternatives evaluated for Segment 1 and Segment 2 of the Wekiva Trail are
shown in Figure 4-1A and Figure 4-1B. The evaluation considerations within
Segments 1 and 2 of the Wekiva Trail are based the unique context for each
segment and therefore have separate evaluations due to the differences in the
communities and environment they traverse.
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4.2 No-Build
The No-Build Alternative assumes that no shared-use paths are constructed within
the viable corridors. The No-Build remained viable throughout the study. The NoBuild Alternative does not meet the social and economic demand for shared-use
paths and is inconsistent with the City of Mount Dora and Lake County Trails master
plans. Further, the No-Build Alternative results in the foreseeable loss of the historic
railroad as an intact historic resource because the likelihood of ultimate
abandonment of the railroad. Currently, the FCR utilizes the portion of railroad east
of Tremain Street as storage. However, no active customers are located east of
Tremain Street and the track conditions are deteriorating. A relevant example
occurred within the limits of Segment 2 of this project where the historic railroad was
abandoned east of CR 437 and the historic value of the railroad was lost because
the adjacent properties acquired and developed most of the property.

4.3 Segment 1 – Alternative Trail Corridors Analysis
The limits of Segment 1 are from Tremain Street in Mount Dora to SR 46 in
Sorrento. The various alternatives that were evaluated for Segment 1 are shown in
Figure 4-1A and Figure 4-1B.

4.3.1

SEGMENT 1 – ALTERNATIVE TRAIL CORRIDOR 1-1

ATC 1-1 would follow the existing railroad grade from just west of Tremain Street to
SR 46 and the end of Segment 1. This alternative would remove the existing
railroad rails, regrade the existing embankment, and construct a 14-foot-wide paved
surface. Further, the historic railroad bridges would be modified and repurposed to
accommodate the construction of a shared-use path surface. ATC 1-1 is shown in
Figure 4-1A and Figure 4-1B.

4.3.2

SEGMENT 1 – ALTERNATIVE TRAIL CORRIDOR 1-2

ATC 1-2 would utilize a side path following local streets from the planned Tremain
Street Trailhead, which is located just north of the existing railroad bridge over
Tremain Street, to Round Lake Road and then it would follow the existing railroad
corridor from Round Lake Road to SR 46 in Sorrento.
Starting at the intersection of Charles Avenue and Tremain Street, ATC 1-2 would
improve and follow the existing trails within Grantham Point Park and Simpson Cove
Park south until it reached Liberty Avenue. At Liberty Avenue, ATC 1-2 would turn
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east along the south side of Liberty Avenue until it reached Grandview Street. At
Grandview Street, ATC 1-2 would turn north along the west side of Grandview Street
until it reached East 1st Avenue. At East 1stst Avenue, ATC 1-2 would turn east and
follow adjacent to the south side of East 1st Avenue until it approached the
interchange of US 441. At the interchange of US 441, ATC 1-2 would cross East 1st
Street at the signalized intersection. On the east side of US 441, East 1st Street
becomes SR 46. ATC 1-2 would cross US 441 on the north side of SR 46 and
continue east along the north side of SR 46 until it reached Round Lake Road. At
Round Lake Road, ATC 1-2 would cross SR 46 on the west side of Round Lake
Road and continue south until it reached the existing railroad grade. At the existing
railroad grade, ATC 1-2 would cross Round Lake Road and then follow the existing
railroad grade east until it reached SR 46 and the end of Segment 1. ATC 1-2 is
shown in Figure 4-1A.

4.3.3

SEGMENT 1 – ALTERNATIVE TRAIL CORRIDOR 1-3

ATC 1-3 would utilize a side path following local streets from the planned Tremain
Street Trailhead, which is located just north of the existing railroad bridge over
Tremain Street, to US 441 and then it would follow the existing railroad corridor from
US 441 to SR 46 in Sorrento.
Starting at the intersection of Charles Avenue and Tremain Street, ATC 1-3 would
improve and follow the existing trails within Grantham Point Park and Simpson Cove
Park south until it reached Liberty Avenue. At Liberty Avenue, ATC 1-3 would turn
east along the south side of Liberty Avenue until it reached Grandview Street. At
Grandview Street, ATC 1-3 would turn south along the west side of Grandview
Street until it reached Johns Street. At Johns Street, ATC 1-3 would turn east on the
south side of Johns Street and then south on the east side of Clayton Street until it
reached Robie Avenue. At Robie Avenue, ATC 1-3 would turn east along the north
side of Robie Avenue until it reached Highland Avenue. Where Robie Avenue
intersects with Highland Avenue, ATC 1-3 would cross Highland Avenue and then
cross to the south side of Robie Avenue. East of Highland Avenue, ATC 1-3 would
continue east on the south side of Robie Avenue until it reached US 441. A bridge
would be constructed for the trail to cross US 441. East of US 441, ATC 1-3 would
turn north within the US 441 right-of-way and then turn east along the existing
railroad grade. Following the existing railroad grade, ATC 1-3 would continue east
until it reached SR 46 and the end of Segment 1. ATC 1-3 is shown in Figure 4-1A.
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4.4 Segment 1 – Alternative Trail Corridors Evaluation
ATC 1-1 utilizes the existing railroad grade as a stand-alone shared-use path. Both
ATC 1-2 and ATC 1-3 require the construction of side paths along existing State,
County, and City roadways.

4.4.1

SEGMENT 1 – ALTERNATIVE TRAIL CORRIDOR EVALUATION
CRITERIA

Alternative trail corridors within Segment 1 were evaluated based on a range of
criteria. Criteria included right-of-way and utility impacts, engineering factors, and
cultural resource impacts.
4.4.1.1

Right-of-Way and Utility Impacts

The existing roadway right-of-way proposed in ATC 1-2 and ATC 1-3 is not wide
enough to accommodate the construction of a side path and, therefore, additional
right-of-way would be needed. The necessary right-of-way to construct the trail
would be acquired from 34 residences, two churches, and three retail properties for
ATC 1-2 and 32 residences, one golf course, and two commercial properties for ATC
1-3. Additionally, the construction of a side path would require relocation of
numerous utilities for ATC 1-2 and ATC 1-3.
ATC 1-1 utilizes the existing railroad grade and right-of-way acquisition will be limited
to the railroad corridor. Very minor utility relocations are anticipated.
4.4.1.2

Engineering Factors

Table 4-3 shows the number and types of at-grade vehicular crossings of the trail
that would be required for each alternative trail corridor.
Driveway and roadway crossings of a shared-use path require interaction between
non-motorized and motorized vehicles. The interaction of shared-use path users and
motorized vehicles is characterized as a conflict point. While this interaction is an
acceptable operating characteristic for shared-use paths, the frequency and type of
driveways and crossings is a key determinate of the safety and user comfort for the
shared-use path. The higher the number of driveway and roadway crossings, the
less desirable a shared-use path becomes from a safety and user experience
perspective.
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Table 4-1 – Alternative Trail Corridor Analysis – Trail Crossings
Alternative
At‐Grade Crossing Type

ATC 1‐1

ATC 1‐2

ATC 1‐3

MB

SP

MB

SP

MB

SP

Arterial Roadways

1

0

1

4

1

0

Collector Roadways

0

0

0

2

0

2

Local Streets

6

2

3

18

3

7

Commercial Driveways

1

0

0

9

0

7

Residential Driveways

0

5

0

36

0

37

Totals

8

7

4

69

4

53

MB – Mid Block Crossing (outside the operational influence of a vehicular intersection)
SP – Side Path Crossing (within the operation influence of a vehicular intersection)

In addition to the number of driveway and roadway crossings, the type of crossing is
also important. Side paths are shared-use paths that are located adjacent or very
near a parallel roadway. Generally, when compared with stand-alone shared-use
paths on a separated right-of-way, side paths are not preferable for safety, user
comfort, and aesthetic desirability. Although side paths are a permissible approach
within the Lake County and City of Mount Dora trails master plans, there are
documented safety concerns and operational conflicts associated with them. These
safety concerns and operational conflicts are documented in the American
Association of State Highway and Transportation Officials (AASHTO) Guide for the
Development of Bicycle Facilities (2012) and include safety risks associated with the
close proximity to the vehicular operations associated with side-street intersections.
ATC 1-1 would require 15 driveway and roadway crossings and does not include any
side-path facilities. ATC 1-2 would require 73 driveway and roadway crossings and
includes approximately 3.36 miles of side-path facilities. ATC 1-3 would require 57
driveway and roadway crossings and includes approximately 1.5 miles of side-path
facilities.
4.4.1.3

Cultural Resources

The railroad corridor provides the opportunity to develop a regional trail for east Lake
County while preserving the railroad right-of-way as a historic linear resource. An
initial review of the CSX-owned railroad corridor identified three historic resources
that were potentially eligible for listing on the National Register of Historic Places
(NRHP). These historic resources included the historic Seaboard Coast Line
Railroad between Tremain Street and US 441 (8LA2957), the Tremain Street
Railroad Bridge (8LA4384), and the US 441 Railroad Bridge (8LA4481).
The
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resource locations together with site photographs are shown in Figure 4-2A and
Figure 4-2B.
The City of Mount Dora is located in an area with rich history, beauty, and resources.
Due to the frequent need to determine the disposition of historic buildings and
resources, the City has land development codes that address historic preservation.
It is the policy of the City to promote adaptive re-use of historic resources. This
policy values the historic elements of the community but also understands that
adaptive re-use promotes the perpetual maintenance and long-term sustainability of
the valuable historic resources it ultimately wishes to preserve.
Without a policy encouraging adaptive re-use, historic resources either become an
unsustainable burden on the finances of the City or create an unintentional but
inevitable condition of deterioration or demolition by neglect.
With appropriate
safeguards codified in Chapter III, Section 3.6 of the City of Mount Dora Land
Development Code, which includes the Secretary of the Interiors Standards,
modifications and adaptive re-use of existing historic resources serve to meet the
long-term goals of the City and safeguard the preservation of the historic resource
itself. It is the position of the City and County that construction of a shared-use path
utilizing the existing railroad grade will ultimately preserve the historic linear resource
into perpetuity by protecting the property intact and avoiding the ultimate
abandonment and incorporation of the railroad properties into the adjacent
properties, which has been the outcome of many historic railroads across Lake
County.
A relevant example occurred within Segment 2 east of CR 437 within the project
limits of this PD&E Study. As a result of the abandonment of the railroad, the
historic railroad property has been degraded and the historic value of the railroad
was lost because the adjacent properties acquired and developed the property.
ATC 1-1 has the ability to help preserve the historic railroad and it is foreseeable that
ATC 1-2 and ATC 1-3 would ultimately result in the loss of the features and
attributes that make the railroad corridor eligible for listing in the NRHP.
The modifications to the existing railroad that would be necessary to construct ATC
1-1 were developed within the Section 106 process and included a collaborative
effort between the LSMPO, City of Mount Dora Historic Preservation Board, City of
Mount Dora staff, FDOT, Lake County staff, community residents, Federal Highway
Administration (FHWA), and the SHPO utilizing a Cultural Resource Committee
(CRC). The proceedings of the CRC are summarized in Section 6.0 of this report.

FM 430975‐1‐28‐01

January 2017
Page 26

7

NHRP ELIGIBLE RAILROAD CORRIDOR
NHRP ELIGIBLE RAILROAD TRESTLE

PLYMOUTH AVENUE

EAST 1ST AVENUE PLACE

PARROTTE COURT

STOWE AVENUE

US 441 TRESTLE
(8LA4481)
RT
URT
OU
CO
RC
MOUNTCLAIR

SEABOARD COAST LINE
RAILROAD (8LA2957)

SMITH AVENUE

15

17

16

19

14

CLERMONT
TAVARES

MAP AREA
EAST JOHNS AVENUE

11

13

APOPKA

PROJECT LIMITS

12

ROBIE AVENUE

WEDGEWOOD DRIVE

FPID: 430975-1-28-01
Lake County, FL
L
AI

NORTH ROBIE AVENUE

AMY STREET

SOUTH CLAYTON STREET

MOUNT DORA

I VA T R

20
18

CLARA MORRIS AVENUE

EUSTIS

EK

COBBLE LANE

CAMP AVENUE

10

W

LISA DRIVE

SOUTH WARDELL STREET

SOUTH HIGHLAND STREET

Heim Field
Ball Park

SOUTH ROSSITER STREET

SOUTH ORANGE STREET

LIBERTY AVENUE

UMATILLA

400
Feet

PUBLIC LANDS

SOUTH COBBLE COURT

COUNTY

NORTH ROSSITER STREET

LAKE

MICHIGAN STREET

SAND LAKE COURT

SHIRLEY AVENUE

OAK AVENUE

200

PARKS

MOUNT DORA

9

0

TRAILHEAD LOCATION

TH

EAST 1ST AVENUE

SOUTH SIMPSON STREET

NORTH CLAYTON STREET

NORTH GRANDVIEW STREET

HIGH POINT DRIVE

NORTH JOHNS STREET

SOUTH TREMAIN STREET

Gilbert
Park

NORTH

EAST 2ND AVENUE

COUNTY

8

Palm Island
Park

NORTH RHODES STREET

LAKE

SOUTH RHODES STREET

4

2ND AVENUE

Legend

CURRIN BOULEVARD

3

2

NORTH SIMPSON STREET

1

Elizabeth
Evans
Park

NORTH HIGHLAND STREET

TREMAIN STREET
TRESTLE (8LA4384)

SOUTH GRANDVIEW STREET

TH

SUMMIT AVENUE

EAST 3RD AVENUE

CLIFF DRIVE

NORTH TREMAIN STREET

NORTH BAKER STREET

6

CH
AR
5
LE
SA
VE
NU
E

EAST 3RD AVENUE

WEKIVA TRAIL PD&E STUDY
SEGMENT 1
FROM TREMAIN STREET TO SR 46

FIGURE

HISTORIC RESOURCES MAP

4-2A









































FPID: 430975-1-28-01
Lake County, FL
W

EK

I VA T R

L
AI

WEKIVA TRAIL PD&E STUDY
SEGMENT 1
FROM TREMAIN STREET TO SR 46

HISTORIC RESOURCES MAP
PICTURES

FIGURE

4-2B

Wekiva Trail PD&E Study
From Tremain Street to Hojin Street

Preliminary Engineering Report

The CRC met to develop and evaluate alternatives, refine design concepts, and
ensure that measures to mitigate the adverse impact of the Wekiva Trail were
included in the final preferred alternative. The decisions made during the CRC are
memorialized within a Memorandum of Understanding (MOU) that was signed by the
SHPO, FHWA, and FDOT. The MOU is included in Appendix B.
The modifications to the existing railroad that would be necessary to construct a
shared-use path include removal of the existing railroad rails, re-grading the existing
embankment, and constructing a 14-foot-wide paved surface. Further, the historic
railroad bridges would be modified and repurposed to accommodate the construction
of a shared-use path surface. Modifications to the bridges include removal of the
existing rails, construction of a suitable riding surface, and construction of handrails
and railings to meet ADA requirements.
The proposed conversion of the US 441 railroad bridge to a pedestrian bridge will
require the existing bridge to be raised approximately three feet to meet the FDOT
vertical clearance criteria for a pedestrian facility over a state road. The typical
section depicting the proposed cross section of the US 441 bridge and the proposed
elevation and architectural design concept for the bridge are shown in Figure 4-3.
This design concept was determined not to constitute an adverse effect to the US
441 Bridge (8LA2957) as part of the Section 106 process by the SHPO and FHWA.
The proposed conversion of the Tremain Street railroad bridge to a pedestrian
bridge requires removing the existing rails, attaching a wood deck to the existing
cross-ties, and construction of a suitable railing system and handrails. The typical
section depicting the proposed cross section of the Tremain Street Bridge is shown
in Figure 4-4. Figure 4-5 shows the proposed elevation and architectural design
concept for the bridge. This design concept was determined not to constitute an
adverse effect to the Tremain Street Bridge (8LA4481) as part of the Section 106
process by the SHPO and FHWA.
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4.5 Segment 1 – Preferred Alternative Trail Corridor
Due to the extraordinary property impacts, utility relocations, increased safety and
operational concerns, the foreseeable impact to the historic resource due to
deterioration or demolition by neglect and lack of support by local governments, ATC
1-2 and ATC 1-3 are not viable. ATC 1-1 is the preferred trail corridor for the Wekiva
Trail within Segment 1 from Tremain Street to SR 46.
ATC 1-1 is shown in the Preliminary Concept Plans included in Appendix A.

4.6

Segment 2 – Alternative Trail Corridors Analysis

Within Segment 2, much of the historic railroad grade has been redeveloped.
Because the historic railroad grade is no longer intact as a linear corridor and due to
the property impacts that would occur as a result of constructing a shared-use path
along the historic railroad grade, alternative corridors were developed within
Segment 2 that did not strictly use the historic railroad grade. Within Segment 2 of
the Wekiva Trail, which is from SR 46 to Hojin Street, multiple potential corridors
were evaluated to determine a preferred alignment.
Initially, a wide range of potential alignment alternatives were considered.
Alternatives that were not viable were eliminated. Alternatives that were co-located
along Florida Gas and Transmission (FGT) easements were eliminated due to FGT’s
restrictive easement criteria. Alternatives that strictly followed the historic railroad
grade were eliminated due to the impacts to residences located along the historic
grade. Also, an alignment that follows SR 46 was eliminated as a stand-alone
regional trail. Construction of a trail adjacent to SR 46 without major changes to SR
46 is not viable because of the right-of-way constraints and clear zones required for
a trail adjacent to a higher speed roadway. A trail along SR 46 is included in the
planned roadway improvements to SR 46 as part of the Sorrento Boulevard
concepts being evaluated by Lake County and the Mt. Plymouth – Sorrento CRA.
The various alternatives that were evaluated for Segment 2 are shown in Figure 41B.

4.6.1

SEGMENT 2 – ALTERNATIVE TRAIL CORRIDOR 2-1

ATC 2-1 primarily utilizes the alignment of the historic railroad grade. Beginning at
SR 46, the trail would follow the railroad grade east and thereby avoid utility pole
conflicts. Crossing CR 437 at a mid-block crossing near Strawberry Avenue, ATC 21 would continue east along the railroad grade until it reached the existing retention
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pond at the self-storage business. ATC 2-1 would then be aligned along the south
border of this existing retention pond and would turn north to rejoin the railroad grade
near the large communication tower just west of Hilldale Avenue. Following the
railroad grade east, ATC 2-1 would cross Hilldale Avenue and then approach Post N
Rail Road. Post N Rail Road is an un-platted dirt road serving eight residences
located north of the railroad grade. Buildings have been constructed and
improvements have been made within the historic railroad grade in this area.
Further, the historic railroad grade bisects the large residential parcel located on the
southeast corner of Post N Rail Road and Long Acres Drive. In order to avoid
impacts to the residences, ATC 2-1 would co-locate the trail with Post N Rail Road
and Sweetbriar Road from Long Acres Drive until the eastern property line of the
residence located on the southeast corner of Sweetbriar Road and Tollgate Trail.
The co-location of ATC 2-1 with the residential driveways would allow residential
motorized vehicle use of the trail as driveway access for this short section of trail.
ATC 2-1 would then continue east and turn south at the eastern edge of the
residential property located at the southeast corner of Sweetbriar Road and Tollgate
Trail and then turn east to rejoin the historic railroad grade, which in this area is
owned by Lake County. ATC 2-1 would continue east following the railroad grade.
When ATC 2-1 has reached the east-west section of Niles Street, ATC 2-1 would be
located adjacent to the south side of Niles Street and continue east until it reached
the north-south section of Niles Street. Crossing the road, ATC 2-1 would continue
east along the north side of Atlantic Avenue until ATC 2-1 reached Red Tail
Boulevard. At Red Tail Boulevard, ATC 2-1 would bend toward SR 46 and then
continue east adjacent to the north side of SR 46 until it reached Hojin Street and the
end of Segment 2. ATC 2-1 is shown in Figure 4-1B.

4.6.2

SEGMENT 2 - ALTERNATIVE TRAIL CORRIDOR 2-2A

Beginning at SR 46, ATC 2-2A would follow the railroad grade and avoid utility pole
conflicts. Approximately 1,400 feet west of CR 437, ATC 2-2A would turn north for
approximately 300 feet until it reached a north-south platted County road right-ofway located at the western terminus of Strawberry Avenue. This County right-of-way
is shown as 5th Street on County maps. At 5th Street, ATC 2-2A would continue
north for 400 feet until it reached an east-west platted County road right-of-way.
Turning east, ATC 2-2A would follow the County-owned platted roadway right-of-way
to CR 437. At CR 437, ATC 2-2A would turn north and follow CR 437 until it
reached Wallick Road. At Wallick Road, ATC 2-2A would turn east and utilize the
existing concrete trail located on the north side and adjacent to Wallick Road. ATC
2-2A would then continue east where it would connect to the future trailhead at East
Lake Park.
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East of the future trailhead located at East Lake Park, ATC 2-2A would continue to
utilize the existing concrete trail until it reached the end of Wallick Road. Past the
end of Wallick Road, ATC 2-2A would continue east along the southern boundary of
a large undeveloped parcel until it reached Tollgate Trail. ATC 2-2A would turn
south on Tollgate Trail until it reached Sweetbriar Road. From Sweetbriar Road to
Hojin Street, the alignment of ATC 2-2A matches the alignment for ATC 2-1. Similar
to ATC 2-1, in order to avoid impacts to the residential properties along Tollgate Trail
and Sweetbriar Road, ATC 2-2A would co-locate the trail with Tollgate Trail and
Sweetbriar Road. The co-location of the trail with the residential driveway access
would allow residential motorized vehicle use of the trail as driveway access for this
short section of trail. ATC 2-2A would then continue to follow the alignment for ATC
2-1 until it reached Hojin Street and the end of Segment 2. ATC 2-2A is shown in
Figure 4-1B.

4.6.3

SEGMENT 2 – ALTERNATIVE TRAIL CORRIDOR 2-2B

Beginning at SR 46, ATC 2-2B would follow the alignment proposed for ATC 2-2A
from SR 46 to Tollgate Trail. Rather than turning south at Tollgate Trail, ATC 2-2B
would continue east along the southern boundary of the large undeveloped parcels
until the alignment reached the property owned by the City of Eustis Water
Treatment Plant. ATC 2-2B would then turn south and be located adjacent to, but
just west of, the City of Eustis property and continue south until it reached the eastwest section of Niles Street. Turning east at Niles Street, the alignment for ATC 22B would follow the alignment proposed by ATC 2-2A until it reached Hojin Street
and the end of Segment 2. ATC 2-2B is shown in Figure 4-1B.

4.6.4

SEGMENT 2 – ALTERNATIVE TRAIL CORRIDOR 2-2C

Beginning at SR 46, ATC 2-2C, would follow the alignment proposed for ATC 2-2A
from SR 46 to Tollgate Trail. Rather than turning south at Tollgate Trail, ATC 2-2C
continues east along the southern boundary of the large undeveloped parcels until
the alignment reached the property owned by the City of Eustis Water Treatment
Plant. ATC 2-2C would then turn south along the City of Eustis Water Treatment
Plant and then turn east at the southern edge of the City of Eustis property until it
reached the Red Tail Golf Course property at the eastern boundary of the City of
Eustis property. ATC 2-2C would then turn south and abut the western property line
of the Red Tail Golf Course until it reached the east-west section of Niles Street.
Turning east at Niles Street, the ATC 2-2C would follow the alignment proposed by

FM 430975‐1‐28‐01

January 2017
Page 35

Wekiva Trail PD&E Study
From Tremain Street to Hojin Street

Preliminary Engineering Report

ATC 2-2A until it reached Hojin Street and the end of Segment 2. ATC 2-2C is
shown in Figure 4-1B.

4.6.5

SEGMENT 2 – ALTERNATIVE TRAIL CORRIDOR 2-3B

Beginning at SR 46, ATC 2-3B would follow the railroad grade, which would avoid
utility pole conflicts, until it reached CR 437. At CR 437, ATC 2-3B would turn north
and follow CR 437 on the west side of the roadway before merging with the
alignment of ATC 2-2B just south of Paul Street. From Paul Street to Hojin Street,
the alignment for ATC 2-3B matches the alignment for ATC 2-2B until reaching Hojin
Street and the end of Segment 2. ATC 2-3B is shown in Figure 4-1B.

4.6.6

SEGMENT 2 – ALTERNATIVE TRAIL CORRIDOR 2-4B

Beginning at SR 46, ATC 2-4B would follow the railroad grade, which would avoid
utility pole conflicts, until it reached CR 437. Crossing CR 437 at a mid-block
crossing near Strawberry Avenue, ATC 2-4B would continue east and cross the FGT
and Duke Energy easements. Turning north, ATC 2-4B would follow property lines
and avoid built facilities until it reached Wallick Road just east of the existing
entrance to East Lake Park. Crossing Wallick Road, the alignment for ATC 2-4B
would then turn east and match the alignment of ATC 2-2B until it reached Hojin
Street and the end of Segment 2. ATC 2-4B is shown in Figure 4-1B.

4.7 Segment 2 – Alternative Trail Corridors Evaluation
The purpose of the alignment evaluation is to evaluate potential trail alignments
based on factors that impact the feasibility and value of the trail. The evaluation
utilized a combination of objective and subjective criteria, including safety, impacts to
utilities, connectivity, environmental impacts, impacts to property owners,
acceptability to the community, amount of additional right-of-way required, and cost.
The following criteria were utilized as evaluation metrics.

4.7.1

ALTERNATIVE TRAIL CORRIDOR EVALUATION CRITERIA

Alternative trail corridors were evaluated based on a range of criteria. Criteria
include right-of-way impacts, engineering factors, environmental impacts, and project
costs.
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Trail Length

The length of a trail is an important element of the suitability of a trail alignment.
Generally, the longer the trail, the more right-of-way and higher construction costs.
For the Wekiva Trail - Segment 2, the trail alternatives ranged from 2.45 miles in
length to 2.96 miles in length. Therefore, no meaningful difference was observed
between the various alternatives.
4.7.1.2

Trail Length (adjacent to major roadways)

Within Segment 2, major roadways include CR 437 and SR 46. While the
construction of a trail adjacent to a major roadway detracts from the aesthetic value
of the trail, locating a trail adjacent to a major roadway has connectivity benefits
when no existing sidewalk is present. Generally, a trail constructed adjacent to a
roadway is also less impactful to properties than a stand-alone trail that traverses
through a parcel. For the Wekiva Trail - Segment 2, the trail alternatives next to a
major road ranged from 0.31 miles in length to 0.58 miles in length. Therefore, no
meaningful difference was observed between the various alternatives.
4.7.1.3

Trail Length (utilizing railroad corridor)

The length of a trail utilizing railroad corridors improves the aesthetic value of a trail.
For the Wekiva Trail - Segment 2, the trail alternatives utilizing the railroad corridor
ranged from 1.99 to 1.02 miles in length. ATC 2-1 utilized the greatest length of
railroad corridor and ATC 2-2C utilized the shortest length.
4.7.1.4

Trail Length (existing trail)

The length of a trail utilizing existing trail is an important contributing factor to the
cost of the trail. Within Segment 2, an existing 12-foot-wide concrete trail is located
adjacent to Wallick Road on the north side of the roadway. ATC 2-2A, ATC 2-2B,
ATC 2-2C, ATC 2-3B, and ATC 2-4B utilize this existing trail for a portion of the
alignment. Alternatives 1 does not utilize any existing trail facilities.
4.7.1.5

Trail Length (co-location with residential driveways)

ATC 2-1 and ATC 2-2A co-locate the proposed trail with residential driveways in
order to reduce property impacts. While this approach is a safe and effective
method to provide an alignment for a trail, it is not preferable to a stand-alone trail.
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Major Road Crossings (existing signal)

Within Segment 2, the trail will be required to cross CR 437. The type and location
of the crossing are an important contributor to the safety of the trail as well as the
cost. The safest at-grade trail crossing is a signalized crossing. ATC 2-2A, ATC 22B, ATC 2-2C, and ATC 2-3B utilize the existing signal at Wallick Road to cross CR
437.
4.7.1.7

Major Road Crossings (mid-block crossing)

Within Segment 2, the trail will be required to cross CR 437 and SR 46. The type
and location of the crossing are an important contributor to the safety of the trail as
well as the cost. The safest at-grade trail crossing is a signalized crossing. Midblock crossings, while considered safe, will not warrant a traffic signal until trail use
increases substantially. A Rapid Rectangular Flashing Device (RRFD) would be
used to alert CR 437 and SR 46 motorists to the potential of the trail crossing.
Alternatives ATC 2-1 and ATC 2-4B require a mid-block crossing of CR 437. All
alternatives require a mid-block crossing of SR 46.
4.7.1.8

Minor Road Crossings

Within Segment 2, the trail will be required to cross numerous minor streets. The
number of minor road crossings is primarily important because of the increased cost.
For Segment 2, the number of minor road crossings varies from two crossings to
four crossings and, therefore, no meaningful difference was observed between the
various alternatives.
4.7.1.9

Connectivity to East Lake Park

A key need for the Wekiva Trail within Segment 2 is a connection to East Lake Park.
East Lake Park will provide a regional trailhead facility, including parking, water,
restrooms, and potential future concessionaires. Additionally, a connection to East
Lake Park facilitates the use of the park by providing improved connectivity to East
Lake Elementary for the residents of Mt. Plymouth, Sorrento, and east Lake County.
This connection is critical for the success of the trail. All alternatives provide a
connection to East Lake Park except ATC 2-1.
4.7.1.10

Total Parcels Impacted

The number of parcels impacted by a trail project is a key contributing factor to the
overall cost of the project. The total number of parcels impacted by the trail
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alternatives evaluated for Segment 2 varied from 15 to 19. Therefore, no meaningful
difference was observed between the various alternatives based on total parcels
impacted.
4.7.1.11

Parcels Impacted with Major Impacts

The number of parcels impacted that are considered major impacts is a key
contributing factor to the overall cost of the project. Major impacts include direct
impacts to the structures, utilities, or general disruption of operations caused as a
result of the acquisition of property to construct the project. The number of parcels
impacted that are considered major impacts by the trail alternatives evaluated for
Segment 2 varied from two to eight. ATC 2-2C had the lowest number of major
impacts and ATC 2-1 and ATC 2-4 had the highest number of major impacts. Key
right-of-way involvement that was determined to be undesirable included
involvement with the Duke Energy property located on the historic railroad corridor
between 5th Street and CR 437 and involvement with the FGT easement.
4.7.1.12

Environmental Impacts

Environmental impacts for all alternatives were documented as part of the
alternatives evaluation process. The evaluation was conducted in conformity to the
FDOT PD&E Manual. Based on this evaluation, environmental impacts considered
were low for all alternatives and, therefore, no meaningful difference was observed
between the various alternatives.
4.7.1.13

Project Costs

Project costs include right-of-way acquisition costs, trail construction costs, trail
design costs, and the costs of construction engineering and inspection (CEI). The
total estimated costs of the trail alignment alternatives evaluated for Segment 2 of
the Wekiva Trail varied from $5.59 million for ATC 2-2B to $7.69 million for ATC 2-1.

4.8 Segment 2 – Preferred Alternative Trail Corridor
Based on the evaluation criteria discussed in Section 2.2 of this report, ATC 2-2B is
the preferred alternative for construction of Segment 2 of the Wekiva Trail. This
recommendation is based on the following advantages of ATC 2-2B compared to
other alternatives:
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ATC 2-2B is preferred over ATC 2-2A based on reduced property owner
impacts; the need to co-locate ATC 2-2A with residential driveways in the
vicinity of Sweetbriar Road; and estimated right-of-way, construction, and
design costs.



ATC 2-2B is preferred over ATC 2-2C based on the impacts of ATC 2-2C to
the Red Tail Golf Course and overall cost. ATC 2-2C is located adjacent to
the ninth hole of the Red Tail Golf Course and would require netting and
vegetative buffers.



ATC 2-2B is preferred over ATC 2-3B based on potential impacts with Duke
Energy between 5thth Street and CR 437 as well as overall project costs. In
the area between 5th Street and CR 437, the historic railroad grade is owned
by Duke Energy. Acquisition of either an easement or fee simple property
would be more difficult in this area than using the 5th Street County right-ofway.



ATC 2-2B is preferred over ATC 2-4B based on the benefit of crossing CR
437 at a signalized intersection rather than a mid-block trail crossing and the
overall project costs. ATC 2-4B utilizes a mid-block crossing of CR 437,
which is less desirable than the signalized crossing at Wallick Road. ATC 22B results in a cost savings of almost $750,000 compared to ATC 2-4B.

ATC 2-2B is shown in the Preliminary Concept Plans in Appendix A.

4.9 Design and Alignment Alternatives
In two areas, the preferred trail corridors were further evaluated for design and
alignment alternatives based on engineering, environmental, and stakeholder
concerns. These two areas include the trail alignment between Tremain Street and
Liberty Avenue and the trail crossing of SR 46 in Sorrento.

4.9.1

TREMAIN STREET RAILROAD BRIDGE AVOIDANCE
ALTERNATIVES

In addition to alternative corridors evaluated for the Wekiva Trail corridor, four design
alternatives were evaluated that propose to utilize the Seaboard Coast Line Railroad
(8LA2957) and the US 441 Railroad Road Bridge (8LA4481) but evaluated
avoidance of direct impacts to the Tremain Street Bridge (8LA4384). These
alternatives are discussed in the following sections. While these alternatives were
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evaluated, they are not preferred.
4.9.1.1

Tremain Street Bridge Avoidance Alternative 1

Tremain Street Bridge Avoidance Alternative (TA) 1 proposes to construct a
trailhead at a vacant parcel located just east of Grandview Street, which is owned by
the City of Mount Dora, and end the Wekiva Trail at this trailhead. Trail users would
then utilize the existing street network to access the downtown area of Mount Dora.
This alternative does not meet the purpose and need for a regional trail because of
the gap it creates within the future regional trail network. This gap in the Wekiva
Trail would necessitate trail users travelling along existing streets with a “Share the
Road” approach for the connection to the downtown area of Mount Dora. While
many of the trail users are anticipated to have the necessary skills and experience to
successfully and safely navigate this type of “connection” style trail, many less
experienced and skilled trail users would not feel comfortable or safe. Less
experienced and skilled users that are anticipated to utilize the Wekiva Trail include
families with young children, elderly users, and mobility-impaired users. Further, the
vacant parcel that is owned by the City of Mount Dora and is proposed as the
trailhead was reviewed with topographic information and a site visit. The parcel has
large grade changes and is not suitable for a parking area as part of a trailhead. TA1 is shown in Figure 4-6.
Because TA-1 does not meet the purpose and need, it is not viable and is eliminated
as an alternative.
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Tremain Street Bridge Avoidance Alternative 2

TA-2 proposes to construct a trailhead on the East 1st Avenue right-of-way located
between Grandview Street and Tremain Street. This portion of platted roadway
does not have a road constructed. For TA-2, the Wekiva Trail would end at Tremain
Street with an at-grade intersection. From this intersection, future phases of the
Wekiva Trail can be planned to connect Mount Dora with Tavares. While several
potential alignments exist, a formal study has not been completed to determine the
best alignment through the city. Ending the Wekiva Trail at Tremain Street would
provide the City with the flexibility to determine the future alignment without requiring
any modifications to the Tremain Street Bridge (8LA4384). The construction of a
trailhead at this location could be combined with interpretive displays to become a
history park to provide city visitors the opportunity to interactively explore Mount
Dora’s historic connection to railroads. The use of this parcel as a history park and
trailhead could be incorporated into other alternatives for the Wekiva Trail. TA-2 is
shown in Figure 4-7.
This alternative does not meet the City of Mount Dora policy of adaptive re-use and
is not preferred by the SHPO due to the lack of certainty regarding the perpetual
preservation of the historic resource. Although the Tremain Street Bridge is not
threatened by immediate abandonment and this alternative would not constitute a
direct adverse effect, the railroad does not serve any customers east of Tremain
Street and future abandonment by the railroad is a foreseeable outcome. The
cumulative effects associated with abandonment of the railroad would constitute
deterioration or demolition by neglect of the Tremain Street Bridge.
Further, this alternative would impact large mature oak trees located in the railroad
right-of-way. Based on the potential for long-term effects to the historic railroad
bridge, potential impacts to the large oak trees, and uncertainty regarding the
acceptance of a parking area and history park in this location, TA-2 is not the
preferred alternative.
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Tremain Street Bridge Avoidance Alternative 3

TA-3 proposes to construct a parallel trail bridge adjacent to and on the south side of
the existing Tremain Street Bridge. This alternative would not alleviate the concern
for impacts to the historic visual context and is therefore eliminated as a viable
alternative. TA-3 is shown in Figure 4-8.
4.9.1.4

Tremain Street Bridge Avoidance Alternative 4

TA-4 proposes to re-align the trail south on Liberty Avenue and utilize Gilbert Park
as a trail head. For TA-4, the Wekiva Trail would turn south at Liberty Avenue.
Following the south side of Liberty Avenue, the trail would continue east until it
reached Grandview Street. At Grandview Street, the trail would cross Liberty
Avenue on the east side of Grandview Street and then turn west and cross
Grandview Street. Continuing west, the trail would be located within Gilbert Park
between the existing parking area and Liberty Avenue. Avoiding as many trees as
possible, the trail would continue west until it reached the existing 12-foot-wide
concrete trail located just west of the parking area driveway. At the existing 12-footwide concrete trail, this alternative would turn north and utilize the existing 12-footwide trail north and west through Gilbert Park until it reached Tremain Street. TA-4 is
shown in Figure 4-9.
This alternative is not preferable as a regional trail alignment for several reasons.
The first is that it would require the trail to interact with adjacent side streets in three
additional trail/roadway intersections. The second reason is that the alternative
would require a regional trail to be routed through a neighborhood park where
bicycle and pedestrian conflicts would be a concern, especially for younger children.
Lastly, the trail does not take advantage of the gateway opportunity at the Tremain
Street Bridge.
This alternative would require the removal of at least one medium-sized (12”-18”)
live oak tree within Gilbert Park. This alternative requires the acquisition of an
estimated 7 feet of additional right-of-way width along the south side of Liberty
Avenue. Also, the construction of a regional trail adjacent to Liberty Avenue would
require the relocation of overhead utilities to meet the required clear zones.
Based on the above factors, this alternative is not the preferred alternative for the
Wekiva Trail.
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TRAIL CROSSING OF SR 46

The recommended design for the crossing of SR 46 by the Wekiva Trail is to utilize
an RRFD for a crossing at the existing railroad crossing. This signalization control
would include pedestrian activation and is an effective method to alert drivers to stop
for trail users. An alternative crossing could be constructed by routing the trail
alignment east following SR 46 to the signal at CR 437 where a pedestrian crossing
movement could be integrated with the existing signal. If the trail were routed east to
CR 437, additional right-of-way would be required along the south side of SR 46
which would impact property owners and businesses. SR 46 in the vicinity of the
trail crossing is a two-lane arterial with a posted speed limit of 45 miles per hour.
Based on the increased property impacts associated with right-of-way acquisition
and the suitability of an RRFD for this trail crossing, a direct crossing of SR 46
utilizing an RRFD was selected as the recommended design.
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Section 5.0
Preliminary Design
5.1 Preferred Alternative
The Wekiva Trail within the limits of this project is a new trail proposed to occupy a
new alignment. Alternative corridors were developed and evaluated for both
Segment 1 and Segment 2. The preferred alternative trail corridor for Segment 1 is
ATC 1-1. The preferred alternative trail corridor for Segment 2 is ATC 2-2B. The
preferred alternative for the Tremain Street and US 441 railroad bridges is to modify
the existing railroad bridges for use as pedestrian bridges.

5.2 Segment 1 – Preferred Alternative
ATC 1-1 is the preferred alternative for Segment 1 of the Wekiva Trail. The
evaluation of alternatives was discussed in Section 4.0 of this report. The limits of
Segment 1 are from just west of Tremain Street in Mount Dora to SR 46 in Sorrento.
Preliminary Concept Plans are included in Appendix A and include typical sections,
proposed bridge concepts, and limits of anticipated right-of-way acquisition.

5.2.1

SEGMENT 1 – TYPICAL SECTION

The proposed typical section for Segment 1 of the Wekiva Trail is a 14-foot-wide
paved shared-use trail. The typical section narrows to 8-feet-wide at the Tremain
Street Bridge in order to minimize impacts to the historic bridge. While an 8-footwide typical section meets the minimum AASHTO criteria for a shared-use path,
appropriate signing will be implemented to alert trail users that the trail is narrowing
and instruct cyclists to dismount and walk. The US 441 bridge typical section is 12feet-wide in order to minimize impacts to the historic bridge. The typical sections for
Segment 1 are shown in the Preliminary Concept Plans included in Appendix A.

5.2.2

SEGMENT 1 – CONCEPT PLANS

The Wekiva Trail within the limits of this project is a new trail proposed to occupy the
existing railroad corridor. The preferred alternative for Segment 1 is shown in the
Preliminary Concept Plans included as Appendix A.
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SEGMENT 1 – RIGHT-OF-WAY AND RELOCATIONS

The Wekiva Trail within the limits of this project is a new trail proposed to occupy a
new alignment. The preferred alternative will utilize the existing railroad corridor
within the limits of Segment 1. The existing railroad is an active railroad which is
owned by CSX and leased to Florida Central Railroad. The LSMPO is negotiating
purchase of the lease from Florida Central Railroad. Several research efforts have
been conducted regarding the railroad right-of-way, including the following
documents:


Title Search for Existing / Former Railroad Right-of-Way (RSQ #14-0023). Ed
Barfield dated October 9, 2015.



Lake Wekiva Trail PD&E Studies / Task 2.4 – Property Research. Booth,
Ern, Straughan & Hiott dated September 18, 2012.

These railroad right-of-way research documents are located in the project files.
Summaries of the research documents, less their appendices, are included as
Appendix C.
There are no potential relocations for Segment 1 of the Wekiva Trail.

5.2.4

SEGMENT 1 – DESIGN AND CONSTRUCTION COST ESTIMATES

Construction cost estimates were developed utilizing the FDOT Long Range
Estimating (LRE) System. The estimated design and construction cost for Segment
1 of the Wekiva Trail is shown in Table 5-1. Detailed design and construction cost
estimates are included as Appendix D.

Table 5-1 – Segment 1 Estimated Design and Construction Costs
Estimated Costs

5.53 Miles
Construction

$5,155,196

Design1

$750,000

Right‐of‐Way Survey and Mapping2

$1,217,207

CEI (15%)

$773,279
Total

$7,895,683

1 Design Costs provided by Lake County Public Works
2 Right‐of‐Way Surveying and Mapping estimated at $220,000 per mile.
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SEGMENT 1 – PRELIMINARY DRAINAGE, FLOODPLAINS AND
SOILS

Preliminary drainage, floodplains, and soils were evaluated for the preferred
alternative within Segment 1 of the Wekiva Trail. The evaluation is documented in
the Drainage, Floodplains and Soils Technical Memorandum (Inwood Consulting
Engineers, January 2016).
5.2.5.1

Drainage

Drainage was evaluated for the preferred alternative within Segment 1 of the Wekiva
Trail. Segment 1 of the Wekiva Trail will not affect the existing drainage patterns.
Where there are ditches in the existing condition that are impacted by the trail, the
ditches and side drains will be replaced in kind in the proposed condition. The
existing cross drains will be replaced if they are in poor condition. The cross drains
will be extended where needed. This project will be exempt from permitting
according to Chapter 62-330.051, part (10)(a,b,c), F.A.C. which specifies exempt
activities for the construction, alteration, maintenance, removal, or abandonment of
recreational paths for pedestrians, bicycles, and golf carts provided the paths are not
located in, on, or over wetlands or other surface waters, have a width of eight feet or
less for pedestrian paths, and 14 feet or less for multi-use recreational paths, and
are not intended for use by motorized vehicles powered by internal combustion
engines or electric powered roadway vehicles except when needed for maintenance
or emergency purposes.
5.2.5.2

Floodplains

FEMA Flood Insurance Rate Maps (December 2012) were used to identify floodprone areas within the project area. The project limits are within the 100-year flood
zones identified on the FEMA Maps. Two potential Floodplain Impact Areas (FIAs)
were found within Segments 1 of the Wekiva Trail, FIA-1 (El. 82-ft NAVD – Wolf
Branch Sink) and FIA-2 (El. 64-ft NAVD – Lake Amos).
Since the majority of the trail will be constructed at existing grade and following an
existing railroad bed, it is anticipated that there will be insignificant impacts to the
floodplain. In addition, any minor fill encroachments due to the trail are expected to
be negligible as compared to the floodplain areas, which could be mitigated through
improving conveyance capacity of the existing cross drains under the railroad bed or
providing localized scrape down areas adjacent to the trail and floodplain locations
for cup for cup compensation.
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Soils

The Soil Survey of Lake County published by the USDA/NRCS (dated 2014) has
been reviewed for the project vicinity.
The soils encountered along the project limits are mostly Hydrological Soil Group A
or A/D soils. Group A soils have a high infiltration rate (low runoff potential) when
thoroughly wet. These consist mainly of deep, well drained to excessively drained
sands or gravelly sands. These soils have a high rate of water transmission. Group
A/D indicates that the classification falls under Group A in drained areas and it falls
under group D in areas that are not drained. Group D has a very slow infiltration rate
and a high water table.
Review of aerial maps indicates that although the NRCS data shows segments of
the trail within A/D soils, there was no presence of high water table conditions or
signs of wetland vegetation that would indicate a high water table. Therefore, the
dual classification (A/D) soil group for this project is best represented by the A group
classification (well drained soils). It is recommended that during the design phase,
geotechnical borings be performed to estimate the seasonal high water table for the
design and base protection of the trail.

5.2.6

SEGMENT 1 – RAILROAD AND UTILITY IMPACTS

Segment 1 of the Wekiva Trail is proposed to occupy right-of-way of an active
railroad. The proposed right-of-way is currently owned by CSX and operated by
Florida Central Railroad. Right-of-way acquisition will require abandonment or rail
banking of the railroad prior to property acquisition.
Segment 1 was reviewed for potential utility impacts. This review was documented
in a Technical Memorandum - Lake Wekiva Trail PD&E Studies / Task 2.7 – Utilities
and Railroads (Booth, Ern, Straughan & Hiott, February 16, 2016) – and is included
in Appendix E. Because the planned corridor is currently owned and operated as
an active railroad, potential utility impacts are limited to utility crossings of the
corridor. No existing utilities are located within the proposed right-of-way.

5.2.7

SEGMENT 1 – BRIDGE ANALYSIS

Two existing railroad bridges will be modified and converted to pedestrian bridges as
part of the construction of Segment 1 of the Wekiva Trail. The Tremain Street
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Bridge is an existing timber railroad bridge over Tremain Street. The US 441 Bridge
is an existing steel plate girder over US 441. Both bridges are eligible for listing on
the NRHP and the development and approval for the conceptual design of the bridge
modifications is documented in Section 5.2.9 of this report. The proposed bridge
concepts are included in the Preliminary Concept Plans included in Appendix A.
5.2.7.1

Tremain Street Bridge

The Tremain Street Bridge was originally built in the 1880s. The individual members
have been replaced in-kind over the years. The existing bridge plans are not
available so approximate methods will be required to estimate the bridge capacity. It
is anticipated that the new dead and live load will be less than the train loading in the
existing conditions so a pre versus post loading comparison may be required to
verify the bridge capacity. The existing timber substructure will remain and the
deteriorated elements will be replaced prior to constructing the new superstructure.
The typical section consists of a timber superstructure which will be constructed on
top of the existing timber stringers and cross-ties. Longitudinal timber supports,
such as 2x4s or 2x6s, can be placed longitudinally to span from tie to tie, and
transverse timber decking will be placed consisting of 2x6s (or similar decking) with
¼-inch gaps between the boards. This alternative will only provide a nominal 10-foot
clear trail width since the rail posts must be connected to the existing cross-ties in
order to provide structural stability of the railing. The reason the clear width is
described as “nominal” is that the ends of the cross-ties may need to be cut flush
with each other in order to provide a uniform width. The cross-ties were constructed
with a placement tolerance of about 6 inches transversely on the bridge. The final
clear width may be as little as about 9 feet once the cross-ties are cut uniformly. The
existing timber substructure will remain in place and the deteriorated elements will
be replaced prior to constructing the new decking and supports.
To provide sidewalk connectivity under the Tremain Street Bridge, the existing front
slope on the west side of the bridge can be removed in the span adjacent to the
roadway by constructing a new retaining wall under the bridge. This will allow the
missing section of sidewalk to be completed along the west side of Tremain Street to
pass under the bridge. The existing retaining wall at the east abutment will be
replaced in order to alleviate the earth pressure loads acting on the existing pier
which is causing rotation of the pier cap next to the roadway.
Depending on the final funding source, there may be a need to process variations or
exceptions for lane widths, lack of pier protection and shoulders, and horizontal and
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vertical clearances. FDOT stated that a formal process for design criteria, including
exceptions based on AASHTO standards, would be necessary for the FDOT Local
Agency Program (LAP) process.
The evaluation of the Tremain Street Bridge is documented in the Structures
Evaluation Report (Florida Bridge, March 2016). The Tremain Street bridge concept
is included in the Preliminary Concept Plans included in Appendix A
5.2.7.2

US 441 Bridge

The preferred alternative for the US 441 bridge retains the existing 1960 steel bridge
with modifications for the trail conversion. This alternative will require raising the
existing bridge approximately three feet to provide the required 17.5-foot vertical
clearance for pedestrian bridges. Raising the bridge is anticipated to occur with the
use of steel shims that should match the existing vertical patterns from the concrete
piers. Raising the bridge will require modifications and potentially additional retaining
walls at the bridge abutments. The widening of US 441 is not currently in the LSMPO
LRTP through 2040. This indicates the existing piers and guardrail pier protection
can remain in place for this alternative. This alternative will include cleaning and
painting the existing bridge and repairing or replacing the damaged members of the
bridge which have been struck by vehicles due to the existing substandard vertical
clearance. The bottom flanges over the roadway will require heat-straightening to
repair the damage, and various cross frames and braces will require replacement or
repair due to the impact damage or rust deterioration. The final design engineering
team will need to perform a detailed bridge inspection to identify and document the
elements which will require repair or replacement.
The existing bridge plans are not available so approximate methods will be required
to estimate the bridge capacity. It is anticipated that the new dead and live load will
be less than the train loading in the existing conditions so a pre versus post loading
comparison may be required to verify the bridge capacity. In this alternative, the
existing concrete tub under the railroad bed will require a piped drainage system to
carry runoff from the spans to the abutments. The clear width for the trail in this
alternative will be restricted to approximately 12 feet in width based on the clear
width inside the existing concrete tub and the proximity of the top flanges of the steel
girders preventing a wider trail width. The top of the 8.5-inch-wide concrete curbs
(the top of the sides of the tub) will provide the anchoring point for the new
pedestrian enclosure system.
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The US 441 bridge concept is included in the Preliminary Concept Plans included in
Appendix A. The evaluation of the US 441 Bridge is documented in the Structures
Evaluation Report (Florida Bridge, March 2016).

5.2.8

SEGMENT 1 – ENVIRONMENTAL IMPACTS

The Wekiva Trail within the limits of this project is a new trail proposed to occupy a
new alignment. Alternative trail corridors were developed and evaluated for
Segment 1. The limits of Segment 1 are from just west of Tremain Street in Mount
Dora to SR 46 in Sorrento.
5.2.8.1

Wetlands and Habitat

Segment 1 of the Wekiva Trail was evaluated for impacts to wetlands and habitat.
Within Segment 1, the Wekiva Trail follows the existing railroad corridor and minimal
natural habitat remains within and adjacent to the proposed alignment; therefore, the
potential occurrence of listed species within this land use is low. No wetland impacts
are anticipated. Potential listed species within Segment 1 include the gopher
tortoise and the eastern indigo snake.
Eastern Indigo Snake (Drymarchon corais couperi)
The eastern indigo snake, which is listed by both the FWC and USFWS as
Threatened, is a habitat generalist that is known to use a variety of habitats from
mangrove swamps to xeric uplands. These animals are cold sensitive and require
gopher tortoise burrows, other animal burrows, or stumps for protection during the
winter months. These snakes require large tracts of natural, undisturbed habitat and
prefer to forage in and around wetlands for their preferred prey – other snakes.
Suitable habitat for the eastern indigo snake was observed within the project
corridor.
As a precaution, the FDOT will implement the Standard Protection Measures for the
Eastern Indigo Snake during construction. If an eastern indigo snake is observed
during construction, the contractor will be required to cease any operation that might
cause harm to the snake and allow the snake to leave the project site. While no
indigo snakes were directly observed during field reviews associated with this study,
gopher tortoise burrows were observed adjacent to the railroad grade between US
441 and SR 46.
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The proposed project is a recreational trail that will be built at grade and will not
restrict movement between habitats on either side of the trail. The FDOT will
implement the Standard Protection Measures for the Eastern Indigo Snake during
construction and will visually scope each gopher tortoise burrow prior to excavation,
if required to do so. Therefore, a determination of may affect, not likely to
adversely affect the eastern indigo snake has been made.
Gopher Tortoise (Gopherus polyphemus)
Gopher tortoises were directly observed during field reviews conducted by project
biologists. Potentially-occupied burrows were observed adjacent to the railroad
grade between US 441 and SR 46. If impacts to these areas cannot be avoided,
relocation of any occupying tortoises will be necessary. Not more than six months
before construction, suitable habitat will be systematically surveyed according to the
current guidelines published by the FWC. If gopher tortoise burrows are found, they
will be excavated and the occupying tortoise and commensal species will be
relocated per FWC guidelines. Therefore, the determination of may affect, not
likely to adversely affect the gopher tortoises is applicable.
The evaluation of impacts to wetlands and habitat was documented in Wildlife and
Habitat Report (Inwood Consulting Engineers, August 2015). A concurrence letter
from the USFWS dated August 28, 2015, is included in Appendix G.

5.2.9

SEGMENT 1 – CULTURAL RESOURCES

Three historic properties eligible for listing on the NRHP and are located within
Segment 1. These historic resources consist of the Seaboard Coast Line Railroad
Grade between Tremain Street and US 441 (8LA2957), the Tremain Street Railroad
Bridge (8LA4384), and the US 441 Railroad Bridge (8LA4481). The eligibility of
these historic resources for listing on the NRHP is documented in the Cultural
Resource Assessment Survey (CRAS) of a portion of the Lake Wekiva Trail Project
Development and Environment (PD&E) Study (Janus Research, 2012) and in the
Cultural Resource Assessment Survey (CRAS) Addendum for the Wekiva Trail
Segment 2 (Alternative 2B) Project, Lake County, Florida (Janus Research, 2015).
The SHPO concurred with the findings of the CRAS on February 13, 2013, and the
CRAS Addendum on December 9, 2015. Historic resources reconnaissance surveys
were initially conducted for Segment 1 of the Wekiva Trail and documented in
Cultural Resource Assessment Survey (CRAS) of a portion of the Lake Wekiva Trail
Project Development and Environment (PD&E) Study (Janus Research, 2012).
Copies of this concurrence letters from the SHPO are included in Appendix G.
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A Cultural Resources Section 106 Effects Consultation Case Study Report for: Lake
Wekiva Trail Project Development and Environment Study (Janus Research, 2015)
was prepared. This Case Study Report determined that the proposed improvements
would result in an adverse effect to the Seaboard Coast Line Railroad (8LA2957).
The SHPO concurred with the findings of the Case Study Report in a letter dated
(will be updated when the concurrence letter is received). A copy of this concurrence
letter from the SHPO is included in Appendix G.
The Case Study Report outlined potential measures that can minimize and mitigate
adverse effects to the historic resource and were included within an MOA:


As part of the trail system, elements, structures, and artifacts will be
maintained and interpreted, including the rail spur lines to Sunny Delight and
the fertilizer plant, the rail switches, the stairs/retaining wall from the former
packing plant at Highland Street, signage, crossing cabinets, rail crossing
signals, and railroad mile markers.



Interpretative markers or kiosks will be included as part of the overall trail,
which will convey history of the area and the rail corridor.



Continued consultation will occur with an aesthetics committee, which may
include local preservation staff and parties and SHPO, to provide input on the
two historic bridges’ design.



Historic American Building Survey (HABS)/Historic American Engineering
Record (HAER) documentation of the rail line as the bridges as a permanent
record of the resources and their inter-relationships. This documentation will
include photographs, drawings as available, and written narratives.

These mitigation measures were included in an MOA between SHPO, FHWA,
and FDOT dated (will be updated after approval of the MOA). A copy of this
MOA is included in Appendix B.

5.2.10

SEGMENT 1 – CONTAMINATION

Segment 1 of the Wekiva Trail was evaluated for contamination with two separate
Contamination Screening Evaluation Reports. West of US 441, the evaluation of
contamination was documented in Level 1 Assessment – Contamination Screening
Evaluation Report (Geotechnical and Environmental Consultants, August 30, 2012).
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East of US 441, the evaluation of contamination was documented in Level 1
Assessment – Contamination Screening Evaluation Report (Geotechnical and
Environmental Consultants, March 31, 2010). A copy of this report is located in the
project files.
As a result of the contamination screening evaluation activities, 30 sites have been
assigned a Low, Medium, or High Contamination Risk Potential Rating (CRPR).
Nine sites were assigned a Medium rating and three sites were assigned a High
rating.
Environmental concerns may also be associated with railroad corridor. Railroad ties
were typically coated with inorganic and/or petroleum based preservatives and
would likely require special disposal provisions.
Environmental concerns have also been documented with the Tremain Street Bridge
and the US 441 Bridge. Based on testing performed by FDOT, the existing bridge
coating system contains lead based paint. The final design phase will require
screening and testing to determine if there are any other hazardous materials
present, such as asbestos.
During the period from 1962 to 1980, the Florida Department of Agriculture and
Consumer Services (FDACS) conducted widespread applications of ethylene
dibromide (EDB), an agricultural pesticide, to control nematodes in citrus groves.
Florida Department of Environmental Protection (FDEP) records have identified an
area just west of US 441 within the study area as being within a 1,000-foot buffer
zone of the documented EDB contamination. The buffer zone depicts potential
groundwater contamination migration.
This proposed project contains no known significant contamination. Maps showing
the potential contamination sites are included as Appendix F.

5.2.11

SEGMENT 1 – SECTION 4(F)

Within the project limits, the project was reviewed for publicly-owned parks and
recreation areas for Section 4(f) involvement. No publicly-owned parks or wildlife and
waterfowl refuges will be affected by this project.
Three historic resources that are eligible for listing on the NRHP are located within
the project limits. These historic resources included the historic Seaboard Coast Line
Railroad between Tremain Street and US 441 (8LA2957), the Tremain Street
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Railroad Bridge (8LA4384), and the US 441 Railroad Bridge (8LA4481).
resource locations are shown in Figure 4-2A and Figure 4-2B.

The

Based on consultation with the SHPO, the modifications to the Seaboard Coast Line
Railroad necessary to convert the existing railroad to a paved shared-use trail will
result in an adverse effect to the Seaboard Coast Line Railroad (8LA2957), but will
result in no adverse effect to the Tremain Street Railroad Bridge (8LA4284) and the
US 441 Railroad Bridge (8LA4481). Use of historic transportation resources where
consultation with the SHPO results the determination of no adverse effect are
exempt from Section 4(f) per 23CFR774.13(a) as discussed in FHWA Section 4(f)
Policy Paper, Part II – Questions and Answers Regarding Section 4(f) Applicability
and Compliance, Question 8A (FHWA July 2012).
Further, Section 11502 of the Fixing America’s Surface Transportation (FAST) Act
exempts the use of historic railroad lines or elements, exclusive of certain bridges
and tunnels, from Section 4(f) as discussed in Section 4(f) Guidance and Legislation
Documents (FHWA March 30, 2016).
The determination that Section 4(f) does not apply was coordinated with FHWA in a
Determination of Applicability (DOA) dated, approved on October 26, 2016. A copy
of the signed DOA is included in Appendix G.

5.3 Segment 2 – Preferred Alternative
ATC 2-2B is the preferred alternative for Segment 2 of the Wekiva Trail. The
evaluation of alternatives was discussed in Section 4.0 of this report. The limits of
Segment 2 are from SR 46 to Hojin Street in Sorrento, which is a distance of
approximately 3.0 miles. Preliminary Concept Plans are included in Appendix A
and include typical sections, proposed bridge concepts, and limits of anticipated
right-of-way acquisition.

5.3.1

SEGMENT 2 – TYPICAL SECTION

The proposed typical section for Segment 2 of the Wekiva Trail is a 12-foot-wide
shared use trail. The typical section is shown in the Preliminary Concept Plans
included in Appendix A.

5.3.2

SEGMENT 2 – CONCEPT PLANS
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The Wekiva Trail within the limits of this project is a new trail proposed to occupy a
new alignment. The preferred alternative for Segment 2 is shown in the Preliminary
Concept Plans included as Appendix A.

5.3.3

SEGMENT 2 – RIGHT-OF-WAY AND RELOCATIONS

Within Segment 2 of the Wekiva Trail, right-of-way impacts are expected to be
minor. The preferred alternative ATC 2-2B will require acquisition from 16 parcels
located along the preferred corridor. The additional right-of-way necessary to
construct Segment 2 of the Wekiva Trail is shown in the Preliminary Concept Plans
included as Appendix A. Property acquisitions include portions of the CSX railroad
right-of-way between SR 46 and CR 437, acquisition of a narrow strip of property
adjacent to and on the west side of CR 437, and acquisition of a 30-foot-wide
corridor across properties located between the East Lake Park and Red Tail
Boulevard. Right-of-way acquisition cost estimates were provided by the FDOT for
the preferred alternative and are estimated at $3,008,000.
There are no potential relocations for Segment 2 of the Wekiva Trail.

5.3.4

SEGMENT 2 – DESIGN AND CONSTRUCTION COST ESTIMATES

Construction cost estimates were developed for Segment 2 of the Wekiva Trail. The
estimated design and construction cost for Segment 2 of the Wekiva Trail is shown
in Table 5-2. Detailed design and construction cost estimates are included as
Appendix D.

Table 5-2 – Segment 2 Estimated Design and Construction Costs
Estimated Costs

2.96 Miles
Construction

$1,504,427

Design1
Right‐of‐Way Survey and Mapping

$300,000
2

$651,200

CEI (15%)

$225,664

Total

$2,681,291

1 Design Costs provided by Lake County Public Works
2 Right‐of‐Way Surveying and Mapping estimated at $220,000 per mile.
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SEGMENT 2 – PRELIMINARY DRAINAGE, FLOODPLAINS AND
SOILS

Preliminary drainage, floodplains and soils were evaluated for Segment 2 of the
Wekiva Trail. The evaluation is documented in the Drainage, Floodplains and Soils
Technical Memorandum (Inwood Consulting Engineers, January 2016).
5.3.5.1
Drainage
Drainage was evaluated for the preferred alternative within Segment 2 of the Wekiva
Trail. Segment 2 of the Wekiva Trail will not affect the existing drainage patterns.
Where there are ditches in the existing condition that are impacted by the trail, the
ditches and side drains will be replaced in kind in the proposed condition. The
existing cross drains will be replaced if they are in poor condition. The cross drains
will be extended where needed. This project will be exempt from permitting,
according to Chapter 62-330.051, part (10)(a,b,c), F.A.C. which specifies exempt
activities for the construction, alteration, maintenance, removal, or abandonment of
recreational paths for pedestrians, bicycles, and golf carts provided the paths are not
located in, on, or over wetlands or other surface waters, have a width of eight feet or
less for pedestrian paths and 14 feet or less for multi-use recreational paths, and are
not intended for use by motorized vehicles powered by internal combustion engines
or electric powered roadway vehicles except when needed for maintenance or
emergency purposes.
5.3.5.2

Floodplains

FEMA Flood Insurance Rate Maps (December 2012) were used to identify floodprone areas within the project area. The project limits are within the 100-year flood
zones identified on the FEMA Maps. Three potential Floodplain Impact Areas (FIA)
were found within Segment 2 of the Wekiva Trail: FIA-3 (El. 61-ft NAVD – Ponding
Area B30C), FIA-4 (El. 57-ft NAVD – Ponding Area B21E), and FIA-5 (El. 59-ft
NAVD – Bear Pond).
Since the majority of the trail will be constructed at existing grade and following an
existing railroad bed and roadways, it is anticipated that there will be insignificant
impacts to the floodplain. In addition, any minor fill encroachments due to the trail
are expected to be negligible as compared to the floodplain areas, which could be
mitigated through improving conveyance capacity of the existing cross drains under
the railroad bed or providing localized scrape down areas adjacent to the trail and
floodplain locations for cup for cup compensation.
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Soils

The Soil Survey of Lake County published by the USDA/NRCS (dated 2014) has
been reviewed for the project vicinity.
The soils encountered along the project limits are mostly Hydrological Soil Group A
or A/D soils. Group A soils have a high infiltration rate (low runoff potential) when
thoroughly wet. These consist mainly of deep, well drained to excessively drained
sands or gravelly sands. These soils have a high rate of water transmission. Group
A/D indicates that in drained areas the classification falls under Group A and in
areas that are not drained it falls under group D which have a very slow infiltration
rate and a high water table.
Review of aerial maps indicates that although the NRCS data shows segments of
the trail within A/D soils, there was no presence of high water table conditions or
signs of wetland vegetation that would indicate a high water table. Therefore, the
dual classification (A/D) soil group for this project is best represented by the A group
classification (well drained soils). It is recommended that during the design phase,
geotechnical borings be performed to estimate the seasonal high water table for the
design and base protection of the trail.

5.3.6

SEGMENT 2 – RAILROAD AND UTILITY IMPACTS

The Wekiva Trail within the limits of this project is a new trail proposed to occupy a
new alignment. Approximately 2,000 feet of the preferred alignment follows the
existing active railroad that is currently owned by CSX and operated by Florida
Central Railroad. Right-of-way acquisition will require abandonment or rail banking
prior to acquisition.
Segment 2 was reviewed for potential utility impacts. This review was documented
in a Technical Memorandum - Lake Wekiva Trail PD&E Studies / Task 2.7 – Utilities
and Railroads (Booth, Ern, Straughan & Hiott, February 16, 2016) - and is included
in Appendix E. While the portions of existing right-of-way are currently owned and
operated as an active railroad, utilities are limited to utility crossings of the corridor.
Much of the corridor utilizes new alignment with existing co-located utilities and utility
crossings. In particular, the City of Eustis owns a 12-inch water main which is
located within the Wallick Road right-of-way on the north side of the road. This
water main extends east within a 30-foot easement in the general vicinity of the
preferred trail alignment between approximate Station 381+50 and Station 400+50.
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In this area, the preferred alternative ATC 2-2B is proposed to be located adjacent to
and on the north side of the water-main easement.
Additionally, ATC 2-2B crosses an FGT easement in two locations. The first location
is at the intersection of Wolf Branch Road and CR 437 at approximate Station
352+50. The second location where Segment 2 crosses an FGT easement is at
approximate Station 404+00.
The location of the existing utilities together with the utility contacts are shown in
Appendix E.

5.3.7

SEGMENT 2 – BRIDGE ANALYSIS

No proposed bridges are located within the limits of Segment 2.

5.3.8

SEGMENT 2 – ENVIRONMENTAL IMPACTS

Segment 2 of the Wekiva Trail was evaluated for environmental impacts. The
evaluation of impacts to wetlands and habitat was documented in Wildlife and
Habitat Report (Inwood Consulting Engineers, August 2015).
5.3.8.1

Wetlands and Habitat

Segment 2 of the Wekiva Trail was evaluated for impacts to wetlands and habitat.
Within Segment 2 the Wekiva Trail follows the existing railroad corridor and/or
existing roadways and land uses with a high level of development. Minimal natural
habitat remains within and adjacent to the proposed alignment. No wetland impacts
are anticipated. Potential listed species within Segment 2 include the eastern indigo
snake and the gopher tortoise.
Eastern Indigo Snake (Drymarchon corais couperi)
The eastern indigo snake, which is listed by both the FWC and USFWS as
Threatened, is a habitat generalist that is known to use a variety of habitats from
mangrove swamps to xeric uplands. These animals are cold sensitive and require
gopher tortoise burrows, other animal burrows, or stumps for protection during the
winter months. These snakes require large tracts of natural, undisturbed habitat and
prefer to forage in and around wetlands for their preferred prey – other snakes.
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Suitable habitat for the eastern indigo snake was not observed within the project
corridor. While no indigo snakes were directly observed during field reviews
associated with this study, gopher tortoise burrows were observed east of Wallick
Road and therefore, as a precaution, the FDOT will implement the Standard
Protection Measures for the Eastern Indigo Snake during construction. If an eastern
indigo snake is observed during construction, the contractor will be required to cease
any operation that might cause harm to the snake and allow the snake to leave the
project site.
The proposed project is a recreational trail that will be built at grade and will not
restrict movement between habitats on either side of the trail. The FDOT will
implement the Standard Protection Measures for the Eastern Indigo Snake during
construction and will visually scope each gopher tortoise burrow prior to excavation,
if required to do so. Therefore, a determination of may affect, not likely to
adversely affect the eastern indigo snake has been made.
Gopher Tortoise (Gopherus polyphemus)
Gopher tortoises were directly observed during field reviews conducted by project
biologists. Potentially-occupied burrows were observed east of Wallick Road. If
impacts to these areas cannot be avoided, relocation of any occupying tortoises will
be necessary. Not more than six months before construction, suitable habitat will be
systematically surveyed according to the current guidelines published by the FWC. If
gopher tortoise burrows are found, they will be excavated and the occupying tortoise
and commensal species will be relocated per FWC guidelines. Therefore, the
determination of may affect, not likely to adversely affect the gopher tortoise is
applicable.
A concurrence letter from the USFWS dated August 28, 2015, is included in
Appendix G.

5.3.9

SEGMENT 2 – CULTURAL RESOURCES

Segment 2 of the Wekiva Trail was evaluated for cultural resources. No potentially
eligible historic or archaeological resources are located within Segment 2 of Wekiva
Trail. The evaluation is documented in the Cultural Resource Assessment Survey
(CRAS) Addendum for the Wekiva Trail Segment 2 (Alternative 2B) Project, Lake
County, Florida (Janus Research, November 2015). This technical memorandum
served as an addendum to the original CRAS of a portion of the Lake Wekiva Trail
Project Development and Environment (PD&E) Study (Janus Research, 2012).
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SEGMENT 2 – CONTAMINATION

Segment 2 of the Wekiva Trail was evaluated for contamination. The evaluation of
contamination was documented in Level 1 Assessment – Contamination Screening
Evaluation Report (Geotechnical and Environmental Consultants, March 31, 2010).
A copy of this report is located in the project files.
As a result of the contamination screening evaluation activities, six sites within
Segment 2 have been assigned a Low, Medium, or High CRPRs. Five sites were
assigned a Medium rating and one site was assigned a Low rating. No sites were
assigned a High rating. For sites assigned a Medium or High rating, further review
will be conducted as part of the design phase.
Environmental concerns may also be associated with historic railroad corridor.
Railroad ties were typically coated with inorganic and/or petroleum based
preservatives and would likely require special disposal provisions.
This proposed project contains no known significant contamination. Maps showing
the potential contamination sites are included as Appendix F.
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Section 6.0
Public Involvement
6.1 Comments and Coordination Report
A Comments and Coordination Report was prepared for this project to fully
document the public and stakeholder involvement conducted. Table 6-1 lists the key
stakeholder meetings and the presentations conducted for the project.

Table 6-1 – Key Stakeholder Meetings and Presentations
Date

Stakeholder / Presentation
Mt. Plymouth – Sorrento CRA

November 18, 2014

Cultural Resources Committee Meeting

January 27, 2015

Mt. Plymouth – Sorrento CRA

March 10, 2015

Mount Dora Earth Day

April 18, 2015

East Lake Heritage Festival

May 16, 2016

Mount Dora Village Market

May 31, 2016

Mount Dora Village Market

June 14, 2015

Summit on Sidewalks and Safe Access to Schools

July 29, 2015

Mount Dora Historic Preservation Board

July 20, 2015

Mt. Plymouth – Sorrento CRA

August 18, 2015

Mount Dora Historic Preservation Board

August 26, 2015

Cultural Resources Committee Meeting

October 5, 2016

Segment 1 – Public Meeting (Easter Seals Camp)

December 1, 2015

Cultural Resources Committee Meeting

January 19, 2016

City of Mount Dora City Commissioners

February 16, 2016

Lake County BOCC

March 1, 2016

Segment 2 – Public Meeting (Mount Dora Community Building)

March 17, 2016

City of Mount Dora City Commissioners

April 4, 2016

Lake‐Sumter MPO Board

April 27, 2016
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6.2 Newsletters
Newsletters were mailed to public officials, property owners, and interested citizens
as part of the public outreach for this project.
Issue 1 was mailed November 2, 2015, and served as the invitation to the Public
Meeting for Segment 2 held on December 1, 2015. The newsletter included project
information regarding the preferred alternative for Segment 2 of the Wekiva Trail and
was mailed to public officials via email and property owners within 300 feet of any of
the proposed alternatives for Segment 2 of the Wekiva Trail.
Issue 2 was mailed March 4, 2016, and served as the invitation to the Public Meeting
for Segment 1 held at the Mount Dora Community Building on March 17, 2016. The
newsletter included project information regarding the preferred alternative for
Segment 1 of the Wekiva Trail and was mailed to public officials via email and
property owners within 300 feet of any of the proposed alternatives for Segment 1 of
the Wekiva Trail.

6.3 Website
At the onset of the study process, a project website (www.lakewekivatrail.com) was
created for the project and updated monthly. The project website included
information explaining the PD&E Study Process, a monthly project overview, the
project location, schedule and study team contact information as well as information
regarding the public outreach activities, copies of the project newsletters, results of
the study and the opportunity to submit public comment.

6.4 Social Media
As part of the public outreach, a Facebook site was established for the Wekiva Trail.
The Facebook page disseminated project information and notified Facebook
followers of upcoming project related events and meetings. As a result, 288
individuals “liked” the Facebook page.

6.5 Cultural Resource Committee
The modifications to the existing railroad that would be necessary to construct
Segment 1 of the Wekiva Trail were developed within the Section 106 process and
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included a collaborative effort between the LSMPO, City of Mount Dora Historic
Preservation Board, City of Mount Dora Staff, FDOT, Lake County staff, community
residents, FHWA, and the SHPO utilizing a CRC. The CRC met to develop and
evaluate alternatives, refine design concepts and ensure that measures to mitigate
the adverse effect of the Wekiva Trail were included in the final preferred alternative.
Three meetings of the CRC were held throughout the duration of the project. The
first meeting was held on January 27, 2015 and focused on identifying resources
and evaluating potential impacts. The second meeting was held on October 15,
2015 and focused on refining potential project alternatives that would impact the
historic resources. The third meeting was held on January 19, 2016 and focused on
finalizing conceptual improvements to the Tremain Street bridge and the US 441
bridge as well as developing an initial set of mitigation measures for inclusion in the
Case Study Report.
The outcome of the CRC was support for the preferred alternative including
modifications to the Tremain Street Bridge, US 441 Bridge and railroad.

6.6 Public Meetings
Two public meetings were held for this project. Each meeting focused on the
individual segments of this project but provided overall information regarding the
entire Wekiva Trail project.

6.6.1

SEGMENT 1 – PUBLIC MEETING (MARCH 17, 2016)

The public meeting for Segment 1 from Tremain Street to SR 46 was held on March,
17, 2016, at the Mount Dora Community Building located at 520 North Baker Street
in Mount Dora. The meeting provided attendees with an overview of the Wekiva
Trail, the alternatives considered for Segment 1, and information regarding the
preferred alternative. The meeting began with an informal open house at 5:30 p.m.
followed by a brief presentation at 6:15 p.m. and concluded at 7:30 p.m.
Notifications to the meeting included direct mailing of newsletters, a newspaper
advertisement, press releases, notifications on the website and Facebook page, and
an advertisement in the Florida Administrative Weekly. Detail regarding the meeting
including the comments received is included in the Public Information Meeting
Summary Report. No substantial opposition to the construction of the Wekiva Trail
was documented.
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SEGMENT 2 – PUBLIC MEETING (DECEMBER 1, 2015)

The public meeting for Segment 2 from SR 46 to Hojin Street was held on December
1, 2015, at the Easter Seals Camp Challenge conference room located at 31600
Camp Challenge Road in Sorrento. The meeting provided attendees with an
overview of the Wekiva Trail, the alternatives considered for Segment 2, and
information regarding the preferred alternative. The meeting began with an informal
open house at 5:30 p.m. followed by a brief presentation at 6:15 p.m. and concluded
at 7:30 p.m. Notifications to the meeting included direct mailing of newsletters, a
newspaper advertisement, press releases, notifications on the website and
Facebook page, and an advertisement in the Florida Administrative Weekly. Detail
regarding the meeting including the comments received is included in the Public
Information Meeting Summary Report. No substantial opposition to the construction
of the Wekiva Trail was documented.
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Section 7.0
References

7.1 List of Technical Reports
Completed for the Project

and

Memorandum

The following Technical Reports and Memorandum were prepared as part of this
PD&E Study and were used to provide the technical analysis necessary to develop
and select the Preferred Alternative.
















Cultural Resource Assessment Survey (CRAS) of a portion of the Lake
Wekiva Trail Project Development and Environment (PD&E) Study – Janus
Research, December, 2012
Cultural Resource Assessment Survey (CRAS) Addendum for the Wekiva
Trail Segment 2 (Alternative 2B) Project, Lake County, Florida – Janus
Research, September 25, 2015.
Cultural Resources Section 106 Effects – Consultation Case Study Report
For: Lake Wekiva Trail Project Development and Environment Study - Janus
Research, May 2016.
Existing and Proposed Bridge Memo – Florida Bridge and Transportation Inc.,
March 16, 2016.
Drainage, Floodplains and Soils Technical Memorandum – Wekiva Trail
Project Design and Environment (PD&E) Study Segment 1 and Segment 2 –
Inwood Consulting Engineers, Inc., January 2016.
Wildlife and Habitat Report – Inwood Consulting Engineers, Inc., August
2015.
Level 1 Assessment - Contamination Screening Evaluation Report –
Geotechnical and Environmental Consultants, Inc., August 30, 2012 (West of
US 441).
Level 1 Assessment - Contamination Screening Evaluation Report –
Geotechnical and Environmental Consultants, Inc., March 31, 2010 (East of
US 441).
Lake Wekiva Trail PD&E Studies / Task 2.7 – Utilities and Railroads - Booth,
Ern, Straughan & Hiott, Inc., February 16, 2016.
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Preliminary Engineering Report

Public Information Meeting Summary Report – Segment 1 – Inwood
Consulting Engineers, Inc., May 2016.
Public Information Meeting Summary Report – Segment 2 – Inwood
Consulting Engineers, Inc., December 2015.
Section 4(f) Determination of Applicability – October 2016.
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Round Lake Road

Figure 3: Recommended Plan
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intersection of Buttercup
south of SR 46 is an
important network
improvement. The City/
County should consider a
land use other than single
family at the northeast
corner of the intersection
to induce the landowner
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intersection and the first
segment of Norton north
SR 46

Wekiva Trail Extension – Limits
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Wolf Branch Innovation District
Implementation Plan
Amended and Adopted by Lake County on October 22, 2019
Adopted by City of Mount Dora on November 5, 2019

Executive Summary
The Wolf Branch Innovation District (WBID) represents a unique
opportunity for the City of Mount Dora and Lake County to collaborate on
establishing a mixed-use employment center of regional importance in
central Florida. The long-awaited opening of the Wekiva Parkway segment of
the perimeter expressway system encircling metro Orlando is here.
In order to be prepared for the inevitable private investment response to the
mobility improvements in northeast Lake County, the two governments
commissioned this implementation plan to ensure that the necessary
regulatory structure was in place to guide the creation of a high quality
physical, economic and social place.

Tis implementation plan includes the following:
1.

A recommended Master Plan which has the following elements:
•

2.

Te ‘right-sizing’ of the supply of properly designated land
for employment center uses based on market expectations;

A recommended set of Design Guidelines which:
•

Establishes overall design principles and intent;

•

Creates standard roadway cross sections that promote
consistency and quality of the public realm within the
WBID;

•

A detailed land use program for the WBID based on the
recommendations in this plan;

•

A ‘Gateway District’ to allow for commercial and other
land uses necessary to support the day-to-day needs of the
surrounding community;

•

Promotes higher quality urban form via street and block
standards, building placement, massing and site orientation;
and

•

Creation of unique multi-purpose trail features connecting
the WBID to the surrounding community and ultimately
into the planned regional trail system in Lake County;

•

Promotes improved building and site design via building
character, site elements, and landscape design standards.

•

Reinforcement of the importance of the ‘quality of place’ by
establishing design guidelines recommended for adoption by
the City and the County; and

•

Recommended modifcations of the existing Comprehensive
Plan of the City and the County, including Future Land
Use map designations, as well as changes to policies and
standards.

3.

A Capital Improvement Plan which summarizes the required
public and private investment in infrastructure and physical
enhancements necessary to achieve the desired economic success
of the WBID, as well as a discussion of potential fnancing tools
available for implementation.

4.

An Administration Plan that defnes necessary changes to land
use regulations and outlines ongoing City/County collaboration
activities necessary to implement the plan.
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Wolf Branch Innovation District Plan
Wolf Branch Innovation District

Intent

Factors of Success

Te Wolf Branch Innovation District (WBID) in unincorporated Lake
County represents a bold initiative by the City of Mount Dora and Lake
County to diversify the economic base of the region. It represents an
opportunity to establish new employment in targeted industries such as
clinical healthcare and life sciences, research and development, advanced
manufacturing, and higher education.

Te WBID can be a contending location for users who are part of the global
innovation economy. However, there are key factors of the innovation
economy that must be understood in attempting to position the WBID in
the competition for employers:
•

Scientists and engineers are the drivers of the innovation economy

Te location of the WBID must be viewed in light of its regional context.
While the City of Mount Dora has enjoyed the beneft of a setting between
Lake Dora and US 441, the more local nature of its roadway infrastructure
has limited its potential for major employment. Tis area of Lake County
will be further connected to the regional economy due to improved access
and reduced travel times created by the new SR 453 connection between the
Wekiva Parkway and State Road 46. Economic geographers view distance
not in terms of the measured length between locations, but in terms of time.
Te opening of SR 453 to SR 429 reduces the ‘friction of time’ between
WBID and metro Orlando’s major centers – Downtown Orlando (30
minutes), Orlando International Airport (38 minutes), and the University
of Central Florida (42 minutes) – all interrelated to the WBID as a regional
employment center.

•

Scientists and engineers tend to co-locate in areas with relatively
large populations of scientists and engineers and around highly rated
universities

Starting from scratch and trying to build an economic engine at the WBID
is a long-term endeavor. Eforts by the City and County to recruit smaller
companies in technology related industries might be the best foundation that
can be laid for success. Most economic development success stories come
from homegrown businesses. Pursuing a dual strategy of recruiting small
technology companies to the area while taking the long view toward the
WBID is the most prudent approach to enhancing Mount Dora’s role as a
creative city. Te following are further justifcations for starting with small
steps:

•

Access to common pools of labor or talent rather than access to suppliers
and customers is what drives the tendency of frms, including hightechnology frms to cluster together in regional complexes

•

High Technology and R & D frms are disproportionally attracted by
amenities and quality-of-place

Most of these factors are beyond the infuence of state or local government
and they are difcult to begin from scratch. Te community must examine
its existing intellectual capital and determine how to build into these global
innovation factors through collaboration and starting small.

•

Building a reputation for technology/innovation in the market place
takes time

•

Te City of Mount Dora has unprecedented attributes in the existing
city to build a new expanded reputation of a creative community

•

Small steps are manageable and afordable, and not disruptive to the
character of the City

•

Starting small supplements the thinking about larger WBID pursuits

Tere are many theories of economic development and what factors drive
high value-high wage job creation in any given region. Firms make location
decisions based on numerous data points that are diferent for each industry
sector. While it is believed that the creation of the SR 453 interchange with
SR 46 creates the opportunity for economic expansion, there is no guarantee
of the type, quality and timing of any job creation.

1
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Quality of Place

Land Supply for Regional Development

Previous research has found a clear association between places with higher
endowments of human capital and higher than average amenities. In other
words, workforce talent in high value-high wage industry sectors is drawn
to places with a high concentration of amenities and high quality of life,
sometimes referred to as “quality of place.” Access to human capital will be
one of the keys to the attraction of frms to the WBID.

Ensuring that there is sufcient land area designated for employment center uses in the right location and confguration is critical to the success of the
WBID. Market studies conducted for the project determined the required land supply needed to meet the projected demand. Figures 2 and 3 represent the
recommendation to reconfgure Future Land Use designations to facilitate the greatest success of the WBID.

Figure 1: Current Employment Center FLU Designation

Figure 2: Proposed Employment Center FLU Designation

Current Employment Center FLU designation covers 1,328 acres net of wetlands,
foodplains, and rights of way.

Proposed Employment Center FLU designation covers 850 acres net of wetlands,
foodplains, and rights of way.

Quality of place can be thought of as “the bundle of goods and services
that come under the rubric of amenities” 1. Tese amenities are genuine
foundational characteristics of a community such as its cultural and
educational institutions, parks, neighborhoods, and festivals – elements that
establish and reinforce a City’s reputation. Tis reputation is an attraction for
human capital and therefore is also important in the relocation or location
decision of frms that require an educated and skilled workforce. Several
studies suggest that frms that utilize high levels of human capital are likely to
prefer locations with higher levels of amenities. Recent research has shown
that quality of place is now the key economic and social organizing unit in
the modern-day knowledge economy2.
Mount Dora’s quality of place is unique in central Florida and it is critically
important for the development of the WBID. Firms that choose to locate
in the WBID will likely weigh the quality of place as an attractor for their
workforce as a high factor in the decision. Te purpose here is not to weigh
one factor higher than another such as improved regional access, but to
note that quality of place is a clear ‘diferentiator’ of the WBID from other
established and emerging regional centers on the beltway around metro
Orlando. As stated earlier, the WBID will be competing with other similarly
situated centers in the region.
Arora, A., Florida, R., Gates, G. and Kamlet, M., Human Capital, Quality of Place, and
Location; 2000
2
Florida, R., Adler, P., and Mellander, C., Te City as Innovation Machine, 2017
1
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Round Lake Road

Figure 3: Recommended Plan
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Figure 4: Employment Center Recommended Land Use Mix
6%
20%
Employment
32%

Land Use / Program

42%

Future Land Uses and the WBID Development Program

Flex/Industrial
Residential
Commercial

Gateway Employment Center

Tere is an inherent symbiotic relationship between an emerging employment
center and its immediate surrounding community. Troughout the planning
process, it became clear that the area to be analyzed had to be larger than
just the WBID to ensure the highest possible resulting quality of place.
Terefore, the Concept Plan area is approximately six square miles in size.

While the Concept Plan includes recommended Future Land Use
designations for the entire six square mile study area, this plan recommends
specifc development standards and guidelines for only the 850-acre WBID.
As a result of the recommendations further in this document, the overall
build out scenario is projected to have the mix of land uses displayed in
Figure 4 and Table 1.

Te Gateway Employment Center is intended to be the ‘core’ of the
WBID where the highest concentration of retail and services are located to
conveniently serve the needs of the tenants of the WBID and residents of
surrounding neighborhoods. Te vertical mixing of uses is encouraged. Each
quadrant of the Gateway District will be subject to the requisite mix of uses
shown in Table 4 on Page 11.

Table 1: Projected Employment Center Program at Build Out
Residential

Mix

Desired
Intensity Build-out
Acres
(FAR)
(kSF)

786

57%

99.60

0.25

18

1,135

57%

143.75

15.70

8

126

25%

10%

18.78

18

338

10%

21.88

8

175

Mix

Acres

174.74

25%

43.69

18

252.20

25%

63.05

Employment Center Gateway

62.80

25%

Employment Center East 2A

187.81

Employment Center East 2B

218.83

Employment Center East 1

2

Desired
Average
Density Build-out
(du/ac)
(units)

Developable
Acres

Phase Development Area (Subareas)
1
Employment Center West 1

Flex / Industrial

Employment 1

Mix

Desired
Intensity Build-out
Acres
(FAR)
(kSF)

Mix

1,085

15%

26.21

0.25

285

3%

5.24

0.25

57

0.25

1,565

15%

37.83

0.25

412

3%

7.57

0.25

82

15.70

0.35

239

0%

-

0.25

-

50%

31.41

0.25

342

15%

28.17

0.25

307

55%

103.30

0.25

1,125

0%

-

0.25

-

23%

50.33

0.20

438

38%

83.16

0.15

543

4%

8.75

0.10

38

1
Employment includes, but is not limited to,
Research, Education, Clinical Health Care, and
Professional Services

4

Commercial
Desired
Intensity Build-out
Acres
(FAR)
(kSF)
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Figure 5: Development Sub-Areas
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Figure 6: Mobility Plan
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Mobility
Te success of the WBID is subject to a number of factors, including the
ability of residents, employees, and visitors to have ease of movement to
and through the study area. As a result, overall mobility was a high priority
during the planning process. Te Concept Plan contains a recommended
secondary roadway network designed to provide a robust level of movement
for vehicular trafc.

Figure 7: Employment Center Framework A-Street

Figure 8: Employment Center Framework B-Street

In addition to roadways, the Concept Plan includes an area-wide multi-use
trail system to provide a unique amenity system and alternative means of
moving people throughout the study area and to and from the WBID.
See Figure 6 for street and trail locations.

Summerlake-Grace Groves PUD
An existing approved Planned Unit Development (Summerlake-Grace Groves
PUD) exists in the southeast quadrant of the proposed WBID. (See Figure
3). Due to the size and scale of the approved development program, a phased
approach to the development is required to avoid using SR 46 as the only
access point for the project. A planned secondary access is anticipated via
an extension of the internal spine road east to CR 437. A condition shall
be included on any annexation and/or approval of the project requiring a
maximum Average Daily Trip (ADT) threshold or other trafc condition
which would require a roadway extension to CR 437. Te determination
of any trip threshold should be established after a trafc study is provided to
show how much of the project’s trafc can be accommodated with a single
access point to SR 46.

21’

11’

11’

11’

MULTI-USE TRAIL

TRAVEL

TURN

TRAVEL

7’

6’

PARKWAY WALK

5’

8’

WALK PARKWAY

12’

12’

12’

TRAVEL

TURN

TRAVEL

70’
Right of Way Width
Pavement Width

Median/Turn Lane
Travel Lanes
Parking

Curb Type

Sidewalk Width
Planter Width

Multi-use Trail

8’

5’

PARKWAY WALK

66’
70’

33’
11’
11’

optional
in place of
parkway
vertical
6’
7’

Right of Way Width

66’

Turn Lane

12’

Pavement Width
Travel Lanes
Parking

Curb Type

Sidewalk Width
Planter Width
Bike

36’
12’

none

vertical
5’
8’

none

21’ corridor,
12’ path

NOTE: The above cross-sections are intended to be part of internal WBID mobility network and not part of County road system.
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Table 2: Parcels Recommended for FLU Change

Future Land Use Amendments
In order to implement the fndings and conclusions in this Plan, a number
of parcels will require a change to the Future Land Use designation within
the Lake County Comprehensive Plan. Table 2 identifes those parcels. Te
parcels are also shown on Figure 9. Te City of Mount Dora would also
incorporate the recommended changes in Future Land Use designation in
any future annexations of the designated parcels.
Te recommended changes achieve the following objectives:

MAP ID

AltKey

Owner Name

MAP ID

AltKey

Owner Name

1

1048397

O J BREAK LLLP ET AL

38

2505249

FOREMAN VIRGINIA L LIFE ESTATE & I WILLIAM ROTHE TRUSTEE

2

1048419

O J BREAK LLLP & CAROL A SIMPSON

39

2505257

JONES MICHAEL EUGENE

3

1048443

HUBBARD CONSTRUCTION COMPANY

40

2505290

SIMMONS MARY C LIFE ESTATE

4

1048877

HUBBARD CONSTRUCTION COMPANY

41

2505303

RICHTER KENT A & DONNA J TRUSTEES

5

1124786

O J BREAK LLLP & CAROL A SIMPSON

42

2505311

LUPO FREDRIC J & SANDRA L

6

1098491

CSD GROVES C/O CHARLES BROWN

43

2505460

REAGAN LARRY & LANA S

7

1124697

HUBBARD CONSTRUCTION COMPANY

44

2505478

COLEMAN LINDA EVERETT

8

1685168

SHEPP JUDITH R

45

2600110

DUNLAP AUSTIN L & KAYE

9

1709245

DROZ DORA O LIFE ESTATE

46

2600144

FISHER MATTHEW E & KATHRYN

10

1735815

MAREK GEORGE W JR & REBECCA J

47

2832088

PANDOLPH GEORGE J & LYNDA W

11

2505192

BERNFELD HARVEY

48

1124701

SMITH LEO C & TERESA R

12

2505362

PALACIOS FREDDY O

49

1124808

LINDSLEY PAVING COMPANY INC

13

2505371

WESLEY FRANCES

50

3330986

PANDOLPH GEORGE J & LINDA

1.

Te “right-sizing” of the supply of land for regional ofce/employment
center uses to align with the market study conducted for the area;

14

2505389

TEMPLE DONALD A & MARY A

51

1784310

HUBBARD CONSTRUCTION COMPANY

15

2505397

LANGFORD BLAINE

52

3266391

PANDOLPH GEORGE & LYN

16

2515848

WINDSOR MAXWELL L

53

1510392

FAY WILLIAM JOSEPH

2.

Removing higher intensity land uses in areas where the needed
infrastructure will never be in place to support regional ofce/
employment center uses; and

17

1085101

O J BREAK LLLP ET AL

54

1510465

QUINTON ERNEST

18

2601175

PANDOLPH GEORGE J

55

1510643

CLARK PATRICK L JR

19

1124727

LINDSLEY PAVING CO INC

56

1510694

CORTES RODNEY

20

1124743

HUBBARD CONSTRUCTION COMPANY

57

2505206

LASH RAYMOND W

21

1124859

WINDSOR MAXWELL L & CONNIE J

58

2505222

DAVIS DELTA P LIFE ESTATE

22

2810211

TIMMONS EARL E JR & PATRICIA H

59

2505346

ZWICK PHILLIP J

23

1510511

COSSIO MENDOZA SAUL ET AL

60

2505419

PALACIOS FREDDY O & ELSA B

24

1510597

KEY LOLITA

61

1799449

TURNER DANNIE C & KATHERINE D

25

1510601

MARVIN GERALD P & DEBORAH G

62

3819018

FAY WILLIAM J

26

1709326

STUBBS CHARLES L & PATRICIA G

63

2505281

CARLTON MICHAEL N & ANN H

27

1510449

PARKER JAY L TRUSTEE

64

2505273

WILLIAMSON JOHN T

28

1510759

SWAILS HAZEL A

65

2505265

COCHRAN CAROL LIFE ESTATE

29

1709270

LUCAS RICHARD G & CRYSTAL G

66

3851987

RINEHART RODNEY & TRACEY

30

1709318

ROGERS GREGORY W

67

2600136

DAVIS WILLIAM C & DEBRA L

31

2505214

WEST ROBERT C & WINIFRED T

68

1806305

HENDERSON ROBERT W & CATHERINE H TRUSTEES

32

2505231

FEDERAL NATIONAL MORTGAGE ASSN

69

2566329

SELLERS LAURENCE

33

2505354

GREEN BRUCE E JR & PHYLLIS A H

70

2600128

TAYAL GEETANJALI & SHOBHIT GUPTA

34

2505401

PALACIOS FREDDY O & ELSA

71

1510422

NEULIFE NEUROLOGICAL SERVICES LLC

35

2505427

BROWN SARA S

72

3860119

HUBBARD CONSTRUCTION COMPANY

36

2511591

MC GHEE KEVIN W & RACHEL

73

1124719

LINDSLEY PAVING COMPANY INC

37

2569077

O J BREAK LLLP ET AL

3.

Providing new, lower density/intensity land uses where surrounding
residential characteristics require more compatible planned uses.
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Figure 9: Recommended Plan with FLU Changes

Wolf Branch Road

Wolf Branch Road

LAND USES (PROPOSED)
Rural
Single-Family up to 4.0 DU/Ac
Multi-Family
Commercial
Employment
Park/Open Space
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Figure 9: Recommended Plan with FLU Changes
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WOLF BRANCH INNOVATION DISTRICT IMPLEMENTATION PLAN

Policies & Standards
Te implementation of the WBID Master Plan requires an updated
regulatory framework to be adopted by the City of Mount Dora and Lake
County. While the efort to develop the Plan has been collaborative, both
jurisdictions have slightly diferent nomenclature and approaches in their
Future Land Use elements of the respective Comprehensive Plans.
Policy I-1.3.6 in the Future Land Use element (FLU) of the Lake
County Comprehensive Plan establishes the Regional Ofce Future Land
Use category. Tis is the current FLU designation for the land in the
unincorporated area that is proposed to be the new boundary of the WBID
as well as multiple areas throughout Lake County. Te City of Mount
Dora Comprehensive Plan contains an Employment Center FLU category
which would be the designation placed on lands in the proposed WBID

following annexation. Tis category is described in Policy 4.g(12) of the
Comprehensive Plan.

2.

Reduce the FAR to a more realistic scale and massing for this regional
location. Include incentive criteria to allow for increases in FAR;

Tere is great similarity in approach between Lake County’s Regional Ofce
FLU category and the City of Mount Dora’s Employment Center FLU
category. However, there are some diferences that are highlighted in the
table below.

3.

Encourage residential uses to create more of a mixed-use environment,
allowing for employees to live closer to work;

4.

Use a performance approach to height limit, ensuring compatibility with
land uses adjoining the perimeter of the proposed WBID;

5.

Utilize the Lake County Wellness Way Jobs/Housing standard as a more
practical approach to ensuring land supply for employment uses; and

6.

Provide separate land use standards for the recommended Gateway
District.

Troughout the planning process, there was considerable discussion regarding
what changes to the respective Future Land Use categories would foster
a more supportive regulatory regime for the acceleration of employment
growth in the WBID. A number of signifcant principles emerged:
1.

Align the City and County FLU categories to allow all probable
employment sectors as allowable uses (i.e. Hospitals);

Table 4 summarizes the recommended changes.

Table 3: Comparison of Existing City and County Future Land Use Categories
County Existing Regional Ofce FLU

City Existing Employment Center FLU

Floor Area Ratio Maximum

3.0

3.0

Residential Use

Limited multi-family as a Conditional Use

Jobs/Housing Ratio

Allowed in mixed-use commercial buildings or as stand-alone multi-family units as
part of a mixed-use development; Single Family prohibited; only permitted to be
constructed after or simultaneously with commercial uses
10,000 SF/1 Dwelling Unit

Commercial Use

No more than 20% of foor area (hotels excluded)

No more than 20% of foor area (hotels excluded)

Permitted Uses

Conditional Uses

Ofce; limited retail; light industrial (within a building); health services (except
hospital); civic; religious organizations; colleges, universities and professional schools;
hotels; utilities; limited multi-family
Light industrial (outside enclosed building); hospitals; heliports; borrow pits

Ofce; limited retail; light industrial (within a building); health services (except
hospital); civic; religious organizations; colleges, universities and professional schools;
public order and safety; hotels; hospitals; and utilities
Light industrial (outside enclosed building); heliports; and limited multi-family

Prohibited Uses

Single Family

Single Family

10
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Table 4: Summary of Recommended Changes

Employment

Zone

Existing FLU

Recommendation

Employment Center FAR

Up to 3.0

1.0 by Right; Up to 2.0 via incentives

Residential Use

Only Multi-Family permitted. Single Family prohibited

Commercial use

No more than 20% of foor area allocated to commercial uses
(Hotels excluded - City FLU)
Determined by FAR

Keep existing prohibition of single family; 8 DU/ac minimum density; Maximum 25% of EC land area can
be in residential use; Vertically mixed-use buildings exempt from 25% standard up to 50% of land area in EC
zone
No change

Height Limit
Jobs/Housing
Conditional Uses
Mix of Uses

ISR

No more than 20% of foor area allocated to commercial uses
(Hotels excluded - City FLU)
Minimum of ffteen percent (15%) of the net buildable area as open
space
Max 0.75

FAR

NA

0.35 Min/1.0 Max

Minimum Size of
Development Site
Commercial Use

NA

3 acres

NA

Permitted as part of mixed-use site. Can be up to 75% of land area

Residential Use

NA

Permitted as part of mixed-use site. Can be up to 60% of land area; Minimum 8 DU/Ac

Urban Design

NA

Outside EC District
Density
Trail Dedication
Requirement

NA

High level of walkability and urban character; building placements and architectural design indicative of
exemplary character and feel of a true gateway district. Vertical mixing of uses is encouraged.
Maximum 4.0 DU/Ac

NA

City has requirement for Trail dedication and construction in Section. 6.15 of Land Development Code

Gateway

Open Space

Other

Residential can only be constructed with or after the provision of
employment use at a rate of 1 DU/10,000 SF of GLA
Varies between City and County

100’ Maximum; 25’ setback when EC use is 35’ in height or less; 1’ additional for each 3’ of additional building
height
2 jobs/DU (450 SF of Employment Use per job); Land sufcient to meet proper housing/jobs balance must
be set aside for employment only uses only
Make Hospitals, Colleges/Universities and private schools permitted uses; Make Manufacturing, R & D
facilities permitted uses (warehousing & distribution would be allowed as accessory uses
No change
No change
No change
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Figure 10: Design Guideline Applicability Area

Introduction and Overview
Purpose and Intent
Placemaking is the process of designing places that people fnd desirous to
live and work, resulting in a high-quality built environment. Successful
placemaking establishes locations that attract residents, businesses, and
institutions that are all uniquely connected by a common identity. Te
disciplines of architecture, urban design, and landscape architecture are used
to create high quality places.

SR 46

Round Lake Road

Tese Design Guidelines are intended to implement the character of place
that has been identifed in the Wolf Branch Innovation District Strategy
Report. Te approach taken in these guidelines will direct the form and
character of development to achieve the overall objectives of the Master
Plan, by using the most relevant principles of architecture, urban design, and
landscape architecture.

Applicability
Te City of Mount Dora and Lake County may have diferent approaches to
implementation by way of their unique regulatory framework. While their
nomenclature may difer, it is highly encouraged that the core principles of
these guidelines be adopted in total by each local government. For instance,
the City of Mount Dora may choose to utilize the guidelines as a supplement
to their Commercial Architectural and Site Design requirements contained
in Section 6.134 of the Land Development Code. In contrast, Lake County
may elect to adopt the Master Plan and Design Guidelines as an overlay
district in their Land Development Code.

Urban Form
Te Master Plan envisions this area as a mixed use area with uses ranging
from manufacturing to retail to multi-family housing to support the
growth of Mount Dora. Its urban form is intended to refect a workplace
environment with larger buildings that still honors the character of the
community and its small town urbanism linked by pedestrian-oriented
design.

DESIGN GUIDELINE AREA
Employment Center
Gateway District

o

0

600 ft

1,200 ft
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Design Principles and Precedents
Design Principles

Design Precedents: Employment Center Land Uses

Tis section includes design guidelines related to the placement, orientation,
and design of buildings on sites. A building’s form and scale is a key factor
in the development of an aesthetically pleasing workplace environment. Te
design principles listed below refect a committment to create a sense of
place where diverse uses can exist in a district that is linked by high quality,
pedestrian-oriented streetscapes that are able to adapt to changing conditions
over time. Tese principles are intended to ensure high quality development
that facilitates a wide range of uses from light manufacturing to ofces.

Surface Parked Office

Hotel

•
•
•

•
•
•

160,500 SF
8.45 Acres (net of stormwater)
FAR 0.44 @ 5 stories

87,500 SF
2.50 Acres (net of stormwater)
FAR 0.80 @ 5 stories

1. All site improvements and buildings shall be designed to enhance the
Innovation District’s overall sense of place.
2. Building facades that are visible from the public realm shall be
designed to contribute to an attractive overall streetscape.
3. New buildings shall utilize appropriate, durable exterior building
materials to create a coherent urban form and promote sustainability
and the reuse of buildings over time.
4. Parking and vehicular uses, particularly loading docks, shall be
designed and located to reduce their visual impact on the streetscape
and their functional impact on the pedestrian.
5. All sites shall be landscaped with the intent of softening the
appearance of large building masses and easing transitions between
adjacent sites.
6. Streets shall be designed to accommodate both heavier vehicles and
pedestrians in a safe manner.
7. Buildings shall feature clean, simple massing that accentuates the
ofce uses and minimizes the visual impact of larger industrial and
warehousing elements of the building.

16

Colonial Town Park, Seminole County

Colonial Town Park, Seminole County
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Design Precedents: Employment Center Land Uses (continued)
Hospital

Research

Flex Industrial & Office

•
•
•

•
•
•

•
•

853,700 SF
23.5 Acres (net of stormwater)
FAR 0.83 @ 6 stories

267,000 SF
17.25 Acres (net of stormwater)
FAR 0.35 @ 4 stories

Varies
FAR 0.25 to 0.40 @ 1 story
0.38

0.28
0.25

0.25

Nemours Children’s Hospital, Lake Nona

Medical City, Lake Nona

Lake Point, Orlando
17
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Design Precedents: Commercial/Mixed Use Land Uses

•
•
•

230,000 SF
15.0 Acres (net of stormwater)
FAR 0.35 @ 1 and 2 stories

The Grove, Windermere
18

•
•
•

337,000 SF
21.3 Acres (net of stormwater)
FAR 0.36 @ 1 and 2 stories

Colonial Town Park, Seminole County
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Design Precedents: Townhouse and Multi-Family Land Uses (min 8 DU/Acre)

Oviedo on the Park, Oviedo

Baldwin Park, Orlando

Baldwin Park, Orlando

Oviedo on the Park, Oviedo

Winter Springs Town Center, Winter Springs

Baldwin Park, Orlando
19
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Figure 11: Regulating Plan

Streets and Blocks
Purpose and Intent

Multi-modal mobility is an important design element of the Innovation
District. In addition to moving vehicles throughout the area, the mobility
network design is intended to accommodate cyclists and pedestrians in a safe
and attractive environment.

New Streets and Blocks

Within the Innovation District, new development shall provide a network
of new framework streets and blocks consistent with the Regulating Plan.
New streets shall be designed consistent with the street cross sections on
this page. Te maximum perimeter of an individual interior block shall be
2500’. Development on blocks larger than the maximum shall be required
to provide a system of alleys and driveways consistent with the intent of the
example shown on in these standards.

SR 46

21’

11’

11’

11’

MULTI-USE TRAIL

TRAVEL

TURN

TRAVEL

7’

6’

PARKWAY WALK

70’

B-Street Cross Section

5’

8’

WALK PARKWAY

12’

12’

12’

TRAVEL

TURN

TRAVEL

8’

5’

66’
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REGULATING PLAN
Employment Center
Gateway District
SR46 Build-to Zone
SR 46 Landscape Zone
A-Street Build-to Zone
A-Street Landscape Zone
B-Street Build-to Zone
B-Street Landscape Zone
Trail Landscape Zone

PARKWAY WALK

NOTE: The above cross-sections are intended to be part of internal WBID mobility network and not part of
County road system.

Round Lake Road

A-Street Cross Section

o

STREETS and TRAILS
SR 46
A-Street
B-Street
Connector Trail
0

600 ft

1,200 ft
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Build-To Zones and Landscape Zones

In general, buildings shall be located and oriented toward the street to create
a character of place that is defned by buildings and landscape rather than
parking areas. In order to create a consistent building wall along the street,
design standards for the area require a signifcant percentage of each lot to
maintain a building frontage within a Build-to-Zone behind the sidewalk
edge along all streets. Te width of this Build-to-Zone varies to allow
variation in building setbacks to avoid monotony along a street.

A
20’ Build-to Zone
80’ Landscape Zone
80’ Landscape Zone

40’ Build-to Zone

Build-To Zone

B

A

46
Trail
20’ Landscape Zone

Parking

Parking and Service Zone

Site access shall be oriented toward B-Streets and minimized on A-Streets to
the extent possible. Sites fronting on A-Streets and SR 46 shall be allowed a
single driveway curb-cut. Multiple curb-cuts are permitted on B-Streets.

Service Access

80’ Build-to Zone

Te Landscape Zone accommodates site access (dropofs and visitor parking)
and pedestrian access from parking to buildings. Parking is permitted within
this zone.

Access

Service Access

120’ Landscape Zone

Landscape Zone

Building service elements (e.g., loading docks, dumpsters, etc…) shall be
located at the rear of the building and screened from view of all adjacent
streets. New development is encouraged to develop a system of service alleys
to provide access to these areas.

Parking

B

10’ Landscape Zone
10’ Landscape Zone

Parking

80’ Landscape Zone

Building facades shall be placed in the Build-To Zone of the applicable
street frontage and shall occupy at least the specifed percentage of the linear
frontage of the site:
• SR 46: 60%
• A-Streets: 60%
• B-Streets: 40%
Parking and service areas shall not be located between the principal building
and the street, with the exception of the SR 46 frontage. Along SR 46, a
single bay of parking is permissible within the Build-to-Zone so long as the
frontage requirements of this section are met. Buildings on corner parcels
shall be located up to and address the corner. Tey are encouraged to wrap
the corner where possible.

Example Block

A

20’ Build-to Zone

Building Placement, Massing, and
Site Orientation

02

80’ Landscape Zone
40’ Build-to Zone

B
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Building Location and Site Orientation in the Gateway District

In general, urban architecture should be built up to all property lines that
front SR 46. Te intent of the area is to promote a substantially continuous
edge along the corridor to encourage density, connection to adjacent
properties, and street activity.
Guidelines:
1. In order to create a consistent building wall along the street, design
standards for the area require a signifcant percentage of each lot to
maintain a building frontage within a Build-to-Zone of 0 feet to 80
feet behind the sidewalk edge along SR 46.
2. To create a pedestrian scale in the space, along SR 46 a minimum
building height of 25’ is required within this Build-to-Zone.
Courtyards or other interruptions in the building wall along street
frontages may be permitted at the discretion of the City if they
do not substantially diminish the efect of the building wall or the
pedestrian character of the street.
3. Service areas shall not be located between the principal building and
the street. A single row of parking may be located to the front of the
principal building so long as the frontage requirements of this section
are met.
4. Building service elements (e.g., loading docks, dumpsters, etc…)
shall be located at the rear of the building and screened from view
of all adjacent streets. New development is encouraged to develop a
system of service alleys to provide access to these areas.
5. Buildings on corner parcels shall be located up to and address the
corner. Tey are encouraged to wrap the corner where possible.

Example: Buildings are located near the main road with a single row of parking. Bulk of parking is located at center of block where its impact on surrounding pedestrian areas is minimized.
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Building Location and Site Orientation for Residential Buildings

Site planning for residential buildings (townhomes and apartments) in the
Innovation District should respect the environment, connect the project
to surrounding development, and ensure efective access and promote
walkability. Te intent of the area is to promote a substantially continuous
edge along new blocks to encourage density, connection to adjacent
properties, and street activity.
Guidelines:
1. Units shall be located to spatially defne streets and open spaces to
the greatest extent possible.
2. Project design shall treat major intersections and corners as project
entryways.
3. Parking and service areas shall not be located between the principal
building and the street. Parking may be located to the side of the
principal building so long as the frontage requirements of this section
are met. If parking is located next to the building, adjacent to the
street, a kneewall of 30-36” in height is required to visually hold the
edge of the sidewalk.
4. Service areas shall not be located between the principal building and
the street.
5. Building service elements (e.g., loading docks, dumpsters, etc…)
shall be located at the rear of the building and screened from view
of all adjacent streets. New development is encouraged to develop a
system of service alleys to provide access to these areas.
6. Buildings on corner parcels shall be located up to and address the
corner. Tey are encouraged to wrap the corner where possible.

Example: Buildings are located at edge of sidewalk to spatially defne the public realm. Parking is located at center of block where its impact on surrounding pedestrian areas is minimized.
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Building Placement and Site Orientation for Industrial and
Manufacturing Buildings
Considerations: Within the Innovation District, industrial and
manufacturing buildings should be sited, regardless of their use, in a manner
that emphasizes building and landscape more than parking and service/
loading areas. While there is not a requirement that buildings be placed
at the edge of the sidewalk, the intent of these guidelines is to encourage a
varied streetscape that allows buildings with a mix of employment uses in
close proximity to each other.

Loading and truck bays

Guidelines:
1. Buildings are encouraged to have a variety of front setbacks in
order to avoid the creation of a constant wall of buildings. Tis is
particularly important where proposed buildings have similar heights
and massing.
2. Large scale parking and service areas shall not be located between
the principal building and the street. No more than a single bay of
parking may be located between the principal building and the street
at the front of the parcel. Where parking is provided between the
building and street, at least 25% of the building frontage must be
kept free of parking stalls.
3. Parking may be located to the side of the principal building. In this
condition, special screening guidelines apply.
4. Building service elements (e.g., loading docks, dumpsters, etc…)
shall be screened from view of all A-Streets and SR 46 with landscape
screening and/or berming. New development is encouraged to
develop a system of service drives to provide access to these areas.

24
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Example industrial building site confguration, with loading oriented away from street and limited
parking in front of building
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Example ofce building with limited parking between building and street and main parking feld
behind building
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Building Character
Building Facades: Commercial and Mixed-Use Buildings

Building Facades: Industrial and Manufacturing Buildings

Considerations: Building facades of commercial and mixed-use buildings
should be composed with elements that reinforce a pedestrian scale. Tese
elements shall be utilized to create a rhythm and scale consistent with
traditional architecture. Large unarticulated facades along the sidewalk are
not conducive to a pedestrian experience. Te street-front facades of new
buildings shall be broken down into a number of smaller bays that relate to
the context. Additional interest can be added through variations in solid and
void composition, color, material, and height.

Considerations: Building facades of industrial and manufacturing buildings
shall be composed with elements that reduce the mass of building walls,
reinforce locations of entries, and create architectural interest. Tis can be
done through variations in solid and void composition, color, material, and
height.

Guidelines:
1. All facades visible from a publicly accessible street or open space shall
refect appropriate structural elements and variation of the wall plane
through the expression of:
• Floors (banding, belt courses, etc.)
• Vertical support (columns, pilasters, piers, quoins, etc.)
• Foundation (watertables, rustication, etc.)
• Variation in wall plane through the use of projecting and
recessed elements
• Changes in material or material pattern
2. Facades oriented to a publicly accessible street or open space shall
include clear delineation between the frst or second level and
the upper levels with a cornice, canopy, balcony, arcade, or other
architectural feature.

Guidelines:
1. Te front façade of every building shall refect appropriate structural
elements and variation of the wall plane through the expression of:

Example of simple, but well-executed building massing expressing foors, columns, foundation, and
wall plane variation

• Floors (banding, belt courses, etc.)
• Vertical support (columns, pilasters, piers, quoins, etc.)
• Foundation (watertables, rustication, etc.)
• Variation in wall plane through the use of projecting and
recessed elements
• Changes in material or material pattern
2. Te sides of each building on a site, particularly buildings visible
from multiple streets, shall be consistent in design and shall be
compatible with other development in the immediate vicinity.
3. Industrial building frontages shall be broken up and/or screened with
landscape at intervals of no more than 50 linear feet.

3. Each block of new construction shall contain unique building
facades to encourage architectural variety within the Innovation
District.

Example of proper building proportioning and
clear delineation between ground foor and upper
levels.

Example variation in building facades along
street to add variety

Example of appropriate facade treatment in Innovation District
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Building Facades: Residential Buildings
Considerations: Building facades of residential buildings should create
character and visual interest and be composed with elements that reinforce
a pedestrian scale. Tese elements shall be utilized create a rhythm and
scale consistent with traditional architecture. Te design concept shall
utilize architectural elements commonly associated with the chosen style.
Additional interest can be added through variations in solid and void
composition, color, material, and height.
Guidelines:
1. All facades visible from a publicly accessible street or open space shall
refect appropriate structural elements and variation of the wall plane
through the expression of:
• Floors (banding, belt courses, etc.)
• Vertical support (columns, pilasters, piers, quoins, etc.)
• Foundation (watertables, rustication, etc.)
• Variation in wall plane through the use of projecting and
recessed elements
• Changes in material or material pattern
2. Variations in wall planes, roofines, and other massing elements shall
be incorporated to create visual interest in buildings. Large expanses
of fat and/or blank walls are prohibited.

Example multi-family facade creating interest through variations in solid and void composition, color,
material, and height.

Example appropriate refection of structural elements and variation in wall plane in multi-family
building.

Example utilization of balconies and porches on townhome building creating rhythm and scale
consistent with traditional architecture.

Example multi-family buildings with clearly defned and prominent pedestrian-scaled entries.

3. Building entries shall be clearly defned and pedestrian-scaled entries
must be a prominent feature of the front elevation.
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Ground Floor Residential Character

Pedestrian Access

Materials and Colors

Considerations: Te integration of residential buildings within the
Innovation District is important to the mixed use nature of the district.
Rather than units segregated from other non-residential uses, careful design
can integrate residential uses within mixed-use streetscapes.

Considerations: Buildings shall feature true pedestrian entrances. When
parking is located to the rear of a street-facing building, entrances shall be
provided from both sides rather than solely from the parking lot.

Considerations: Te materials used in building facades adjacent to public
streets shall refect a simplicity consistent with the City’s architectural past
and serve to mitigate the efects of large expanses of building mass on the
surrounding public realm.

Guidelines:
1. Where residential occurs on the ground foor of a building,
a maximum 8 foot setback is allowed, but not required, to
accommodate entrance stoops, planters, canopies or landscaped areas.
2. Ground foor residential uses shall provide a clear delineation
between public and private space through the use of a patio,
landscaped yard, or raised stoop.
3. Residential characteristics such as elevated stoops, entrance canopies,
balconies, and other features are encouraged in all residential
development.

Example ground foor residential character, with stoop and landscaped area providing transition to
public sidewalk.

Guidelines:
1. All buildings fronting SR 46 shall have a main entrance from the
public sidewalk. In addition, any retail use along this street shall
have an individual public entry from the street.
2. Primary entrances to corner buildings shall be located at the street
corner.
3. Primary entrances shall be both architecturally and functionally
designed to demonstrate their prominence.
4. Entrances along a public sidewalk shall incorporate arcades, roofs,
porches, alcoves or awnings that protect pedestrians from the sun and
rain.

Guidelines:
1. In general, facades shall utilize one clearly dominant material and
no more than three exterior building materials (in addition to glass).
Selection shall be based on the material’s durability and its ability to
weather and age within the environment.
2. Street level design shall refect a direct relationship to pedestrians.
Materials used at street level shall refect a higher level of fnish and
tactile interest to reinforce the pedestrian environment.
3. Inappropriate materials:
• EIFS (Exterior Insulation & Finish System)
• Applied Stone - any stone system without cavity wall
construction
• Vinyl or Aluminum Siding
• Mirrored or Tinted Glass (on the ground foor)
• Metal seam roof
4. Colors will be reviewed and approved by City staf. No primary,
overly saturated or fuorescent colors will be permitted.

Workplace example of appropriate material selection and composition
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Site Elements and Landscape
Landscape, Buffers, Walls, and Fencing
Considerations: Within the Innovation District, there shall be a focus on
creating an image of buildings and landscape rather than parking and service
areas. Public area landscape, between the building and public streets, is
intended to be informal and create a soft appearance over time. Screening
landscape is intended to mask the appearance of more industrial elements of
sites to allow for integrated uses within the district.
Guidelines:
1. Where the parking area is visible from a public street or highway,
the area shall be screened from view by some combination of
landscaping, earth berms and decorative walls. Landscape screens
consisting of trees, shrubs, ground cover and earth berms are
preferred.
2. All service yards and maintenance equipment must be enclosed and
screened from of-site view. Screening may be accomplished with a
combination of buildings, walls, landscaping, and landscaped earth
berms.

Service and Storage Yards and Loading Docks

Considerations: Te mix of uses in the Innovation District necessitates a
certain amount of service and loading areas. In order to maintain a positive
image of building and landscape from the street, service and loading shall be
oriented toward the interior of blocks and screened with landscape.
Guidelines:
1. Loading docks shall be oriented toward the interior of a block to the
extent possible. Where no feasible option exists to orient inward,
docks shall be completely screened from view of adjacent public
rights of way by an appropriate landscape bufer. In no case shall
loading docks be located less than 150 feet from a residential use.

Considerations: Parking shall be designed to be safe, shaded, and easily
accessible, but should not dominate the development of a site.
Guidelines:
1. Surface parking within the Character Area is to be limited to the
minimum required by governing code. Additional parking above
code minimum is permitted provided that it is contained within the
footprint of a building or in a parking structure.
2. Pedestrian walkways through parking areas are required and shall be
carefully defned, particularly where pedestrian and vehicle conficts
are unavoidable.

2. Loading areas are not to interfere with on-site pedestrian and
vehicular circulation. Loading areas shall be separate from areas that
are devoted to public parking and public entrances.

3. Building exposure shall be maximized and parking areas minimized
along all street frontages, where parking areas should be located
behind buildings and be screened from direct view from the street.

3. Loading operations shall not be conducted on or from a public
street.

4. Where parking areas cannot be located behind buildings and are
therefore adjacent to public streets, parking areas shall be screened
using some combination of landscaping, colonnades, trellises,
pergolas, kneewalls, low masonry or concrete walls.

3. Walls and accessory structures shall be consistent with the building
materials, fnish and colors used in the main building or buildings.

4. No outdoor storage is permitted within the Innovation District.
Storage of equipment and vehicles shall be within a building or an
enclosed storage yard.

4. Masonry walls and bufer landscaping shall be provided along the
side and rear property lines and streets adjacent to property planned
or zoned for residential use.

5. Service and/or storage yards shall include, but not be limited to,
loading areas, refuse and recycle bins, trash compactors, equipment
and material storage, utility cabinets and transformers.

5. Walls or fences of more than 100’ in length shall be broken up by
landscaping, pilasters, ofsets in the alignment of the wall or fence,
and/or changes in materials and colors.

6. Service yards shall be easily accessible to tenants and service vehicles
and shall be located to minimize conficts with other activities on the
site. Public circulation shall be separated from service yards.
7. Service yards may not be located next to properties planned or zoned
for residential use.
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Accommodating Parking: Parking Lot Design

DESIGN GUIDELINES

02

Parking and the Streetscape: Parking Lot Screening

Considerations: Site design guidelines serve to position buildings on the
street. However, on larger blocks, parking may be located to the side of, but
never in front of, the building. In these cases, when parking is visible from
public or private streets, walls, architectural elements, and/or landscaping
materials shall be used to screen views.
Guidelines:
1. Where parking lots are located adjacent to public streets, a street
wall edge to the sidewalk shall be maintained by a kneewall of 30” to
36” in height in order to reduce visual impact of parking felds and
headlights.
2. Wall materials shall be consistent with the composition of the
adjacent building façade.

Example of appropriate parking lot screening with kneewall and landscape along public sidewalk.

Screened lot along streetscape

Example of appropriate parking lot screening along public streetscape.
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Capital Improvement Plan
Capital Improvement Program
Te Master Plan and Design Guidelines for the WBID is the product of a
review of prior planning and market studies, and a reconceptualization of a
more contemporary approach to designing and constructing an attractive and
economically competitive location for employment. Te creation of such a
place requires investment – both public and private – to be successful.
Identifying the large-scale expenditures necessary for success is important
for policymakers and stakeholders to understand what level of investment is
necessary to achieve success. Tis section of the Master Plan is included to
identify those required investments, the estimated timing, and which sector,
public or private, is responsible for implementation.
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Te following Capital Improvement Program (CIP) table highlights the frst
seven years of a capital program. Te following assumptions were used in
developing the proposed CIP:
1.

Te utility program is identical to the existing CIP for the City of
Mount Dora for the WBID;

2.

Te estimated costs for the local roads are organized by WBID
quadrant. Assumptions on timing are based on an estimated timing
of development, but is entirely dependent upon the timing of private
development;

3.

Due to logistical and timing concerns, the regional trail is prioritized
to be the northern route. Two options for this route exist as shown in
Figure 6.

Te east-west roadway between the Round Lake Charter School and the
Real Life Christian Church of Mount Dora is the highest ranking capital
improvement project to be undertaken by the public sector. It will ensure
that the critical trafc relieving function of the east-west roadway corridor in
the NW quadrant of the WBID is preserved, providing a through connection
from Round Lake Road to Niles Road parallel to SR 46. Secondly, it could
provide a much-needed alternative to the drop of and pick up sequence at
the school, removing the stacked trafc on Round Lake Road. It is highly
recommended that discussions begin immediately while Lake County is
conducting their PD+E study of Round Lake Road to incorporate this new
roadway.

CAPITAL IMPROVEMENT PLAN
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Table 5: Capital Improvement Program Table
FY19-20

FY20-21

FY21-22

FY22-23

FY23-24

FY24-25

FY24-25

Total Notes

Roads - Public
Niles Rd - Southerly completion to SR 46

$2,200,000

Church-School Road

$2,200,000 2400 LF @ $4.85MM/mile; outside WBID*

$920,000

$920,000 1000 LF @ $4.85MM/mile

Roads - Private
NE Quadrant

$1,635,000

$1,635,000

$1,635,000

$1,635,000

$1,635,000

$8,175,000 8,900 LF @ $4.85MM/mile**

NW Quadrant

$884,000

$884,000

$884,000

$884,000

$884,000

$4,420,000 4,810 LF @ $4.85MM/mile**

SW Quadrant

$775,000

$775,000

$775,000

$775,000

$775,000

$3,875,000 4,210 LF @ $4.85MM/mile**

SE Quadrant - Phase 1

$2,800,000

$2,800,000

$2,800,000

$2,800,000

$2,800,000

$14,000,000 15,230 LF @ $4.85MM/mile**

SE Quadrant - Phase 2

$2,800,000

$2,800,000

$2,800,000

$2,800,000

$2,800,000

$14,000,000 15,230 LF @ $4.85MM/mile**

Trafc Signals
New/Upgraded Signals

$300,000

$300,000

$600,000 $300,000 each

Utilities
Round Lake Utilities Phase I

$1,200,000

$2,043,500

$2,533,000

$5,776,500 Existing CIP Project ***

Round Lake Utilities Phase II

$5,245,000

$5,245,000 Existing CIP Project ***

Wolf Branch Utilities Extension Phase I

$4,488,700

$4,488,700 Existing CIP Project ***

Wolf Branch Utilities Extension Phase II

$5,450,000

$5,450,000 Existing CIP Project ***

$625,000

$625,000 11,600 LF @ $285k/mile

Trails
Local Trail - SE Quadrant
Local Trail - SE Quadrant *
Local Trail - Tremain to CR 437 (Former rail spur)
Regional Trail (Option A or B)

$869,250

$245,000

$245,000 4,500 LF @ $285k/mile

$1,567,500

$1,567,500 5.5 miles @ $285k/mile

$869,250

$1,738,500

6.1 miles @ $285k/mile****

Gateway Monumentation
SR 46 and Round Lake Road Intersection
* - Not within WBID
** - Private sector cost likely lower than Lake County cost per mile

$250,000

$250,000 Monumentation and landscape on all four quadrants

***** - Nothing obligates any public sector funding nor does anything to
preclude public-private partnership funding for these roads.

*** - portions of project not within WBID
**** - only one option to be selected (A or B)
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Finance
Tere are a wide variety of tools available for both the public and private
sector to fund the required capital improvements necessary to implement the
WBID Master Plan. Prior to identifying the various tools, a high-level policy
discussion surrounding the question of ‘Who pays?” is in order.
Local governments vary widely on their view of their role in economic
development. Some will advance their goals by providing a wide array of
services to businesses to promote economic expansion, but refrain from
making any direct investment, either capital or participation in incentive
agreements to attract employers. Others take a more aggressive approach
and view their role in economic development as a funding partner, often
evaluating the level of investment based on a number of Return on
Investment (ROI) metrics which difer greatly from the private sector. Tese
ROI metrics can take many diferent forms, including increased revenues
from ad-valorem taxes, serviced fees, and other direct and indirect returns.
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Te methods and tools discussed below can be utilized in a number of
diferent ways once the policy approach of the investing local government
is established. Some of the capital projects listed in Table 5 are clearly and
solely the responsibility of the public sector, such as utility extensions. How
or whether the City chooses to seek reimbursement of those costs over time
via connection charges and monthly fees is part of this policy discussion.
Other capital improvements such as internal roadways like Road A in each of
the quadrants can be left to the private sector to deliver incrementally when
site development occurs or can be constructed as a single system and fnanced
by one or more of the methods discussed below.
One fnal policy issue is important to consider, and that is one of private
property rights. Some view the role of the public sector as limited in
compelling property owners to participate in any mandatory capital
fnancing mechanism. Opposite views include the idea that with enhanced

entitlements and the ability to develop land, there is a certain obligation
to participate and pay a fair share, regardless of whether the timing of
development is short or long term. Tese issues should be fully vetted when
considering how and when to use the tools and mechanisms listed in this
section.
Te list of fnancing tools included in Table 6 is not exhaustive. It is a list of
some of the most common tools used to fnance infrastructure. In addition,
the use of grants and loans such as State DEO Job Growth grants, State
Revolving Loans, FDOT, FDEP, and other agency grants and loans, can
supplement the fnancing of infrastructure.
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Table 6: Capital Improvement Financing Options
Method

Description

Strengths

Weaknesses

Applicability to WBID

Special Assessment

A fnancing approach created to provide
for projects and/or services to a specifcally
defned area. Special assessments imposed
pursuant to Chapter 170, Florida Statutes,
must be “on benefted real property at a
rate of assessment based on the special
beneft accruing to such property from such
improvements when the improvements
funded by the special assessment provide a
beneft which is diferent in type or degree
from benefts provided to the community
as a whole.” An MSBU is a form of Special
Assessment commonly used in unincorporated
areas.

Assignment of costs to only those properties
that beneft from the improvements. Can be
used as a secondary pledge for other fnancing
mechanisms

Not all properties want the beneft of the
capital improvements. The WBID boundary
includes single family residential properties
without any near term plans for redevelopment

Could be used to assess the costs of roadways,
gateway monumentation, and/or other public
realm improvements. Assessment districts
could be designed for just the Gateway or for
the entire WBID, or both.

Tax Increment Financing (TIF)

The ‘freezing’ of the assessed value of properties
creating base year value for a specifed district.
The ad-valorem revenue for the City and
County due to any increase in assessed value
would fow to a newly created Community
Redevelopment Agency (CRA). CRA revenues
would be limited to spending within the CRA
boundary and subject to spending based upon
an approved CRA plan.

CRA revenues are unpredictable, especially
in newly created areas. TIF districts typically
In general, property values are increasing due
rely upon tax-exempt debt to fund capital
to investment in public infrastructure (SR 453,
improvements. Uncertainty about future
revenues will make underwriting issuance of
City utilities). There is a direct nexus between
revenues generated and beneftting properties. debt very challenging.

Impact Fees

A well established approach to financing
public infrastructure. Structured as an ‘upfront’ fee on a development program based
on an approved assessment methodology.

Fees assessed on development that create the
impact on the public facility or service.

Impact fees are assessed at the time of
development and are difcult to use as a
primary source of debt service.

Appropriate for long term capital fnancing
and construction. Best approach may be to
combine with a special assessment district
used to generate debt service payments
until such time as TIF revenues can cover
obligations.
Sewer & Water: An additional fee on top of the
existing sewer and water impact fees could
be used by the City to recapture the cost of
utility trunk line extensions from US 441 to
Round Lake Road. Roads: The internal roadway
system is anticipated to be constructed by
developers when land is developed. All impact
fees generated will be used by the County to
construct arterial roadway capacity.-
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Table 7: Capital Improvement Financing Options

Administration Plan

Action Item

Lake County

City of Mount Dora

Future Land Use (FLU) Map

Figure 9 and Table 2 identify the parcels that require Future
Land Use changes to implement this plan. The County
should initiate FLU map changes for those parcels listed
in Table 2. Upon fnal adoption, the updated County FLU
map will be consistent with the recommendations in this
Implementation Plan

The City cannot adopt ofcial FLU Map designations until
properties are annexed. However, as part of the current
Evaluation and Appraisal Report (EAR) process, the City has
identifed the WBID as a desired addition to the City. In the
EAR, the City should identify the recommended Plan on
Page 6 as the instrument that will guide all FLU changes as a
result of annexation.

Policy Changes

Policy I-1.3.6 of the Future Land Use Element Goals,
Objectives and Policies sets out the criteria for the
Regional Ofce FLU category countywide. Because other
areas of Lake County are subject to this designation, it
is recommended that Lake County adopt a new policy
specifcally tailored to the Wolf Branch Innovation
District, which would include the use and development
criteria recommended in Section 01 of this plan.

Policy 4.g.(12) of the City’s Goals, Objectives and Policies
of the Comprehensive Plan describes the Employment
Center Future Land Use category. This category should be
amended and renamed to the Wolf Branch Innovation
District category. In addition, the use and development
criteria recommended in Section 01 of this plan should be
included in the policy amendment.

Zoning District

Section 3.00.00 of the County Code (Zoning District
Regulations) establishes the “C-3” Employment Center
District, as the implementing vehicle for the Regional
Employment Center Future Land Use category. Since
there are multiple locations in Lake County designated
as Regional Ofce, it is recommended that Lake County
establish zoning use and development standards applicable
only to the Wolf Branch Innovation District. This can be
achieved in varying ways within the code, including the
establishment of a new ‘Special District’ or by amending
the C-3 zone to include use and development criteria only
applicable to the WBID

The City has an established Zoning District - “Employment
Center” (EC) in the Land Development Code. The
following code sections should be updated to be
consistent with the recommendations in this report:
Section 1.4. - Future Land Use category and Zoning District
compatibility
Section 3.4.15 - EC Employment Center District

Architectural and Site
Design Standards

Chapter IX of the County Code contains the Development
Design and Improvement Standards. Subsection 9.10.00
contains the architectural and site design standards of the
County. Similar to Section 9.10.03 - Mt. Plymouth-Sorrento
Community Redevelopment Area Commercial Design
Standards, it is recommended that the County create a
new section establishing the design guidelines for the
WBID. In the alternative, the County could adopt the design
guidelines by reference to the WBID Implementation Plan.

Chapter VI. Design Standards of the Land Development
Code sets out the commercial (6.13) and residential (6.11)
architectural and site design standards for the City. The
design guidelines in this report are recommended to be
applied only to the WBID and used to supplement the City’s
existing design criteria. When in confict, the WBID design
guidelines should prevail. The City may choose to adopt
these guidelines by incorporating them into Chapter VI, or
adopt them by reference to the WBID Implementation Plan.

Land Use Regulation Changes
In order to implement the fndings and recommendations in this report,
each government will need to process Comprehensive Plan amendments and
Zoning/Land Development Code amendments. Table 7 outlines the specifc
recommended actions to ensure that Lake County and the City of Mount
Dora adopt changes to their respective land use regulatory systems which will
result in identical development criteria.
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Ongoing Collaboration
Te success of the WBID depends largely on two factors – market forces and
marketing. Te former is beyond the control of any local government and is
subject to macro-economic conditions. By adopting the recommendations
in this plan and implementing the recommended actions, Lake County and
the City of Mount Dora will have done the lion’s share of efort to create
a regulatory environment conducive to economic success. Investments by
the Central Florida Expressway Authority and the Florida Department of
Transportation have accelerated the emergence of the WBID. Additional
future investments by the City of Mount Dora in utilities and fber optic
capacity, and Lake County in roadway capacity, will further fuel the location
as a unique economic and business district.
Te second factor is marketing and business development. Selling the
WBID as a remarkable location for the establishment of businesses in
targeted industries such as Clinical Health Care/Life Sciences, Research &
Development, Advanced Manufacturing, and Higher Education is in the
hands of the private and the public sector. Private sector land interests largely
control the timing of the emerging employment center by bringing land
supply to the market.
Te public sector also plays a critical role in marketing and business
development. Te City and County each employ highly trained staf in
Economic Development. Trough maintaining the strong collaborative
efort built to date, both governments can combine resources to market the
WBID as one of the emerging corporate business centers in central Florida.
It is highly recommended that the momentum established between the two
governments be continued going forward. Coordinating marketing and
business development initiatives for the WBID should occur on an ongoing
basis.
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Appendix L

Lake County Wage Certification Statement

