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EXECUTIVE SUMMABK THE ECONOMIC IMPACT STUDY

Tampa Bay Nex{TB Next)is a collaborative process focused dnvesing in interstate
modernization, transit, complete streets and other projects to improve mobility in the Tampa Bay
Area. During this process, the City of Tampa Community Redevelopment AgencB¢arlA)
requested that the Florida Department of Transportat{eOT) prepare an economic impact
dddzRe (2 R20dzySyid GKS LRGSydaAart SFFSOda 2F% YI
(letter dated October 4, 2016) FDOT District 7 contracted witlarpaBay Regional Planning

Gouncil (TBRP@) prepare anindependentEconomic Impact Analy$ the Tampa Interstate

Study (TIS) Supplemental Environmental Impact Statement (SEIS). The TIS SEI#icludes |
from the Howard Frankland Bridge to north of Martin Luther King Jr. Boulevard il the 4

275/-4 interchange to east of 50Street.

TBRPC has preparedstudy focused on the broad economic impacts dhe TIS SEISn
Hilsborough County YR 2y (G KS LINRP2SO0GQa SO02y2YAO | yR ¥
particularly Central Park, Channel District, Downtown Tampa, East Tahapapa
Heights/Riverfront and West Tamparhose impacts cover issues suchlaasl use,personal

income employment property valuesand other implications for the future of theo@munity
Redevelopment Arsa

TBRP@sedTranSight to evaluate alternative projeetsigngo alleviate congestion in the Tampa
Bay AreaTBRPC evaluated threeonomic scenario®r the TIS SEISNo Further Action, Nen
Tolled Express Lanes, and a Tolled Express lfane.further action is taken on building either
the nontolled or tolled express lane projects, congestion in the regmurid likely increase. With
many highway facilitiesn the region already exceedindpeir design capacity, increasing
congestioncould cause the regional economg suffer. Those findings are summarized in Table
ES1.0.

TableES.0: Comparing=conomic Impaccenarie Compared tdrend Forecast

Average Annua AverageAnnual Average Annua Average Annua Differences
No Further Construction NonTolled Tolled Express between Nor

Action Impacts Express Lanes Lanes Tolled and
TolledExpress

Lanes

Total Employment* -25,652 4,110 9,757 12,413 2,656

Gross County

Product ($Mil) -3,243 355 1,283 1,634 351

Output ($Mil) -5,625 658 2,222 2,832 610

Personal Income 2,280 220 638 803 165

($Mil)

*Employment is in jolyears, one job held for one ye&t.Trend Forecasre discussed in Section[@ollar impacts
are 2015 $Source: TBRPC, 2018

TBRPC used the results from TranSight, local data and pfahthe Tampa Bay Regional
Planning Model outputs to analyze potential impacts of TIS SEI®n the Community
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Redevelopment Area@CRAs) | A Ay 3 | WG NA | y 3 dzésk GohrgegaQwel & R 0 |
insights from the research literature, TBRPC extended the countywide analysiscenteogo
the CRAs.

Generally, the No Further Actiomemariois likely to havenegative impacts on employment
growth in the CRAsand may contribute tolower than trend population growth in some
community areasOn the other hand, No Further Actismould result in traffic rerouting from an
overcongested interstate to CRA arterials running parallel with the highwayofiglaty. Higher
traffic counts on derials may have adverse impacts on skifgheily home values because of
nuisances of noise and congestion whilereased arterial trafficould stimulate growth in
commercial and even mulamily residential property valuégcause higher traffic volumes raise
the visibility of thos@roperties

Of each of the enariosstudied in this analysi#he tolled-express laneslternative, especially

the construction phase, ibkely to have the most direct and positive impact @conomic
conditions in the CRAs. Construction may bring hundreds of jobs to CRA residents and attract new
sales to CRA businesses. Because construction of a $2.65 billion project is an economic stimulus,
rising household incomes and new investment in roencial activities is likely to increase
property values.

While system performance improvementse likely to improve economic performance
throughout Hillsborough County, impadis CRAs are likely to be roughly proportionate to
countywide impacts. Thateans that, unlike construction impacts, system performance is more
likelytobei KS GARS GKI G Wt aBodnihatprdvities ber@flitsitaisgecifidICRAS.S NJ
On the other hand, because Ybor and Downtevanild benefit from increased accesdityi after

the project opens, there may be a higher increase in discretionary speindithgse CRAS,
compared to the others

Because thesévesiments in highway modernizatioare adjacent to most CRAs and because
construction is likely to have a significant impact on the CRAs, TBRPC looked at the potential fiscal
impacts to CRA finances. The CRAs are funded through Tax Increment Financing (TIF). TIF districts
retain the revenue déved from property assessment gains and use that revenue to fund various
capital projects.

Since boththe Tolled and Notolled Alternativesvouldrequire some rightf-way purchases and

may impact overall property values, TBRPC analyzed two fiscaticséom 2018 t02027,

spanning the impacts of riglof-way acquisition, construction and project openim@027, when

primary highway impacts on property values peak! Wi NBYy RQ | yithefedsia a | & :
project, andTIF reenues grow at the avage historical rate. Buildscenariouses those same

growth ratesbut analyzes the impacts of each project phase on TIF revenue. Efjlrdepicts

the excess revenues thtite Build scenario TIF revengenerates ovetrend TIF revenue.



FigureES1.0: Build Scenario TIF Revenue over CRA Trend TIF @ahemsands)
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As the figure shows, between FY18 and FY19, there asgmdécantdifferences between the

trend and the buildevenue estimates. Between FYR2022, TBRPC estimates a small decrease in
expected revenues due to the impacts rafht-of-way acquisition and construction nuisance
impacts to property values. In subsequent years, however, the positive impacts of economic
stimulus from construction and improved accessibility capitalize into property values and increase
the Build scenario TIF revenues over the trend.



1.INTRODUCTION

1.1 About the Tampa Bay Regional Planning Council

9aGlrofAaKSR Fa Cf2NARFQa FANRG NBIAZ2YIE LI Iy
Council (TBRPC) provides a forum to foster communication, coordination and collaboration
among its member governments. Serving six counties (Citrus, Herrdilidborough County

Manatee, Pascand Pinellas) and twentyne municipalitiegherein, TBRP@rovides a wide range

of services, including:

Economic Modeling and Analysis

Economic Development District

Community Visioning and Planning

Spatial Growth Modgilg

Hurricane and Hazard Preparedness Planning

The OfficiaDisaster PlanninGuide
GeographidnformationSystems (GlS9\lapping Services
Local Emergency Planning Committdazardous Materials
Technical Assistance to Local Governments

Agency on Baylanagement

Bay Soundings Quarterly Environmental Journal
Future ofthe Region Awards

Regional Information Center

=A =4 =4 =4 4 -4 4 -4 -4 - -8 -4 -4

As one othe first Regional Economic Models (REMI) useRdrida, TBRPC has bgwoviding
economic analysis services to government agenciesproits and the private sector. Since
1999, TBRPC has conducted over 4@0nomic impactstudies covering topics such as
transportation, environmental and natural resources management, land useéodecisusiness
investment incentives, taxation, sports and other evamis festivalsMany of these reports are
available from the TBRPC webditéy://www.tbrpc.org/eap/eap projects.shtml



http://www.tbrpc.org/eap/eap_projects.shtml

1.2 About the Tamp&oreUrban Area Economic Impact Study

Tampa Bay Next & collaborative process focused on investingnterstate modernization,

transit, complete streets and other projects to improve mobility in the Tampa Bay Bueing

this process, the City of Tampa Community Redevelopment AgencyB@@iR#iequested that

the Florida Department of Transportation (FDOT) prepare an economic impact study to document
0KS LRIOSYldAlrt STFSOGa 2F YI &2rNdn koyefeGeNBated G S A
October 4, 2016) FDOT District 7 contracted withnipaBay Regional Plannin@ouncil (TBRPC)

to prepare an Economic Impact Analysis support of the Tampa Interstate Study (TIS)
Supplemental Environmental Impact StatementiSBE The TIS SEIS includ285l from the

Howard Frankland Bridge to north of Martin Luther King Jr. Boulevarédaindnh the 1275/I-4
interchange to east of 0Street.

There are three deliverables in the Economic Impact Analysis. Deliveratdenietiodology
memorandum. Deliverable fbcused on the countywide economic impactsDeliverable 3is
focused onlocal impacts to theCity of Tampa, particularly th@RAs adjacent 6275 and 4,
including Central Park, Channel District, Downtown Tampast Hampa, Tampa
Heights/Riverfront and West Tampas shown in Figure 1.0 TBRP(has evaluated three
economic scenarios for ¢hTIS SEISNo Further Action, Nefplled Express Lanes, and Tolled
Express Lanes the contextof impacts to the economy and the fiscal conditions of the CRAs

The primary focus is on theconomic impactsvithin the TISSEIS project area incligarts of 4
275 and#4 in the Westshore Downtowhampaareas &0 shown inFigurel.O.

Figurel.0: TIS SEIS Project Location

= = Tampa

RS Internalional

@ Airport @
% TAMPA

HEIGHTS
RIVERFRONT

S ICHANNEL
BOWREOWA DISTRICT

NON CORE
=/ Tampa
Tam/;?';’ Bay

SourceFDOT2018
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2. EXISTING CONDITIONS

According to the US Bureau of Economic AngB&i8,)the Tampa Bay Area economy is th8 24
largest metropolitan area in the United States (261FMpme to the largest concentration of
medical device manufacturers outside of California, to thriving health care and findnsty
clustess, and tomany otherindustries the Tampa Bay Area provides more than 1.1 million jobs to
its residents and to comuters from outside the regioffBRPC, 2017)

Out of 384 metropolitan regions in the United Statee Tampa Bay Area is third in the nation in
the diversityof its patents, and it is a Hoéd of new business formatiorranking tenth in the
nation for newbusinesses to total employment and ninth in terms of the overall business
Re&ylFYAayY 27F (KS y|aochrading®Statoramarik2gi3)a a | OG0 A OA (@

All of that dynamisnis sustained by an extensive transportation system, including its interstate
highwaycomponents. SOl dzaS 2F GKS NXIA2yQa adaNRBy3a INRgI
has become more of a problem.OO2 NRAYy 3 (G2 GKS ¢SEF& ¢NJyalLlk2 N
Index report the Tampa Bay Area is ranked as theribst congested metropolitan areanong

similarly sized cities in the United States arltf @2erall (TTI, 2015)According to TTlpagestion

is much more than just an inconvenience, the delays that come with congestion cost commuters
and businesses mopeThose costs add up to billions of dollars of lost opportunity, investment

and future potential.

9¢gSy +a O2y3SadAzy FFROSNASf@& AYLIOla GKS NB
continue to influence the quality of life argbcioeeconomic characeristics of its adjacent
neighborhoods.CRAs that are most directly impacted incl@@entral Park, Channel District,
DowntownTampaEast Tampallampa Heights/RiverfrontVest Tampaand Ybot

Together, these areas are home about 57,725 residentsand over 134,000 jobs With lower
rates of homeownership and lowaveragehousehold incomes than average for Hillsborough
County,about 20 percenbf all householdgarn less than $10,000 a ye¥vhile there are many
jobs overall, those jobs are concettrd in Downtown and to a lesser extent in East Tampa and
Ybor.Generally, ltere is also a shortage of employers in a diverse set of industries offering well
paid employmentn most CRAd.arge areas of vacant lots and underutilized properties in some
CRAsalso point to unmet potentialA more indepth treatment of CRA existing conditions
appears in Section 6.

¢ YLI 1@ I NBIFQa SO02y2Yeé FT2NJ GKS aAE O2dzyie NBIAZY 6/
Fa SA0GAYFGSR o0& ¢.wt/ Qa w9al Y2RSt (2 06S bPmcTtT O0AfftAZ2Y
NI Y1 AYy3IZ GKDmyNS Hrje2 yhana Chaslate yNorth Carolina, the 2argest metro economy.
(https://www.bea.gov/newsreleases/regional/gdp_metro/gdp_metro_newsrelease.htm).

11



3. DEFINING THE PROBLBEMCONGESTION

Transportation and logistics costs account for a significant share of business turnover, often
exceeding tempercent(Engblom et al, 20129). While the concentration of business activities in

urban areas reducehose costs, traffic congestion erodes the advantages of proximity. Defined

Fa aF O2yRAGAZ2Y 2F (NI FFAO RSt betarcadeRdeatsithe (1 K S
capacity of tle traffic network to handle itgongestion slows the movement of consumers and
producers and raises costs for b@teisbrod, Vary and Treyf03,2).

As such, congestion costs the economy income and kopsre3.1 depicts traffic volumes in

2012 and anticipated volumes 2040 by major highwayacilityin the Tampa Bay Are@he grey

boxes indicate the traffic volume design capacity of each facllitg.a & 2 F GKS | NBI Q:
have reached or are nearing capgci

Figure3.1: InterstateTraffic Volumes in 2012 versus 2040 compared to Design Capacity
Vehicle trips

400,000 g—

350,000 fF—

120120 2040

CAPACITY

300,000 fF—
250,000
200,000
150,000
100,000

50,000

HOWARD SOUTH PINELLAS
FRANKLAND
BRIDGE

Source: Tampa Bay Express Master Plan, 2015

While congestion impacts all users, perhaps its most visible impact is the effect of congestion on
commuters. Extended travel times, resulting in the spread of peak travel times across the day,
affect O2 YYdzi SNEQ LINPRdAzOGA @A G & Eksidf congmiting. Cofigestiadd A & S
leads commuters to stagger their work hauend indirectly impact other family membg&rs
travetto-work patterns In the Tampa Bay Aredampa Bay Regional Planning Mod&RPIM
anticipates that peak hour traveould spread fran 6:45 through 8:45 in the morning to 6:00 and

9:00 in the morning by 203%s shown in Figure 3.0Over the same time period, evening peak

travel timeswouldincrease from 3:30 through 6:00 to 3:00 through 6:30 by 2035.

As depicted in Figurg.2, Jin and Rafferty (201'graphthe relationshipbetween employment,
household income and traffic congestias a feedback loop. As employment rises, so does
12



income and with it, traffic congestio@onversely, angestion imposes costs on commuters
reducingemployment and household income

Figure3.2 Simultaneous relationship between traffic congestion, employment and income

/.

Household
Income

Traffic
Congestion

Source: Jin and Rafferty, 2017

Beyond impacts to théinancesof commuters and other travelers, congestion most directly
affects eonomic productivity. Productivity measures how much output is generated from a given
amount of input, such as labor and capital.

Rising transportation costs diminish labor productivity and when the production process requires
the circulation of inputs orcrowded roads industries pass on those additional costs to
consumers.Beyond time spent in traffic, congestion effects cascade through the economy,
influencing business practices. Weisbrod and Fit20698, Pg. 6)made the following points
about thedisadvantages of congestion:

A Because congestion limits tirsensitive delivery areas, distributors must increase the
number of delivery vehicles to maintain and grow distribution markets. Routes must also
change. These demands require more drivers andheetwsts, and increase congestion.

A Longer truck operating hours, fewer deliveries or completed jobs per crew trip and
exceeding safe limits on driver time. For example, businesses in Portland with chronic
delivery issues have had to increase inventorigesad much as-8 percent (Engblom,

2012)

A At manufacturing plants, slower turn around between plants can result in additional shifts
or cutbacks in production schedules.

A Afternoon congestion has reduced late deliveries in large urban areas and forced
restocking restrictions on businesses after 3pm. It also forces businesses to open early if
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they cannot offer drop services to carriers. Moreover, delays in receiving deliveries result
in overtime payments and in costs related to refused deliv@fiessbrod ad Fitzroy, 6)

A Congestion affects bus speeds by directly limiting maximum speeds, double parking,
turning queues and need for frequent access to the curb lane at bus stops as well as the
need to remerge with traffi(McKnight,6). As such, buses are ddwlaffected: first, by
the low speed of the stream of traffic, and second by interference from other vehicles
when moving in and out of the stream of traffic at btegs McKnight, 6).

A As with commuters in singteecupancy vehicles, transit riders musildun additional
travel time to arrive at work or at school in a timely fashion. Similar to freight companies,
transit operators must consider the operational issues of more buses and shorter
headways to compensate for longer travel times, raising peakdmployee costs.

Conversely, Weisbrod and Fitzroy n¢pg. 8)that the expansion of the transportation system
and alleviating congestion yields economic benefits:

A LYLINROSYSyGa SyflNBHS Odzad2YSNJ YFEN}SGa IyR
(whik AYyONBI&asS arftsSa FyR NBRdzOS dzyAld O2advo
increase sales as a result of more highly specialized and differentiated products).

A System improvements can affect the size and density of labor markets, facilitating

GFrEAYSNI A2y SO2y2YASag GKIFaG +Fft2g TFANKVa
employees with better matched skills, and innovate from interaction with workers at
other firms.

A System improvementsan affect supply chain efficiency, as more reliable ancrfast
transportation can lower logistics costs by reducing the need for delivery vehicles,
warehouse space, and investment in safety stocks.
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4. METHODOLOGY: TRANSHOJIORORECASTIRGD ECONOMMODELS

New residentialand commercialprojectsin an urbanarea tend to generate and attraciew
vehicle tripsAs new trips are created, transportation engineers considering the efficiency of the
road network account for whicloutesthose trips take, and whether those trips are undertaken

in automobiles, transitbicycles walk,or by bus Traffic engineers also consider issues such as
peak hour volumes of traffic and peak directiamganingwhich lanes might be most heavily
traveled in order to plan future improvements to the roadway network.

Those new trips caralso affect the overall system performance of the road network by
introducing incremental changes to the total number of vehicles on existing roads, which routes
are use@, and average travel speeds. Moreover, dbachangesan affect how aher vehicles

using the road network behave. Anticipatitng net impacts of all of these changes is highly
complex especially since the cost of road upgrades meansttigatongterm effects of those
projects must be considered

Transportation engineerand planners usdravel Demandomputer models to consider the
implications of proposed or potential transportation projects for the system performance of the
road network. Transportation planningnvolves the determination of the need for new or
expanded highways, transit systems, freight facilities, and transportation ternfingtisermore,
engineers and planners must consitleg location,capacity and thenanagement of demanish
development ofnew projects Typically transportation planning involves a forecast of travel
patterns 15 to 25 years into the future with an aim to develop a future transportation system that
wouldwork effectively at that timéBeimborm, 2006).

In order to provide abbf this detail, travel demand modedsnulatecurrent roadway conditions

to contrast withalternative future conditionsThis allows for engineets compare and contrast
future actions, including new road projedi®r example, since highway congestion in the Tampa
Bay area is already high, anticipated future growth is likely to make congestion even worse.
Transportation engineers consider a range of potential projects that might alleviate that present
and future cogestion with roadway projects.In some cases, additional road capacity is
considered, in others, technological solutions may help offset the need for new investment. In
more congested urban areas, there may be a need for a package of projects.

Those projets are then entered into the Travel Demand model as one alterrstesgario They
then consider the impacts to the transportation network if those projactsnot built, even as
the region continues to add jobs and populatasna second scenari@ompaing thedifferences
between two scenarios yields many different indicatjomich as éw many vehicles are
anticipated on a roadomparedto the design capacity that road was built; farhich types of
vehicles(automobiles, trucks and transitand hourlydistribution of trips over the dayOther
related indicators calculate average vehicle trip travel speeds.
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In the Tampa Bay Area, planners use a custom designed travel model call the Tampa Bay Regional
Planning Model(TBRPM) to forecast anticipated chasg® the roadway systemlTBRPM
produces a wide range of indicators that are used by engineers, plaandrdecisiormakers to

consider the impacts of potential transportation impac&nce the model contains such a
comprehensive view of the transportai system, it is also useful for analyzing how the
transportation system interacts with the econonAppendix 1 provides information on the
LIN22SO0G RSaA3dYy YR laadzvLliaAzya GKFG LINRPGARS

4.1 LinkingTravel Demand Modeto Economic ModethroughEffective Distance

Because large scale projects often influence the entire performance of the road network,
transportation plannerscan be concerned with the effects those projectsve upon the
economy. Since increasedngestion slows the flow of both the workforce and freight, traffic
congestion is more than an inconvenience to travelers; it can also adversely affect the gconomy
which is more dependent than ever before on the timely delivery of goods and servittes. At
same time, decreasing congestion through new transportation capacity removes obstacles to the
movement of goods and services.

For economistspne of the principal means through whighKk S G N} yaLR2 NI F dA 2y y
performane influences the ecomoy may be termedthé ST FSOUA BS RA&GF yOSé ¢
and consumerdffective distances a combination dfransportation costs and accessibility costs

that industries pay to move inputs and outpufthe effective distance impacts the relative
delivered cost of the good or service produced. For example, if two regional economies were
perfectly equal and one economy overnight underwent transformative transportation network
improvements, that economy witd become more competitive andould be expected to grow

at a faster rate than the other economy.

Transportation costs representse offset between shorter travel times and additional miles
traveled, both of which are consequences of an upgraded tratamor network Cost savings
come from the increasi average travel speedshich reduces the effective distance between
sellers and their markets.

Economists usecaessibilitycosts to bridge business and consumer interests agsessinga
monetaryvaluefor increased accessibilityhis value ibased on how much an industry relies
uponmodes oftransportationfor intermediate inputssold by other businessé®r exampletires

and engines are intermediate inputs in the manufacture of vehidlékile widened roads may

only marginally improve accessibility, other infrastructypgrades such as new bus routes and
highways mayesult in realdecreases in accessibility costs. In particular, expansions of network
capacity facilitate greater flow afiputs to production Such a growth in inputsugments the
variety of available goods and thereby enhances regional productivity, particularly for industries
with heavy dependence on intermediate inputs and transportation.
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4.2 Using TranSight imulate the economic impacts of transportation investments

TBPRC conductsansportation economic studiesusing computer scenari@ with Regional
Economic Models IN(REMIQ & ¢ NJSgefaficgdtnipare and contrast travel demand outputs

for events suchas modernizing the interstateversusno further action Just as the TBRPM
juxtaposesbefore and after conditions of both a set of projects versus no projects, TranSight
compares the economic impacts of buildiaget of projects to the economic effects bt
upgrading the transportation network. Both sets of impacts are benchmarked against a baseline
which we call the trend forecast

Scenari@ I ya g SANDEG glKALYIIRa 2F jdzSadA2ya Fo2dzi GKS NE
the economy. For example, let us say thatttead employment forHillsborough Countyn 2015

is 855,112 Moreover, let us say that an added lane or additional transit service cuts average
travel times by a minute along some transportation corridor. If a forecasted impaen8ights

an above trend changef 1,000 jobs, then the total number of jobs is 856,108.the other

hand abelowtrend changeof 1,000 jobs results in 854,112 jobs in the County.

As suchTranSight tracks the interrelationships between different components of the economy to
produce a detailed account dhe jobs and industriesimpacied by transportation projects.
TranSight also accounts for how new infrastructure investment influences prices and the demand
for goods and services. Since different industries are variably dependent upon the transportation
system, projects can influence economidcomes by their very nature. For example, a freight
corridor may primarily influence the movement of trucks. Thatrin, tvouldinfluence how many

jobs are created in staffing distribution centers versus how many jobs are created driving trucks.
Dedicated bus lanes may influence commuter costs, primarily, and other roadway users indirectly.

Construction is another exampl®oadway constructionvould create thousands of jobs in
construction, simply because of the scale of the projadt constructon is dependent on other
activities design services, raw materials, financial services and so forth. Because supply chain
relationships are clearly specified in TranSight, we can estimate how many jobs in affiliated
industries are created as the resultooinstruction. Household spending is also clearly specified in
TranSightthereforespending by new construction employment can be tracked through spending
on health care, retail and food services, among many other industries.

Transportation gstem perfomance also creates (oeduce$ jobs. Jobs in manufacturing, for
example, are heavily dependent on minimizing congestion delays as manufacturing is a highly
competitive feld where balancing costs is a priorit$ystem performance improvements,
therefore,plays a powerful role in creating and sustaining employment in that industry. Software
publishing, on the other hand, is less dependent upon system performance, and consequently
system performance improvements have a smaller impact on job creation ondstin that

industry.
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4.3 Trend Forecasand Economitmpacts

Both travel demand models and TranSight compare current conditions \aerSapated or
plannedfuture conditiors. In simulating economic impacts to the econofiggnSighimeasures

Q a K 2006candnic impactsf a transportation projecto atrend forecast.Trendforecasts are

reference points economic analysise to judge the direction and magnitude of potential
economic impacts Trend forecasts are not important in theselves other than placing
employment change and other impacts to the economy due to some shock, such as the
construction of theExpress Langwoject, in the context of the overall econonfys suchit is

more useful to think of the shock as generatingtaaizy’ R S N1LJS NJF diNéXpeofalaner &nf F S O (i
W2 ASSNNIF 2 NYVAYAQ STFFSOG ThrpughauNIBhig Repod et callk & y (i ©
dzy RSNLISNF 2 NX¥A Y3 STTFAGINFRNYAYA (1 NG YORIAS |(yNSS y2RAS

Forexamplew9 a L Q&  TFetnpldyrdentayidv@tor Hillsborough Countig anticipated to be
steady and somewhat faster than the national growth in employment over the same period
(REMI2017) Figured.1ldepicts thetrend forecast forHillsborough Counthrough 2035.

Figure4.1: TrendForecast Hillsborgh County 201:2035(Millions of 2015 $)
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Let us say that &ypotheticaleconomic impactsuch as the loss of major employerauses
Output and Personal Income to drop by ten percent in each year between 2015 and 2035. That
hypotheticalimpact is depicted ifrigure4.2. A solid line is shown for bottend forecastutput

and personal income, while the alternative impgkdt Output and Alt Personal Incom&shown

in the same colors but with dashed lines.

18



Figure4.2 Compaing Trend Forecastith a Hypothetical Podinpact Forecast Hillsborough County
(Millions of 2015 $)
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A summary table of the results of tigpothetical analysis would show average and total values
of the differences between thé&end and the alternative impactAs shown in theTlS SEIS
scenarios those tables summarize the impacts of building express lanes and taking no further
actions. Arend forecasfor each major indicator is provided to contextualize es@nario, using
above trend or below trend to characterize the impact to the economy
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5. TIS SEISONSTRUCTION AND ™\ PERFORMANSEENARIOS

In this study TBRPC focusesn the economic impacts of taking no further action (not
modernizing the interstajecompared to building either thidon-Tolled or TolledExpress Larse
TBPRC preparetthree scenariosto analyze those impacts ahe Hillsborough Countyrend
forecast. Thosscenariosre:

1. No Further Action
2. NonTolledExpress Lanes
3. TolledExpresd.anes

Since both the Nofiolled and Tolled Express Laoenarioccombine some aspect of construction
and financing conditiong;able5.1 summarizes how eaclcenariocompares to the other and
with respect to the resulting change in average travel speeds (ditésour[MPH). Information
on Scenario assumptions are identified in Appendix 1.

Table5.1: Comparison dbcenaridCharacteristics

Operations &

Construction Percent change

Scenario Cosk Maintenance Toll Revenue in Avg. MPH
Costs

No Further Action No No No -15.6%

Non-Tolled Express Lanes Yes Yes No +3.9%

TolledExpress Lanes Yes Yes Yes +5.26

Source: Regional Travel Demand Mod@RPC 2018

5.1 Construction, Operations andaintenance Costand Toll Revenue Impacts

As shown in Figurg.0, both of the Express Lanescenariosconsider the impact of proposed
expresslanesalongl-275 from the Howard Frankland Bridge to north of Martin Luther #ing
Boulevard and-4 from the 1275/I-4 interchange to east of &0Street. As treated in this analysis,
the Express Langwoject consists of eninimum of two express laneghe construction impacts
considered in this analysis comprssgments4 through 6 in Figurel.0. Express lanes could be
tolled or nontolled.

Generally, highway projects deliver a range of impacts to the economy through the demand for
goods and services that come with construction activity, through variations in how operations and
maintenance costs are allocated to the public and through syptnermance of additional
capacity, lowering travel costs for highway usei. reported economic impacts occur in
Hillsborough County.
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5.1.1 Economic Impacts of Construction

Florida Department of Transportation (FDOT) estimates that the costs of building eithenthe
tolled or tolled express dneswould be approximately %65 billion (present day costsjust in
constructionlabor and supply purchasesnd not counting theasts of rightof-way acquisition,
engineering design, and utilitiésDOTpersonal communicatioiMlay 2018) Since the precise
timing of each project componehgs not been determinedhe TBRP@as analyzed the impacts
of construction separately from tr®ystem performanceassuming a build out of approximately
severnyears

Constructionmpacts are the onéme economic impact of buildirether the tolled or nortolled
alternatives. fansportation investments are complex am@ag such construction pragcts have
both important but limited term impacts on the econontyrge construction projectdjke
highways, are capital intensiuevestmentsthat generate high demand for labor, materjasd
equipment. Employment rises in the building trades and engineering as a direct impact.
Other indirect effects in demand for financerholesale goods and building supplasate
additional waves of employment thétter through the economy¢ . wt dcdd@mic models
account for further household level spendimghen wages are transferred to purchases of goods
and services by wage earnev8hen theconstructionproject is complete, demanfilom those
wage earnerselaxes and the employment gains during construafissipate

In terms of modeling the economic impacts of construction in TranSI@RPCreats
construction as a business activity resulting in investment occurring mostly in the capital stock
(nonrresidential structures) of Hillsborough County. TranSight is ddsigrestimate how much

labor, equipmentand supplies are needed to build a project relative to its cost. Based on an
underlying set of relationships between construction and other related economic activities,
TranSight converts project expenditures intopboyment for construction workers as well as
architects, engineersind other professional services.

Both construction workers and all other affiliated employees go on to spend their wages on
household needsSpending in this areaeates new jobs in rail, food services, healthcar@nd

other services. Table.2 summarizes the total economic impacts of construciiohlillsborough
County All terms are defined in the Glossary.

Table5.2 ProjectConstructiorimpacts Compared fbrend Forecast

Hillsboraugh County 2020 TotalConstructiorimpacts
Trend 20202027
Total Employment* 910,014 28,773
Gross County Product ($Mil) 104,390 2,488
Output ($Mil) 173702 4,606
Personal Income ($Mil) 73584 1,538

*Employment is in jolyears, one job held for one year. Dollar impacts are 20Bo8rce: TBRPC, 301
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Table 5.2 indicates that construction 28,773 jobs above tf2® B@nd forecast a 3 percent
increase above trend in employme@ross County Product rises 2.4 percent over trend while
personal income increases 2.1 percent over trend.

ConstructionDirect and IndirecEmployment by Industry

Total employment created by construction activities generdteth direct and indirect
employment from business needsf construction, induced investment generated by overall
increased business activignd household expenditures. Those jobs are identified by industry
categoryin Tables.3.

Table5.3 ProjectConstructiorScenaridirect and IndirecAverage Annual Jobs by Industry

Category AverageAnnualConstructiorScenaridrelated
20202027 Jobs
Construction 2,595
Retail Trade 260
Professional, Scientific, and Technical Services 145
Health Care and Social Assistance 138
Accommodation and Food Services 138
Administrative and Waste Management Service: 115
Other Services, except Public Administration 95
Wholesale Trade 84
Manufacturing 79
Transportation and Warehousing 74
Real Estate and Rental and Leasing 63
Financeand Insurance 57
Management of Companies and Enterprises 20
Information 16
Educational services; private 15
Arts, Entertainment, and Recreation 8
Mining 8
Utilities 3
Forestry, Fishing, and Related Activities 2
Other 193
Total 4,110

SourceTBRPC, 281
Constructionrelated Employment by Occupation

Another way of considering the impacts of construction on the economy is to identify the specific
occupations thatvould be affected by the project. Doing so is useful in terms of identifying the
skills thatwould be most attractive to employers as a result of construction actiditgt as
employment in industry groupings is stimulated by increased business activity, reemiog
different occupations are affecte@ince there are over 90 occupations identified by TranSight,
Table5.4 lists the twenty occupations thatouldbe most in demand. The full list is in Apperadix
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Tableb5.4: ProjectConstruction Average Annual Jobdtenty MostDemandedDccupation

Category AverageAnnualConstructiorRelated Jobs
20202027
Construction trades workers 1,375
Other installation, maintenance, and repair occupations 204
Retail sales workers 160
Supervisors of construction and extraction workers 148
Other office and administrative support workers 122
Business operations specialists 118
Secretaries and administrative assistants 112
Motor vehicle operators 106
Other management occupations 100
Top executives 93
Helpers, construction trades 92
Financial clerks 87
Material moving workers 82
Information and record clerks 79
Material recording, scheduling, dispatching, and distribut 78
workers
Food and beverage serving workers 62
Computeroccupations 51
Building cleaning and pest control workers 51
Preschool, primary, secondary, and special education sc 48
teachers
Financial specialists 48

Source: TBRPC, 2018

5.1.2 Economic impacts of Operations and Maintenance

Once construction igomplete and the project opens, new transportation facilities require
ongoing outlays for operations and maintenan&s&M) costs. Both non-tolled and tolled
highway require the same maintenance costable5.5lists those costs through 2035 thadth
norttolled andtolled projectswould have to payDollar figures are in nominal terms, that is, they
are unadjusted for inflation.

Table5.5. Annual Operations and Maintenance C@8&0-2035
Annual Operations & Maintenance Costs (thousafideminal$)

Year Total

2020 $1,962
2025 $2,510
2030 $3,208
2035 $4,084

SourceTampa Bay Express Traffic and Revenue Study, 2016

Sinceone scenariois a tolled facility, a separate income stream was addeits tanalysis to
account for the princigl operating differences between that alternative atite NonTolled
Express Lanes
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5.1.3Net Toll Revenues

Table5.6, Net Toll Revenues, applies only to the TdHepress Lanexenarioas tollswould be
collected at gantry pointalongthe expressdnes Table5.6 represent revenue in excess o0&k

for the tolled alternativeRevenues were added to the same module within TranSight that relates
to O&M.

Since @M and Toll Revenues are analyzed concurrently with the impacts of Systems
Performance, their ipacts are included i8cenarid: NonTolled Express Lanemd Scenarid3:
TolledExpress LanesespectivelyTable5.6 provides the net toll revenues for the tollegpress

lanes while Figure5.1 depicts the assumedlocation of toll gantries and projedections
however, this is subject to change as the project progresses

Tableb.6: Net Toll Revenug20202035
Net Toll Revenues (thousarafsominal$)

Year Total
2020 $4,976
2025 $7,026
2030 $9,664
2035 $12,979

SourceTampa Bay Express Traffitd Revenue Study, 2016

Figure5.1: Draft TolledExpress Landthase 1 Toll Gantries and Project Sections
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5.2 Senariol: No Further Action

The No Further Actioacenariois defined as thempact of forecastedraffic growth upon the

existing transportation system, plus any improvement provided for il thef f &4 0 2 NB dz3 K
Imagine 2040: Hillsborough Long Range Transportation (BRMR)The No Further Action
Alternative includes construction of the general use lanes (outer roadways) withia#BSR 60
Interchange, which was approved under the 1$88ord of DecisiorROD but excludes the

proposed express laneVithin the TIS SEIS dyarea, the remainder of the Imagine 2040
projects have already been bulto Further Action scenario therefgpeovides gorecastagainst

which thebuild alternatives can be compare8ls such,tis scenarioassumes that wer the next

20 years, populath and employment growth iHlillsborough Countywould continue to grow

while capacity oiillsborough Countyighwayswvould only grow as shown in the LRTP

As a resultthe Regional Travel Demand Model forecasts edticle Miles Travele®¥T) would

nearly double whil&/ehicle Hours Travele® i) would more than double in this period. Under

these circumstanceghe Hillsborough Countyconomyis forecastedto suffer froma 15.6
percentdecline in average travel speeflsy (1 KS NB3IA 2y QaanKcblBdkolye a > |
2035. That deterioration impacts both direct transportatiocosts and accessibility costsf

highway users, and indirectly affects users of the entire road network in the region.

As discussed in the é¢hodology (Section 4), time and accessibility are definitive aspects of

OGN YALRNIFGA2yQa NRES Ay GKS SO2y2Yeéd /[ dzilGAy
entire system less reliable has profound consequences for the competitivendgsimdroud

Countyin particular and the Tampa Banea in generalAs discussed in Defining the Problem of
Congestion(Section 3) increasingvolume but slowing traffic canraise overall fuel and
maintenance costs for commuters and transit operat@angestion caforcefreight carriers and
businesses to adapt their processes, expanding safety stocksevesmue hours of operation,
androuting changes and other investments to cope with heightened congestion.

Unlike the two other scenarios, No Further Action repamipacts for 2015. That is because
congestion is already impacting the Tampa Bay area economy has been doing so for a number of
years. The Regional Travel Demand Model anticipates that congestidsthonly worsen under

No Further Action, and as such, tbests to businesses and employmewduld only increase.

While the region anticipates widespread economic growth and an increase jobs, the negative
impacts of congestiowould slow that growth in jobs.

As shown inTable5.7, the Tanpa Bay Region&lanning ModelTTBRPM produces several key
statistics that describe the magnitude of congestforo further action is taken to modernize the
interstate
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Table5.7: No Further Action Scenario Summary

Total Trips
Vehicle
Trips Vehicle Miles  Hours Average
Traveled (VMT Traveled Speed (MPH
(VHD
Year 2006 4,324,962 43,695,389 1,424,927 30.67

Year 2035 No Further Action 7,057,463 74,716,754 2,885,654 25.89
SourceTampa Bay Regional Planning Mod&COM, 2017

Table5.7 shows the change in thetal number of trips by passenger vehicles, truaksl transit

in Hillsborough Countlgetween 2006 and 2035. Each trip has an origin and a destination, whose
distance is estimated by RBV in terms of VMT and the estimated time each trip took, as shown
by VHT. Dividing VMT by VHT vyields average travel spd#dls, M

As shown in Tabl&.8, with even longer commute times angreater business costghe
Hillsborough Countgconomy weuld underperform economic trends an average26f652jobs a
year through 205. Jobdecreasexompared to the trend employmermind losses to productivity
would underperform economic trendby about $8 billion in Gross Countyroductthrough
2035

Table5.8 Hillsborough CountyNo Further ActioScenaricCompared td'rendForecast

Hillsborough County 2015 Impact Impact Annual Twenty Year
Trend in2015 in2035 Average Total Impacts

Total Employment* 855,511 -11,525 -39,386 -25,652 -538,694
Gross CountiProduct ($Mil) 91,945 -1,214 5,621 -3,243 -68,093
Output ($Mil) 152,674 -2,102 -9,844 -5,625 -118,125
Personal Income ($Mil) 58,196 -569 -4.477 -2,280 -47.877

*Employment is in jolyears, one job held for one year. Dollar impacts are 2036@$ce: TBRPC, 2018

Figure5.2 shows howNo Further Action impacts the economy through 2035 in terniselmiw
trend growthto Gross County Product, Outpahd Personal Income.
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Figure5.2: Economic Impact of No Further Actiomilisborough CountiMillions of 2015 $)
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No Further ActiorEmployment by Industry
BecauseNo Further Action resultg increased congestion, there are resulting costs to the

economyin losses to employment between 2015 and 20@%se jobs are identified by industry
categoryin Tables.9.

Table5.9 Annual Average Impact of No Further Actigrindustry

Category Annual Averagbmpact of No Further Action
Health Care and Social Assistance -2,801
Construction -2,446
Finance and Insurance -2,294
Professional, Scientific, and Technical Services -2,278
Administrative and Waste Management Services -2,073
Retail Trade -2,021
Accommodation and Food Services -1,642
Public Administration -1,581
Other Services, except Public Administration -1,200
Manufacturing -1,157
Transportation an#Varehousing -1,128
Wholesale Trade -1,024
Real Estate and Rental and Leasing -575
Information -524
Educational Services; private -400
Arts, Entertainment, and Recreation -385
Management of Companies and Enterprises -208
Mining -133
Forestry Fishing, and Related Activities -85
Utilities -1,695
Public Administration and Farming -2,801
Total -25,652

Source: TBRPC, 2018
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No Further ActiorEmployment by Occupation

No Further Action impacts certain occupations more directly than ott&iree there are over 90
occupations identified by TranSight, Takl&0 lists the twentyoccupationsthat would be mostaffected
by No Further ActiariThe full list is in Appendx

Table5.1Q Construction Average Annual Jobs by Occupation

Category Annual Average Impact of No Further Actio
Construction trades workers -1,402
Retail sales workers -1,248
Information and record clerks -1,167
Business operations specialists -957
Motor vehicle operators -931
Other office and administrative suppostorkers -926
Computer occupations -901
Material moving workers -865
Food and beverage serving workers -830
Secretaries and administrative assistants -825
Financial specialists -784
Other installation, maintenance, and repair -147
occupations

Building cleaning and pest control workers -685
Health diagnosing and treating practitioners -664
Financial clerks -626
Sales representatives, services -584
Material recording, scheduling, dispatching, and -541
distributing workers

Top executives -517
Other personal care and service workers -502
Other management occupations -450

Source: TBRPC, 2018

5.3 Senario2: Non-TolledExpress Lanes

The Non-Tolled Express Lane scenario generally reflects the ofiginga Interstate Study (TIS)
Long Term Preferred Alternative from 1996, as updated by reevaluations throughout the years.
Theproposed improvementalongl-275 consist of a fouadway system (local access freeway
lanes and noitolled express lanes in each direction of travel) throughout the study &snitgell

asthe preservation of a high occupancy vehicle (HOV)/Transitway corridor within the interstate
alignment.For the purposes of this study, the express lane access poirpsoatded to Tampa
International Airport, Westshore Business District, Downtown Tampa, Ybor City, and the |
4/Selmon Expressway Connector. The current access to Floribraske #deenthe general use
laneswould be closed.

TheNonTolledExpress Lanas a project with construction and8™ costs but does not include
toll revenue to recover O&M costisistead, snulating the impacts dNonTolledExpress Lanes
combines the total effects dhe system performance improvements and the additional burden
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of O&M, which are assumed to be expenses covered by FIEach of these scenarios is
summarized in Table 5.11.

Table5.11 No Further Action Compared with NoalledExpress Lanes

Total Trips
Trips Vehicle Miles  Vehicle Average
Traveled (VMT Hours  Speed (MPH
Traveled
(VHT)
Year 2006 4,324,962 43,695,389 1,424,927 30.67

Year 2035 No Further Action 7,057,463 74,716,754 2,885,654 25.89
Year 203™ort+tolled Express Lane 7,057,463 74,996,105 2,788,831 26.89

Source: Tampa Bay Regional Planning Model

Non-Tolled Express LaneResults

¢. wt/ Qa rasiitboytheANBR dlledExpress Lanemalysis are depicted in Figus8 and

are shown in Tabl®&.12 Compared to the 202Trend (G KS WodzaAySaa |a d
economic activity in 2027, the number of jobs added as a result of system performance is just a
small fraction@.2 of a percen) of total employment in 2027.

Even by 2035, when the effects of an improved system are fully manifest, employment gains
account forjust 1.5 percent of employment in that year. The same can be said of gains in Gross
County Product and Output.

Figure5.3: Economic Impacts of Nélolled Express Lanés HillsborougiCounty(Millions of 2015 $)
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Source: TBRPC, &1
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Table5.12 NonTolledExpress Lan&cenaridcCompared tal'rend Forecast

Hillsborough County 2027 Impact Impact Annual 20272035
Trend in2027 in2035 Average Total Impacts

Total Employment 955,375 2,378 15,80 9,757 87,811
Gross CountProduct ($Mil) 121,173 287 2,166 1,283 11,548
Output ($Mil) 202,327 493 3,771 2,222 19,995
Personal Income ($Mil) 76,086 116 1,157 638 5,742

*Employment is in jolyears, one job held for one year. Dollar impacts are 20Dath. do not show construction
impacts, which are shown in TaBleSource: TBRPC, 2018

Under theNon-Tolled Express Lanesenariq 9,757 additional jobs are created average each
year, generating an additional averag@ualpersonal income of $638 million, or $5.7 billion in
personal income through 2035.

NonTolled Express Lan&amployment by Industry

Total employment created Igystem performance improvemegenerates indirect employment

from both business needs and household expenditures. Those jobs are identified by industry
categoryin Tables.13

Table5.13 Average Annual Jobs by IndustrilonTolled Express Lané&xenario

Category Annual Average @ystem Performandeelated
Jobs
Construction 1,331
Retail Trade 768
Professional, Scientific, and Technical Services 715
Health Care and Social Assistance 991
Accommodation and Food Services 638
Other Services, except Public Administration 643
Administrative and Waste Management Services 933
Wholesale Trade 392
Manufacturing 360
Real Estate and Rental and Leasing 397
Finance and Insurance 733
Transportation and Warehousing 465
Management of Companies and Enterprises 63
EducationaGervices; private 171
Information 199
Arts, Entertainment, and Recreation 117
Public Administratioand Farm 841
Total 9,757

Source: TBRPC, 2018

Non-TolledExpress Lané&amployment by Occupation

Another way of considering the impacts of system improvements on the economy is to identify the specific
occupations thatvould be affected by the project. Doing so is useful in terms of identifying the skills that
would be most attractive to employers as a resull@fier transportation costsSince there are over 90
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occupations identified by TranSight, Tablé4 lists the twentyoccupationsthat would be most in
demand. The full list is in the Appengix

Table5.14 Average Annual Jobs by OccupaiioNonTolledExpress Lané&enario

Category Annual Average @ystem Performance
Related Jobs

Construction trades workers 628
Retail sales workers 490
Information and record clerks 407
Food and beverage servingrkers 362
Material moving workers 333
Motor vehicle operators 329
Business operations specialists 324
Computer occupations 307
Other office and administrative support workers 300
Other installation, maintenance, and repair occupations 282
Secretaries and administrative assistants 275
Financial specialists 270
Building cleaning and pest control workers 265
Health diagnosing and treating practitioners 264
Financial clerks 209
Material recording, scheduling, dispatching, and distribut 203
workers

Sales representatives, services 199
Other personal care and service workers 194
Top executives 185

Source: TBRPC, 2018

5.4 Scenari®: TolledExpressane

The Tolled Express Laseenariois generally the same as the major components ofNbe-
TolledScenarip however, theexpressdaneswould be tolled For the purposes of this study, the
express lane access points are provided to Tampa International Airport, Westshore Business
District, Downtown Tampa, Ybor City, and thé/3elmon Expressway Connector. The current
access to Floribraska Avenue from the general use lanes would be closed.

Scenarid considers the impact of the Tolleapress Lanescenariocompared to the effects of
No Further Action by 2035Those toll net revenues were included in ftenarioof the effects of
TolledExpress Lanes the economynd are identified in Tabe15

Compared to No Further ActiomplledExpress Lanescenarioincreases average travel spsed
and adds employment tdlillsborough CountyTolled Express Laneprovide better system
performance and seBustains operations and maintenance through toll revenue.

As Tablé.15 indicatesthe TolledExpress Lanesenariovould generate the same total number
of trips as theNon-Tolled scenarig but because of its design features would reduce tGMIT
and totalVHT increasing average travel speeds.
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Table5.15 AllRegional Travel Demand Model Scenarios Comparedrfyymance Statistics

Trips Vehicle Miles  Vehicle Average
Traveled YMT) Hours  Speed (MPH

Traveled
(VHY
Year 2006 4,324,962 43,695,389 1,424,927 30.67
Year 2035 No Further Action 7,057,463 74,716,754 2,885,654 25.89
Year 203™onTolled Expresd.anes 7,057,463 74,996,105 2,788,831 26.89
Year 2035 TolleBxpress Lanes 7,057,463 75,393,835 2,768,213 27.24

Source: Tampa Bay Regional Planning M&6é&B

Since average travel speeds increase in the TBipdess Lanes Scenatioe economy benefits
from decreased congestion more than it does in MwTolled Express LarseScenario Those
economic benefits are summarized in Tahiks.

TolledExpress Landsconomic Impacts

¢ NI y{ A 3K Qa ToledBxfressilarere SHownlirKTable.15 Compared to the 2027
Trend GKS WodzaAySaa | a dzadz £ Q FanNdl@Gvesagauntar
of jobscreatedas a result of system performam is just a small fraction @ercent)of total
employment in 2027.

SOz2y

Even by 2035, when the effects of an improved system are fully manifest, employment gains
account forjust 2 percent of employment in that year. The same can be said of gains in Gross

County Product and Output.

Figure5.4: Eonomic Impacts of Tolled Expréssesn HillsborougiCounty(Millions of 2015 $)
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While the TolledExpress Lanes scenayields better results compared to the Ndolled Express

Lanes scenario SOl dzaS (G4KS TFT2NNSNJ LINPPARSAE KAIKSNJ
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the overall county economy is smdlut consistent with its effects on commuter and business
costs.Results are summarized in Table 5.16.

Table5.16 TolledExpress Land®esult€Compared td'rend Forecast

Hillsborough County 2027 Impactin Impactin  Annual 20272035
Forecast 2027 2035 Average Total
Impacts
Total Employment 955,375 3,055 19,92 12,413 111,715
Gross Counti?roduct ($Mil) 121,173 367 2,765 1,634 14,707
Output ($Mil) 202,327 632 4,817 2,832 25,486
Personal Income ($Mil) 76,086 150 1,454 803 7,229

*Employment is in jolyears, one job held for one year. Dollar impacts are 2015 $. Data do not show construction
impacts, which are shown in Tableséurce TBRPC, 2018

TolledExpress LaneBmployment by Industry

Total employment created bgystem performance improvememeneratesboth direct and
indirect employment from both business needs and household expenditures. Those jobs are
identified by industry categoin Table5.17. Since the Tolle&xpress Lane scenayields higher
speeds, there ares ahigher number of jobs created in most indiesrbecause of productivity
gains.

Table5.17 Average Annual Jobs by Industry

Category Annual Average @ystem Performandeelated
Jobs
Construction 1,778
Health Care and Social Assistance 1,229
Administrative and Waste Management Services 1,207
Retail Trade 984
Public Administration 930
Finance and Insurance 924
Professional, Scientific, and Technical Services 916
Other Services, except Public Administration 815
Accommodation and Food Services 794
Transportation and Warehousing 578
Wholesale Trade 502
Real Estate and Rental and Leasing 500
Manufacturing 446
Information 262
Educational Services; private 215
Arts, Entertainment, and Recreation 150
Management of Companies and Enterprises 66
Utilities 53
Total 12,416

SourceTBRPC, 2018
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TolledExpress Lané&smployment by Occupation

Another way of considering the impacts of system improvements on the economy is to identify
the specific occupations thatould be affected by the project. Doing so is useful in terms of
identifying the skills thatwould be most attractive to employers as a result of lower
transportation costsSince the Tolle&Express Lanes scenagi@lds higher speeds, there are
higher numbers of jobs created in most occupations because of productivitySjacesthere are

over 90 occupations identified by TranSight, T&ldl@ lists the twentyoccupations thatvouldbe

most in demand. The full list is in the Apperdix

Table5.18 TolledExpress Laneésverage Annual Jobs by Occupation

Category Annual Average @ystem Performance
Related Jobs

Construction trades workers 996
Retail sales workers 604
Information and record clerks 526
Food and beverage serving workers 444
Material moving workers 439
Motor vehicle operators 436
Busines®perations specialists 431
Computer occupations 404
Other office and administrative support workers 402
Other installation, maintenance, and repair occupations 361
Secretaries and administrative assistants 358
Financial specialists 358
Buildingcleaning and pest control workers 358
Health diagnosing and treating practitioners 317
Financial clerks 266
Material recording, scheduling, dispatching, and distribut 261
workers

Sales representatives, services 259
Other personal care and servigerkers 250
Top executives 248
Construction trades workers 996

Source: TBRPC, 2018
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5.5 Comparingscenarios

Table5.19compareshe total impacts ofNo Further Action téhe Non-TolledExpress Lanesd
TolledExpress Lanesenariogper year

Table5.19 Scenario Summary of No Further Action Compared to Build Sceratesar

AverageAnnual AverageAnnual AverageAnnual Avg.Differences

No Further Non-Tolled Tolled Express betweenNon
Action Express Lanes Lanes TolledandTolled
Expres$anes

Total Employment* -25,652 9,757 12,413 2,656
Gross County Product -3,243 1,283 1,634 351
($Mil)
Output ($Mil) -5,625 2,222 2,832 610
Personal Income ($Mil) -2,280 638 803 165

*Employment is in jolyears, one job held for one year. Dollar impacts are 2086@#ce: TBRPC, 2018

As Tables.19 shows, No Further Action has a larger negative impact than eXipeesslanes
scenarios have positive impactsThis finding is consistent with the changes in system
performance byscenarioin Table5.2, where No Further Action results in a greater drop in
average travel speeds than eitlexpressdnesscenario adds.

5.6 Summary Discussion of Scenarios

No FurtherAction exacts a high price for worsening congestion it NSy R & dzy R& N1JS NJF
about $503 billion of Gross County Product over 20 yeAdding average travel speedsaclke

to the network through the Express Lanescenariowould add jobs to theeconomy andvould

reap significantly more iGross Countfroduct, Outputand Personal Income than the costs of

the project.

As conditions worsen, businessesuld have to increase safety stocks and add more delivery
trips to compensate for the increased unreliability of the transportation sysAelting more
delivery trips as compensation for existing congespenpetuates even more congestion
Commuterswvouldfind that more of their time away from home goes uncompensated.

Even though th&olled Express Lanescenariooffers greater overall impact than tidon-tolled
Express Lanes scenatibere are tradeoffs between financing the project and incremental gains
in employment per percentage change in average travel speeds. For each percent increase in
average travel speeds under the tolled alternatéé&43 jobs are created. For each percent
increase in average travel speeds under the-todled alternative4,755jobs are created. The
primary reason for the difference between the two is that as consumers pay tollingthasts
money cannot be invested elsewhere in the economy.
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There arealso land use impacts to the loss of joliSongestion may contribute to business
relocations outside of the areavacancieswould increase, therewould be fewer new
employment opportunities and a concurrent drop in aggregate personal income, while consumer
costs would increaseeven as the value of total capital stoekperiences smallecreases
Generdly speaking, hese impacts affect the purchasing powand assetsof residents,
depressing local consumption.

On the other handyeducing transportation costs through transporteit investmentwould
AYONBI A4S GKS NBIA2yQa SO02y2YAO LINBgRdwOjabs. @A (& X
While improved access to local and proximate markemsuldvd dza G F Ay G KS N
competitiveness, improved highway speeds megventthe need or businesses to invest in

various solutions to increased congestion.
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6. COMMUNITWMPACTS IN THE TAMAYBAN AREA

While interstate modernizatiois designed to delivgrerformance improvemestto the Tampa

& | NBI Qa NJpdteRtial gfBois of Zawdtriction &8 growingaffic volumes raise
community concerns about quality of life impacts to neighborhoods, property ovaretsall
residents. Eveif aprojectcanprovide new economic opportunitiés area residentssometimes
there are uninteded consequences dfighway construction and performantdeat may inhibit
access to those opportunities.

Concernsabout those unintended consequenca® well founded and have been studied in the
researchliterature since the 19503ust as the postwar construction of the interstate system
beganand prior to protective legislation in the late 196@ommunitiesn many parts of the
United Statesveredivided and sometimedisplacedexacerbatingacialand sociainequities In
neighborhmds divided by the highway system, Idcahsportationwasdisruptedin places while
the system facilitated the suburbanization of employment ,amdentually, widespread
disinvestment in the urban car®n the other hand, highways supported the rapid ghoof the
US economyconnecting markets and lowering transportation costs.

As mentioned previously in this repotthe City of Tampa Community Redevelopment Agency, in
a letter dated October 4, 2016, requested that the Florida Department of TransportBBOT)
prepare an economic impact study to document the potential effects of major interstate

iMLINR @SYSyda 2y GKS / Adeé&Qa |/ 2Y YWyCRAsdre shewhIna St 2
Figure 6.1.

Figure6.1: Community Redevelopment Areas in the Cifyanfipa
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In addition to incorporating th€RA concerns into this report, the study inchaeliscussion of
0KS a20A2S02y2YAO0 StSYSyiaa
and Environment Manual (FDOT, 2017). This sefctimseson the following issue areas

Existing Conditions
Traffic Patterns

Special Needs Patrons

ogkwhNE

Property Values

Business AcceasdBusiness anBmployment

%

Additional CRA Comments (Parks, parking, office vacancies)

I 002 NRI yOS

Concerns about impacts to the CRA tax base are considered in Section 7 of this Report.

6.1 CRAEXisting Conditions

Even as transportation projectsin bedesigred to alleviate congestigriransportation projects

g A0 K

themselves bear direct, indirect and cumulative impacts on the land use pattern around new and

expanded transportation facilities. a

adzOKz

0 K Sys Nd@itihie2ty iffienck iha K & |

quality of life and socteconomic characteristics of neighborhoods. CRAs that are most directly

impacted include Central PaiBpwntown, East Tampdampa Heights/RiverfronWWest Tampa,

andYbor.

Together, these areas are rhe to approximately57,725 residents. With lower rates of

homeownership and lower average household incomes than average for Hillsborough County, a
third of all households are below the poverty line. There is also a shortage of employers in a
diverse set bindustries offering welbaid employment. The following section highlights existing

conditions in the CRAs from both see@mnomic and land use perspectives.

Using data from CRA and the City of Tampa plans, TBRPC considered the range of allowed land
uses and potential future projects. Tablel@s a summary developed by TBRPC of all CRA
property by parcels, grouped by land use categRgsidential uses are the largest land use, and

are split half and half by households between simtely and multfamily housing Next to

residential uses, a variety of community uses such as community focal points (schools, parks, and

other community facilities) dominate the mix of land uses.

Table 61: Community Redevelopment Area Land Use Composition

CRA Land Use Acres Percent of Total
Residential 2,124 36.4%
Community 1,747 30.0%
Commercial 757 13.0%
Industrial 563 9.7%
Other 244 4.2%
Vacant/Open Space 241 4.1%
Mixed Use 158 2.7%
Total 5,834 100%

Source: Hillsborough County Property Appraiser, 2017
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6.1.1 CRA Socioeconomic Characteristics

This analysis is based on socioeconomic data from the US Census using Geographic Information
{eaGSya o6DL{0O FYR FTNRBY (GKS C5h¢Qa O9FFAOAS)
Environmental Screening Tool (EST) socioalidata report for each CRRBRPC uses that data

to present summary data for the most impacted CRAs and the following analysis focuses on
collective impacts to the CRAs, with notes on particular CRAs when information is available.

As shown in TableZ.a quarter or more of the households in Central Park and West Tampa earn
fSaa GKFYy bPmannann I @SEFENE O2YLI NBR G2 wmn LISNX
O2dzyileQa K2dzaSK2fRad Ly (GKS Gg2 45 peBS@Ea / w!
households earn betwee$l0,000and $35,000, a lowincome category. In total,9.9 percent of

all CRA households earn less than $10,000 a year, compared to just 10.2 percent of all Tampa
households A further calculation by TBRPC shows that veryinoame households ($10,000

below) in the CRAs make299LISNOSy G 2F (GKS /AdeqQa G201 f Ay |

Table 62 CRA Socioeconomic Summary, 22076

CRA NAME Total Households HH Income $10Kto  $35Kto $75 to $150K+
Population (HH) less than $10K  $35K $75K $150K
Central Park 1,329 749 67.6% 27.9% 4.5% 0.0% 0.0%
Channel 6,896 1,701 2.6% 6.9% 33.7% 34.4% 22.5%
Downtown 5,751 3,388 11.1% 14.8% 21.6% 28.0% 24.5%
East Tampa 33,274 11502 19.3% 45.7% 27.0% 7.2% 0.7%
Tampa
Heights/Riverfront 29 10 n/a n/a n/a n/a n/a
Ybor City 1,402 795 21.2% 34.1% 26.3% 16.1% 2.3%
West Tampa 8,594 3,382 28.6% 45.3% 18.4% 6.8% 0.9%
Total 57,275 21,527 19.9% 36.6%  24.5% 12.6% 6.2%
City of Tampa 355,603 142,232 10.2% 29.8% 28.4% 9.4% 22.3%
HillsboroughCo. 1,302,884 486,078 4.8% 21.3% 32.2% 28.4% 13.3%

Source: US Census, Ameri€Cammunity Survey018.

As a group, the CRAs comprise ab@tIS NOSy & 2F (KS OA budcofpfise ¢ | Y LI
21.3LISNDSy i 2F (GKS OAGeéQa K2 dza SeneverRthoseSstinvdary y 3 d:
statistics obscure ancentrations of low income households East Tampa, West Tampa and
Central Park, and to a lesser extent in YRerTablé.3indicates, 62 percent of housing units in

the CRAs are rental compared to 51 percehfTampa housing units. As suehlarger than

average share of CRA residemigy face compounding lonagerm disadvantages in not building

equity or being able to access additional lines of credit that come with homeownership.

While household income figes indicate concentrations of poverty in the CRAS, the relatively
higher levels of pok A 3K &d0K22f SRdzOI A2y &aK2Nl 2F | 0ol
residents were unable to finish their pursuit of college degrees. It is likely that for many CRA
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residents, low household income is a constraint on access to education because of tuition costs,
mobility limitations and the high costs associated with not working in order to study.

6.1.2 CRA Housing Characteristics

Housing characteristics are anothepmntant dimension of socioeconomic characteristics of the
CRAs. Table3®provides a summary of total housing units, occupancy versus vacancy rates, and
housing ownership.

Table 63: Housing Occupanc0122016

CRA NAME Housing Occupied Vacant Single  Multifamily Owner Renter
Units Units (%) Units (%)  Family Units (%) Occupied (% Occupied (%
Units (%) of occupied  of occupied
units) units)

Central Park 804 93.0% 7.0% 4.4% 95.6% 1.2% 98.8%
Channel 1,963 90.7% 9.3% 5.7% 94.3% 24.6% 75.4%
Downtown 3,806 89.0% 11.0% 17.2% 82.8% 41.8% 58.2%
East Tampa 13,295 86.5% 13.5% 77.6% 20.1% 45.5% 54.5%
UEL[EE) (715 1 12 750%  25.0% 83.3% 16.7%  56.6%  43.4%
/Riverfront

Ybor City 977 81.5% 18.5% 24.6% 75.4% 29.9% 70.1%
West Tampa 3,945 85.7% 143% 41.9% 57.2% 24.0% 76.0%
Total 24,802 87.1% 129% 525% 46.1% 37.8% 62.2%
City of Tampa 161,527 88.1% 11.9% 55.3% 38.1% 49.1% 50.9%

Hillsborough County 549,024 88.50% 11.50% 62.90% 29.40%  58.50%  41.50%

Source: US Census, Ameri€ammunity Survey018

Whether or not residential property is owner occupied influences sale pfibegse are 1823
single family homes in the CRAs. Vgiightlyhigher than average vacancy raté.0 percent
compared to 11.9 percent citywide), higher rental ratés2@ercent compared to 50.9 percent)
higher poverty rates, empirical research suggests that housing prices in thar€ERgsdy to be
lower than citywide prices.

Positive price impacts are found for the percent of the block group homes thaiwarer
occupied, where a 1percentincrease in owneoccupancy increases price by approximately 1
percent a $10,000 increase in neighborhood median household income translates into a $1,300
price increase for the medigiced house, a 3.percentimpact.A negative impact of Bercent

is found if the block group contains any vacant homes thabeaededup (Mikelbank, 2004,

718).

In 2017, CRA Singiamily homes sold for $28.40 a square foot, while homes throughout Tampa
sold for an average of $40.53square foot. While there arseveralpotential factors that may
account for the price difference, a $12 dollar per square foot is a significant difference (30
percenty.

TBRPC analysis of qualified shfigieily salesHillsborough County Property Appraiser dati&
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6.1.3 CRA Employment Characteristics

Next to the Downtown CRA, East Tampa and Yiame the largest concentrations of
employment, according to state covered wages data. Those three CRAs comprise more than 90%
of all of the employment in the CRAs.

Table 6.4: Employment by GRAQuarter 2017

CRA 2017 EmploymengEstimate
Downtown 73,375

East Tampa 14,166

Ybor City 9,449

Channel 3,496

West Tampa 3,167

Central Park Less than 500
Tampa Heights/Riverfront Less than 500
Total Approximately 104,000

SourceFloridaBureau of Labor Market Statisti@)17. Some data are suppressed due to prikegtyictions

6.2 Traffic Patterns

When population and employment growth take place in a widely dispersed geographic area,
KAIKgle Ay@gSaildySyida Oy FTRR (G2 GKS N&&E&bRYy Qi
high quality transit alternatives. In the absence of highway caphoitsever, many passenger

and commercial load tripsvould divert to arterials that offer both speed and access to
destinations.On the other handadditional highway capacity can shift vehicle trips back to the
interstate and out of the local neighborhoods.

Figure 6.2 sums traffic counts on selected arterials in the CRAs by scenario as changes over 2006
average annual daily trips (AADT) througB520y transportation scenario. Taking No Further
Action delivers the highest traffic count impacts as congested traffic diverts to alternative routes

to avoid congestion on the interstate system. The next highest impacts occur with a tolled
scenario, as soe traffic diverts to adjacent arterials to avoid tolls whilertbe-tolled longterm
alternative absorbs much of the traffic that would otherwise go to adjacent artéx@srding to

the TBRPM, only about 100 truck trips a day divert to those artéoaisthe interstate in the

tolling scenario.
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Figure 6.2: CRA Arterial Traffic Volumes 25 by Transportation Scenario

Un-Tolled 283,800 187,500

Tolled 283,800

No Further Action 283,800 224,700
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m 2006 AADTs m 2035 AADTs

Source: Tampa Bay Regional Planning Model, 2018

While all CRA traffic counts for 2035 show larger growth in AADT on CRA arterials for No Further
Action than the Tolled or Newlled Express Lane alternative, each CRA is impacted by
anticipated traffic growth differently. Figure 6.3 breaks down Figwedd RI Gl o0& (GKS
impacted residential CRAs: West Tampa, East Tampa, Central Park, and Ybor.

Figure 6.3: Increase in Annual Average Daily Trips over 2006 volumes to 2035 by Scenario
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Source: Tampa Bay Regional Planning Model

Clearly, interstatenodernization shifts where the growth in AADT takes place, but does not stem
its overall increase. For some areas, such as West Tampa, interstate improvements can limit some
of the growth in arterial traffic that would occiirno interstate improvements eve made. For
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other areas, such as East Tampa and Central Parldiibded traffic differences between
Express Lanes and No Further Action are relatively small.

6.3 Business Access didsiness and Employment

While the project may temporarily divesome traffic during construction, Business Accass
described inC5 h ¢ Q& { 2 OA 2NadeiallisdzdtIpdrmasefitly &ffeciiednce the project
opens However, the reouting of traffic and overall volume increases in all three scenarios do
impactbusness ancemployment.Industry employmentvould be influenced by the employment
impacts of eaclscenarig as described in Section 5. Table recaps those outputas well as
shifts in resident population and labor force

Table 66: Comparing SocioecononiinpactsAbove/Below Trenlly Scenario

Average Annua Average Annual Average Annual Average Annual

No Further Construction NonTolled Tolled Express
Action Impact Express Lanes Lanes
Total Employment* -25,652 4,110 9,757 12,413
Personal Income ($Mi -2,280 220 638 803
Population -28,763 3,056 10,897 11,724
Labor Force -17,846 2,114 6,795 11,117

*Employment is in jolyears, one job held for one year. Dollar impacts are 2086@#ce: TBRPC, 2018

No Further Action, Constructipand System Performan@l have demographic consequences

for Hillsborough County. Table5G6how population and labor force loss or gain, by scenario
results for the Countyelative to the underlying trend in labor forc@/hile TranSight does not
providelocal impact results, TBRPC anticipates that construction activities may attract some new
residents to the CRAs because of new construction jobs and related employment in other
industries.

No Further Action Impacts

Under No Further Action, local congestimtreases greatly in the CRAs. Increasing
congestion within the Downtown CRA may not necessarily influence employment
patterns; on the contrary, a certain level of congestion is expected in an employment
center and is budinto the cost of doing businessr some industries, such as finance and
other professional services. On the other hand, for businesses in manufacturing and
wholesaling, increased local congestion encourages relocation to areas with greater
overall accessibility, all other factors lggagual.

Increased and unabated congestion is anticipated to slow economic growth by an average

of 25,652 jobs a year through 2035. TBRPC estimates (Table 5.9) that jotvioddbs
concentrated in construction trades, retail, business support andgoatation. Given the
aSO02NDNa aSyaAidAi dAanadufaciing iphslmgydbeladvdiseliiakfettgd O 2 2
in more congested areas. If so, then wholesalers and goods movement jobs may also be
affected. As a result of increased congestion, business accessibility may be adversely

43



affected with arterial traffic growing as more trips divert from the @agacity interstate
system.

Construction ImpactNonTolled or Tolled Express Lanes)

Construction of ¢ner highway alternativevould create about 4,110 jobs each year over

an assumedsevenyear construction period, generating about $220 million in personal
income. With training and jobs programs, CRA residents may benefit from a large share of
those jobs.ndirect effects such as increased spending by workers in the area may also
benefit local retail and other servicdacreased economic activity tends to attract more
trips but business accessibility may not improve unless there is adequate parking.

The ircrease in total household income may spur additional local spending and induce the
creation of jobs related to household spending, such as jobs in grocery and convenience
stores. Also, retail and food sales may increase as construction workers may choose t
shop in the immediate vicinity of the project.

Demand for additional office and industrial space as the result of construction related
economic growth is likely to follow new job creation, but there is no certainty in whether
new jobs are created in newwrms in any prticular placein Hillsborough County or
whether new jobs are created in existing firms within the CRAs. Those outcomes are partly
the result of some specific steps tHADOTmay undertake to focus hiring in the CRAS,
while construction reted spending as well as new household spending by CRA residents
may generate more local jobs, and therefore more commworignted businesses.

System Performance ImpaciofrTolledand Tolled Express Lanes)

As discussed in the BansBrinkerhoff study1998, new highway capacity projects tend

to redistribute the pattern of metropolitan growth. While there is an overall trend of
decentralizing population and employment, growth also occurs along corridors and
interchanges. Since CRA boundaries areypddfined on the north and nortkasterly
edges by the interstate, the CRAs may see additional dlene growth in population

and employment from added highway capacity.

While system performance impactsould create more jobs throughout Hillsborough
County, those impacts may not disproportionately affect CRAs, with the possible
exception of Downtown, Channel, and Ybor. Improved access and the concentration of
service jobs in those areas are likely to attract new jobs due to increased aggregate
consumer spnding. With redevelopment opportunities in the Channel District, system
performance may drive more intense urban residential development, as more commercial
uses are also attracted to the area.

AsTables 5.13 and 5.17 indicate, construction, health, adtrative services, and retall
industries see the largest gains in employment due to improved system performance.
Employment benefits from system performance, under the-Nalfed or Tolled Express
Lane alternatives are likely to benefit existing commlceiaters, such as Westshore and
Downtown, as the Parsons Brinckerhoff report suggests; development tends to
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concentrate in areas served by interchanges. Improved access to and from the Channel
Districtwould lower transportation costs of goods shipping out for export.

6.4 Special Needs Patrons

Changes in traffic volumes and speeds may affect employment accessibility, accessibility to
services and goods, overall mobility and safety. Those changes frequsptlypartionately

impact dder residents, youth, disabled, and transit dependent residéftshose special needs
patrons,childrenaged 5 to 9 years have the highest populatased injury rate, and people

older than 80 years have the highest populattased fatality ratgTraffic Safety Facts, 2002)
Pedestrians older than 65 years are more likely than younger pedestrians to be struck at
intersectiongInsurance Institute for Highway Safe?01; Knoblauch, 1995)

While pedestrian accidents increase with increased traffic volunedscle speed strongly
predicts injury severity the chance of a fatal vehiepgedestrian collision increasing from 5% at
20mph to 85% at 40mphlJK Department of Transportation, 198Koreover, kecause there are
numerous important arterials mixing inttaban traffic with local traffic, some CRAs have
experienced higher than average accident rates. In West Tampa, for example, the 2013 accident
rate per acre (0.158) was near double the citierrate ¢ 0.091 (City of Tampa, 2015).

Mitigating the potential negative impacts of increased congesk®®QT is providing improved
bike/pedestrian crossings underneath the Interstate ianarovidinga greenway connection from
Tampa Heights to Cypress Point Pailhere would also benoise barriers, landscaping and
aesthetic treatmentsand pnds which will be designed as community feature®OTis also
advanced funding for the Heights Mobility Study to improve safety and mobility on Florida
Avenue and Tampa Street.

No Further Action Impacts

As shown irFigure 6.2local congestion increases greatly in the QRWer No Further
Action.For transit dependent commuters, increased congestion and fewer jobs under that
scenario means that those commuters may have to travel further for work with less
reliable transit, as bus transit is susceptible to the same increasing travel time delays that
singleoccupancy vehicles are.

For other Special Needs Patrons, pedestrian accidents are expected to increase as
volumes increases on arterials. However, the severity of pedestrian collisions may
decrease overadls regional average travel speeds deaeas predicted by the Regional
Travel Demand Model.

Construction ImpactéNontolled or Tolled Express Lanes)

Construction may create shetgrm detours during each phase of the projéxtt are
unlikely to affect most Special Needs Patrdmansit dependent commuters may need to
adjust to different bus routes as wellasival/departureschedules.
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As an economic stimulus, constructiwauld stimulate more local spending, which means
even more traffic on local streets and arterials. Foe tdisabled, however, the
combination of construction in a few areas, detouring traffic, and the more widespread
increased traffic due to increased discretionary spending may present mobility challenges
in some CRAs.

FDOT is providing improved bike/pedist crossings underneath the Interstate and
therewouldbe greenways throughout the project

System Performance ImpacdiofrTolledand Tolled Express Lanes)

Once the project opens, themould be less diverting traffic through the CRAs but more
traffic on CRA arterials than today. Widhativelyhigher travel speeds, bus trangiould
be more efficientdr transit dependent commuters than the No Further Action scenario.

FDOTs pedestrian andcytle mobility improvementsvould improve safety for non
motorized travelers. On the other hand, the project itself is unlikely to affect children or
older adults or the diabled once it opens if they do not use the interstate.

6.5 Additional CRA Comments (Bamarking, office vacancies)

DSYSNIffes GKSNB Ad 20SNIIFLI 0SG6SSy GKS 02y 0S8
legal requirements of the Sociocultural Effects manual. However, the letter raised some
additional concerns including questisnabout project impacts to parks, parking and office
vacancies.

6.5.1 Community parks

Since the full reconstruction of the downtown Tampa interchange would not require property
from any parks, TBRPC only considers the indirect impacts of the project on community parks.
Indirectimpacts to parkssuch as increased patronagee generally related to local population
increases. Urban planners have rubgéshumb that are often incorporatedinto local land
development regulations, requiring added park acreage for a specific increase in population or in
response to per capita bad measures. While there is a potential for population increase, there is
not enough information to suggest that new residents to Hillsborough Cewmild settle in

CRAs in enough numbers to justify increasing park acreage.

Since park patronage is unrigd to express laneeelated system performance and since the City
of Tampa does not collect key datalsas park patronage, TBRPC does not have any comment
on project impacts on community park usa§®OT is considering addipgrkingto an event
space djacent to Julian B. Lane Pak well as park type improvements to Downtown and to
Robles Park
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6.5.2Parking

The full reconstruction of the downtown Tampa interchange would alter the parking areas
underneath the downtown Tampa interchange in #&nity of the Marion Transit Center. More
generally, however, ufficient supplies of parking in the CRAs are related to street parking
requirements, density and intensity of land uses, and the types of businesses in CRAs. Potential
losses to the economynder No Further Actiowouldloosen demand for parking spaces because

a decline in disposable income tends to result in fewer trips and therefore less spending at
commercial establishments.

Increases in business activities under the Construction anenS¥srformance scenari@gould

drive demand for more parking because of the increase in disposable income that TBRPC
anticipates because of the proje&inceYbor is an entertainment distridpr example system
performance driven gains in employment gretsonal income are likely to induce more spending

in Ybor, along with more demand for parking.

While certain aspects of construction may cause temporary obstructions to the flow of traffic,
TBRPC is not able to address questions about parking spacersuffigiven the many other
factors at play, especially over the construction period and the forecast through 2035.

6.5.3Vacancy Rates

Commercial vacancy rates vary in the interaction between metropolitan economic trends and
land use and built environme constraints. While TBRPC makes extensive use of economic
models with national, state, and countywide geographic scopes, those models do not incorporate
AYF2NXYEGAZ2Y | 02dzi GKS | @FAftlroAftAGE 2F adaadl o
office space is at the firdevel of location decisions in sabunty markets.

As such, any forecasted changes to vacancy rates due to the impacts of interstate modernization
must rely upon existing sheit SNY NBI f Sadl &S W2 dzifiggad Collier 2 F
LY dSNY L GA 2y MQaater 2017 Yepiirt, dentagd fom Classes A, B, and C (defined in the
Glossary) is rising in Tampa, vacancies remain low (10.4 percent compared to 12.1 percent in Q4
2016) and Colliers believes that this tremduld continue even with higher anticipated interest

rates and a quarter million new square feet in the pipeline (Colliers International, 2017).

As Figure 6.4 depicts, vacancies in the Downtown area are relatively high, especially for Class A
properties (11.9ercent), the Westshore area continues to experience high demand for Classes A
(7.5 percent direct vacancy) and for Classes B and C (7.7 percent), as did East Tampa. Moreover,
vacancy rates are not determined by leasing costs; instead, Figure 6.4 shoviseh® are

distinct office markets within Tampa.
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Figure 6.4: Asking Rental Rated Commercial Vacancy Rate$ampa Commercial Property
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With little information on local land availability, TBRPC must make cgngahifyingassumptions

about the marketplace. For example, rental rates and vacancy rates are influenced by many
factors outside of the scope of this study such as macrmeo trends or emergent trends in

how office space is usetllsing basic microeconomic theory, TBRPC considers how changing
traffic conditions affect business decisions and, indirectly, the demand for office space

No Further Action Impacts

Under No Further Action, congestion on surface strestsld grow while the economy
would lose personal income and experience a loss ofrasitlential capital investment.
According to Sweet (201,4)owever, financial firms are less sensitive to incretséxcal
congestion and are therefore unlikely to move from Downtown, even though they may
lose some workers to a slowed economy. Manufacturing, on the other hand, is sensitive to
congestion increasdsecause of the impacts on input prices and deliveris@sl would

be more likely to relocate away from congested areas.

Construction Impact@Nontolled or Tolled Express Lanes)

As shown in Figure 6.4, vacancy rates in West Tampa and East Tampa are very low,
suggesting that construction spending may stimulate dene@theér for more office space
in those areasr encourage leasing in other areas with greater office space avigilabili

System Performance ImpacdofrTolledand Tolled Express Lanes)

Local congestionn arterialswould increasewith either the NorTolled or with the Tolled
Express Lanes, just as system performameoeld induce more nosfresidential capital
investment.However, there is not enough information to assess how office vacancies
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would be affected in the CRA areas over the long term associated with system
performance improvements.

6.6 PropertyValues

The project may impact property values in the CRAs in several different ways. First, property
values may increase due to the increase in greenbelts, increased pedestrian accessibility and
bicycle routefCrompton, 2001yvhich FDOT would invest in as pdrthe project.Second, the
economic activity of construction influence area property values. A third waywisshifts in
highway alignment influence the amenity value of highway access for CRA properties.

Since 1959there have beendozens ofempirical studies ofthe impacts oftransportation
infrastructureon property valuesGenerally, these studiesly upon statistical techniques, such

as regression analysie unbundle the characteristié&¥ | LINP LISNIIi e Qa &l € S LI
that are nottypically traded in a sglsuch as the value of an additional bathroom or proximity to

jobs Those dhedonic pricing studiesare useful in weighing the indirect impacts of highway
capacity projects by identifying the impligdlue oramenity premium that highway proximity

conveys toproperty values. Tdse studiesare also useful in identifying the costs that highways
impose on nearby properties that are exposed to noise or pollution.

As Sherry Ryan notes, hedostady resultsof property value impacts dfansportation have

been inconsisten{Ryan, 1999)or examplesomestudiesfind that there are net positive sale
price or property value gains of a study area due to its proximity to a highway. Other studies find
that there is a decreasing gradient sdle prices the further singfamily homes are from a
highway. A third group of studies finds that-aHaped pattern prevails, where sales prices are
lower next to a highway and much further away, while properties at intermediate distances from
highwaysee sale price gains. Howewbiese results are not allecessarilynutually exclusive.

The most relevanstudies are summarized in Taléé®, illustrating the wide range of observed
effects on either property values or sale prices from transportatoestment in highways.
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Table6.6: Hedonic Price Studies of Highway Impacts on Home Values

Author Published  Location Observed effect on property values/sale price

Carey 2011 Tempe, AZ Proximity to US 60 was observed to have
adverse effect orsinglefamily sales prices, bt
had a positive impact on multifamily resident
and commercial properties.

Concas 2013 Tampa, FL +4.6% to 5.2% price premium over control prices
singlefamily less than 1.6 miles from highw
during/after marketdownturns.

Hughes and 1992 Baton Rouge, L/ Ea. additional 1,000 vehicles per day reduced ul

Sirmans singlefamily property values by 1% on higéffic
streets.

lacono and 2011 Hennepin, MN  Transportation amenities impact house prices but

Levinson as much as other housing characteristics. Proximit

an access point had a positive impact, while proxil
to the rightof-way itself had a negative impac
f GK2dzZa3K GKA&a STFSOG ¢l

of-way.
Mikelbank 2003 Columbus, OH Negative rent gradient up to 6.7 miles, then hot
price increases with distance from the highw
LINEGARAY I || WWNBY2GSyS:
Palmquist 1982 Washington +1517% value gain next to highway access-@t to
State -1.2% per Aveighted decibel.
TenSiethoff 2002 Austin, TX Negative rent gradient from highway ROW; % 1
and from highway discounts land value by $50,000/acr
Kockleman $3/SF of improved valu&emporary negative impac

from construction.

Sources: ldentified in References.

Based on these studies, TBRRS prepared a summary of the property value impacts of each
major phase of construction, and concludes with an analysis using hedonic pricing to test the
applicability of the literature findings to the CRAs

6.6.1 Rightof-Way Acquisitiomnd Construction Activitynpacts Property Values

In a study of a highway project in Austin, Teisthoff ad Kockleman (2002) found that
following a short speculative boom in prices during fafiway acquisitionconstructionnon-
cumuatively depressethe vdue of land by 2.46 percewn frontage facing properties along US

Myo O6wSaSkNOK . 2dz SOGFENRO® !'G GKS S¢grpercent O2y a
GY2NBE GKIFyYy yS3IFdAy3a G§KS Y| NHAhf-of-tvay acguishidn gandS ¥ ¥ S
a contemporaneous] speculative downtur$1(.21 per square foai ®¢ 6 { A SO kBT F | vy
pg9, 2002).
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6.6.2 PropertyValuelmpactsof Economic Stimulus from Construction

Billions of dollars of transportation investment credteusands of new direct jobs in
engineering, construction laboand other project related fields. Through the purchase of
supplies and equipment, as well increased household spending, thousands of additional jobs are
created by indirect spending. Thosaldrs raise incomes throughout the Tampa Bay Area.

In fact, construction activity drives economic change across a range of indicators, including
property values (Weisbrod and Weisbrod, 1997). Transportation investment impacts on property
values includeesidential and commercial values (Swenson, Eathington, and Otto, 1998), as well
as manufacturing property values (Cohen and Paul, 2007).

A large highway projeaxercises indirect effects on property values through growth in the
economy as increased denth for new homes and office space spur further investment in

| AffA02NRdAK /[ 2dzyi&Qa Ol LIA inanffestia tedv®iildingsLayidd N5 |
added value to existing properties.

For this study, TBRPC calculated the property value impactess Gounty Product generated
by the project and adjusted property values accordingly in the fiscal impact scenario in Section
7.4.4 of this report. Appendix 6 provides technical details of that analysis.

6.6.3 Amenity Value of Highwa#\ccesd.iterature Review

Generally, the literature finds that thaccesspremium of highway exceeded the negative
external costs of proximity to highway rigiftway and its noise and air pollni. Most studies
TBRPC reviewed (lacono and Levin@@il) Siehoff and Kocklemaif2002) and Mikelbank
(2003)found negative rent gradients for homes, thatheme price premiumdecreased with
increased distance from a highway access point. While C¢2@43) described his results in
terms of a net positive impact, all of these results are essentially the same: the closer a property
is to highway access, the hightee premium. That premiumsometimesdisappears when the
property is along a frontage road duringnstruction and after project opening with continual
noise and air pollution, or when the property is further away and the access premium fades.

A frequently mentioned public concern is the impact that new transportation investment has on
residential poperty values and sale prices. lacono and Levinson (2011) studied how different
aspects of transportation performance and facilities influenced housing prices compared with
other factorsin Hennepin County, MNFigure6.5indicates how amenities changdesgrices
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Figure6.5. Percent Change in Singlamily Residential Sale Prices by Factor in Hennepin County, MN
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Source: lacono and Levinson, 2011

lacono and Levinson found that a 10 percent increaspbs within a 30 minute drive of a
residential study area increased theeragenome sale price by 2.3%. On the other hand, a 10%
increase in workers living in the study area decreased home sale pricggeimeit Moreover,
there are downward sloping gradierfor access to highways) that for every/s mile away from

a highway access point decreasegragehome sale pricesdy 1.2percent,while being within a
qguarter mile of a highway decreases the average sale price hyereént In contrast, each
additional acre of lan@ssociated with a housalded 3.1percentto the averagesale valuavhile
adding an additional bathrootn a houseancreasedaveragesale prices by 7 percent

As such, while transportation amenities and access improvements do affegirisals, those
amenities did not deliver as much additional value as additional land, or an additional bathroom.
Also, as shown in Section 6.2.2, empirical research has found there are other factors that
influence housing prices, such as concentratigpookrty and of vacant homes.

Construction impacts, however, do not take place in isolation from larger economic conditions.
For exampleni a study of Selmon Expressway Rever&ikjgesd anes (REL) project in Tampa,
Concas (2013) investigated the redaship between the accessibility improvements of the
Selmon REL project and housing values, focusing on premiums accruing to house prices during
project construction, at the opening year and in the following years after the 2008 Recession.

Selecting areawithin three kilometers (1.86 miles) of the Selmon Expressway, Concas found that
during construction, housing units saw a pdrcentincrease in average prices over similar
properties in Hillsborough County, while the same housing units experienced per8eht
increase after the project opening, and increasing after that tgodr6ent, persisting through
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better highway access retained their values ovee@snomic crisis, demonstrating the relative
advantages of highway proximate residential property.

6.6.4 Highway Access Premiuarsd Bmpa CRA Property Value Impacts

Since interstate modernization has the potential to influence property values BB&P£d the

potential impacts of the project on property values in the CRAs. First, TBRPC downloaded data
from Hillsborough County Property Assessors into a Geographic Information System (GIS) and
then identified all of theresidentialproperties within a milavide buffer around the existing
highway alignment. SN} 38 a Ay 3t S3tifdughaut the miewidexdrridar aré (d2S & ¢
of 2017) $113,309, but only $80,367 in the CRAs ($21.00/SF compared to $17.32/SF). In other
words, even adjusting for averadg size (6,790 square feet per lot in the milgle buffer
compared to 6,231 square feet), there are clearly other factors influencing property values.

Using the same statistical approaches as used in the research discussed in Section 6.6.3, TBRPC
developed a hedonic price modeluabundle the various factors that affect property values and

to isolate thediscrete impacts that highway access have sorglefamily and multifamily

property values within the CRAs

The hedonicmodel was estimated to predict the total value of each sifayigly home parcel
within one mile of the project righif-way within the CRAs The model accounted f&4.7
percentof the variation(Rsquared)in singlefamily housing valuesuggesting aeasonablebut

not definitive model fif. The predictor variables included the housing material (wood
constructionadds$13,000to an average singlamily home ovemasonryconstructior), ageof

the house living areaand overall lot sizealong withdistance to the highway rigluf-way and to
highway access points (ramps).

Figure6.6 A & | WKSIF G YI LI &K2 g Apemiunivalue charfg&alorfgaa K g | &
gradient ofdistance to both rightf-way and to access points within the Tampa Community
Reckvelopment AreasGenerally,single familyproperty value impacts from transportation
infrastructure tend to cluster in distance bands parallel to the highway alignment. As shown in
Figure6.6, the lighter colors indicate property value gains as the result of proximity to the
highway, while the darker colors indicate relative losses.

% Just Values are property values of the propasyssessed at market value, without adjustments such as
homestead exemptions.
*TBRPC is grateful to Professor Greg Newmark, Kansas State Univetesitynitcal assistance with this section
®> More information on the regression analysis is located in Appendix 6.
® An Rsquare model fit of .565uggests that there are other factors that influence the variation in siagiiy
property values.
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Figure6.6: TampaCRA SingleamilyHighway Acced3remium Gradient

Source: TBRPC 2018; Hillsborough CounpeRy Appraiser, 201&ity of Tampa, 2017

The results of this analysis are consistent with much of the existing research literature: some
singlefamily properties immediately adjacent to the highway rgihivay face negative impacts

from proximity butmost see property value advantagesemiumspover properties further away
because of the amenity value of proximity to transportation acdessther words,relative
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