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On behalf of Jacobs Engineering, Shiels Obletz Johnsen (SOJ), COTPA and the City of Oklahoma
City, this land use and economic development assessment of the proposed Oklahoma City
Modern Streetcar Project has been prepared by E. D. Hovee & Company, LLC (EDH).1 This report
evaluates existing land use conditions and quantifies potential development within the first 10
years of possible extension of a streetcar line to serve the Oklahoma Health Center (OHC).
EDH has recently completed an evaluation of streetcar related development potentials for the
2013 Recommended Route Framework in downtown Oklahoma City and also the possibility of
extension to serve the Core to Shore (C2S) area south of downtown. This current report is
aimed to apply a similar methodology to evaluate OHC area development potential, recognizing
the distinctive opportunities and challenges associated with a major institutional campus.
Addressed by this analysis are economic development potentials along the corridor without
streetcar (as a base case forecast) and, alternatively, with streetcar.2 Topics covered include:
Preliminary OHC Assessment Findings
Streetcar & Economic Development Experience
OHC Study Area Profile
OHC Area Planning Context
With & Without Streetcar Development Scenarios
Appendices provide added detail regarding E. D. Hovee & Company, LLC as preparer of this
report, OHC meeting notes, land use classification data, categorization of non-assessed
properties, OHC area base case forecast data, development scenario specification, and a brief
summary of streetcar oriented development nationally. Additional background information is
provided in a previously prepared report for the Recommended Route Framework.
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PRELIMINARY OHC ASSESSMENT FINDINGS
The purpose of this report is to review existing conditions and to quantify potential
development within the first 10 years of potential streetcar system extension of streetcar from
downtown Oklahoma City across the I-235 freeway to serve public and private development
associated with the Oklahoma Health Center (OHC). What follows is a summary assessment for
land use and economic development findings.
Streetcar & Economic Development Experience. Like most major American cities,
Oklahoma City once had an extensive streetcar system. Despite loss of most streetcar systems
in the 1950s, streetcar has experienced a resurgence, with 26 operating systems in the U.S. and
Canada and 86 cities planning streetcar for better transit service and supportive development.
This includes renewed interest in serving major medical and educational centers of the U.S.
OHC Study Area Profile. For purposes of this analysis, the OHC study area extends from I235 east to Lottie Avenue, and from just south of 1 st Street north to 18th Street – also including
a small portion of the Deep Deuce neighborhood west of I-235 not directly served by the
previously evaluated Recommended Route Framework. While streetcar would likely connect to
the Recommended Route Framework across I-235 via 4th Street, the north-south route
alignment through the OHC area has not yet been determined. Specific routing can be expected
to be influenced by ridership and adjoining economic development potential, as well as
engineering and operational considerations.
Planning & Development Context. As with the prior 2013 Recommended Route
Framework and C2S assessments, base case housing forecasts (without streetcar) are
predicated on Oklahoma City Area Regional Transportation Study (OCARTS) estimates, as
revised. 3 OCARTS employment projections are further adjusted upwards to account for
implementation of the 2007 OHC Master Plan (focused north of 8th Street).
With & Without Streetcar Development Scenarios. The OHC study area comprises about
10.7 million square feet of existing residential, commercial and tax-exempt/institutional
building structures, with 14,500 employees. In a base case scenario without streetcar, the OHC
area could experience about 2.6 million square feet of added development over a 10-year
period, primarily with on-campus OHC Master Plan implementation. With streetcar, building
space could double in 10 years – with greater opportunity for OHC Master Plan implementation
south of 8th Street plus substantial off-OHC residential and mixed use development.
Viability of OHC streetcar extension likely depends on the support of major ownership interests
comprising the OHC Master Plan area. Guidelines for consideration to incent transit oriented
development (TOD) can be expected to center on reconfiguring design and density features of
the OHC Master Plan together with facilitating OHC and mixed use development south of 8th
Street. Other TOD tools with streetcar extension are to establish a tight loop route, offer
frequent/extended hour service, emphasize walkability, scale back on parking, engage property
owners, respond to major planned development projects, make alignment and funding
decisions as early as possible, and actively assemble and package land at catalyst TOD sites.
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STREETCAR & ECONOMIC DEVELOPMENT EXPERIENCE
In conducting this and similar streetcar-related development assessments, the question often
arises: what experience demonstrates the development leveraging successes and lessons
learned from streetcar elsewhere across the U.S.?
This discussion begins with a brief review of prior historical experience in Oklahoma City with
streetcar and related development. This is followed by a summary of U.S. experience with reintroduction of streetcar systems in recent years.

Oklahoma City
Streetcar
Experience

Figure 1. Oklahoma City Historic Streetcar Routes

Almost every major
American city once had an
extensive streetcar
system. Oklahoma City is
no exception.
With a franchise from
Oklahoma City, the
Metropolitan Railway
inaugurated streetcar
service on two lines in
1902. A major impetus to
formation of a public
transportation system was
“due to four separate
housing additions being
developed between NW
10th and NW 23rd” at a
time when most people in
Oklahoma City “still
walked to work.”4
What is now the OHC area
was served by streetcar
lines running east-west on
4th, 8th and 13th Streets,
with north-south service
on portions of Lindsay and
Lottie Avenues.

Source:

As provided by Jacobs Engineering.
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In 1904, the Metropolitan Railway was renamed as the City Railway Company. The system was
renamed again in 1907 as the Oklahoma Railway Company (ORC). At its peak in 1918, the total
system reached more than 138 miles, including interurban service to the nearby communities
of Norman and Guthrie.
With the advent of the automobile, streetcars began to experience new competition for
ridership. Fare increases were limited by a former mayor of Oklahoma City; the ORC filed for
bankruptcy reorganization in 1939.
World War II and the presence of several military installations led to a brief period of resurgent
transit use. In 1945, the Oklahoma Transportation Company (OTC) took over ORC management.
Buses had replaced trolleys by the 1950s and the OTC terminated public transit service in 1965.
In response, the City Council of Oklahoma City established the Central Oklahoma
Transportation and Parking Authority (COTPA) in 1966 to continue public transit operations.
In 1989, COTPA purchased Union Station with federal grant and local donated resources. The
first Metropolitan Area Projects (MAPS) voter-approved project included funds that helped
purchase of Oklahoma City Trolleys in 1999. This was followed by construction of a downtown
transit center in 2004. In 2009, Oklahoma City voters approved MAPS 3 – including $120 million
in MAPS 3 funding for re-introduction of streetcar service in downtown Oklahoma City.

U.S. Experience with Streetcar & Transit-Oriented Development (TOD)
As described by a study conducted for the American Public Transportation Association (APTA)
and the Community Streetcar Coalition, streetcar systems as initially developed across the
United States “extended the pedestrian environment out into the neighborhoods, served as a
collector for intercity rail systems, and stopped at every street corner to stimulate a density and
an intensity of development that made for an exemplary and engaging downtown.” 5
Like Oklahoma City, streetcar systems reached their peak around World War II, began to
decline with the increased utilization of autos across the country, and were briefly resurgent
during World War II. Remaining service was terminated during the 1950s and 60s in all but a
handful of cities including Toronto, New Orleans, Philadelphia, and San Francisco.
Beginning in about the 1970s, re-introducing a relationship between transit investment and
economic development has been of growing interest at federal, state and local community
levels. In addition to the existing operating streetcar systems, five added cities are under
construction with new systems planned to open in 2013-14. And 86 cities (including Oklahoma
City) are currently planning new streetcar systems – bringing the combined total to 117 cities
that are either operational, under construction, or in active planning.
Renewed experience with streetcar is so recent that documentation of the relationship
between streetcar investment and urban development has yet to be extensively researched
and quantified. Appendix G summarizes what is known to date nationally – with added
discussion of documented experience in cities such as Portland, Tampa and Seattle.
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OHC STUDY AREA PROFILE
This land use and economic development assessment begins by reviewing background of
consideration for a re-introduced OHC streetcar. This is then followed by discussion of existing
conditions for a potentially affected OHC study area.

OHC Streetcar Background
In 2011, an Alternatives Analysis (AA) was conducted for the Central Oklahoma Transportation
and Parking Authority (COTPA) to “determine the most cost-effective transit mode and
alignments for a downtown transit circulator.” The analysis was aimed to identify a framework
for transit supportive development and provide information useful for City selection of an
alignment meeting local land use and economic development goals. TOD or transit oriented
development was defined in terms of characteristics for “a dense mixed-use central business
district, mixed use activity centers, and a pedestrian-friendly sidewalk pattern.”
The AA identified three downtown circulator transit alternatives for consideration:


No-Build Alternative – comprising the ACOG prepared Encompass 2035 transit
improvements as part of a fiscally constrained Long Range Transportation Plan.



Base Case Alternative – as the “best that can be done” including a bus rapid transit
(BRT) circulator without major capital improvements.



Build Alternative – including all of the improvements envisioned with the No-Build and
Base Case Alternatives plus fixed guideway improvement for a modern streetcar.

As illustrated by the map on the following page, potential routing configurations were also
identified on a preliminary basis in 2011. Included was a downtown route that has since been
confirmed (with routing refinements) as the 2013 Recommended Route Framework by the City
Council of Oklahoma City.
Also illustrated with the 2011 AA was a potential alignment that might extend from what has
become the Recommended Route Framework east of 4 th Street across I-235, then extending
north and east on streets that might include portions of Lincoln Boulevard, 8th Street, and
Phillips Avenue. Service to the OHC area is now considered as a possible later phase extension
of added streetcar service, subject to funding availability and City Council approval. Preliminary
meetings were conducted with OHC representatives and related stakeholder interests on
September 25-26, 2013 – as summarized by meeting notes with Appendix B to this report.
Not identified with the 2011 AA, but now also being considered, is extension of service to the
Core to Shore (C2S) area south of the downtown and New Boulevard. As with OHC, a specific
route alignment has not yet been determined. Streetcar service would serve to reinforce MAPS
3 funding for the C2S park and for substantial residential/mixed use development opportunity
with area redevelopment.
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Figure 2. Alignments Previously Recommended for LPA Consideration (2011)

Source:

Jacobs Engineering, Draft Transit Supportive Land Use and Economic Development Assessment –
Greater Downtown Alternatives Analysis, as prepared for the Central Oklahoma Transportation and
Parking Authority, August 2011.

Recommended Route Framework. The map on the following page illustrates the
Recommended Route Framework as approved by the City Council for a Phase 1 streetcar route
on September 24, 2013. Also described as the “Zeta” route, construction of this framework
alignment is possible within the budget available through MAPS 3 funding – with completion
currently anticipated for 2017. The routing map also illustrates the potential for several future
phase extensions – including the option of future streetcar extension to the OHC area.
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Figure 3. 2013 Recommended Streetcar Route Framework

Source:

Shiels Obletz Johnsen and Jacobs Engineering, September 2013.

Benefit Zones. Based on experience with transit oriented development in cities throughout
the U.S., properties up to about 1/4 mile on either side of a streetcar alignment can be
expected to experience the greatest economic benefits in terms of added business and
residential potential development and valuation. The degree of benefit relates directly to the
willingness of a typical resident, employee, customer and/or visitor to walk to their home, place
of business, or destination for shopping, recreation and/or lodging.
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For the now adopted 2013 Recommended Route Framework, a benefit study area was divided
into two zones of influence based on proximity to the streetcar alignment:


Zone A: extending approximately one block from the streetcar corridor area and
anticipated to experience the greatest amounts of added development due to closer
proximity and reduced walk distance to direct streetcar service – as consistent with
experience elsewhere in the U.S.



Zone B: reaching beyond Zone A to three blocks from the streetcar corridor and also
expected to experience added development – but at lower rates than for properties
directly adjacent to the alignment.

As noted, this preliminary OHC segment analysis is conducted independent of a specific
alignment or streetcar route alternative. Consequently, there is no assignment of Zone A/B
benefit zones. However, if constructed, an OHC alignment could be routed so as to serve
properties where there might be the greatest opportunity for added OHC and supporting mixed
use development to occur.

Existing Conditions for OHC Study Area
Using GIS datasets from the City of Oklahoma City containing data from the Oklahoma County
Assessor’s Office, it is possible to characterize existing conditions and development patterns.
This approach was taken for the TOD benefit areas associated both with the 2013
Recommended Route Framework and for the portion of the Core to Shore (C2S) plan area
extending from the New Boulevard south to the relocated I-40 alignment. Existing conditions of
note from this parcel-based dataset relate to:


Land area and associated use – as residential, commercial, exempt or vacant property



Building area and associated density of development – measured in terms of floor area
ratio (FAR)



Market and assessed valuation – defined in terms consistent with those of the
Oklahoma County Assessor’s Office



New development experienced from 2000-12 – for residential and commercial uses



Potential redevelopment sites – in terms of improvements to land value (I:L) ratios

GIS Data Application & Refinement. This existing conditions assessment is based on
analysis of files for 1,876 tax parcels associated with the OHC benefit area. The database
appears fairly comprehensive overall, albeit with a caveat that a major portion of the parcel
database consists of non-assessed exempt properties for which there is no identified property
value information. Many of these non-assessed properties are tax-exempt due to public or nonprofit ownership. This updated report contains added detail as to the characteristics and
anticipated development potential of these non-assessed properties.
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Current Development Patterns. A
preliminary review of existing conditions (as
of 2012) for the OHC study area is
summarized by the chart to the right. Items
of note include the following:




The OHC study area comprises just
over 608 acres of total land area
excluding streets and other rights of
way. Of this, 396 acres (65%) of study
area acreage is identified as exempt.
Residential comprises 15% of total
land area, followed by vacant land
(12%) and commercial uses (8%).
Total building square footage for
properties covered by the Oklahoma
City database is indicated at 4.9
million square feet. Note: this does
not include the buildings associated
with non-assessed properties – as is
further discussed below.



Market valuation of all OHC area
properties which are assessed is $444
million with tax assessed valuation for
the corridor study area at $46 million.



For assessed properties, recorded
development over the 2000-12
period averaged 122,500 square feet
per year – with tax-exempt properties
recorded as comprising just over half
of development. Note: not recorded is
tax-exempt development for
properties indicated as non-assessed
(so this substantially understates the
full scale of OHC related development
– a matter that is also addressed in
more detail later in this report with
discussion of the OHC Master Plan).

Figure 4. Existing Conditions of
OHC Study Area (2012)
Existing Corridor
Conditions (2012)
Land Area (Acres)
Residential
Commercial
Mixed Use
Exempt
Vacant
Corridor Total
Building Area (Sq Ft)
Residential
Commercial
Mixed Use
Exempt
Vacant
Corridor Total
Market Valuation
Residential
Commercial
Mixed Use
Exempt
Vacant
Corridor Total
Assessed Valuation
Corridor Total

OHC
Area
92.1
47.9
0.6
395.9
71.6
608.2
1,092,800
1,989,400
17,000
1,827,700
4,926,900

$65,968,000
$299,966,000
$440,000
$73,369,000
$4,610,000
$444,353,000
$46,331,000

2000-12 Development (Avg Sq Ft per Year)
Residential
22,700
Commercial
37,100
Mixed Use
Exempt
62,700
Corridor Total
122,500
Annual Development % of 2000 Inventory
All Corridor Uses
3.5%
Note:

Information is as reported per Oklahoma
City data. Excludes non-assessed parcels.

Sources:

City of Oklahoma City, Oklahoma County
Assessor’s Office, and E. D. Hovee &
Company, LLC.
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Adjusted Building Square Footage.
Recognizing that the Oklahoma City
database results in an undercount of OHC
building square footage, an alternative
method has been used to better estimate
development on-the-ground today:




For non-OHC parts of the study
area, the database is utilized as
the only readily available source
useful for assessed properties.

Figure 5. Adjusted Building Area for
OHC Study Area (2012/13)
Existing Conditions
OHC
(2012 - Adjusted)
Area
Building Area
Per Assessor's Data
4,926,900
Adjusted for OHC Buildings
10,736,000
Density (Average FAR)
Per Assessor's Data
Adjusted for OHC Buildings

For the OHC campus, data
Sources:
City of Oklahoma City, Oklahoma County
regarding building square footage
Assessor’s Office, OHC Master Plan, and
is replaced by building-specific
E. D. Hovee & Company, LLC.
2007 OHC Master Plan data.
Included are buildings (excluding parking) on the ground as of 2007 plus projects
completed since 2007, per consultation with OHC.

0.19
0.41

With this adjustment, total development currently in place for the OHC area is estimated to be
at least 10.7 million square feet (more than double what is indicated by the Oklahoma City
database).
Potential Redevelopment Sites. A final step taken with this inventory is to identify parcels
that were developed post-1999 or have high redevelopment potential. Identification of parcels
that are either vacant or were developed pre-2000 are rated in terms of redevelopment
potential based on a review of tax assessed improvements to land valuation. Non-assessed
properties have been categorized on a preliminary basis as having OHC-related, urban renewal
or other ownerships.
Results of this analysis are visually depicted by the map on the following page – with an
accompanying chart providing associated statistical results for the 2013 Recommended Route
Framework alignment and C2S study area. With this analysis, parcels shown are categorized as:


Developed since 2000 – per the “year built” field of the GIS data.



Not built since 2000 – with improvement to land (I:L) value ratios at four increasing
levels of improvement intensity (< 0.5, 0.5-1.0, 1.0-2.0, and 2.0+).



Properties for which I:L cannot be determined – because there is no assessed land
value shown with the parcel record or the site is planned for tax-exempt use. A majority
portion of the OHC land area – equating to about 53% of the mapped area totaling 608
acres of identified tax lots – is considered as comprising non-assessed (or tax-exempt)
parcels not developed since 1999.

E.D. Hovee & Company, LLC for SOJ and Jacobs Engineering:
Oklahoma City Modern Streetcar Project – OHC Land Use & Economic Development Assessment

Page 10

Figure 6. Improvement to Land Value Distribution & Non-Assessed Land (2012)

Source: E. D. Hovee & Company, LLC based on parcel data from City of Oklahoma City with input from OHC.
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Figure 7. Site Development & Redevelopment Status (2012)

Improvement to Land
Value (I:L) Analysis
2012 I:L Ratio
0.0-0.5
0.5-1.0
1.0+
Subtotal

Assessors
Data

% of Total

73.3
2.3
183.0
258.6

12%
0%
30%
43%

Properties w/No I:L Ratio
OHC Related
Urban Renewal
Other
Subtotal

246.4
29.2
44.1
319.7

41%
5%
7%
53%

Developed 2000-12
Total Land Area

29.9
608.2

5%
100%

Notes:

I:L denotes the ratio of assessed improvements to land valuation. See Appendix D for a description of
the process for categorizing non-assessed parcels.

Source:

SOJ and E. D. Hovee & Company, LLC based on parcel data from City of Oklahoma City with input
from OHC.

Five percent of the land area involves properties that have documented improvements and
land value information – with development having occurred over the 2000-12 time period. As
noted, this does not include development that may have occurred with non-assessed
properties (for which no similar information is directly available).
As further described in the next section of this report, five major buildings have been
completed on the OHC campus since 2007. These facilities include the Dean McGee Eye
Institute expansion, Pediatric Medical Office Building, Oklahoma Cancer Institute (Phase I),
College of Allied Health Building, OMRF Research Building, and OBI expansion.
Approximately 43% of the land area is indicated with land and building improvements value and
developed prior to 2000. Of this about 12% (73 acres) is either vacant or with a relatively low
improvements to land value ratio (of up to 0.5). Only a couple of acres (less than 0.5% of total
acreage) are indicated as having an improvement to land value ratio in the range of 0.5-1.0.
Fully 30% of land built before 2000 is shown as being assessed at an improvement to land value
ratio of more than 1.0. In effect, property in the study area which is assessed tends to be
relatively under-improved or highly improved – with little in-between.
With limitations as noted, this information is utilized to provide a portion of the context for
evaluating future development opportunities – with or without streetcar. Also of importance is
the study area’s planning context, a topic to which this OHC-focused discussion now turns.
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OHC AREA PLANNING CONTEXT
A pivotal portion of this land use and economic development assessment involves a review of
the existing planning framework as it pertains to the modern streetcar project alignment and
benefit area for TOD. In effect, this discussion is intended to further describe the planning
context in terms of regional and downtown development, the OHC study area, the OHC Master
Plan, and COTPA transit planning.

Regional & Downtown Development Context
Topics addressed in considerable detail for the previously completed assessment of the
Recommended Framework Route and C2S areas included discussion of downtown
neighborhood setting, applicable Oklahoma City Planning, MAPS funding, downtown area
demographics and employment, and trends with residential and commercial development. This
OHC analysis focuses more narrowly on regional and downtown area findings that may be
pertinent to the OHC area as well, together with detailed discussion of the OHC Master Plan.
OCARTS Regional Transportation. Consistent with its role as the Metropolitan Planning
Organization (MPO) for the Oklahoma City metro region, the Association of Central Oklahoma
Governments (ACOG) has conducted the Oklahoma City Area Regional Transportation Study
(OCARTS). As MPO, ACOG works with and has relied on COTPA planning analysis together with
input from local jurisdictions throughout the region.
The OCARTS region includes 40 cities and towns located within the more urbanized portions of
the six-county metro area. This planning region includes Oklahoma and Cleveland Counties
together with portions of Canadian, Grady, McClain and Logan Counties.
Aging and continued diversification of the region’s population are viewed as major drivers of
change in the decades ahead. Within the OCARTS area, households and employment are
forecast to increase between 2005 and 2035 by approximately 31% and 33%, respectively.
Population has been forecast to increase by 31% – somewhat more slowly than employment
due to expectations of declining average household size.
Even with some increased transit ridership, vehicle miles of travel are anticipated to rise even
more rapidly. Vehicle miles traveled have been forecast to increase by about 53% over this 30year time horizon (to 2030).
As of 2005, the OCARTS region had a total population of 1.076 million – accounting for close to
95% of total MSA population. The OCARTS region also had 461,000 housing units and
employment of over 578,000.
OCARTS projections of population, households and employment are available not only at a
regional level but also for transportation analysis zones (TAZs) down to the block level, as in the
downtown Oklahoma City area. Because TAZ projections appear to have underestimated actual
E.D. Hovee & Company, LLC for SOJ and Jacobs Engineering:
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growth within the downtown Oklahoma City and OHC areas, OCARTS forecasts have been
adjusted through a collaborative provisional multi-agency planning process as described by
Appendix E to this report. These adjustments are applied to the OHC area as well.
Adjusted TAZ data has been utilized to forecast base case development that might reasonably
be expected without streetcar. Further adjustments have been made to employment forecasts
for the OHC area as OHC Master Plan development is anticipated to be associated with more
rapid job growth than indicated with the OCARTS-based approach.
What follows is an overview of adjusted TAZ projections for housing units and employment
covering the 2005-35 time period. For comparative purposes, forecast allocations are indicated
for three interrelated levels of geography:


A downtown Oklahoma City study area – extending west from the I-235 freeway to
Western Avenue and from the relocated I-40 freeway on the south to the north side of
13th Street from Western to Robinson Avenues and 16 th Street in the vicinity of
Broadway-Robinson on the north.



A more narrowly defined benefit area potentially associated with the 2013
Recommended Route Framework – as the MAPS 3 funded and City Council approved
Phase 1 streetcar route.



The OHC study area – as defined for purposes of this supplemental land use and
economic development assessment report.

As illustrated by the graphs on the following page, the downtown study area for this
assessment had an employment base of 37,850 jobs together with an estimated 2,400+ housing
units and 6,500 residents as of 2005. In effect, the downtown study area comprises 6-7% of the
urban OCARTS area employment and less than 1% of regional population.
From 2005-27, downtown study area employment is projected to increase by about 25%, while
regional jobs are estimated to increase 28%. By comparison, the number of downtown housing
units is projected to more than triple compared to a 26% increase in the number of housing
units in the greater OCARTS region.
As of 2005, the more narrowly focused benefit area of the Recommended Route Framework
accounts for nearly 80% of downtown area employment and close to 50% of downtown
housing units. Without streetcar, the trajectory of housing and employment growth is expected
to be similar to the more encompassing full downtown study area west of I-235.
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As of 2005, the OHC study
area included 1,960 housing
units and served as the
location for an employment
base of nearly 14,500 jobs.

Figure 8. Base Case Forecasts without Streetcar
Housing Units

OCARTS-related forecasts (as
further adjusted for the OHC
Master Plan) indicate
potential for 2,850 housing
units by 2027, an increase of
45% over 2005 conditions.
OHC study area employment
is forecast to increase from
14,500 to over 20,400 jobs
(a 41% increase) by 2027 –
assuming full Master Plan
implementation for the area
north of 8th Street.

Employment

As depicted by the graphs to
the right, the OHC study
area is starting from a
smaller base of both housing
and employment than is the
case for the area of the 2013
Recommended Route
Framework.
Base case (without streetcar)
housing development is
expected to occur more
slowly than west of I-235. In
contrast, OHC job growth is
forecast to increase at a
more rapid pace than for the
more fully developed area
west of I-235 (downtown).

Source:

OCARTS, See Appendix E for added detail. Adjusted TAZ-based
OCARTS forecasts are used with a without streetcar (base case)
development scenario, as described later in this report.

OHC Study Area Planning Context
Primary considerations for this analysis are potential FAR limits anticipated for new
development as compared with existing FARs – as depicted by the two maps on the next page.
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Figure 9. OHC Study Area Floor Area (FAR) Limits for New Development
Current 2012 FARs (by OHC Super Block & Tax Lot)

Future Density Potential (Market FAR Expectations)

Sources:

E. D. Hovee & Company, LLC based on parcel data from City of Oklahoma City with input from OHC.
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As illustrated by the top map (on the previous page), the majority of the OHC area is
characterized by relatively low FARs ranging from 0.0 (as for vacant sites) to 0.35 (typical for
single-family or one-story commercial development). Exceptions to this pattern are noted for
the portions of the OHC campus area, with top FARs noted in the range of 1.5 - 2.5 (excluding
parking facilities).
By comparison, the bottom map (on the prior page) illustrates future FAR density potential as
evaluated by the City of Oklahoma City Planning Department. Where FARs are mapped,
anticipated densities generally appear to offer development capacity well in excess of what is
currently on the ground.
However, deviations to this pattern are noted for the areas in white and yellow to the northern
portions of the study area and in a pocket to the southeast. These are areas where planned
densities have not been mapped and/or where no added density is planned (as for historic
residential district preservation).
To the extent that these mapping designations serve as a guide to future development, transit
oriented development (TOD) may be limited. TOD opportunities are most likely within the
existing OHC Master Plan area and for non-OHC properties situated to the south of the campus
area.
However, reconsideration of planning for areas in proximity to the northwestern edges of OHC
is now being discussed. Included may be opportunities for development of portions of the
Oklahoma School of Science and Mathematics (OSSM) that may not be needed for long-term
OSSM use. Also noted is the potential for added residential development north of 13 th and west
of Lincoln in conjunction with the City’s Strong Neighborhoods Initiative program. It is to more
detailed consideration of the OHC campus area and adjoining area development that this
discussion now turns.

OHC Master Plan
As described by a 2007 Oklahoma Health Center Master Plan, OHC is recognized as one of the
largest contiguous medical campuses in the United States. With a land base of approximately
300 acres, the OHC campus is situated just south of the state capitol and east of downtown
Oklahoma City.
OHC is home to more than 30 institutions, including property holdings by the OU Health
Sciences Center (OUHSC), OU Medical Center (OUMC), Veterans Affairs Medical Center (VAMC),
State of Oklahoma (including the Oklahoma School of Science and Math), Oklahoma Medical
Research Foundation (OMRF), Presbyterian Health Foundation (PHF), and private institutions.
With an employment base estimated at more than 12,500 jobs by the 2007 Master Plan, OHCrelated institutions account for 85-90% of total study area employment. The OHC campus and
its member organizations also constitute a $2.5 billion dollar in-place capital investment next to
Oklahoma City’s commercial core and emerging mixed use neighborhoods.
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Master Plan Concept. The OHC Master Plan was intended to serve as “A Vision for Growth”
for the full campus area covering the approximate 15-year time period of 2007-2022. The plan
addresses both short- and long-term needs of the Health Center including those of academic,
research, clinical and hospital functions. Also encompassed by the plan is the strategic
redevelopment of the OHC infrastructure, land use, facility reuse, and new facility
development.
Figure 10. 2007 OHC Master Plan Concept
OHC Subdistricts:

Source:

OHC Master Plan, 2007-2022.

E.D. Hovee & Company, LLC for SOJ and Jacobs Engineering:
Oklahoma City Modern Streetcar Project – OHC Land Use & Economic Development Assessment

Page 18

After consideration of three concept alternatives, a combined or hybrid concept was selected.
As depicted by the map on the previous page, the OHC concept plan involves four quadrants of
activity:


An academic neighborhood (NE quadrant) – dominated by instructional, administrative
and student facilities of the OUHSC together with potential for a variety of housing
nearby.



A clinical neighborhood (NW quadrant) – as the area currently making up the core of
the OHC and anchored by the OU Medical Center.



Research neighborhood (SW quadrant) – currently less development but with potential
added development in and near the Presbyterian Health Foundation (PHF) Research
Park.



Mixed use residential neighborhood (SE quadrant) – aimed to provide demand for a
variety of housing options serving both employees of the OHC campus and greater
downtown area.

Internally, Phillips Avenue is becoming the “Healthcare or Clinical Corridor,” with most of these
facilities oriented to this central spine. Similarly, Stonewall Avenue to the east emerges as the
“Academic Corridor.” To the west, Lincoln Boulevard serves as a major north-south access point
with 4th, 10th and 13th Streets as important east-west arterials.
With an existing (2007) base of nearly 7.8 million square feet of existing OHC-related buildings
(excluding parking), 15-year plan implementation was anticipated to involve another 3.4 million
square feet (or a 44% increase in campus facilities) north of 8 th Street. An additional 1.5 million
square feet was indicated for the area south of 8th and east of Lincoln Boulevard – meaning that
all new development could increase the total OHC-related space inventory by as much as 63%
through to master plan build-out.
Due to the recession of 2009-2011, implementation of projects not already committed has
been delayed pending funding availability. However, over 1.3 million square feet of
development has proceeded to completion or with commitments to construction since 2007.
Based on discussion with OHC-related facilities personnel, the 2007 master plan remains largely
in place, albeit with caveats that: a) timing of some projects may be pushed further into the
future due to effects of the recession and dependence on unpredictable funding cycles; and b)
no properties south of 8th and east of Lincoln (in the SE quadrant) are expected to be developed
directly by OHC for the foreseeable future. Land that had been purchased by OHC for future
expansion south of 8th is essentially land-banked indefinitely.
Land Use & Zoning. Along with the state capitol complex, most of the OHC campus lies
within a special zoning district controlled by the Capitol Medical Center Improvement and
Zoning Commission (CMZ), approved by state law in 1970. While the CMZ includes a wide range
of historic preservation, residential, mixed use, health center and commercial districts, the
single largest district encompassing the primary OHC campus is zoned HC (Health Center). This
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is a zoning district similar to downtown CBD zoning, allowing for mixed use facilities and highrise structures without setback requirements. Zoning to the west and south of the CMZ (but
within the study area) includes a mix of residential, commercial and industrial designations.
Because the without streetcar (or base case) and with streetcar development scenarios with
this report are not location specific, this analysis references overall FAR guidelines including
designation of areas planned for no added development – as illustrated by the map provided
with Figure 8 to this report.
Master Planned Development. As detailed by the following chart, the 2007 OHC Master
Plan envisioned future development of nearly 4.9 million square feet of net added space over
an approximate 15-year planning horizon. If completed as planned, this represents a potential
63% increase from the 7.8 million square feet of building space (excluding parking) that was on
the ground as of 2007.
Figure 11. 2007-22 OHC Master Plan Development Summary
Type of
Development
New Projects
Replacement
Expansion
Subtotal New Space
Relocation
Net Added Space
Repurpose & Renovate
Net Space Affected

North of 8th Street
Committed To Develop
758,000
1,795,600
114,270
(3,600)
428,000
450,600
1,300,270
2,242,600
0
(157,000)
1,300,270
2,085,600
0
155,100
1,300,270
2,240,700

Subtotal
2,553,600
110,670
878,600
3,542,870
(157,000)
3,385,870
155,100
3,540,970

South of Combined
8th Street
Total
1,353,272
3,906,872
118,700
229,370
31,572
910,172
1,503,544
5,046,414
(6,000)
(163,000)
1,497,544
4,883,414
(48,000)
107,100
1,449,544
4,990,514

Notes:

Committed projects are those which have been completed, are currently under construction, or
otherwise committed to development as of 2013.

Source:

E. D. Hovee & Company, LLC based on 2007 OHC Master Plan, adjusted based on current project
information as provided by Dr. Terry Taylor, OHC, as of October 2013.

Of the nearly 4.9 million square feet of net added building space indicated over the Master Plan
time horizon:


More than 3.5 million square feet (or nearly 70% of the total) was anticipated to occur
north of 8th Street (and west of Lincoln Boulevard) – on what is currently the core OHC
campus.



Up to an added 1.5 million square feet was indicated as occurring south of 8 th Street
(and east of Lincoln). With the exception of two projects currently underway, this 1.5
million square feet is now view as a longer term priority with campus expansion.

Mapping OHC Projects. As is illustrated by the map on the next page, a total of 10 OHC
Master Plan related projects are identified as already completed, under construction, or with
committed funding. Eight of the projects totaling 1.3 million square feet are situated on the
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core OHC campus north of 8th Street. Note: Another 200,000+ square feet of development is
committed south of 8th Street, bringing the combined total to 1.5 million square feet as
completed or committed to date.
In effect, 37% of the development anticipated by the master plan (north of 8th) has already
been committed (including project completions). Another 2.2 million square feet would remain
for future development over a time period initially planned to extend to 2022 (but which might
be further extended depending on funding availability).
Figure 12. OHC Master Plan Projects Completed or Committed (2007-13)
Map Legend:
Completed
1 - Dean McGee Eye Institute Expansion
70,000 gsf
2 - Pediatric MOB
259,200 gsf

5

3 - Oklahoma Cancer Institute, Phase I
140,000 gsf
4 - College of Allied Health Building
114,270 gsf

2

7

5 - OMRF Research Building
186,000 gsf

4
8

1

6 - OBI Expansion (portion completed)
22,500 gsf

Committed/Under
Construction
7 - In & Outpatient/ICU OUMC (HCA)
335,500 gsf
8 - Academic Office Building
172,800 gsf

3

9 - Hotel (190+/- rooms)
180,000 gsf

6
9

10

10 - Kiddie Korral
25,000 gsf

Source: E. D. Hovee & Company, LLC, from information as provided by OHC. As of October 2013.

Two added projects are now under construction south of 8 th (and east of Lincoln). These are an
approximate 190-room Embassy Suites hotel and a 25,000 square foot development for Kiddie
Korral. Remaining development south of 8 th Street previously assumed with the master plan of
1.2-1.3 million square feet is currently anticipated to be a longer term priority for OHC Master
Plan implementation.
Off-OHC Development Activity. In addition to projects occurring directly in conjunction
with OHC, there are several other development projects taking shape in proximity to OHC,
including:
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Redevelopment of the former Page Woodson School (at 6th and High Streets) together
with adjoining property for up to 10 acres of multi-family housing likely to be
constructed in phases as supported by market demand.



Potential corporate office development west of Lincoln and north of 8 th Street.



Planned re-introduction of retail commercial uses along the historic commercial corridor
of 4th Street to support continued OHC expansion and area residential development.



Emerging interest for residential infill construction and redevelopment south of 4 th
Street.



Additional neighborhood reinvestment with the Strong Neighborhoods Initiative
program targeted for a single-family residential area north of OHC (west of Lincoln,
north of 13th) including single-family reinvestment together with potential introduction
of small scale multi-family housing and conversion of some existing historic mansion
properties to multi-family use.

Of potential added significance to the southern portion of the OHC study area is the planned
eventual extension of Lottie Avenue south of 4th and in proximity to the rail alignment –
connecting to Sheridan Avenue east of the I-235 corridor. This connection would serve to
greatly improved access between the OHC area and Bricktown – increasing the impetus for
development to reach eastward as Bricktown approaches build-out.
Parking & Development. As of 2007, the existing 7.8 million square feet of OHC campus
building area was served by nearly 17,400 parking spaces. A concern noted by the Master Plan
is that parking can be “generally described as uncoordinated, inconvenient, inconsistent, and
widely considered inadequate.” In effect, existing development is served at a ratio of
approximately 2.24 spaces per 1,000 square feet of building area.
Recommended by the Master Plan is that new development be accompanied by adding parking
at an even higher ratio of at least 2.5 spaces per 1,000 square feet of added building space. By
including apparent catch-up with the existing undersupply, the planned inventory amounts to
nearly 11,400 added parking spaces for added development north of 8 th Street (a 65% increase
in the OHC parking inventory).
This added parking requirement is anticipated to be accommodated partially in-ground and
partially above ground (in 3-5 level structures) to reduce the land footprint required.
Transit & TOD. Guiding principles of the OHC Master Plan that are pertinent to this streetcarfocused land use and economic development assessment include enhancement of district
identity, encouragement of compactness, and excellent connectivity – all with flexibility to
adapt over time. Design principles of significance are to maximize adjacencies of related users,
promote in-fill within the existing core of the campus, and be a good neighbor to adjacent
neighborhoods.
Less clear is whether the large increase in parking (and parking ratios) anticipated by the
Master Plan is compatible with these guiding principles. While significant increases in parking
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inventory are recommended, the Master Plan also calls for “the establishment and use of public
transit, including fixed guideway systems, as a strategy to reduce the growing numbers of
vehicles traveling and parking on campus.”
OHC has been served by regularly scheduled Metro Transit bus routes, as well as by internal
shuttles operated by OU Parking and Transportation. Transit ridership is described as low – with
a key exception noted for patients using the VA hospital.
Specially noted as existing land use and ownership concerns are:


Large surface parking areas producing inefficient land use patterns



A pattern of lower density development than is typical of major urban health centers
(also causing a deficiency in land available for growth)



A resulting long-term need for expansion south of the existing OHC campus
(to south of 8th Street)

However, the Master Plan specifically notes that streetcar may be associated with “less
congestion, less parking, more development opportunity.” Consistent with this vision, the plan
encourages increased use of pedestrian and bicycle paths.
Mixed used development is viewed as important around the edges as a means to stimulate
revitalization of residential and commercial areas just beyond the OHC campus. Building
setbacks (from the street) of 120 feet are recommended for OHC-related facilities along Lincoln
Boulevard. Other streets at the core of the campus are indicated at setbacks of 40 feet, with 25
feet for some streets at the edge of the OHC Master Plan area (south of 8th and north of 13th).

COTPA Transit Planning
In 2005, the Central Oklahoma Transportation and Parking Authority (COTPA) completed a 2030
regional fixed guideway systems plan for central Oklahoma. This plan’s recommendations were
developed in conjunction with several jurisdictions and later incorporated into the
Metropolitan Planning Organization’s (MPO) OCARTs planning effort and the MPO’s Regional
Transit Dialogue (RTD) efforts.
The 2030 systems plan in the COTPA 2005 Fixed Guideway Plan (FGP) recommended a streetcar
circulator for the greater downtown including a connection to the OHC. Specifically noted were
recommendations related to the facilitation of transit supportive land uses and various financial
tools. That FGP systems plan also recommended a transit hub, BRT, commuter rail, regional
transit funding, and other key capital improvements and tools for the region.
In 2010 and 2011, COTPA conducted an Alternatives Analysis (AA) for a downtown circulator.
This AA was helped along by the COTPA/MAPS Let’s Talk Transit streetcar visioning process in
2010. In July 2011, the AA resulted in a 7.6 track mile streetcar Locally Preferred Alignment
(LPA). While the specific alignment may vary somewhat from what was identified by the earlier
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LPA description, the LPA serves as the basis for the 2013 Recommended Route Framework
analysis.
Even before the FGP and AA, COTPA completed a Long Range Service Plan in 2001. A key goal of
the plan was that “METRO Transit will be an active partner in promoting the economic growth
of the greater Oklahoma City metropolitan area.”
The Long Range Plan included identification of alternative funding sources that could be useful
for capital funding. Among the sources identified were innovative infrastructure financing
mechanisms, turnkey development/equity partnerships, value recapture, and use of property
and property rights (producing revenue through COTPA land holdings).
With its planning, COTPA/Metro Transit has also identified the very low operating funding
levels it faced and therefore “when compared with similar cities, METRO transit provides less
service and carries fewer passengers” than other metro regions of the U.S. of similar size. A
long-term vision is for a dedicated funding source to increase service levels and for fixed
guideway transit including re-introduction of streetcar service.
This action is viewed as integral to creating a “riding culture” for transit as a mode of choice
within the greater Oklahoma City area. A key test of this vision for transit as a mode of choice,
as well as necessity, may occur if streetcar service is extended to the OHC campus area.
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WITH & WITHOUT STREETCAR DEVELOPMENT SCENARIOS
Based on the foregoing review of the current built and un-built environment together with the
regional and OHC area planning, this assessment now shifts to consideration of prospective
development potentials. This analysis identifies and evaluates prospects for transit supportive
development that might occur over an approximately 10-year time horizon from the time that
fixed-route streetcar service is extended to serve the OHC area.
This 10-year time period is assumed to be 2017-2027 for the 2013 Recommended Route
Framework. A specific time schedule is not yet identified for possible future OHC route
extension – as no start date is yet established.
This discussion begins by outlining an analytical framework for without streetcar (or base case)
and with streetcar development scenarios. This is followed by scenario results and associated
value capture opportunities – including added tax revenue potential and mechanisms that
might be considered for incenting OHC area transit oriented development.

Framework for Analysis
A detailed 10-step development scenario methodology is provided as Appendix F to this report.
Key analytical parameters for the development scenarios considered are outlined as follows:


For the entire length of a modern streetcar project alignment extension to the OHC
area, two initial development scenarios have been prepared and evaluated – a base
case (or without streetcar) forecast indicating development that might be anticipated
without the transit investment and a with streetcar scenario predicated on added
development expected along the corridor as a result and in conjunction with the
streetcar system investment.



The base case (or without streetcar) scenario is predicated on a continuation of the
pattern of development as consistent with recent development trends together with the
OHC Master Plan and regional housing/employment forecasts for non-OHC properties.



The with streetcar scenario is based on actual experience in other cities that have made
streetcar investment – including detailed post-streetcar development documentation
that has been compiled for recent streetcar investments.6



While a potential OHC streetcar route was identified with the 2011 Alternatives
Analysis, formal selection of a specific route alignment has not yet occurred.
Consequently, as was the case with the C2S evaluation, separate benefit Zone A/B
delineation is not possible.
Rather, the approach taken is that any alignment which is relatively centrally located can
reasonably be expected to serve a significant share of the study area. As specific OHC
alignment options are recommended for further analysis in the future, it should become
possible to refine the approach reflecting greater intensity of development activity in
closest proximity to the streets selected for the streetcar route.
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The time frame for the forecast analysis is 10 years from the date of initial phase
streetcar completion and inauguration of service. While a downtown core area
Recommended Route Framework alignment is targeted for completion by 2017, an OHC
extension is not part of the funded Phase I streetcar project; consequently, no OHC start
date has been established at this time. For purposes of consistency with the
Recommended Route Framework and C2S evaluations, a 2017-27 time frame is assumed
for development forecast purposes.



Three overall use categories are forecast separately – residential, commercial, and
exempt (generally non-taxable) uses.7 For purposes of these initial development
scenarios, the mix of future exempt and non-exempt uses is assumed to remain
consistent with current OHC area conditions.

The approach taken to this OHC development evaluation differs from that which was previously
conducted for the 2013 Recommended Route Framework and C2S area in two key respects
related to: a) the scale of development incented; and b) the question of whether and when
significant development transitions south of 8 th Street.
For most residential and commercial land uses, streetcar service can be expected to affect both
the pace and scale of development that occurs. For OHC-related institutions, it appears that
streetcar or other similar transit service is not expected to directly impact decisions about
whether, when and at what scale to build specific health care and related educational facilities.
Rather, those decisions are anticipated to be made primarily on the basis of patient and
research needs combined with funding opportunities.
Streetcar routing may affect building design, orientation to the street environment, and parking
needs. These matters are further discussed at the conclusion of this report.
A second consideration is whether and to what extent streetcar may affect development south
of 8th Street. For the next few years, OHC is not expected to move ahead with significant added
campus development envisioned by the Master Plan south of 8 th Street.
Any streetcar alignment extending from the downtown Recommended Route would likely serve
this southern part of the campus. Consequently, the with streetcar scenario assumes that this
pivotal transit investment would be accompanied by an explicit objective to also proceed with
Master Plan and related public-private development on both sides of 8th Street.

Scenario Results
Development scenarios are formulated consistent with the forecast analysis approach outlined
in the previous section of this report. Results are cumulative over what is assumed to be a 10year forecast period, following prospective opening of OHC streetcar service. As noted, a
specific time schedule is not yet identified for possible OHC extension – as there is no
commitment to future extension or funding.
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Development Outcomes. Summary
results of the without streetcar and with
streetcar development analyses are as
depicted by the following chart. Forecast
results are also compared with existing
conditions as of 2012:


Base Case development (without
streetcar) is forecast based on OHC
Master Plan implementation north of
8th Street and OCARTS-adjusted
forecast for non-OHC portions of the
study area. Results are a projected 2.6
million square feet of added
development over a 10-year time
period. This represents an
approximate 24% increase in building
space – over 80% of which is related to
OHC Master Plan development.
Market valuation (of both real and
personal property) increases by an
estimated $190 million – 43% above
valuation as recorded by the Oklahoma
County Assessor for 2012. Taxable
valuation increases by about 40%.
Note: if non-assessed properties were
included, total project valuation could
increase by as much as an estimated
$950 million in this 10-year period.

Figure 13. With & Without Streetcar
Development Scenarios (10 Years)
Development Scenarios (10
Years)
Existing Conditions (2012)
Land Area (Sq Ft)
Building Area (Sq Ft)
Current FAR Average
Market Valuation
Taxable Valuation

Total OHC
Study Area
26,492,700
10,736,000
0.41
$444,353,000
$46,331,000

Base Case Scenario (w/o Streetcar)
Added Building Area (Sq Ft)
2,581,000
FAR of New Development
1.41
Added Market Valuation
Added Taxable Valuation
With Streetcar Scenario
Added Building Area (Sq Ft)
FAR of New Development
Added Market Valuation
Added Taxable Valuation
With Streetcar "Premium"
Added Building Area (Sq Ft)
FAR of New Development
Added Market Valuation
Added Taxable Valuation
Notes:

$190,079,000
$18,511,000
5,092,000
2.14
$559,362,000
$54,549,000
2,511,000
0.73
$369,283,000
$36,038,000

Building area as of 2012 is adjusted to
reflect all OHC development, excluding
parking facilities. Valuation estimates are
in current dollars, not adjusted for future
inflation. Valuation estimates exclude
non-assessed properties. Information is
preliminary and subject to revision.



With Streetcar development is
projected to result in up to 5.1 million
square feet of added commercial,
Sources:
E. D. Hovee & Company, LLC.
exempt, and residential building space.
This represents as much as a 47%
increase in the OHC study area’s building inventory compared to existing conditions.
Market valuation of development increases by an estimated $559 million. Both market
and taxable valuation are more than doubled, as compared with current area valuation.



A With Streetcar “Premium” is calculated as the difference between development
anticipated with streetcar minus development without streetcar. The with streetcar
“premium” is calculated at an additional 2.5 million square feet above and beyond what
could reasonably be projected with base case conditions. In effect, streetcar related
development offers the potential to deliver nearly twice the level of new development
and close to three times the added valuation as might otherwise be expected.
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In both the without streetcar and with streetcar scenarios, valuation increases more rapidly
than square footage. This is due, in part, to higher square foot values typically associated with
higher density developments.
Also noted is that taxable valuations may well vary depending on the proportion of OHC
development that ends up being considered as non-assessed or non-taxable valuations. This
preliminary analysis assumes that existing patterns (or proportions) of taxable versus nontaxable development do not change appreciable in the years ahead. If these proportions do
change in the future, non-taxable estimates could vary accordingly.
Added Housing & Employment. Based on the scenarios outlined above, it is also possible
to illustrate anticipated changes in housing units and employment for the OHC study area. As
depicted by the chart to the right:




Under base case conditions (without
streetcar), less than 460 added
residential units are anticipated to be
developed over a 10-year period, as
consistent with OCARTS-adjusted and
OHC Master Plan projection. With
streetcar, housing units potentially
increase by another 1,400+ housing
units – more than three times what
may be expected without streetcar.
Achieving this increase with streetcar
assumes that OHC takes a more
active role in encouraging added
residential development and/or that
the urban renewal area south of 8th
Street is made available for new
housing construction.

Figure 14. Added Housing &
Employment Potential (10 Years)
10-Year Residential &
Employment Analysis
Residential Units
2017 Forecast Estimate
Added Units (10 Years):
Base Case
With Streetcar
Streetcar Premium
Employment
2017 Forecast Estimate
Net Added Jobs (10 Years):
Base Case
With Streetcar
Streetcar Premium

Total OHC
Study Area
2,395
458
1,875
1,417
16,883
3,534
5,807
2,273

Employment is forecast to increase
Sources:
E. D. Hovee & Company, LLC, from OCARTSadjusted and OHC Master Plan data.
over an approximately 10-year time
frame by more than 3,530 added jobs
over a 10-year time frame under base case conditions (without streetcar). As much as
95% of this job increase is anticipated to be associated with OHC campus development
(north of 8th Street and east of Lincoln).
With streetcar, there is potential for another nearly 2,300 jobs within 10 years after
inauguration of transit service – about 64% more jobs than without streetcar. Most of
this added employment is associated with opportunity for full OHC Master Plan
implementation south of 8th Street. This could prove to be a conservative estimate if
added spin-off of non-OHC private medical and research-related uses were to be
encouraged, in addition to current OHC Master Plan expectations.
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There appears to be more than ample land and FAR capacity to accommodate streetcar
development projects and added forecast with streetcar development over a 10-year time
horizon subsequent to line extension opening. This assumes that the OHC development is
accommodated primarily by redevelopment on the existing campus per the 2007 Master Plan.
Non-OHC development would be accommodated on vacant and underutilized sites off-campus
(at I:L ratios of up to 0.5) assuming that these sites are made readily available.

Tax Revenue Generation
As a final step in the economic development analysis, estimates have been made of value
capture opportunities for fiscal revenue enhancement of two primary types:


Incremental property tax revenues –
Figure 15. Cumulative 10-Year Value
to phase in on a cumulative basis over
Capture Potential (Tax Revenues)
a 10-year time period. Property tax
Total OHC
Revenue Analysis
revenues are calculated at the current
(10 Years)
Study Area
millage rate of $114.75 per $1,000 in
Added Property Tax Revenue (Cumulative)
adjusted assessed valuation.
Base Case Scenario
$11,678,800
Assuming a continuation of current
With Streetcar Forecast
$34,415,200
ratios of taxable versus non-taxable
With Streetcar Premium
$22,736,400
OHC facilities, study area property tax
Added Sales Tax Revenue (Cumulative)
revenues are projected to increase by
Base Case Scenario
$4,997,800
under $12 million over a 10-year time
With Streetcar Scenario
$16,329,200
period without streetcar. This
With Streetcar Premium
$11,331,300
potentially increases to $34+ million
Note:
All estimates are in current dollars, not
with streetcar – almost three times
adjusted for future inflation. Reflects
more than under base case conditions.
current OHC area pattern of assessed and
non-assessed properties.
To the extent that facilities oriented to
Source:
E. D. Hovee & Company, LLC.
the OHC campus cannot be readily
duplicated elsewhere, these may
represent net new tax revenues regionally as well as within the OHC campus area.



Incremental sales tax revenues – also are forecast over 10 years based on the
proportions of activity anticipated to be subject to sales tax. Sales tax revenues are
calculated at a rate of 8.375% of taxable sales (including a 4.5% state share and 3.875%
Oklahoma City share).
Without streetcar, close to $5 million total in added revenues are projected over a 10year time horizon. With streetcar, sales tax revenues potentially triple what is expected
with base case conditions. This occurs as a result of greater overall development,
particularly the increase in residential to support neighborhood retail activity.

Not included with this analysis are other potential sources of revenue that may accrue to state
and local jurisdictions. This may include in-lieu payments for some properties that are not
assessed or otherwise exempt from property tax.8
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Incenting TOD
As with the evaluation previously conducted for the Recommended Route Framework and C2S
areas, this assessment indicates considerable potential for a modern streetcar to re-focus
development back toward a more livable, healthier urban center that better serves the diverse
interests of OKC residents, employees, shoppers, and visitors. Successfully implemented and
with cooperative public-private partnership initiatives, long-term transit oriented development
(TOD) benefits could well outpace the expectations most readily quantified with this analysis.
OHC Go/No Go. Unlike the downtown core, the viability of streetcar and TOD depends in on
the support and actions of one primary set of players – the entities comprising the OHC Master
Plan area. If OHC and surrounding major property holdings are set to embrace greater densities
and pedestrian scale of development, TOD can work to the benefit of OHC area institutions and
a more widely revitalized downtown Oklahoma City area. Conversely, if development were to
proceed at a more suburban scale as currently reflected by the OHC Master Plan, a streetcar
will likely underperform in terms of both ridership and transit supportive development.
Selection of an appropriate route alignment also will prove critical to system sustainability and
economic development benefits. Route selection should involve identification of best
opportunities for development that would be responsive to urban density employment,
residential and mixed use development.
Within the OHC campus, Phillips Avenue is identified as pivotal to the health care core of the
OHC campus; Stonewall is expected to serve as the principal corridor for academic/educational
uses. Due to its underdeveloped character, routing to serve the area south of 8 th Street should
be selected on the basis of strengthening existing neighborhood investment coupled with
property owner interests for new mixed use development.
TOD Guidelines. Consistent with Oklahoma City market potentials and experience nationally,
it is apparent that TOD potentials may be enhanced in similar but also distinct ways for the OHC
study area. Potential guidelines are summarized as follows.
Features Specific to an OHC Streetcar Alignment:


Re-configure design and density features of the OHC Master Plan – to better support
TOD opportunities. While the existing 2007 OHC Master Plan speaks to principles of
compactness and connectivity, parking and building setbacks are not as supportive of
transit oriented development. Goals of a reconfigured Master Plan would be to reduce
parking footprint, increase development density, and improve ease of pedestrian
connectivity throughout the campus.



Facilitate OHC and mixed use neighborhood redevelopment south of 8 th Street – with
initial developments timed to occur ahead of or in synch with opening of OHC streetcar
extension. Reconsidering OHCs resources and role appears appropriate as part of an
updated master plan; a proactive urban renewal role in partnership with the community
for property disposition to leverage mixed use development also will prove pivotal.
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Features Common to OHC and Other OKC Streetcar Routes:


Establish a tight loop – either with streetcar running bi-directionally on the same street
or as a couplet, allowing for an additional 1-2 blocks in-between for maximum
pedestrian connectivity and TOD benefit. While widening the loop to more than two
blocks theoretically increases the area of potential development benefit, this may be
more than offset by the added out-of-direction streetcar and pedestrian travel time and
inconvenience involved.



Offer frequent and extended hour service – making streetcar useful for daytime
commutes, lunch travel, evening and weekend circulation by area residents, workers
and visitors to health care, educational and other OHC area destinations.



Emphasize walkability – with investment in high quality streetscape amenities and
pedestrian connections, plus options for other complementary non-auto modes (such as
feeder bus routes and bicycling).



Scale back on parking – by reducing rather than increasing OHC campus parking ratios
as an incentive for increased transit mode use, freeing up added footprint for campus
development, reducing the substantial expense associated with providing what may
prove to be unnecessarily oversupplied parking, and increasing the financial feasibility of
funding critical patient-, research- and education-centered facilities.



Engage adjoining and nearby property owner and development interests – involving
both public and private sector owners on and off the OHC campus to encourage TOD in
the form of new development and upgrades to existing property.



Respond to major planned development projects – with flexibility to adjust planned
streetcar stop placement and street amenity improvements on behalf of those projects,
and developers prepared to make TOD commitments, as for mixed use and increased
density, in advance of or concurrent with streetcar opening. As has occurred in other
cities with new streetcar systems, development agreements may prove integral to
formalizing expectations regarding improved transit service and mixed use
development, as in planned redevelopment areas south of 8th Street.



Make alignment and funding decisions sooner rather than later – so as to encourage
recalibration of the OHC Master Plan and adjoining underdeveloped properties in a
manner that builds the case to fund and ensure TOD for an OHC streetcar extension.
Systematic planning accompanied by partnership funding commitments can also prove
instrumental to further streetcar expansion – as to the state capitol area.



Actively assemble and package land at catalyst TOD sites – using master development
agreements plus existing OHC and urban renewal capabilities for large site opportunities
created around partnerships to incent public and private OHC area investment.

As a state capitol with a major U.S. medical center situated adjacent to a resurgent downtown
core, Oklahoma City is faced with unparalleled opportunity to set the pace for renewed
community prosperity both regionally and nationally. Streetcar offers a vehicle to catalyze and
propel this opportunity over the next 10-20 years.
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APPENDIX A. PREPARER PROFILE
This Oklahoma City Modern Streetcar Project Oklahoma Health Center Land Use & Economic
Development Assessment has been prepared for Jacobs Engineering, Shiels Obletz Johnsen,
COTPA and the City of Oklahoma City by the economic and development consulting firm E. D.
Hovee & Company, LLC (EDH). Since 1984, EDH has conducted market and feasibility
assessments, impact analyses and targeted business development strategies for public agency,
private and non-profit organizations – including residential, commercial, industrial, tourismrecreation and mixed use assignments.
EDH has considerable experience in evaluating the transit-development nexus with particular
focus on the economic benefits of varied transit modes including bus, commuter rail, light rail,
streetcar, and marine transport applications. Based in the Pacific Northwest, the firm has
conducted project assessments both regionally and nationally over the last 25+ years.


Within the Portland metro area, the firm has been involved with economic development
evaluations associated with the Portland Transit (bus) Mall, three MAX light rail
corridors, the Portland Streetcar as implemented, streetcar extension to Portland’s
eastside now completed, and long-term potential citywide expansion with the Portland
Streetcar System Plan.



Streetcar-related development assessments have been prepared for planned projects in
Portland, OR, Boise, ID, Reno, NV, San Antonio, TX, and Anaheim and Santa Ana, CA. In
all each city, EDH provided analysis of development potentials with and without
streetcar, added valuation that might be covered by a property assessment district (for
partial capital funding), and tax increment revenues. In Boise (as in Portland), EDH has
also evaluated carbon footprints of streetcar related development compared to the
suburban alternative. In San Antonio, eight potential streetcar alignments were
evaluated.



EDH contributed to an assessment of the economic and environmental benefits to be
incorporated as part of a research report Land Use Planning for Transit Supportive
Development: A Practitioners Guide – being assembled by the New Jersey Institute of
Technology (NJIT) for the Federal Transit Administration (FTA). This review focuses on
case studies for cities with demonstrated transit supportive development experience
and for cities currently in the planning process.



As firm principal, Eric Hovee has participated with the National Main Street Center and
National Trust for Historic Preservation by conducting resource team visits in more than
20 communities across the U.S. – with focus on downtown area and community
economic restructuring.



Mr. Hovee also has served as a speaker and instructor for national conferences of
organizations including the National Main Street Center and Reconnecting America.

Preparers of this land use and economic development assessment are Eric Hovee (Principal)
and Andrea Logue (Research Coordinator).
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APPENDIX B. OHC MEETING NOTES
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APPENDIX C. LAND USE CLASSIFICATIONS
The majority of the analysis detailed in this this land use and economic development
assessment of the proposed Oklahoma City Modern Streetcar Project is based on GIS datasets
provided by the City of Oklahoma City. A portion of the data originates from the Oklahoma
County Assessor’s Office.
Tax lot parcels were classified by current land use. For purposes of this assessment, land use
classifications were divided into five groups: residential, commercial, mixed use, exempt, and
vacant. Land use classification of a tax lot parcel is determined by the designation in the dataset
of the field Current Land Use Category. According to information provided by the City of
Oklahoma City, the Current Land Use Category is the “basic level of generalization (smallest
number of categories) made by OKC Planning [Department] based on the county’s occupancy
description field.”
The table below summarizes the classification of the Current Land Use Category to one of the
five land use groupings:9
Current Land Use
Category

Land Use Groupings
Residential

Commercial

Mixed Use

Church

Exempt
X

Commercial

X

Commercial - Parking

X

Cultural

X

Education

X

Entertainment

X

X

Government

X

Hospital

X

Hospitality

X

Industrial

X

Mixed Use

X

Office

X

Parking

X

Recreation
Residential
Retail

X
X
X

Undeveloped
Utility

Vacant

X
X

The classification of the land use grouping exempt involved additional criteria that supersedes
the Current Land Use Category. If the property is designated an historic landmark in the
dataset, then it is exempt. Also, if the data field Account Type indicates exempt, partial exempt,
or public service, then the property is designated exempt.
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APPENDIX D. NON-ASSESSED PROPERTY CATEGORIZATION
As noted in an earlier draft of this assessment report, a large portion of the OHC benefit area –
representing more than one-half of the total mapped area comprising 608 acres of identified
tax lots – consisted of parcels for which I:L cannot be calculated because the parcel has no land
value in the GIS dataset provided by the City of Oklahoma City. To more clearly portray NonAssessed Properties, this single category of properties (with no I:L ratio) has been divided into
three sub-categories:


OHC Related – exempt properties located in the OHC Master Plan area north of 8th
Street and including only properties south of 8th Street currently developed as an OHC
supportive use



Urban Renewal – exempt properties indicated in the dataset as owned by the Oklahoma
City Urban Renewal Authority



Other Non-Assessed – other properties exempt and non-exempt not identified as either
OHC Related or Urban Renewal and which are viewed as generally unlikely to be
redeveloped through the 2027 forecast period of this analysis
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APPENDIX E. OHC BASE CASE FORECASTS
Forecasts of future development potential in downtown Oklahoma City have relied on prior
regional forecasting prepared by the Association of Central Oklahoma Governments (ACOG) as
part of the Oklahoma City Area Regional Transportation Study (OCARTS). OCARTS forecasts are
made by Transportation Analysis Zones (TAZs), which cover about 95% of the population of the
six-county Oklahoma City metropolitan region.
The currently available OCARTS projections span the period 2005-35. A preliminary draft of this
report interpolated results of this 30-year forecast to estimate a pro-rata share of development
that could be expected within the geographies of the OCARTS region, downtown study area,
2013 Recommended Route Framework (disaggregated by zone and segment) and C2S benefit
areas over a 10-year (2017-27) portion of this longer term planning horizon.
Based on analysis conducted for the Route Framework and C2S areas (and now the OHC area),
it is apparent that recent development activity in the downtown area has been occurring at a
substantially more rapid pace than previously forecast through the OCARTS process. OCARTS
forecasts are now in the process of being updated, but are not yet available.
To provide preliminary direction for this analysis, Jacobs Engineering convened a group of
regional and economic development experts from ACOG, the City of Oklahoma City, COTPA,
The Alliance for Economic Development and Downtown OKC to identify a reasonable set of
provisional forecasting assumptions. Revisions are as outlined by the economic development
assessment for the Route Framework/C2S areas. These revisions are applied as OCARTS
adjusted figures with the following chart. In addition, the chart includes a further revision to
OHC employment estimates. This is to account for a level of master plan development and
associated employment growth than is indicated with the OCARS-based job forecast.
Figure 16. TAZ-Based & Adjusted Forecast Scenarios (Without Streetcar to 2027)
Forecast Metric
(& Geographic Coverage)
Population (OCARTS Unadjusted)

Base Yr
Forecast Forecast
2005
2017
2027
3,790
4,886
5,616

2017-27 Change
#
%
AAGR
730
15%
1.4%

Housing Units
OCARTS Unadjusted
OCARTS Adjusted w/OHC Master Plan

1,958
1,958

2,395
2,395

2,753
2,853

358
458

15%
19%

1.4%
1.8%

Employment
OCARTS Unadjusted
OCARTS Adjusted
OCARTS Adjusted w/OHC Master Plan

14,489
14,489
14,489

15,654
15,297
16,883

16,625
16,523
20,416

971
1,226
3,534

6%
8%
21%

0.6%
0.8%
1.9%

Notes:

AAGR denotes average annual growth rate. Forecasts are aggregated from Transportation Analysis
th
Zones (TAZs). OHC adjusted estimates assume master plan development (north of 8 Street) at job
densities based on existing development but with full implementation delayed from 2022 to 2027.

Source:

COTPA, ACOG, the City of Oklahoma City, The Alliance, Downtown OKC, Greater Oklahoma City
Chamber of Commerce, Jacobs Engineering, and E. D. Hovee & Company, LLC. As of October 2013.
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APPENDIX F. DEVELOPMENT SCENARIO SPECIFICATION
This appendix provides a more detailed description of the forecast methodology utilized for the
with streetcar and without streetcar (or base case) scenarios of this land use and economic
development assessment. As a more detailed methodology, the following 10-step approach is
taken to forecast development potentials (including projections of added building square
footage and valuation) by Zone A and Zone B proximity classification:
1. A GIS dataset as compiled by E. D. Hovee from the City of Oklahoma City and Oklahoma
County Assessor’s Office has been utilized to provide data covering such parcel-specific
items as ownership, zoning, land area, building square footage, year built, and valuation
of land and improvements. This dataset serves as a basis for the discussion of streetcar
study area inventories and existing conditions as described earlier in this report. The
building square footage dataset is adjusted for non-assessed OHC buildings.
2. This dataset has also been adapted to calculate additional information as for
improvements to land valuation, floor area ratios, and typical per square foot assessed
valuation by land use – all of which serve as inputs to forecast development potentials
consistent with previous Oklahoma City development, existing base case forecasts of
future population and employment, and observed streetcar experience elsewhere.
3. Base case development (without streetcar) is forecast to occur consistent with updated
2017-27 housing and employment projections for TAZs allocated by the geographies
identified for this analysis. See Appendix E for added detail regarding update revisions to
the OCARTS/TAZ-based forecast. Base case conditions are also aimed to match key
parameters identified through the review of GIS data as a means of conversion from
housing and employment growth projections to related building space and land needs.
4. With streetcar development is forecast to occur at rates above base case development
as experienced with quantified retrospective analyses for other cities involving a
sufficient track record of development activity to evaluate since system opening.
For the OHC study area (for which there is no specific streetcar street alignment as yet
to be tested), the streetcar bump (or development premium) across a single overall area
benefit zone averages just under 2.0 times base case development for this preliminary
assessment. 10 This is less than the streetcar bump anticipated for the Recommended
Framework Route and C2S areas for two primary reasons: a) as the OHC study area
encompasses a somewhat larger corridor, some of which is not as likely to be as
effectively served with streetcar; and b) a significant portion of the area is not
anticipated for added development for reasons including protection of existing
residential/historic single-family neighborhoods.
5. As experienced elsewhere, increased development densities (or floor area ratios) are
expected under the with streetcar scenario, with FARs 70-80% higher for what may be
benefited by an OHC streetcar route. However, considerable variation between sites in
the same zone can be expected, with density increases greatest for those vacant or
underdeveloped properties in closest proximity to the alignment that is selected.
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6. Properties in the study area that are currently zoned for single-family residential use,
designated as historic sites, and/or as exempt properties are generally not expected to
change under either without streetcar or with streetcar conditions. Portions of the OHC
study area not expected to experience any significant new development are as indicated
by the FAR map with Figure 8 to this report. Note: these assumptions may be revised
consistent with discussions related to the City’s Strong Neighborhoods Initiative
program and previously unanticipated development with OSSM property.
7. On a preliminary basis, new residential unit sizes are off the OHC campus and are
estimated to average between about 950 square feet per residential unit with base case
development, as consistent with existing OHC area conditions. Average unit size is
anticipated to decline somewhat with added urban production (with streetcar) to about
850 square feet. On the OHC campus, average unit size is anticipated to be smaller, at
about 650 square feet reflecting a greater mix of student and temporary occupancies.
8. Within the identified OHC study area, residential (including mixed use) currently
accounts for an estimated 10% of building square footage. With this analysis, the
residential share of new development is forecast to increase to about 15-16% of
development with base case conditions (consistent with updated TAZ projections) and
potentially to 30% of developed building area with streetcar (in the first 10 years after
extension of fixed route service to the OHC study area).11
For the OHC study area, virtually all new development activity off the OHC campus is
assigned to vacant or unimproved parcels with a current improvement to land value
(I:L) ratio of up to 0.5 for the base case scenario. For development on the OHC campus
(north of 8th or west of Lincoln), development is assumed to occur as per the OHC
Master Plan independent of existing I:L or FAR considerations.12 Utilizing these
assumptions, there appears to be ample redevelopment capacity for properties both on
and off the OHC campus.
9. Assessed valuation is forecast at “per square foot” rates consistent with data regarding
valuations of property developed over the 2000-12 time period, as calculated from the
full existing development database.13 All projections are based on current year assessed
estimates and are not adjusted for future inflation.
For higher density projects as anticipated in the scenario, per square foot valuations are
increased by about 25%. This is consistent with building with streetcar costs and
valuations typically associated with more urban development patterns.
Future year valuation is reduced by improvements valuation that may be removed from
a parcel where existing structures are redeveloped. Consequently, calculations result in
an estimate of net added (rather than gross) property valuation. Added land values
associated with increased development have also been estimated. The gain in land
value is estimated based on values along the corridor currently associated with higher
densities of development (measured in terms of land value per FAR). 14
Increased land values can be expected to benefit not only the properties on which new
development is located, but also to enhance the land values of nearby properties on
which new development does not occur within the 10-year forecast period.
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APPENDIX G. THE STREETCAR-ECONOMIC DEVELOPMENT NEXUS
Because many of the development effects from the legacy streetcar systems have played out
over decades, it is to more recent system re-starts that this assessment turns for data on
contemporary development leveraged with streetcar investment.

Historical Experience
Starting in the mid to late 1800s, streetcar systems were implemented across America. Real
estate owners and developers sought to increase sales by connecting their newly-built homes
to Central City employment and retail via streetcar transit. Most cities with longstanding
streetcar operations eventually folded their systems, as development became increasingly
oriented to the automobile. However, there are a handful of cities that have maintained
ongoing streetcar systems over the years.
Philadelphia’s system continues as a primarily local resident and commuter service. By
comparison, systems in San Francisco and New Orleans attract significant tourist together with
local resident ridership. Today, only Toronto and New Orleans continue to operate systems that
have remained largely unchanged in their configuration and method of operation.
Beginning in about the 1970s, re-introducing a relationship between transit investment and
economic development has been of growing interest at federal, state and local community
levels. Concepts of “joint development” and “transit-oriented development” (or TOD) emerged
in response to revived initiatives for urban mass transit – starting with subway and then light
rail transit projects. The transit-development connection has become of greater interest with
the even more recent re-introduction of modern streetcar transit systems in the U.S.
As of early 2013, there are 26 existing heritage and modern streetcar systems operating in the
United States and Canada – as identified by the American Public Transportation Association
(APTA). Of this number, 15 are considered large and medium scale systems – including legacy
operations in Boston, New Orleans, Philadelphia, San Francisco and Toronto. The other 10
large/medium systems represent new starts including both heritage and modern trolley
systems – in cities ranging from Portland to Dallas to Little Rock.
In addition to the existing operating streetcar systems, another five cities are under
construction with new systems planned to open in 2013-14. And 86 cities (including Oklahoma
City) are currently planning new streetcar systems – bringing the combined total to 117 cities
that are either operational, under construction, or in active planning. Of the cities with ongoing
operations, APTA has identified several cities – including New Orleans, Portland, San Francisco,
Seattle, Dallas, Kenosha, and Lowell – as being under construction or planning significant
extensions.15
Though not as extensive, there is also emerging experience with using streetcar and related
transit systems to more effectively serve major health care and educational centers. Portland’s
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streetcar and tram serve both the state’s largest university (Portland State) and expansion of
the City’s largest employer (Oregon Health and Science University). Seattle Streetcar serves the
Fred Hutchinson Cancer Research Center, Group Health Cooperative and the University of
Washington (UW) Medicine newly expanded biotechnology and medical research hub. Opening
in 2014, Tucson Streetcar will access the University of Arizona and Health Sciences Center. A
related transit linkage to a major medical center is illustrated by Cleveland’s BRT or bus rapid
transit service known as the HealthLine – directly serving the Cleveland Clinic.
Because many of the development effects from the legacy streetcar systems have played out
over decades, it is to the more recent system re-starts that this assessment turns for data on
contemporary patterns of development leveraged with streetcar investment.

Contemporary Streetcar & Economic Development Experience
Renewed experience with streetcar is so recent that documentation of the relationship
between streetcar investment and urban development has yet to be extensively researched
and quantified. For purposes of calibrating this development assessment, the most extensive
multi-city case study research conducted to date has been by the Brookings Institution for three
cities that have made recent streetcar investments – Portland, Seattle, and Tampa. 16
Of the four metro regions considered, Oklahoma City has the smallest metro population with an
estimated 1.25 million residents as of the 2010 Census. The other metro regions are
considerably larger – at 2.2 million (Portland), 2.9 million (Tampa) and 3.7 million (Seattle). As
of the 2010 U.S. Census, Oklahoma City MSA had 1.25 million residents – ranking 44th in size of
U.S. metro areas. Census Bureau data indicates that the OKC metro region moved into the 42 nd
spot, just ahead of Louisville, in 2012.
For comparative purposes, the following chart compares actual and projected population
growth rates for the metro area encompassing the Oklahoma City communities with these
three other metro case study regions. Shown are annual average population growth rates in 5year increments as realized since 1990 and forecast forward to 2035.17
The Brookings report includes a comparison of property valuation gains within study areas most
directly benefitted by streetcar investment. Results are compared with value gains experienced
citywide (with detailed tabular documentation provided at the end of this Appendix).
Overall, the Brookings study observes that a major benefit of these three streetcar projects has
been the “ability to connect places that were not connected before.” In effect, “the streetcar
became the connective tissue and organizing principle for growth in an area.”
A related finding was that “underdeveloped property generates the most significant increase in
value because of its malleability and potential for change.” As a result, properties that had been
vacant or underutilized experienced more rapid valuation gains than those with substantial
existing development.
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Figure 17. Comparative Case Study Metro Area Population Growth Rates

Note:

Rates of growth shown are as an average annual growth rate.

Source:

U.S. Census Bureau, Oklahoma Department of Commerce, Puget Sound Regional Council, Bureau of
Economic & Business Research, Metro, and E. D. Hovee & Company, LLC.

When considered by city, the following added observations are noted:


Portland experienced the most rapid increases in raw land valuation – with the streetcar
premium shown by valuation gains three times the citywide average. Condo/rental,
commercial, and existing single-family properties also benefitted at ratios well above
citywide averages, albeit with delayed results for existing residential as the benefits of
enhanced streetcar accessibility and appeal take time to be more clearly demonstrated.



Seattle experienced increases in raw land values at more than double the rate of
valuation increase citywide. Streetcar proved to be a particularly important catalyst for
bioscience and office related development near Lake Union, as well as for residential
and mixed use activity.



Tampa experienced the strongest gains in valuation (relative to citywide experience) for
hotel and multi-family properties. More so than for Portland and Seattle, Tampa’s
streetcar investment was intended as a catalyst for increased tourism activity. As a
result, the Channelside District, situated in a prime location with substantial
underutilized property close to downtown, realized strong valuation gains. By
comparison, lower rates of valuation increase were experienced in Ybor City at the end
of the line, with less vacant land and already established existing commercial
development ranging from night clubs to auto service and independent retail uses.
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Figure 18.

With Streetcar Development Comparison – Portland, Seattle, Tampa

System Characteristics
Length of Line (miles)
Year Completed
Ridership per Day
Cost ($ millions)
Cost / Mile
Streetcar District Experience
Single Family A+D (< 0.5 acres)
Single Family A+D (> 0.5 acres)
Multi-Family (Condos / Rental)
Commercial
Mixed Use
Office
Retail
Industrial
Hotel
Raw Land

2.4 (initial line)
2001

2.6
2007
1,000
$52.1
$20.0

$54.5
$22.7

44.19%
97.54%
56.75%
103.49%

95.43%

97.55%

59.57%

112.38%

101.00%

34.28%
28.90%
38.09%
40.94%

75.61%
76.23%
58.04%
62.82%

68.44%

53.77%

36.92%

58.68%
117.94%

84.96%
57.76%
61.10%
52.57%
51.89%
123.12%

93.97%
76.37%
81.84%
105.99%
78.46%
166.38%

0.00%
0.00%
48.30%

84.67%

57.10%

49.82%
44.38%
46.07%
44.54%
45.58%
53.14%

122.00%
112.51%
95.95%
115.88%
43.58%
227.24%

9.91%
68.64%
18.66%
62.55%
---29.11%
-75.46%

19.82%
-36.37%
0.00%
---5.80%
-43.90%

--2.80%
-35.14%
13.38%
15.03%
8.03%
6.31%
69.98%

-25.99%
-25.46%
--28.03%
-36.14%
-14.11%
-9.89%
34.88%
-60.86%

Streetcar Premium (Ratio including Base Year)
Single Family A+D (< 0.5 acres)
1.07
Single Family A+D (> 0.5 acres)
1.53
Multi-Family (Condos / Rental)
1.14
Commercial
1.44
Mixed Use
-Office
-Retail
-Industrial
1.17
Hotel
-Raw Land
1.55

1.11
-1.23
1.00
---1.04
-1.28

--1.02
-1.23
1.09
1.10
1.06
1.04
1.46

0.86
-1.13
-0.87
0.83
0.93
0.95
1.24
0.81

Streetcar Premium (Difference)
Single Family A+D (< 0.5 acres)
Single Family A+D (> 0.5 acres)
Multi-Family (Condos / Rental)
Commercial
Mixed Use
Office
Retail
Industrial
Hotel
Raw Land

94.41%
62.82%

2.4
2002
1,000
$57.6
$24.0

51.10%

City-Wide Experience
Single Family A+D (< 0.5 acres)
Single Family A+D (> 0.5 acres)
Multi-Family (Condos / Rental)
Commercial
Mixed Use
Office
Retail
Industrial
Hotel
Raw Land

Source:

% Valuation Change (by Case Study City)
Portland
Seattle
Tampa
(1997-2003)
(2003-2008)
(2003-2008)
(2002-2008)

92.48%

The Brookings Institution, Value Capture and Tax-Increment Financing Options for Streetcar
Construction, June 2009, as adapted by E. D. Hovee & Company, LLC.
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Case Study - Portland Streetcar Experience
In 2001, Portland opened a new Central City streetcar line through the city’s Downtown area
(west of the Willamette River). In addition to serving the Downtown and adjoining Pearl
District, successful extensions to
date have been made to
Distribution of New Development
Portland’s established Northwest
by Distance from Streetcar
District and to the rapidly
60%
redevelopment South Waterfront
district. Portland’s Central City
50%
line represents the first modern
40%
streetcar system built in America.
Initial Post-Streetcar
Experience. Separate, in-depth
research of the post-streetcar
investment and development
experience in Portland was
conducted in 2005 by E. D. Hovee
& Company, LLC.18
Results of this detailed parcelbased analysis for one city
correspond with results of the
three-city Brookings study. This
Portland-specific analysis
specifically notes the role of
streetcar investment as a
catalyst both to re-orient where
development occurs and to
facilitate a more urban (or
higher density) scale of
development. Key findings of
the research were as follows:


The Portland Streetcar
has served to connect
and stimulate new uses
and economic vitality
extending from NW 23rd
Street through the Pearl
District to downtown’s
West End and Portland
State University, further
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extended to the South Waterfront.


After streetcar investment was secured, lots within one block of streetcar captured 55%
of all new development within neighborhoods through which streetcar passed. Prestreetcar (prior to 1997), these same blocks represented less than 20% of the total
building inventory in the downtown/Pearl District area. Taken together, properties
situated within three blocks of the Portland Streetcar went from 47% of area
development pre-1997 to 75% post-1997 with streetcar.



There also has been a demonstrated relationship between the density of post-streetcar
development and proximity to the streetcar line – with much greater levels of density in
development taking place near the line. Within one block of the streetcar line, poststreetcar development has achieved nearly 90% of the floor area ratios (FARs) the
zoning allowed. The ratio of development actually experienced in relation to zoned
development capacity steadily decreased as distance from streetcar increased – to only
43% of allowed FAR for new development situated more than three blocks from
streetcar.



Along with streetcar, key factors affecting the location, pace and scale of recent Central
City residential, office, retail and mixed use projects have included public-private
development agreements with major property owners and consolidated land ownership
– both of which accompanied the first wave of development activity along the
alignment. Downtown and Pearl District development that was experienced poststreetcar to 2004 within three blocks of the installed Portland Streetcar system has been
three times the previously zoned capacity of development.

Also noted with the Portland analysis was that sites within one block of streetcar experienced a
5.8% rate of average annual increase to the existing building stock (over a 7-year period) with
new construction versus a 1.0% rate of increase at a distance of more than three blocks from
the streetcar alignment.
Updated Post-Recession Experience. For Portland, staying the course is continuing to
yield economic development benefits despite a slower pace of economic activity to date
through the 2007-09 recession and beyond. In September 2012, Portland Streetcar service was
extended to the eastside of the Willamette River (opposite the historic downtown core), as the
first FTA Small Starts funded streetcar project in the nation.
Through the FTA application process, forecasts were provided of anticipated transit supportive
development including committed projects. Four years later with 2012 actual project opening,
the total number of eastside development projects and dollar volume is currently somewhat
less than it was when the project was being planned.
However, the number of eastside residential projects and total units is much greater than
previously planned – indicating strong if not resurgent residential multi-family demand for
young urban professionals. A significant post-recession shift has been in residential product
type, from condominium to apartment development.
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Planned commercial space on the books as of 2012 remains impressive, even though job
recovery nationally and regionally has continued at relatively modest levels. However, renewed
(if not stronger than pre-2008) commercial interest can be expected as job growth intensifies,
especially for creative service employment in urban flex buildings just across the Willamette
River from the established downtown core.
Multi-family rental housing development has also emerged as a major driver of renewed core
area investment confidence in the last 2-3 years. As has been increasingly realized by Portland’s
westside Pearl District, strong commercial retail and office development interest has tended to
follow the urban residential pioneers.
Of added note is that planned project activity is again robust on Portland’s westside which has
already experienced substantial public-private investment extending back to initial introduction
of streetcar service in 2001. This reflects the ongoing TOD appeal for urban residential and
employment uses together with the added incentive of increased streetcar frequency
accompanying expanded loop service.
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END NOTES
1

This is a draft report document that will be revised to respond to comments received from multiple project
team and agency reviewers.

2

Information for this development and funding analysis has been compiled from sources generally deemed to be
rd
reliable. However, E. D. Hovee & Company, LLC does not guarantee the accuracy of information from 3 party
sources. Information is also subject to change without notice. The findings and opinions contained in this report
are those of the authors. They should not be construed as representing the opinion of any other party prior to
their express approval, whether in whole or part.

3

Throughout this report, the term base case is intended to represent a 10-year forecast assuming that a
streetcar system is not placed in service. In effect, the terms “base case” and “without streetcar” are
synonymous for purposes of this land use and economic development assessment report.

4

Source of this information and quote is the Metro Transit website www.gometro.org. As of February 1, 2013.

5

Shelley Poticha and Gloria Ohland, Reconnecting America, “Why Streetcars and Why Now,” from the report
Street Smart: Streetcars and Cities in the Twenty-First Century, prepared for the American Public Transportation
Association and the Community Streetcar Coalition, 2006.

6

More specifically, the with streetcar scenario assigns a development premium to the corridor consistent with
actual streetcar experience in Portland’s Central City (post-1997 streetcar development). Portland’s experience
is similar to that of Seattle and Tampa as documented by The Brookings Institution, Value Capture and TaxIncrement Financing Options for Streetcar Construction, June 2009.

7

The City of Oklahoma City data identifies a fourth use category – mixed use – which is defined as a combination
of industrial, retail and/or residential uses in one building. However, this comprises less than 1% of all building
square footage within the database.

8

With this preliminary analysis, added taxes are estimated only for the portion of properties identified by the
Oklahoma County Assessor’s Office as currently paying property taxes. While Presbyterian Health Foundation
reportedly includes properties with in-lieu payments, all of these properties appear to also be included as
taxable with the Oklahoma County Assessor.

9

There are instances where more recent information on individual tax lot parcels influenced a classification
beyond the Current Land Use Category. However, the majority of land use classification followed the criteria
summarized in the table.

10

The most detailed retrospective analysis to date of development by distance to the streetcar alignment has
been conducted in Portland, covering the period 1997-2004 (with initial streetcar introduction including
development in anticipation of streetcar). There, the annual rate of development within one block of the
alignment was approximately six times higher than that of all other property within the downtown core and
adjoining Pearl district areas and 1.5 times higher within 2-3 blocks. Due to generally larger block sizes in
Oklahoma City, this has been recalibrated to a streetcar “bump” or development premium of 4.5 times base
case development at a one block distance and 2.0 times the base case at 2-3 blocks for the 2013 Framework
Area. For the C2S and OHC areas without a specific alignment, an overall area-wide streetcar bump was 3.0 and
2.0, respectively.

11

With documented Portland Streetcar experience, the residential share of all development increased from 16%
of building space within the streetcar corridor pre-1997 to 66% of post-1997 development – a roughly 4-fold
increase. Similar experience with increased residential development is noted for Seattle and Tampa.

12

With Portland Streetcar, just over two-thirds (68%) of new development occurred on parcels with current
improvement to land value (I:L) ratios of 0.0-0.5 prior to development, 20% on sites with I:L ratios of 0.5-1.0,
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and 12% to higher value parcels with I:L ratios over 1.0. Within the OHC property, there is virtually no available
property in the I:L range of 0.5-1.0, but a substantial inventory at ratios of 0.5-1.0 off the OHC campus.
13

On a preliminary basis, per square foot assessed market valuations that might be associated with new
construction are as follows: $110 per square foot for residential and $80 for commercial use. Estimates are
consistent with market valuations applied in the GIS dataset provided by the City of Oklahoma City, but do not
necessarily match actual development cost and or transaction values.

14

GIS data indicate that the market value of land calculates to approximately $6.90 per square foot of FAR in the
OHC study area.

15

Streetcar and heritage trolley information is provided by the American Public Transportation Association
(APTA), website: www.heritagetrolley.com, as of January 2013.

16

Detailed case study documentation for Portland, Seattle, and Tampa is provided by a report prepared by the
Brookings Institution in cooperation with Reconnecting America, HDR Inc. and the Robert Charles Lessor
Company titled Value Capture and Tax-increment Financing Options for Streetcar Construction for DC Surface
Transit, Inc., June 2009.
Less rigorous post-streetcar information is available in more anecdotal form for other cities with recent
streetcar experience, including smaller cities of Kenosha, Wisconsin (with streetcar service starting in 2000) and
Little Rock, Arkansas (2004). Both Kenosha and Little Rock use vintage trolleys and have focused streetcar
service to encourage tourism and visitor related activity. Reconnecting America’s Street Smart publication
(2006) indicates that Kenosha’s system has been associated with $150 million of development investment, and
Little Rock with $200 million in just the initial years post-startup.

17

The rate of population growth for the Oklahoma City metro area was well below that of the comparison metro
regions in the 1990s, moving more into line with that of the comparables in the 2000-10 decade. The OCARTS
planning region, which comprises about 95% of the MSA population, is forecast to experience population
growth at a 1.0% annual rate over the 2017-27 period – above the U.S. growth rate forecast by the Census
Bureau at 0.7% annually. If strong regional population growth of the last few years continues, this regional
forecast could prove to be conservative.
For example, OKC metro population is indicated by the U.S. Census Bureau as having increased by 1.4% from
2010-11 and by 1.6% from 2011-12, both years showing population growth well above the long-term regional
forecast average.

18

The report cited is E. D. Hovee & Company, LLC, Portland Streetcar Development Impacts, prepared for Portland
Streetcar, Inc., November 2005. Specifically assessed by this study were questions of where development has
occurred and density of development. These assessments were based on 1, 2, 3 and 3+ block distances from
the streetcar alignment.
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