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SOUTH NORWALK RAILROAD STATION AREA: TRANSIT ORIENTED DEVELOPMENT STRATEGY

Executive Summary

This initiative has been undertaken to unlock the next steps in the cconomic
revitalization and redevelopment of portions of South Norwalk that are within casy
walking distance of the South Norwalk Railroad Station (Rail Station). In an cra of
cconomic recession and real estate reversals, excellent regional access by commuter rail to
and from jobs and homes in Norwalk is a fundamental competitive advantage. This
planning process has identified specific pragmatic strategies that the City can apply to
enhance private sector redevelopment that will — incrementally — result in many positive

changes.

This final report describes actions the City can take to attract coordinated development
and convert a neighborhood that is an “underperforming asset” which has persisted as a
patchwork pattern of deteriorated and underused buildings and land. Norwalk will
directly benefit from a more complete, compact neighborhood that draws new residents
and businesses within a socially and economically diverse district. Attracting coordinated
private investment will bring jobs, enhance real estate values, and improve the quality of

life for the entire community.

Due to the access benefits associated with proximity to a rail station and transit center,
this type of real estate investment is called Transit-Oriented Development (TOD).
TOD refers to land uses and activities that have an economic advantage because they arc
very close to transit hubs. Their benefit is directly associated with excellent access to a
much larger region. For commuter rail stations like South Norwalk’s, TOD normally
cmerges within about a % mile radius. This walking distance provides valued
commuting options for residents and employces for whom transit connections are more
convenient, fast, or affordable than using an automobile. TOD is associated with the
ability to reach the station along a safe, convenient and attractive path, bikeway or by
using a direct shuttle service. Developers are increasingly secking sites and undertaking
TOD projects — if the municipality is supportive, and if the conditions of the
ncighborhood and its network of sidewalks, bikeways and shuttles are appropriate.

Process

The Norwalk Redevelopment Agency has undertaken this initiative to evaluate the
potential for TOD to help meet City and neighborhood goals. A consultant team has
provided planning, development and cconomic advice, and transportation
recommendations. The process has included the participation and advice of a Steering
Committee composed of community members, residents, property owners and business
leaders. Interviews and briefings were undertaken with key stakcholders in the arca. City
and Transit District staff participated in a municipal Coordination Committee to
provide additional input. Several public workshops were held, in concert with outreach
and multi-lingual invitations to Latino and Haitian residents. This final report represents
the summary and culmination of these efforts. Additional documentation that occurred

through this planning process is found as appendices to this document.
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Goals and Objectives

The planning process identified the challenges and opportunities presented by the TOD
Study Area and evaluated the potential of the neighborhood based upon a set of
community goals and objectives identified through the planning process. This process
and technical analysis of the existing conditions in terms of cconomic market,
circulation, connectivity, urban design and development potential produced a scries of

strategic recommendations.

Among the challenges that were identified through this planning process were lower
housing quality and lower income levels as compared to the City and region resulting in
less housing choice. Over time, the TOD Study Arca has become a pawchwork of
buildings, parking lots and vacancies resulting from patterns of usc and disinvestment.
Community fabric and public safety has contributed to a perception that the area is
unsafe and unattractive, as have poor connections to the Rail Station for pedestrians.
Commuter parking for the Rail Station removes cars from the street, but at a high cost
and without otherwise benefiting the surrounding neighborhood.

Among the opportunities that were identified through this planning process were the
strategic location advantages of the Rail Station and service and the benefits of access and
connectivity that it offers. Historic buildings and the neighborhood fabric are well-suited
to adaptive reuse. An active and interesting Norwalk River Waterfront is a major asset
for public access and development opportunities in the arca. A diverse community and
long-term residents contribute to a vibrant and lively neighborhood community. The
potential for significant reinvestment in Washington Village through the Choice
Neighborhoods program that is currently underway has the potential to transform
portions of the neighborhood. Redeveloping underutilized City-owned land can unlock

change and serveasd Catalyst fOI’ [Ci[lVCSU’IlCHt and dCVClOPHlC[lt.

Recommendations

The strategic recommendations that support TOD address the challenges, opportunities
and goals of the TOD Study Arca. Land use recommendations identify zoning changes
that support TOD neighborhoods. Design Guidelines provide guidance for developers
and the City in proposing and evaluating those projects. Circulation and transportation
recommendations focus on improving pedestrian corridors and streetscaping, supporting
bicycle use and improving circulation at the Rail Station for vehicular traffic. Parking
recommendations suggest additional commuter parking near the Rail Station, the
integration of new parking with on-strect parking to support development, and fostering
a “park once” district. Redevelopment recommendations identify moderate scale, mixed
usc development of key sites relatively close to the Rail Station. Housing and residential
quality of life recommendations emphasize expanding housing opportunities for market
rate units, and promoting a mixed-income, diverse neighborhood with adequate

amenities, public safety programs and open space.
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and bus and transit shuttle connections are also key components in extending the value

of regional access that the rail system provides.

Vehicular traffic and congestion associated with large transit centers can conflict with
other modes and detract from the quality of the neighborhoods that surround the
station. For these reasons, the TOD Strategy recommendations include improvements to
circulation around the Rail Station and improved access for pedestrians and bicycles

throughout the TOD Study Arca.

Design Guidelines

Design guidelines have been included in this report to highlight the components of
redevelopment that are important to unlocking the benefits of TOD in the
neighborhood These Design Guidelines illustrate improvements and development
associated with cconomic revitalization and redevelopment within the South Norwalk
TOD Zoning Arca and are to be followed by developers, property owners, architects,
landscape architects, and others working with the City when advancing new projects in
the TOD Zoning Arca and will be used by the Norwalk Redevelopment Agency in the

process Of Pl’OjCCt review él.[ld approval.

Economic Development Strategy

This plan includes a review of the real estate market potential for uses that could benefit
directly from proximity to the Rail Station or otherwise contribute to the revitalization
of the arca. Several specific redevelopment and reinvestment sites in the TOD Study
Arca have been identified as critical to the economic development strategy. The five
target arcas include the Railroad Station Area, Infill Development at Monroe, Hanford
Place and other streets, Waterfront Redevelopment, the Webster Street Block and
Washington Village.

o The Railroad Station Area development, parking and access could be
unlocked by a public/private initiative that could transform
underutilized parcels very near to the Rail Station along Chestnut
Street.

o The Infill Development at Monroe, Hanford Place and other streets
would include historic rchabilitation and/or new construction along
street scgments throughout the TOD Study Arca.

®  Waterfront Development is likely to be reconstructed with housing that
accompanies some remaining water-dependent and commercial uses.

o The Webster Street Block could be adapted to provide an attractive
border of low-scale, townhouse-type housing along the Dr. Martin
Luther King, Jr. Drive (MLK Drive) to support a more continuous,
pleasant and valuable district.

o The Norwalk Housing Authority is sponsoring a planning study that
may lcad to the significant improvements and redevelopment of the

Washington Village public housing site.
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Waterfront Redevelopment Concept (illustration by Beinfield Architecture)
Fiscal Impact Analysis

The Norwalk Redevelopment Agency requested a fiscal impact analysis of potential
development of four of the five target sites to determine the likely impact of
development on the municipal budget. The analysis demonstrated that the
redevelopment of the Railroad Station Area, the Waterfront Area and Webster Street
Block and the infill development at Monroe and Hanford Place, according to the
assumptions made in the analysis, could provide net revenue to the City of $24 million
over thirty years. The Waterfront Development was the key factor in this revenue
stream, but the other developments are necessary to provide an incentive for the private
funding that would be necessary to complete the Waterfront Development project.
Other benefits to the City as a result of the successful completion of these developments

include

e  DPer Capita Reduction in Property Taxes

® Increase in Private Investment
¢ Increased Quality of Life

e Increase in Federal Funding

The Choice Neighborhoods program, which was not factored into the fiscal impact
analysis scenarios, if supported by the City could provide significant investment in the
neighborhood from federal grants, estimated at about $30 million.

Implementation

Implementation for the strategic recommendations and targeted reinvestment sites is
discussed for each of the recommendations and include discussion of an action plan,
schedule and funding strategy for improvements to the TOD Study Area. The action
plan presents private and public actions and a suggested sequence of events that would
likely result in the most positive impact to the neighborhood in taking advantage of the
opportunities provided by the Rail Station.
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SOUTH NORWALK RAILROAD STATION AREA: TRANSIT ORIENTED DEVELOPMENT STRATEGY

Introduction

Purpose
The purpose of this TOD Strategy is to provide The City of Norwalk with planning

recommendations that can guide and manage future change around the Rail Station.
This process has been undertaken to unlock the next steps in the economic revitalization
and redevelopment of portions of South Norwalk that are within casy walking distance
of the Rail Station. In an era of economic recession and real estate reversals, excellent
regional access by commuter rail to and from jobs and homes in Norwalk is a
fundamental competitive advantage. This planning process has identified specific
pragmatic strategies that the City can apply to enhance private sector redevelopment that

will — incrementally — result in many positive changes.

The recommendations describe actions the City can take to attract coordinated
development and convert a neighborhood that is an “underperforming asset” which has
persisted as a patchwork pattern of deteriorated and underused buildings and land.
Norwalk will dircctly benefit from a more complete, compact neighborhood that draws
new residents and businesses within a socially and cconomically diverse district.
Attracting coordinated private investment will bring jobs, enhance real estate values, and

improve the quality of life for the entire community.

Defining Transit Oriented Development

TOD refers to land uses and activities that have an economic advantage because they are
very close to transit hubs. Their benefit is directly associated with excellent access to a
much larger region. For commuter rail stations like South Norwalk’s, TOD normally
cmerges within about a % mile radius. This walking distance provides valued
commuting options for residents and employces for whom transit connections are more
convenient, fast, or affordable than using an automobile. TOD is associated with the
ability to reach the station along a safe, convenient and attractive path, bikeway or using
a direct shuttle service. Developers are increasingly secking sites and undertaking TOD
projects — if the municipality is supportive, and if the conditions of the neighborhood
and its network of sidewalks, bikeways and shuttles are appropriate.

Common TOD characteristics include a transit station as a community and
development center point and anchor, a safe, accessible and engaging pedestrian
environment, a mixed use neighborhood that is primarily residential, and high density
levels located at the transit facility that progressively decrease further from the transit
station. The underlining principle of these characteristics is to maximize access to public
transportation through the implementation of urban planning and real estate

development decisions and approaches.
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Planning Process

The Norwalk Redevelopment Agency has undertaken this initiative to evaluate the
potential for TOD to help meet City and neighborhood goals. A consultant team has
provided planning, development and cconomic advice, and transportation
recommendations. The process has included the participation and advice of a Steering
Committee composed of community members, residents, property owners and business
leaders. Interviews and briefings were undertaken with key stakeholders in the area. City
and Transit District staff participated in a municipal Coordination Committee to
provide additional input. Several public workshops were held, in concert with outreach
and multi-lingual invitations to Latino and Haitian residents.

The City of Norwalk has been closely involved with this project through the Norwalk
Redevelopment Agency, which has been managing this process. In addition to ongoing
interaction with the Norwalk Redevelopment Agency, regular meetings with a
committee of City Department representatives have strengthened coordination with the
various city initdatives and objectives. City Departments directly related to the planning
process have also participated in individual meetings, discussions and assisted with
rescarch. These departments include the Norwalk Redevelopment Agency, Norwalk
Housing Authority, Norwalk Police Department, the City Planning and Zoning
Department, the Norwalk Transit District, Public Works, Norwalk Parking Authority,
Members of the Norwalk Common Council and the Mayor’s Office.

This final report was produced by the multdisciplinary consultant team comprised of
land planners, real estate development consultants, transportation engineers, and urban
designers. The consultant tcam members that contributed to this report include: TR
Advisors, a specialty real estate consulting and asset management firm focusing on
transportation related and entity owned property; Milone & MacBroom, a civil
cngincering firm with expertise in transportation and circulation planning; and The
Cecll Group, a planning and urban design firm with extensive expertise in TOD and
urban revitalization in New England and throughout the northeast. The consultant tcam
members conducted rescarch through a combination of onsite obscrvations, stakcholder
interviews, and reviews of previous reports and plans, as well as online and City
resources. In addition, consultant team members have met regularly with committees
cstablished to advise and guide the TOD Strategy for the TOD Study Arca The
advisory committees include the Planning Coordination Committee, comprised of City
stafl from various departments and the Stakcholder Committee, comprised of South
Norwalk neighborhood community and business leaders.

Significant outreach and engagement efforts have been required to establish and facilitate
cffective lines of communication to the diverse and multiethnic community of South
Norwalk. The community outreach and engagement strategy included multiple
components, various approaches and many participants. Regularly scheduled meetings
with the community Stakeholder Committee have been held to provide project updates,
reccive feedback and continue the established dialogue. South Norwalk community

stakeholders involved in interviews, meetings and committee activities include business
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owners, residents, leaders of religious institutions and nonprofit organizations, heads of

key City Departments and political leaders.

Engaging with the general public is critically important and has occurred through
community workshop public mectings and through face to face meetings. Qutreach
cfforts have been conducted in Spanish and Haitian Creole to connect with South
Norwalk’s non-English speaking communities. Language specialists have assisted in
communication with residents who are not fluent in English. Muldlingual outreach has
been a consistent component of the comprehensive community outreach strategy and
has included flier and presentation translations, engaging Spanish newspapers, providing
Spanish and Haitian Creole speaking facilitators art all public meetings and direct person
to person outreach within the South Norwalk neighborhoods.

Planning Arca

A larger neighborhood area will benefit from TOD improvements within a boundary
that extends approximately ¥ mile from the Rail Station, taking into account routes
along available sidewalks and potential paths. This arca will benefit from an improved
environment for pedestrian and bicycle access, as well as circulation improvements that
reduce the negative impacts of auto traffic in the district. The recommended
improvements will tend to make existing uses more valuable and have long-term benefits

leading to potential infill development, new development and adaptive reuse.

The TOD Study Arca consists of key blocks and strects near the station where pivotal
changes could be made through redevelopment and infrastructure changes — assisted by
specific City actions — that will reposition and improve the neighborhood using TOD as
a catalyst. The TOD Study Arca generally extends along the blocks that lic between the
Rail Station and the Norwalk River, and extends northwards around the perimeter of the
Webster Street Block. These planning arcas were defined by the consultant team through
collaborative discussions with the Steering and Coordination Committees as well as
consultation with the Norwalk Redevelopment Agency. The process for establishing the
TOD Study Area boundaries for neighborhood access and redevelopment considered the
standard distances pedestrians will typically walk {(one-quarter to one-half mile) to reach
transit service along the South Norwalk neighborhood street network as well as activity
centers, residential arcas, and various community assets. The TOD Study Area is
approximately 0.75 square miles.

The TOD Study Area is split along a north-south axis by MLK Drive. South of
Washington Street there is a significant change in grade and a steep embankment,
creating a natural barricr between South Norwalk and the residential neighborhoods to
the west. Because of gridded street pattern, moderately low traffic volumes and the
prescnce of sidewalks along most strects in the arca, the bicycle and pedestrian

connectivity is good within the neighborhoods to the west of this divide.
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o Swrategic Location Advantages: Regional Rail Service — The Rail Station is
strategically located along the Metro North line. It attracts commuters
to Norwalk’s employers, and allows individuals or couples to reach
many employment centers in different directions — up the line to
Bridgeport or New Haven, down the line to New York and places in
between.

e  Historic Fabric — The TOD planning area includes a wide variety of
historic buildings that are well-suited to adaptive reuse or rehabilitation;
many of these should be features of the future neighborhood.

o  Waterfront — The active, interesting Norwalk River Waterfront is a
major asset that provides opportunities for both development and
public access.

o Diverse Community and Long-Term Residents — South Norwalk has an
ethnically and culturally diverse population including many long-time
residents.

o Choice Neighborboods: Reinvestment in Washington Village — The City is
participating in a program that can bring funding and reinvestment
that will retain public housing opportunities within an expanded mix of
market-rate housing and retail uses that can transform parts of the
neighborhood.

e City-owned Land — Redeveloping underutilized City-owned land can
unlock change. These include the portions of the Webster Street Block,
land at the Rail Station, several parcels along Day Street, and other
holdings.

o Market for TOD Use — The market research underlines the strong
potential market for housing in the areas around the Rail Station, as
well as for other uses that could take advantage of the location if the
neighborhood setting is improved.

The Train Station and transit center and several pleasant streets are among the District’s strengths
and opportunities.

South Norwalk Railroad Station Area: Transit Oriented Development Strategy Final Report
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Goals and Objectives

The community involvement process has produced a series of Goals and Objectives for
the South Norwalk neighborhood. The Goals and Objectives were used to guide the
planning recommendations developed for the TOD Strategy for the Rail Station area.
There arc six categorics of guiding principles, cach with an overall goal for the
neighborhood and specific concrete objectives that directly contribute to the realization
of the goal. The six categories of goals and objectives are Neighborhood, Economic
Development, Urban Design Character and Qualities, Diversity, Circulation and
Transportation, and Community Sccurity and Safety. The Goals and Objectives were
cooperatively developed based on feedback from public participants and extended
dialogue and refinements with the Stakcholder Commirtee.

Neighborhoods

Goal: The neighborhoods around the Rail Station should be composed of a continuous
and coherent pattern of pedestrian friendly and inviting, strects, sidewalks and paths that
line and connect blocks with complete and compatible development and land uses that
create a cohesive and attractive environment in which to live, work, shop, visit and

cnjoy.
Objectives:

1. Locate active retail, commercial and civic uses where they will be successful and

contribute to the pedestrian environment.

2. Create inviting and active open space as part of the street network to provide

regular occurrences of visual relief and opportunities for community interaction.

3. Expand the role of the Rail Station as a community resource and a place for

social connections.
4, Extend necighborhood connections along key corridors to the Rail Station,
featuring active uses and sidewalks that encourage community interaction.

5. Engage the South Norwalk artist community to create interesting and attractive

public spaces that foster positive community interaction.
6. Fill empty lots and underutilized spaces with appropriate uses.

Connect neighborhood to the Waterfront as an attraction for visitors and

amenity for residents.

Economics and Development

Goal: Invite and support development as a combination of new buildings and
renovations that create a long-term, sustainable mixed-use pattern that contains a
balanced quantity of housing, commercial, retail, civic and institutional uses, while

protecting existing residents from displacement.

Objectives:

1. Provide a balance of retail uses and services that reinforce the neighborhoods as

great, convenient places to live and work.

South Norwalk Railroad Station Area: Transit Oriented Development Strateqy Final Report
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Support development that offers jobs for people who can walk or bicycle to
work.

Support commercial development that can take advantage of the proximity to
the transit hub to reduce vehicle trips and gain competitive advantages.

Provide and support additional housing to expand the range of choices in terms
of housing types and affordability. Affordable housing should be designed to
look like market-rate housing,

Ensurc that development cfforts are accompanied by public outreach and
neighborhood involvement.

Support development that does not displace neighborhood residents or
businesses.

Provide specific tools such as linkage programs to mitgate the cffects of

gentrification.

Urban Design Character and Qualities

Goal- Shape the fabric of buildings, spaces, strects and places to create distinctive and

complete urban I’lCigthl‘hOOdS that contain diVﬁl‘Sﬁ bllt Wﬁll—COHHﬁCtﬁd CO[HPOHCHIS.

Objectives:

1.

Ensure that retail corridors are lined with active, attractive uses and facades that
reinforce the businesses located there.

Create a varicty of different neighborhood environments with different scale and
usc patterns, ranging from low-scale residentlally oriented arcas, to active,
multiple use concentrations that draw activity along the streets and sidewalks.
Protect and enhance valued historic structures through adaptive reuse and
historic preservation.

Retain the traditional composition along blocks and streets where historic or
traditional components remain substantially intact.

Where traditional patterns no longer exist, provide compositions that are
reminiscent of the past to the extent that they create an emphasis on strect
frontage and strect-facing orientation of buildings, and create a breakdown of
horizontal and vertical components to create a varicty of scales.

Focus circulation patterns along public rights-of-way or convenient and visible
public casements through the siting of buildings, streets and paths

Diminish or remove the visual impact of parking from public vantage points,

CXCCPt fOJ.’ on-strect parking.

Diversiry

Goal: Encourage and maintain a diverse ncighborhood that provides housing,

employment, ShOPS, services and restaurants that attract and SllPPOI‘t a Wlde rangec Of

Cl.llt LUrcs and i[lCOHlCS.
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Objectives:

1.

6.

Create pro-active tools and programs to preserve and encourage diversity
through supporting and retaining affordable housing for existing residents and
cultural groups for whom South Norwalk has been a home.

Promote and support multi-cultural businesses and institutions that are inherent

components of diverse neighborhoods.
Expand the range of market-rate housing and types of units.

Provide an excellent living and neighborhood setting for all types of houscholds
and population types.

Retain a mixture of uses and building types to maintain and enhance the
existing balance of diverse businesses, and people in South Norwalk.

Protect existing residents from displacement due to gentrification.

Circulation and Tmmportaﬁon

Goal: Enhance pedestrian and bicycle connectivity, while channeling and enabling

vehicle circulation to be consistent with ncighborhood quality and supporting the

cconomic development goals for appropriate locations within the neighborhood.

Objectives:

1.

Provide adequate parking for cach usec within the district through shared
parking,
Expand on-street parking as a practical resource for neighborhood uscs.

Provide a continuous, safe, well-lit active network of sidewalks and pedestrian

paths.

4, Create intersection and corridor designs and operational improvements to
balance vehicular, pedestrian and bicycle circulation patterns so that every mode
is safcly and conveniently served.

5. Provide the ncighborhoods and Rail Station with well-defined, safe routes,
which connect with regional commuter and recreational bicycle networks.

6. Provide for bicycle facilities in locations that support short term, and overnight
storage.

7. Avoid traffic congestion and speeds that negatively affect the desirability of
living or working in the arca.

8. Improve vehicular traffic circulation in the arcas surrounding the Rail Station
and the connections to regional systems.

9. Improve access and cfficiency to and between multiple modes of transportation
including pedestrian networks, bicycle networks, public bus and rail lines, taxi
cabs and private automobiles.

10. Manage parking resources to eliminate future commuter parking outside of
designated lots.

South Norwalk Railroad Station Area: Transit Oriented Development Strateqy Final Report
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11.

12.
13.

14,

15.

Remove pedestrian barriers due to physical design, land use patterns, or other

issues.

Reduce or remove the impact of parking lots on the neighborhood.

Improve pedestrian and vehicular wayfinding signage in the neighborhoods
surrounding the Rail Station.

Improve pedestrian accessibility to the Rail Station, through improved lighting
and signage, and by reducing the grade approaching the station from the cast.
Provide connections so that anyone can comfortably reach any destination from

any other location within the area by foot or on bicycle.

Community Security and Safery
Goal: The neighborhoods around the Rail Station should be safe and secure

environments for residents, commuters, business owners and visitors.

Objectives:

1.

Ensure all sidewalks and pedestrian paths are well-lit, safe and maintained.

2. Increase police access and visibility such as emergency call boxes, neighborhood
satellite store-front offices, or increased patrols.
3. FEnsure that retail corridors are lined with active, attractive uses, with various
hours of operation.
4. Locate open space in arcas of existing high activity and develop programs and
activities to ensure their continuous use and connection with the community.
South Norwalk Railroad Station Area: Transit Oriented Development Strateqy Final Report
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Land Use Plan

TOD Study Arca: Planning and Development Strategy

The TOD Study Arca for TOD reinvestment and ncighborhood revitalization spans a
series of blocks between MLK Drive and the Waterfront to the east. The area is centered
along South Main Strect, reaching up around the Webster Street Block and down to
Concord Strect on the south. The redevelopment vision calls for providing cohesive infill
projects with improved streetscape and circulation networks that will create a far more

continuous and higher quality environment. This vision includes:

o  FEast/West Corridor — The land along Monroe/Street Hanford Place is a
key corridor for redevelopment of housing and other uscs.
Redevelopment can convert empty or underutilized parcels and create a
strong pedestrian link to the Station from other arcas. An improved
corridor will help sct the stage for connecting development along the
Waterfront, Water Street, South Main Street and up to Webster Strect.

o Keeping Neighborhood-Scaled Streers — To be pedestrian-friendly and
contribute to redevelopment, the strects that compose the TOD Study
Arca need to operate smoothly for traffic, but provide intersections,
crosswalks and on-strect parking that support neighborhood uscs.

o Links to Neighboring Areas — Neighboring arcas need to be connected
with excellent pedestrian corridors that extend through the TOD Study
Area to the Rail Station — from Fast Norwalk, West Avenue, South
Main and the hillside neighborhoods to the west. A new pedestrian link
will be forged from the Station towards Washington Street, between the
rail line and SoNe Gardens.

o Filling in the Blanks — The vision recognizes the importance of
rchabilitation, reinvestment and/or new development that fills in the
blank street edges and conceals large parking arcas or structures. This
approach recreates the highly desirable qualities of historic, traditional
urban necighborhoods and adds value to nearby sites.

The vision is dependent upon changes made to existing land use and to the current
circulation and transportation patterns. The relevant recommendations arc detailed in

the sections below.

Land Use Recommendations

The existing zoning regulations complicate improving the TOD Study Arca. Multiple
zoning districts fragment the existing mixed-usc neighborhood that currently surrounds
the Rail Station, and the arca contains numerous non-conforming uses. This
combination of fragmented districts and non-conforming uses reduce reinvestment and
cconomic development in the arca. A mixed-use environment and a reduction in non-

conforming uses in the necighborhood surrounding the Rail Station will support
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Recommended Uses

The recommended as-of-right and special permit uses for the TOD Study Area are listed
below. All of the recommended uscs are intended to support and be consistent with a
mixed-use transit oriented district. All of the uses recommended for the Norwalk TOD
Zoning Arca are currently present in the existing South Norwalk zoning districts. Each

recommended use below has the relevant existing zoning district listed in parenthesis.

As-of-right uses

e Rail Station and commuter facilities (SelNo Statiorn)

o Muldfamily dwellings with fewer than twelve units, including elderly
and congregate housing (Neighborbood Business)

o  Two-family detached dwelling (Residence C)

¢ Rctail stores and business service establishments having a gross floor
arca of fewer than cight thousand (8,000) square fect (Neighborhood

Business)

e Offices having a gross floor arca of fewer than cight thousand (8,000)
square fect (Neighborhood Business)

® Restaurants and taverns having a gross floor arca of fewer than two
thousand five hundred (2,500) square feet, excluding drive-in facilities
(Neighborhood Business)

o  Health clubs (SolNe Station)

¢ Banks and financial institutions, excluding drive-in facilitics (So/Vo
Station)

e Manufacturing, processing or assembly of goods which are not noxious

or offensive due to emission of noise, pollutants or waste ({ndustrial No.
y

o Printing establishments (Zrdustrial No. 1)

o Rescarch and development facilities (Zndustrial No. 1)

e Theaters and aunditoriums (SeNe Station)

e  Child day-care centers (SoNo Starion)

o DParks, playgrounds and open space (SoNo Starion)

o Off-strect parking facilities (SoNo Sration)

¢ Mauscums, libraries and mecting halls (SoNo Starion)

o DPlaces of worship, churches and church buildings (Neighborbood

Business)

Special permit uses

o Muldfamily dwellings with more than twelve units, including elderly
and congregate housing (Neighborbood Business)
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® Retail stores and business service establishments having a gross floor
arca of cight thousand (8,000) squarc feet or more (Neighborbood
Business)

o Offices having a gross floor area of cight thousand (8,000) square feet
or morc (Neighborhood Business)

. Restaurants and taverns having d gross ﬂOOl’ drca Of wo thO LlS&[ld ﬁVC

hundred (2,500) square feet or more (Neighborbood Business)
e Bank drive-in facilities (Se/No Station)

Recommended Building Dimensions

The recommended building dimensions listed below are consistent with the existing
built environment and existing building dimension regulations. Reinvestment in the arca
at the neighborhood’s existing scale will achieve the type of neighborhood revitalization
consistent with the goals and objectives of this TOD Strategy.

® The maximum height limits should be four and one half stories and 52
feet above the base flood level (Marine Commercial)

® The maximum building area is 50% of the parcel area for the buildings,
90% of the parcel arca for the buildings and parking and 10% of the
parcel dedicated to open space (SolNo Station)

Increased Density Incentive

Program goals for infrastructure, access, or particular uses could be achieved with density
incentives such as allowing additional stories in exchange for mecting one or more of the

gO&lS.

Mixed-Income Housing Component

The recommended zoning regulation changes include a mixed income-housing
component. This component will support the preservation of the existing neighborhood
cnvironment and respond to pressures of gentrification as development and reinvestment
in the arca occur. Mixed-income housing requirements exist in the TOD Study Arca
through the SoNo Station Design District zoning regulations and Norwalk’s Workforce
Housing regulation (Article 101, Workforce Housing Regulation).

For mixed-income housing, 10% of all dwelling units should be made affordable (SoNo
Station with modification). Residential units are defined as “affordable™ when they are
affordable for and occupied by individuals and families whose annual income is equal to
or less than 80% of the arca median income as determined by the U.S. Department of
Housing and Urban Development. The affordability designation must be assured for a
period of no less than 30 years.
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river valley. Where practical, additional sidewalk width and bike lanes
may be possible along segments of likely routes. Bike racks and lockers
in the Station and in the public parking lots around South Norwalk
will contribute to transit and bicyele links.

o Circulation around the Rail Station — The principal vehicle routes for
commuters (including cars, buses, and shuttles) are linked to the
regional highways (I-95 and Route 7) and City's main arterials. To the
extent possible, this traffic can be directed to and from MLK Drive to
the station and its parking using the existing access way or segments of
Henry Street or Monroe Street to an access plaza that limits the need to

drive through the neighborhood.

Circulation Strategies and Recommendations

The specific recommendations for circulation and transportation improvements are
based on four strategics which provide a conceptual framework for any recommended
improvements to the arca. The improvements to the TOD Study Arca will not result
from a single large-scale project. Transportation improvements will be made
incrementally, over time, as the arca is redeveloped through the efforts of public bodics,
private developers and public-private partnerships.

ThC fO ur kCy strategics arc.

1. Design with the pedestrian as the end-user
2. Improve the quality of the user experience
3. Create a “Park Once” environment
4

Improve cast-station access for all modes

Employing a consistent set of strategies throughout the planning and redevelopment
process will realize a common vision for South Norwalk. The application of these
strategics will serve to enhance the pedestrian and bicycling environment, and increase
the use to the station while simultancously creating a more active, vibrant, attractive and

cconomically competitive arca.

Strategy 1 — Design with the Pedestrian as the End-user

Successful TOD requires a high-quality pedestrian environment. The arca within one
quarter to one-half mile from the station should consist of a moderate to high density
development, a mix of land uscs and an environment that is welcoming and accessible to
pedestrians. A strengthened pedestrian network will enhance the experience for all
modes: bus riders will benefit from increased connectivity and accessibility to and from
stops and improved pedestrian facilities will increase access to nearby parking facilitics

for motorists in the area.

Improved pedestrian access to the train station will increase the use of the station with

significant benefits to the neighborhood and little impact. Directing more pedestrian
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traffic to cxisting retail establishments and restaurants in the ncighborhood will

encourage increased retail activity.

South Norwalk already possesses a well-developed street grid with high intersection
density and a relatively extensive sidewalk network. Improving pedestrian connectivity in
the neighborhood is largely a matter of “filling in the gaps” and increasing or improving
connections at key locations. To this end the arca around the station must be not only

“walkable,” bur also an appealing, enjoyable and pleasant place to walk.

The following recommendations are intended to “fill in” these gaps and create a more

attractive and robust pedestrian network.

¢ Bring curb ramps up to current ADA standards

e Install a sidewalk on the west side of MLK Drive

¢ Install sidewalks in the eastbound Rail Staticn area

e Develop strectscape improvement standards

o Rcbuild sidewalk and strectscape amenities on Monroe Street

¢ Improve the quality of the sidewalk and strectscape network along
Henry Sueet

e Continue to work with SoNo Gardens to maintain and improve
pedestrian access between Washington Street and the Rail Station

o  Suipe Crosswalks across all approaches to intersections

® Develop a long-term plan for conversion of the abandoned railroad
right-of-way to a shared-use path

o Rcbuild staircases connecting the Golden Hill Neighborhood to South
Norwalk and improve pedestrian crossings at those locations

¢ Ensurc timely completion of State Project 102-337 to improve
pedestrian crossing at the intersection of Water Street at Washington
Street

Strategy 2 — Improve the guﬂlizy of the user experience

While the pedestrian experience is the priority, careful attention must also be given to
the user experience with respect to each transportation mode in South Norwalk. The
following recommendations arc intended to improve the travel experience for motorists,

transit users, bicyclists and pedestrians and to increase connectivity between modes

® Incorporate multimodal performance measures in evaluation of public
and private projects

¢ Provide real-time information for WHEELS buses

e Provide an option to pre-purchase WHEELS tickets at the Rail Station

o Improve the headway for WHEELS Route 10

® Reconfigure Route 10 to create two stops at the Rail Station
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e Provide route mapping and scheduling information at all bus stops in

South Norwalk
¢  Direct automobile traffic to MLK Drive

e Create an on-strect bicycle network in South Norwalk

Strategy 3 — Create a “Park Once” environment

Successful TOD reduces the demand for vehicular travel when compared to typical
suburban style developments is by creating a “park once” environment. Instead of
driving from one destination to the next in a wider arca, the “park once” strategy

cncourages individuals to park in one location and walk to multiple local destinations.

South Norwalk already has many of the clements of a “park once” environment: a mix of
land uses, a high density of retail and residential development, a sidewalk network and
buildings oriented toward the street. However, for a “park once” strategy to work, it is
not sufficient to have an arca be walkable; the arca must also be a pleasant and inviting
place for individuals to walk. The recommendations below are intended w produce

attractive Stl‘CCtSCQPCS, Wﬁll—lit arcas, and to create a general fCClng Of safety.

e Crecatc and maintain well lit corridors along strects linking parking
facilities to the Rail Station

¢ Reduce parking prices at underutilized parking arcas

Strategy 4 — Improve Eastbound Station access

The access to the Fastbound Rail Station arca is much less safe and inviting than that of
the Westbound Rail Station area. The Westbound Rail Station has a sidewalk on both
sides of the access road and separate reserved arcas for pick-up and drop-off by private
vehicles and taxis. The result is a safe and user-friendly access point to that portion of the
Rail Station. By contrast, the Eastbound Rail Station has a number of issues that make
access by any mode of transportation more difficult. There are no sidewalks and there is
no clear assignment of pick-up and drop-off arcas to specific users like buses, private
vehicles and taxis. Vehicles block one another and prevent passengers from boarding

bllSCS ata designated SPOt.

Improved access and circulation at the Eastbound Rail Station is an essential component
of any redevelopment strategy, and the recommendations to address these problems are

das fOHOWS:

e Redesign the Fastbound Rail Station to improve access and circulation
in the short-to-medium term
o Construct of concrete sidewalks on both sides of the driveway
to the Fastbound Rail Statien
o Install crosswalks at all pedestrian crossings at the Fastbound
Rail Station
o Create scparated pick-up/drop-off arcas for buses, private

vehicles, and taxis
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o Reconfigure the driveway so thar all taxis and private vehicles
exit the Fastbound Rail Station via Monroe Street
o Reconfigure the surface parking lot to separate exiting private
vehicles from exiting buscs
e Redesign the Fastbound Rail Station as part of a public/private long

term erCVClOPHlC[lt CffO[t.
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South Norwalk Context and Other Standards and Guidelines

The South Norwalk TOD Zoning Area represents the walkable core that surrounds the
Rail Station. Generally, pedestrians will walk one-quarter to one-half mile to reach
transit service. Because of the access benefits associated with proximity to a rail station,
this type of real estate investment is associated with the ability to reach the station along
a safc, convenient and attractive path, bikeway or shuttle system highlighting the
importance of the strength and health of the district immediately around the rail station.
This arca is critical to maximizing the benefits of access and mobility that the Rail
Station offers to the surrounding neighborhoods. Targeted improvements in the TOD
Zoning Arca will anchor the larger area that surrounds this transit hub. Important
adjacencies in the larger South Norwalk Context include the SoNo District, the
surrounding necighborhoods of Golden Hill and Flax Hill, the South Norwalk
Waterfront and the Webster Street Block. Several Design Guidelines have already been
cstablished for these surrounding arcas by the City and are an important part of the
context for these Design Guidelines.

The SolNo Station Design District Guidelines have been established for an arca that is
contained within the boundaries of the South Norwalk TOD Zoning Arca. The So/No
Station Design District Guidelines remain in effect and new development and
improvements must comply with them. The South Norwalk TOD Zoning Arca Design
Guidelines amend the SoNo Starion Design District Guidelines and arc intended to more
specifically focus on development and connectivity issues associated with transit oriented
development. None of the guidelines that follow contradict guidelines that have
previously been established.

Other guidelines in the City of Norwalk in cffect for neighboring districts include the
Washingron Street Design District Guidelines, SoNo Business District Design Guidelines,
and Warerfront Design Guidelines. These guidelines shall be followed in conjunction with
all other applicable regulations that are in effect and govern the land use and
development in the City of Norwalk. All projects, new construction as well as
rchabilitation, must also be in compliance with all applicable codes and ordinances.
These include, but are not limited to: Norwalk Housing Code, Connecticut Building
Code, Norwalk Electrical Code, Norwalk Plumbing Code, Norwalk Fire Prevention
Code, Norwalk Building Zoning Regulations, Norwalk Building Ordinance, Norwalk
Conservation and Development policies, Coastal and Environmental Requirements,
other applicable Norwalk Design Guidelines, and ADA Accessibility Guidelines and
Standards. In addition, several new guidelines under development within Norwalk, arc
particularly relevant, and should be followed once adopted by the City. These include
the street standards and traffic calming guidelines from the Department of Public Works
and guidclines associated with the Downtown Connectivity Plan.

Desien Intent and Objectives

The TOD Zoning Arca has been established to direct and encourage improvements and
development within walking distance of the Rail Station and to strengthen the larger
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South Norwalk district to become a livable, walkable urban environment that supports a
thriving residential, worker and visitor population. The Design Guidelines have been

formulated to support these intentions and focus on the following objectives:

Anchor the Core of the Districr

The district around the Rail Station should be composed of a continuous coherent
pattern of pedestrian friendly and inviting streets, sidewalks and paths that line and
connect blocks with complete and compatible development and land uses that create an
attractive environment in which to live, work, shop and visit. Every improvement in the
TOD Zoning Arca should be understood and implemented as a strategic and
incremental process of strengthening the district around the train station, which is an
anchor for a larger arca of South Norwalk. The Rail Station and transit hub are at the
center of this arca and the immediate surroundings should be built-up to eliminate voids
in functionality and activity in the district, provide improved pedestrian and bicycle
corridors and connections between South Norwalk neighborhoods and the Rail Station.
The surrounding neighborhoods and the Waterfront all benefit from a vibrant, safe and
walkable core that fully utilizes the Rail Station as an anchor for the district.

Strengthen Connectivity to the Rail Station

A fundamental clement of capitalizing upon the Rail Station and expanding its benefits
to the district is strengthening connectivity of all modes of travel between the station and
surrounding area. The TOD Zoning Arca must be transformed into a district that is
pedestrian, bicycle and vehicle friendly. Each new project or improvement should
incrementally improve the pedestrian and bicycle network, thoughtfully integrate
vehicular circulation and parking requirements, and enhance pedestrian crossings at
critical intersections that provide direct connections to the Rail Station. Strengthening
the non-vehicular connections from the surrounding neighborhoods to the train station
encourages convenient use of transit without the need for parking and provides a source

of activity and street life for the arca.

Encourage Context-sensitive Development

All new development within the TOD Zoning Arca should be sensitive to the existing
South Norwalk context by enhancing and building upon patterns of development and
usc that already exist. New development should be viewed as an opportunity to improve
and infill underutilized parcels and to reinforce positive patterns within the district, for
cxample, reinforcing the traditional strect grid that exists. Development in the arca
should be a combination of new buildings and renovations that create a long-term,
sustainable mixed-use pattern that contains a balance of housing, commercial, retail,
civic and institutional uses, while protecting existing residents from displacement.
Development should focus on moderately scaled infill at key sites relatively close to the
Rail Station. While promoting mixed-use and a balanced collection of uses, housing
oppeortunities in the district should be expanded and should promote a mixed-income
diverse neighborhood that provides a high quality of life for everyone through district

amenities.
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Define Stveet Edges and Public Spaces

South Norwalk features a traditional street grid and block sizes that are favorable for
development. This pattern can be further defined by creating building continuity at the
strect frontages. New development should define street edges and public spaces
reinforcing comfortable and attractive places for pedestrians. The strategic placement
and orientation of new buildings in the district will strengthen the perception of an
active and vital place and enhance the visual continuity of the built environment while
climinating or minimizing disruptive features such as vacant lots and large parking lots.
New development and improvements should shape the fabric of buildings, spaces, streets
and places to create distinctive and complete urban neighborhoods that contain diverse,

b ut WCH-COHHCCth COHIPO[ICIlts.

Activate Open Space and Streets as Positive Public Spaces

Public open space and streets should be reinforced as active and positive amenities in the
district. Buildings should be used to frame open space and streets, provide activity at the
ground floor and windows that face onto strects and open spaces. Landscape elements
should be used to provide points of interest and visual focus, areas of shade and rest for
pedestrians and visual buffers from service areas or parking lots. Pedestrian paths should
be used to enhance activity in open spaces and provide convenient access for desirable
pedestrian routes. Streetscapes and sidewalks should be built-up and improved as public
pedestrian spaces and important public space links between the larger open spaces of the
arca. New development and improvements should ensure adequate lighting levels for
safety and active usc at night. Each of these components of public space should be used
to increase positive activity in the environment and to ensure the neighborhoods around
the Rail Station are safe and secure environments for residents, commuters, business

owners and visitors.

Create a “Park Once” District

Improving the pedestrian connectivity, open space nectwork and strectscape
cnvironments all contribute to creating a district that is viable as a “park once”
destination. Encouraging visitors to park once and walk around the district to multiple
destinations and ensuring that an active and safe pedestrian network connects the district
helps to reduce traffic and congestion on the arca roadways. Primary driving routes
should be well connected to parking supplies with clear wayfinding and directional
signage. The Rail Station and other district amenities should be well connected to the
parking supplies with wayfinding well demarcated. Shared parking strategies that
encourage the shared use of parking supplies should be considered wherever possible in
the district. If the district is improved for pedestrian access and connectivity, the need for
parking should be reduced. The surrounding neighborhoods will be as inclined to walk
as to drive to the arca, and those driving from further away can park once within the
district and move casily throughout the area on foot. This type of approach will benefit
from an increase in commuter parking near the Rail Station and by directing commuter-
related traffic away from neighborhood streets and onto MLK Drive. Enhancements to

pedestrian and bicycle connectivity, while channeling and enabling vehicle circulation to
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be consistent with the neighborhood and district patterns will support and cnable the

cconomic development goals for the district.

Design Guidelines
Arehitecture and Urban Design
Building Massing and Scale

o Building massing and scale should be complementary to and respectful
of existing building masses in the immediate vicinity. Large building
masses should be broken down with articulation of long fagades (over
50 feet), bays, windows, or other architectural components that will
provide visual interest.

o The 2010 FEMA flood maps indicate a portion of the TOD Zoning
Arca falls within the 100-year flood zone arca (from the Waterfront to
approximately Day Street). New building configurations should
consider flood water levels within this zone by raising the height of the
first occupiable level by building up a ground level plinth, parking area,
or some other method to raise the floor level. The impact of placing the
first occupiable level above the estimated 100-year flood height should
be minimized on the strects and sidewalks through the use of terraces,
landscaping or architectural articulation (including steps, changes in
materials, ctc.). Allowable building heights have been adjusted for this
configuration to a maximum height limit of 52 feet above the base

ﬂOOd lCVﬁl.

e Infill development should be designed to create continuous blocks at
primary strect frontages. Building facades should minimize interruption
of strect frontage and maintain minimum sctbacks from the strect.
Parking and vacant lot arcas should be designed or relocated to be at the
interior of blocks.

® Development should be of a high density that will take advantage of its
proximity to transit and activate the district with residents, destinations
of employment and commerce. High density is defined as a maximum
building arca of 50% of the parcel area for building coverage, 90% of
the parcel arca for buildings and parking coverage and 10% of the
parcel dedicated to open space.

¢ New development or rchabilitation should preserve the existing
architectural features and qualities that contribute to the existing
architectural character of the district.
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o DPedestrian walkway widths should be adequate to accommeodate shared
path usc between pedestrians and bicycles (typically requiring cight fect
of minimum width).

e Sidewalks should be composed consistently of concrete paths with
consistency of color, finish, scoring, and aggregate.

® Stirway connections to the neighborhoods atop the steep grade along
MLK Drive at Spring Street and Madison Street should be rehabilitated
with concrete stairs and improved lighting.

e Important pedestrian crossings (Spring Street and Madison Street in
particular) should consist of responsive crosswalk signals and adequate
crossing time for pedestrians at these locations. The pedestrian crossings
should be signalized to stop traffic along MLK Drive when prompted.
Crosswalk should be well-defined with painted lines, pedestrian
crossing signs and the traffic signal.

® Accessible crossings and ramps should be provided for accessible road
crossings, including curb cuts at locations that include a center median,
at locations such as the Madison/Clay Street crossing,

o At locations with long walking distances to cross the road, a median
should be provided at the crossing to allow pedestrians a place of refuge
at the center of the four-lane roadway. This exists at several locations
along MLK Drive, the Spring/Hamilton Street crossing in particular
would benefit from this enhancement.

o The pedestrian environment should be enhanced and made safer with a
sccondary system of lighting for pedestrian paths and enhanced strect
lighting at crossings.

® Encourage vehicular through traffic to use MLK Drive with simple and
well-identified locations for access to the TOD Zoning Arca, Rail
Station and public parking.

® A signage system throughout the district could be utilized to direct
traffic to MLK Drive, identify major destinations and connecting
routes along MLK Drive and to create clear direction to public parking
in the area.

e Building sctbacks along the higher speced MLK Drive should be
increased to allow for the planting of strect trees and landscape buffers
between the roadway and sidewalks.

e Bicycle paths along MLK Drive should be integrated with the
pedestrian paths as shared-use paths and adequately separated from the
road. Road crossing and intersections should provide adequate site lines
for cyclists and motorists and adequate widths for a cyclist and a
pedestrian to cross simultancously. The same painted crosswalk should

be used for pedestrians and cyclists.
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dispensers, maps, bus shelters or information kiosks. Fach of these
amenities should be organized and clustered to fit with street design
and walkway layout.

o The Primary Streets are gateways to the district and surrounding
ncighborhoods; strectscape components that strengthen the streets as
gateways should be considered. This may include gateway signage or
sculptural components, street banners, simple and coordinated paving
patterns or other clements of continuity that could reinforce this as a
contiguous district.

o  Where possible, new development should create new ground floor retail
space in the Primary Street corridors to reinforce and build-up retail
and commereial uses by incentivizing neighborhood serving businesses
and retail. Infill of retail uses and improvements in existing business
facades should be used to foster strect activity and a vibrant pedestrian
environment.

e The Primary Street type should be reconfigured to allow a potential
bicycle route in these corridors and to serve as the primary north-south
bicycle connectors in the TOD Zoning Arca with dedicated bicycle
lanes. Development in these corridors should reinforce bicycling as a
mode of transportation with bicycle storage placed near new building
entrances, new pocket parks or small open spaces, at curb extensions,
and at new on-street parking spaces. Bicycle paths should be provided
as part of the roadway width. Separation of bicycles and pedestrians is
important to maintain the sidewalk as an arca for pedestrian
promenade. This separation will ensure safe pedestrian meandering
within the area of the sidewalk.

® DPcdestrian crossings along Primary Street corridors should be signified
by a change in paving material, signage, curb extensions, neck-downs,
or raised crosswalks to reinforce the street as a pedestrian promenade, to
reinforce casy and convenient strect crossings, encourage retail shopping
and window browsing, and slow traffic speeds. All intersections should
have marked pedestrian crossings that are consistent throughout the
district, this may include stamped asphalt or concrete or pre-formed
plastic patterns applied to asphalt as determined with the City.

® DPcdestrian crossings and intersections and intersections with all
Connector Street types (Hanford Place, Monroe, Raymond, Henry,
and Burbank) should be reinforced and highlighted as pedestrian
connections that lead across the district and connect Main and Water
Streets.

® DPedestrian scaled lighting should provide a secondary source of light for
pedestrian uses in the Primary Street corridors.

e Signage and wayfinding components along Primary Street type should
include vehicular signage for access to MLK Drive, popular destinations
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obstructions such as lights or trees. Particularly, the sidewalks along
both sides of Monroe Street and Hanford Place are in need of repair or
upgrade.

o Infill of retail uses and improvements in existing business facades
should be used to foster strect activity and a vibrant pedestrian
environment.

e Hanford Place should be enhanced and promoted as a potential cross-
town bicycle connection with dedicated bike lanes that can link the
surrounding neighborhoods to the Rail Station and Waterfront.

e The railroad overpass at Monroe Street should be improved with new
lighting, improved sidewalks and the potental for a public art
installation to make use of the large open walls provided by the overpass
Supports.

e Henry Strcet in combination with Raymond Street provides a similar
cross-district connector as Monroe Street and Hanford Place. The
Henry and Raymond Street connection should be featured as a cross

district pedestrian connection with enhanced sidewalk and crosswalks.

Neighborbood Street Type: Includes all streers in the TOD Zoning Area not mentioned above
(Day Street, Chestnut Street, Haviland Street, Elizabeth Street, and Concord Streer)

The Neighborhood Street type is the least trafficked of the streets in the district,
predominantly residential in use and provides local access and completes the
neighborhood street grid of the district. The following guidelines apply generally to all of
the streets in the TOD Zoning Area and should be followed to enhance connectivity
within the districr:

Parking

o A district wide strategic parking plan should be created in which all
public parking resources are identified and managed to enhance the
ability to provide adequate parking in the district based upon a “park
once” approach in which people driving to the district would prefer to
park once and walk around to various destinations rather than drive
from stop to stop. This strategy should be accompanied by a public
parking signage program, and district-wide improvement and upkeep of
the pedestrian circulation network.

® DPedestrian connections in the district should be improved to support a
“park once” parking strategy in which the district is a comfortable, safe
and pleasant walking environment which would not requiring moving
the car from destination to another destination. Improved pedestrian
connections should include continuous and uninterrupted sidewalks,
well-marked and safe pedestrian crossing, adequate and comfortable
strectscaping with lighting and trees and the strategic placement of

bCI’lChCS, trash receptacles and Othﬁl‘ amenities.
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On-street parking should be encouraged wherever street widths support
the addition of onec or two-sided parallel parking. On-strect parking
should be maximized within the district to provide the most convenient
parking as possible and should be strategically managed as part of the
district wide parking plan.

Cars in parking lots should be screened cither by buildings, building
components or landscape features that cnhance the ability of the
parking lots to fade into the texture of the district and to not stand out
as unfriendly or vacant lots. Low architectural walls, carth berms or
other landscape features can visually conceal much of a parked vehicle
while also allowing views into and out of parking arcas to ensure a sense
of safety and awarcness. Visual screening should be balanced with the
perception of safety and the avoidance of blind spots that diminish the
real and perceived safety of a parking lot.

Sidewalks, Crosswalks, Bicycle Corridors and Transir Stops

Sidewalks should be a minimum of five fect clear, wherever possible
sidewalks should be widened to cight fect. Crosswalks should be a
minimum of six feet wide or provide ten feet wide wherever possible.

Bicyele lanes should be a minimum of four feet wide.

A strategic approach t bicycle network improvements should be
applied for improving the safety of bicycle use throughout the district
and should focus upon the streets highlighted above that are identified
as important elements of the bicycle network.

Sidewalks should be continuous and uninterrupted at driveways.

Curb ramps should occur where sidewalks meet crosswalks and include
detectable warning strips. All ramps at crosswalks shall run parallel to
the line of travel and comply with all applicable accessibility standards
and requirements.

Every intersection in the TOD Zoning Arca must have crosswalks from
all approaches that include at minimum a painted pedestrian crossing
lanc and at several street locations as highlighted above should include
signage, signalized crossings, and unique paving applications.

Corner and curb radii should be reduced to decrease pedestrian crossing
distances and to slow traffic speeds at intersections including such
techniques as curb extensions and neck-downs.

Sidewalks should be wide enough to accommodate pedestrian traffic
volumes currently observed in the district and, if necessary, anticipating
any increase in volume for the development project associated with the
improvements.

No walk or ramp shall be any less than 36 inches as per Americans with
Disabilities Act (ADA) and ADA Accessibility Guidelines for Buildings
and Facilities (ADAAG) requirements and standards.
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Streetscape Elements and Furniture

Lighting

Strectscape elements and furniture may include landscape plantings,
benches, alternative scating options, bike racks, trash and recycling
receptacles, light fixtures or other permanent elements for the
convenicnee or comfort or convenience of pedestrians to support an
active and functional street environment.

Bicycle amenities and racks should be integrated into the strect
furniture and streetscape program. Bicycle racks should be located near
building entrances, public spaces or small open spaces, at curb
cxtensions, at new on-strect parking spaces (frec-standing or associated
with parking meters). Bicycle amenites should be incorporated with
other strectscape clements where sidewalk widths are not wide enough
to add other types of bicycle storage.

Strectscape clements should be used to strengthen street edges, define
pedestrian corridors and enhance outdoor spaces. Streetscape elements
should be integrated as design components of the site planning and
should occur at regularly or logically spaced intervals based upon the
recommendations of individual product manufacturers.

All strectscape clements should be selected o be highly durable,
resistant to vandalism, and not require extensive maintenance.
Strectscape clements should be sccure, permanently affixed to the

ground and easily cleaned.

No strectscape clements should impede upon required widths of public
paths or infringe upon other requirements or standards of accessibility.
Bicycle storage should be provided at the Rail Station for both short

term and OVCI‘Hight L1sCs.

Safety concerns should be addressed with cach new project in the
district. Lighting throughout the TOD Zoning Arca should be used to
increasc visibility and nighttime safety and where necessary provides
several levels of light, including genecral roadway lighting, secondary
pedestrian lighting, exterior building lighting and occasionally accent or
special feature lighting. In some locations, like open spaces, parks or
parking lots, the installation of emergency call boxes should be
considered for added public safety and comfort.

Locations of light fixtures should avoid reduction of sidewalk widths
and required clearances.

Lighting should be provided at a pedestrian scale. In some locations,
this may be the primary source of strect lighting, in other locations (for
example MLK Drive) a primary source of lighting will be the more
atilitarian and functional tall street lights that should be supplemented
by a sccondary system of lower scale pedestrian lights at the sidewalks.

South Norwalk Railroad Station Area: Transit Oriented Development Strateqy Final Report

43



Pavement Treatments

¢ Paving materials should be applicd consistently throughout the district
and provide onc of the most important unifying clements for exterior
spaces.

o Transitions between dissimilar paving materials should provide smooth
and visually pleasing connections. Transitions of this type should
cmploy a third material, unique pattern or some other methed to
gracefully move from one material to another.

® DPedestrian crossings should be highlighted with unique paving materials
or painted arcas. Stamped asphalt and concrete and thermoplastic
applied asphalt patterns are effective methods for highlighting crossings
with a unique treatment.

o Sidewalks should incorporate brick pavers, accents, concrete or granite

accents or asphalt pavers and should include granite curbing,

Gateway Trearments

e Gateway intersections into the district should be given extra attention
in regard to landscape, strectscape, lighting and pedestrian amenities.
The entry into the TOD Zoning Area from other arcas within the City
should be signified by the treatment of gateway intersections and
cstablish to motorists, bicyclists and pedestrians that they are entering
an arca of high pedestrian activity and an area that is identifiable as a
unique district.

Wayfinding Signage

e The district signage and wayfinding system should have the following
hierarchy: District Gateway Signage, Vehicular Directional Signage,
Vehicular Destination Signage, Parking Signage, Pedestrian Directional
Signage, Informational Signage, Special/Commemorative Signage or
Plaques, Destination Identification Signage, Special Event, Seasonal or
Banner Signage. A consistent theme and scale for signage types and
placement of signs should be established for the district to add elements
of visual continuity to the TOD Zoning Arca.

o  Waylinding signage should be employed for cach of the primary
attractions and destinations in the area (Rail Station, Aquarium,
Washington Street Historic District, or the Maritime Muscum). The
wayfinding system should be strategically located at gateway
intersections and leading to the final destination and nearby parking,

o  Waylinding signage should be functional for tourists and out-of-town
visitors by assisting in navigation between attractions with a coherent
signage system throughout the district.

o The system of wayfinding and signage should be adaptable and flexible

to accommodate information regarding special events.
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Open Space and Landscape
Open Space (parks, plazas, courtyards, athletic fields)

o The relatively few open spaces within the TOD Zoning Area highlight
the importance of the open spaces that do exist for the health of the
district. The open space at John Ryan Park should be improved to
better suit the needs of the community through programming or more
active circulation paths through the park. Integrating the park edges at
surrounding strects with the strectscape improvements described above
should help to integrate the park into the circulation patterns of the
district. Active circulation paths at the edges and through the park
should enhance safety there.

e  Wherever possible, buildings should be oriented and configured to face
parks and provide active edges to open spaces. This adds a sense of
communal ownership of the park from abutters and adds eyes to watch
over the activities that occur there.

¢ Smaller more private open spaces that are associated with community
churches and civic buildings should be considered a part of the open
space network where appropriate. These small spaces could provide
pocket parks within the district to supplement a relative lack of open
space resources and create unique connections in the patterns of use in
the district.

o All open spaces should be well-lit with pedestrian scaled light fixtures

that are designed as a pleasant element in the landscape.

Landscape and Plantings

o DPark plantings should be designed to complement the scale of spaces,
definition of views and reinforce the appeal created by positive
developments within the TOD Zoning Arca.

e landscapc and planting strategics and designs should have a
hicrarchical usc of trees and plantings. Such a hicrarchy may include:
canopy tree, sub-canopy tree, under-story flowering tree or shrub,
cvergreen trees or shrubs, ground covers, wild flowers, field flowers and
lawns.

e DPark plantings should utilize shade trees to provide pleasant and
comfortable spaces protected from the sun. Planting masses should
maintain consistency within a view shed. Plantings should exploit
scasonal color at park gateways or district gatcways.

¢ Plantings should be arranged and planned to allow unobstructed park
views to maintain visual connections to open spaces and enhance safety
while defining the edges of outdoor spaces that lend themselves to
outdoor activity.
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The potential impact of cach of the five TOD Opportunity Sites has been considered by
exploring and analyzing a potential development concept. The development concept
illustrates a potential development program that is consistent with the market studies
and cconomic projections examined in this planning effort. This concept and potential
development program is theoretical and has not been negotiated with property owners or
the City, nor does it represent any actual projects. The illustrations and potential
development program are instead intended to show the type of development that could
be possible under current market conditions and that is desirable from the perspective of
improving the overall district. Each location varies in terms of how much development is
able to be accommodated by the physical boundaries and limitations of the sites, and the
overall impact it would have on the neighborhood. The potential development program
that was tested is heavily biased toward residendal uses, reacting to both the market
oppeortunitics that exist and the overall goals and objectives of the planning process.

Generally, as the design guidelines, circulation and connection, and land use
recommendations would suggest, the conceptual illustrations for cach of the TOD

Opportunity Sites have the following goals:

e Capitalize on market opportunitics that exist for the arca for
redevelopment

® Bring new residents to the arca within the most convenient walking
distances of the Rail Station to take advantage of this resource and
access and to further activate the district with people and vitality

¢ Create infill redevelopment that climinates vacant lots, defines street
edges and public spaces and conceals surface and structured parking

e Improve pedestrian environments and connections through active
ground floor activities, building transparency and enhanced strectscapes

® Rcinforce the character and pedestrian scale of the existing
ncighborhood by proposing redevelopment that is consistent with the
scale and proportion of the existing neighborhood fabric

e Encourage public and private partnerships to establish coordinated
parking policies and approaches that support redevelopment and use of
the Rail Station while maintaining the character of the neighborhood

Each TOD Opportunity Site is described in detail in the following pages. In the process
of strategic planning for the TOD Study Area, several factors have been weighed and are
discussed for cach of the opportunity sites. The general concept, potential development
program, feasibility and financing, private and public roles, and schedule and timing arc
all evaluated. Each of these sites is discussed in the larger context of improving the TOD
Study Arca and the impact that this type of reinvestment and redevelopment could have
on the overall goals of neighborhood revitalization outlined carlicr.
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Railroad Station Area: Development, Parking and Access
General Concept

The blocks immediately cast of the Rail Station are critical to the overall perception and
function of the station itself and represent an important opportunity to anchor the
Station within the neighborhood. The existing parcels are underutilized given their
proximity to the station and represent a great opportunity for a public/private initiative
that could create TOD along Chestnut Street. The goals for this area could include a
moderate expansion of parking geared towards Norwalk residents. The Rail Station arca

WOLlld bCﬂCﬁt ﬁ'OHl d greatly iHlPl’OVCd plaza fOl' bLISCS, Shl.ltthS and PiCl{-Llp and dl’OP-
off.

The perception and the character of the district could be greatly enhanced by adding
new development to the sites adjacent to the station. The illustrations depict new
housing and commercial uses in new and renovated buildings stretching along Chestnut
Street between Monroe and Henry. A new parking structure would support the new
development and also provide about 250 commuter parking spaces — about doubling, the
number of spaces that exist in the surface lots along Henry Street today. The new
parking structure would be concealed and lined by new development at the street
frontages of Chestnut and Henry. The overall redevelopment might contain about 65
housing units with some ground level retail or restaurant uses. The existing surface
parking along Henry Street would be replaced by a landscaped plaza for vans, buses and
cars that would reduce congestion and provide more capacity for transit links to the

Station.

Potential Development Program

Railroad Station Area
Area (GSF) Average Size per Unit Number of Units
Residential 119,000 1,500 65
Commercial - - -
Retail 10,500 - -
Total 129,500 65
Estimates assume averape new building height of (3) stories
Spaces Comments
Parking — to support . .
development 135 Assumes 1.5 spaces per unit, 3/1000 SF retail
Parking — to support 250 Assumes 4-story parking structure lined by
commuters development
Total 385
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Feasibility and Financing

The cconomic analysis of the station area market and the close proximity of this location
to the station highlight excellent opportunity for these sites. Market forces are likely to
support the new buildings and renovation to existing buildings, including parking and a
percentage of Workforce Housing. The parking structure could be constructed with the
new development. Most of the parking structure and operating costs could be covered
through commuter parking revenues that it would gencrate. The arcas that arc
immediately adjacent to the Rail Station, existing pick-up and drop-off, parking and bus
stop areas could be greatly improved with the overall block. The transit and pedestrian
access plaza, strectscape and portions of the parking structure costs would require public

expenditures.

Private Role

Property assembly, construction of parking structure through agreement with the City,
mixed use redevelopment as could be supported by the market.

Public Role

Revisions in property through lease/sale/trade may be required, sponsorship and funding
of parking and circulation improvements and supporting partnerships for redevelopment

would also benefit the potential opportunities.
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Schedule and Timing

Private and public partnerships to discuss and define the roles above would be a useful
first step. A redevelopment project of this scale would likely requirc two years of
preparation and design and another two years of construction. The construction of the
parking structure and liner building could require more complicated engineering and
construction than a conventional building configuration. With this type of lead time for
project completion, the time for actively planning and pursuing opportunities on this

site Is now.

201 2012 2013 2014 2015 2016 2017 2018 2019 2020

Potential Impacr

As the Rail Station Arca Concept illustration shows, this type of private and public
redevelopment and reinvestment would have a dramatic impact on the TOD Study Arca
and the immediate station arca. A public investment in the pick-up, drop-off, kiss-and-
ride and intermodal exchange area would redefine the entry sequence into the
neighborhood upon arrival by train and could greatly improve the efficiency of station
arca circulation. The convenient location of new parking structure benefits commuting
residents as well as the TOD Study Arca by keeping vehicles off the street and in a
parking structure that is largely concealed from the neighborhood. The redevelopment
of well-defined building edges at Henry Strect, Chestnut Street and Monroe Place all
contribute to the revitalizaton of the TOD Study Area and provide the opportunity for
ground-floor convenience retail that may be used by residents and visitors to the rail
station. The site represents a critical connection to the rail station and a gateway to the

neighborhood.
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Infill Development: Monroe, Hanford Place and Other Streets

General Concept

Important to redevelopment and reinvestment of the neighborhood, “infill®
development is the construction of new buildings in lots that are currently vacant or
underutilized. Infill is important to improving the perception of the neighborhood while
maintaining the character of district that has been established by the many of the
existing historic structures. There are a number of opportunities for infill in the
ncighborhood. This approach has the potential to be very effective in creating positive
change because it is minimally disruptive of the existing patterns of use and
configuration of the TOD Study Arca and can occur incrementally over time. Several
strects have been identified as important to the health of the necighborhood and to
connections to the rail station. For this reason, the TOD Strategy includes an carly focus
on Monroe Street and Hanford Place. Redevelopment along this corridor will reinforce
the investment environment for the Station arca, Washington Village and the
waterfront. This corridor is flanked with two City-owned properties at Day Street with
significant redevelopment potential.

Eventually, or as specific market opportunities arise, infill development could expand
throughout the TOD Study Arca. This type of development would include historic
rchabilitation and/or new construction and would be associated with new parking. Most
of infill projects will requirc some property assembly to create parcels that are large
cnough to conceal and contain adequate parking to support redevelopment. The
illustration of this concept suggests the scale and character of development and
renovation that would regencrate the traditional qualities that make districts vital,
walkable, safe and pleasant. The design character of the infill development is an
extremely important component of an cconomic redevelopment strategy. The siting,
orientation, and architectural character can add value to the entire district. The Design

Guidelines establish these relationships and frame new development to help accomplish

this shared benefit.

Potential Development Program

The potential development program for this type of reinvestment in the neighborhood is
somewhat misleading. Redevelopment of this type would not likely occur at the same
time or as part of a single project, but would be developed incrementally over time as
individual infill projects. The potential development program below examined those
sites within the Monroe and Hanford corridors that may be attractive sites for infill
development because of current vacant lots or ownership patterns. Therefore, the size of
the potential development program would probably reflect totals of muldple infill
investments and construction projects that have occurred in the necighborhood over a

series of years.
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Infill Development
Area (GSF) Average Size per Unit Number of Units
Residential 189,000 1,200 144
Commercial - - -
Retail 27,000 - -
Total 216,000 144
Estimates assume average new building height of {4) stories
Spaces Comments
Parking — to support . .
development 300 Assumes 1.5 spaces per unit, 3/1000 SF retail
Toul 00| s o ot

Feasibility and Financing

Market forces will be adequate to support housing and mixed-use development,
according to the studies undertaken for this process. Due to the smaller scale of infill
development, the relatively low number of housing units associated with cach project
would be absorbed casily into the market. Depending on the location of the infill, it may
be appropriate and feasible to create ground floor retail that could support established
retail corridors, such as Main Street.

Private Role

The market will accomplish most property assembly and undertake redevelopment.
Private actions should support the overall goals and objectives for the district in the
configuration of buildings, parking and open space and should reinforce the pedestrian
orientation of the neighborhood.

Public Role

In some cases, the public is likely to be required to assist in the assembly of parcels o
create feasible development sites through acquisition, zoning incentives, or development

agreements.
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Schedule and Timing

Once a positive momentum is begun in the TOD Study Area, the infill projects may
tend to move quickly. The design time for such projects should be able to be
accomplished in a year or less. Construction may take a year at the most. Each project
should be a relatively autonomous and modestly scaled development that should be

straightforward to implement.

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020

Potential Impacr

As can be imagined, a single modestly scaled infill development project will not revitalize
a neighborhood. The strength of this approach is in its manageable increments and the
cumulative effect of those increments when amassed over time. For the TOD Study
Area, the more strategic the placement of carly infill development projects the better.
The most visible and highly trafficked blocks, that may be mostly intact in terms of
building fabric today, would benefit the arca greatly with an infill project that would
close a vacant lot and add a new active ground floor storefront. Similarly, larger infill
projects that can transform large surface parking lots that affect the arca with empty
blocks or half blocks could have an immediate positive impact on the entire arca if
redeveloped in this manner. Once a few of the infill projects are underway or successful,
a momentum of neighborhood improvement and reinvestment will catalyze other

projects that continue the positive change that may have these modest beginnings.
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Waterfront Redevelopment

General Concept
The TOD Study Arca includes some potental redevelopment sites that are highly

desirable locations within the real estate market. The waterfront locations along the
Norwalk River are among the most desirable. The Waterfront area is within the highly
valuable proximity of an casy walk to the rail station, but at the edge of the TOD Study
Areca. It will not likely be the centerpicce of a revitalized district, but will be an anchor to
it and also a unique destination of its own. Waterfront redevelopment creates a unique

opportunity for reinvestment in the neighborhood, but also some unique challenges.

The Waterfront is likely to be reconstructed with housing that accompanics some
remaining water-dependent and commercial uses. Any redevelopment that may occur at
the Waterfront would be required to accommodate public access along the Norwalk
River. The City’s policies and regulations call for the extension of public access along the
watcrfront edge, linked to public ways and affording an important amenity that will
benefit the entire neighborhood. Additionally, the new development could be configured
to better define the Water Street Corridor and to extend Hanford Place a block closer to
the river’s edge. Balancing this highly desirable location with maintaining public access
and water-related uses at the water’s edge will be a challenge, but can result in great
benefit to the area.

Another challenge unique to this location is flooding. The Waterfront and adjacent land
is subject to coastal flooding, In similar situations, a practical solution has been found
that locates parking on the ground level, with cither a sccond level of parking or a
landscape plaza above to clevate the occupiable portions of the building above the flood
plain. Courtyard configurations of housing are likely to emerge, affording great views for
most of the units, and lining Water Strect with moderately scaled buildings. The scale
of the redevelopment is pragmatically limited by the high expense of the parking and the
difficulties associated with the flood-plain. The illustration depicts the probable scale and
character of redevelopment that could occur, terraced above parking and with a

Waterﬁ‘ont promenade.

Potential Development Program

The potential development area of the Waterfront could become a large arca that could
support a sizable amount of new development. The arca between Water Street and the
Waterfront is well-proportioned for development. The conceptual development program
tested residential as the basis for use, based upon the market for residential units and the
highly desirable location. The limiting factor in scale of the development will be
providing adequate parking to service the units.
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Waterfront

Area (GSF) Average Size per Unit Number of Unics
Residential 467,000 1,250 350
Commercial - - -
Retail - - -
Total 467,500 350
Estimates assume averape new building height of (3) stories
Spaces Comments
Parlj:fe;();(ins;lriport 570 Assumes 1.5 spaces per unic
Total 570 Assumes 50 spaces for public waterfront use

Feasibility and Financing

Market forces will be adequate to support housing or mixed-use development, according

to the studies undertaken for this process.

Private Role

ThC Pl’iV&tC [OlC WIH bC pl’OPCI’ty assembly and dCVClOPHlCIlt.

Public Role

Public inﬁ‘astructure fll[ldi[lg or ﬁnancing fOI‘ SC&WH.HS, peu'ks and Othﬁl’ infrastructure

improvements may be important components in ensuring a continuous, stable water

cdge that is publicly accessible. The City will need to provide measures to preserve

Water-dependent uscs among the flltlll‘ﬁ [l’liX, das WCH
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Schedule and Timing

This type of development is likely to occur after the neighborhood revitalization begins
to take hold and larger market and economic conditions stabilize. Once initiated the
development will be large undertaking due to its potential scale and complexities due to
its waterfront location. Design and construction may be longer windows than typical,

sccing an overall timeframe of 3.5+ years to completion after initiation.

201 2012 2013 2014 2015 2016 2017 2018 2019 2020

Potential Impacr

The Waterfront development will not be project that is leading the reinvestment and
revitalization of the arca, but will likely be a component that occurs once that
reinvestment is already underway and a project that anchors the larger TOD
improvements that are occurring throughout the study arca. The publicly accessible
Waterfront could be a very important public open space within the TOD Study Arca
that does not have that many open spaces, other than Ryan Park.
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Webster Street Block

General Concept

The Webster Street Block has been a long-standing puzzle: it provides an important
public parking resource, hosts a large mid-rise building that does not fit well within its
surroundings, and has strect edges that arc unattractive, and buildings that arc
underutilized.

The studies prepared for this TOD Strategy suggest that the site could be adapted to
provide an arttractive border of low-scale, townhouse-type housing along MLK Drive to
support a more continuous, pleasant and valuable district. This would be accompanied
by parking improvements that would consolidate and add a modest amount of new
spaces in a deck structure — the upper level would be accessed as “surface parking” from
Washington Street, while the lower level would be accessible at the same level as MLK
Drive. This approach would add about 125 new public spaces to the block, and provide
adequate parking for the housing belt.

The new development would help tw conceal a large parking arca by placing the
townhousc buildings at the edge of the site. The new development would serve to better
define the TOD Study arca gateway along MLK Drive and to provide further parking

resources in the district.

Potential Development Program

Webster Street Block
Area (GSF) Average Size per Unit Number of Units
Residential 50,500 1,500 30
Commercial - - -
Retail - - -
Total 50,500 30
Estimates assume averape new building height of (3) stories
Spaces Comments
Parking — to support 125 Net new parking with parking deck over existing
development surface lot
Total 125
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Feasibility and Financing

Market forces will be adequate to support housing. However, the consolidation and
addition of new parking spaces cannot be offset through revenues associated with
parking and land development. The “gap” has been estimated at about $6 million. The
resources for this gap could be a combination of a TIF bond for the district, state or

federal grants, or OthCI’ SOUrces.

Private Role

The private role would be in the redevelopment of existing and new buildings.

Public Role

The public role would be in facilitating and funding the investments in public parking
and business improvements through public infrastructure funding or financing, facade

improvements, business improvement loans, historic tax credits or other sources.
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Schedule and Timing

The relative impact of this investment on the core of the TOD Study Arca may be low
as compared to some of the other TOD Opportunity Sites. Therefore this site may occur
later in the redevelopment and reinvestment process. The project becomes more critical
as parking resources become more needed in the arca. The invesument for additional

public parking may become a very necessary and viable portion of this opportunity site
as the TOD Study Area is revitalized.

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020
‘ o

Potential Impacr

As a gateway site into the Rail Station area from the north, the Webster Street Block has
an impact on the perception of the area. While the block is well lined with active retail
and commercial uses on the Main Street and Washington Street frontages, the MLK
Drive frontage is that of a entire block of parking. Improving this edge will help tw
define the street, conceal the parking and contribute to creating a more pedestrian

friendly corridor at MLK Drrive.
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Washington Village: Choice Neighborhoods Initiative
General Concept

The Norwalk Housing Authority is sponsoring a planning study that may lead to the
significant improvements and redevelopment of the Washington Village public housing
site. This program is funded by the Federal Department of Housing and Urban
Development as the Choice Neighborhoods program. The program facilitates the
dramatic improvement of older public housing projects, creating a mix of market-rate
units within a comprehensive private/public partnership and redevelopment scheme for
the neighborhood. The process ensures that — along with the market-rate units — the
same number of affordable housing units are retained or are created as exist today. These
units remain as a resource cither on-site or ncarby on other sites within the
neighborhood.  This program is dedicated to the overall enhancement and
transformation of the entire neighborhood that surrounds the original public housing
site. For Norwalk, the necighborhood includes much of the TOD Study Arca. Funded
improvements can address needs for amenities such as parks, social services, on-site

dCVClOPHlCIlt COsts, parkmg, i[lﬁ'éLSU’LlCtLlI’C él.[ld OthC[ [CdCVClOPHlCIlt Components.

Potential Development Program

A potential development program was not tested as part of the TOD studies, but will be
studied as a part of the Choice Neighborhoods planning process. The potential
development program would include, at minimum the same number of affordable units

as currently exist at Washington Village.

Feasibilivy and Financing

The entire development must demonstrate local, state private and public financing and
funding in order to qualify for federal supplemental funding, up to about $30 million.
Private Role

The project redevelopment would be undertaken by private entities through agreements
with the Housing Authority.

Public Role

The City must create the opportunitics and commitments through its Housing
Authority, other City agencies and departments, and provide project reviews and

approvals.
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Fiscal Impact Analysis

The Fiscal Impact Analysis was prepared for the Norwalk Redevelopment Agency to
assist the City of Norwalk’s evaluation of mixed-use, multi-family projects in four arcas

identified in this TOD Strategy. The Fiscal Impact Analysis was undertaken:

o To determine the potential public sector costs associated with the
development program, as defined in the TOD Master Plan, with
specific focus on  educational costs resulting from muld-family
residential development.

o To identify current municipal revenues derived from the Plan Area and
conversely assess the incremental municipal revenues that would be
derived by implementing the proposed development program, as

defined in this TOD Strategy.

o To assess the public costs vs. the anticipated revenues.

e To incorporate into the municipal planning process the required capital
and operating expenses to support the demands of the proposed

dCVClOPHlCIlt program.

All of the projects are geographically located within the Rail Station TOD Study Arca.
The Rail Station provides a competitive advantage for the City of Norwalk in attracting
residents who need casy access between jobs and homes. The ¥ mile radius around the
Rail Station is a reasonable walking distance for commuters — developing housing and
other amenities to attract them will help to improve the underdeveloped parcels of land

within this neighborhood, thus increasing quality of life for current and future residents.

Creating a coordinated development plan will encourage private investment in
underused buildings and land, encouraging the development of a more complete,
compact neighborhood that attracts new residents and businesses to live and work in a

socially and economically diverse district.

Several potential projects were identified as a result of the TOD Study. Their respective

programs arc fO Ll[ld bClOW i[l Table 1:

Table 1: Potential Developmenis and Related Programs

Residential Retail
. Approximate Housing Approximate
Project Gross Area (SF) Units Gross Area (SE) Use
Railroad Station Area 118,997 71 10,371 Rental
Monroe and Hanford Infill 189,278 144 27,186 Rental
Waterfront 466,731 350 0| Condo
Webster Street Block 50,580 30 0 Rental
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The Norwalk Redevelopment Agency wished to evaluate the effect of four mixed-use,
muldi-family projects, identified in this TOD Strategy, on the municipal revenues and
expenditures of the City of Norwalk over a thirty-year period by calculating the current
Net Present Value (NPV) of the future revenue stream. This method is a useful way to
evaluate multiple projects that have different timelines to full build-out.

Net Present Value
The NPV is the difference between the present values of all positive cash flows, in this

case, municipal revenue derived directly from the potental developments, and the
present value of all negative cash flows, or municipal expenditures directly related to the

. 1
potentlal dﬁVClOPmCHtS -

The benefit of using the NPV is that it provides a clear comparison of the effect of cach
development on the municipal budget and allows City officials and other stakcholders to
quickly compare the projected revenue streams based on the specified development
projects, as shown in Table 2 below. The definitions of terms found in Table 2 are as

fOHOWS:

¢ Total Revenue and Total Expenditures are defined as the total
municipal revenue and expenditures received as a direct result of the
development over the thirty-year timeline.

o The Annual Net Fiscal Impact at Full Build-Out is the net revenue
reccived on an annual basis after the projected program has completed
the full program described in Table 1 above.

e Cumulative Net Fiscal Impact is the sum of the annual net fiscal

impacts over the thirty-year term.

The Net Present Value of the Net Fiscal Impact is the current value of that revenuc
stream if it were received in a lump sum today. Projects are shown individually and

cumulatively.

The completion date of the full build-out for cach project will affect the net present
value of the return received over the thirty-year period. If all other factors are held equal,

the carlier a project is phased in, the more revenue will be derived from that project.

Development Phasing

The scenario used in this Fiscal Impact Analysis suggested that the Railroad Station Arca
would be the first project. Monroc and Hanford Infill would follow and the public
improvements that may be associated with those two projects would encourage the
private investment in the Waterfront Arca and further infill development. The Webster
Street Block development would probably begin as the Waterfront developments were in
progress. Although the Choice Neighborhoods project was not considered in the final
Fiscal Impact Analysis scenario, the Washington Village project would be phased in at

' _ The Appraisal of Real Estate, (Chicago: Appraisal Institute, 1996), 572.
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the beginning of this reinvestment process. All developments were projected to be

completely built-out within eight years of the Railroad Station area project’s completion.

It is important to note that these projects are scenarios and not currently proposed

developments.

Estimated Estimated
Table 2: Net Present Value of Net Fiscal Impact Current Gross | Future Fiscal
10% Workforce Housing Property Tax Impact Over
Revenue 30 Years
Total Revenue $12,081,649
Total Expenditures $4,936,977
Railroad Station Area Annual Net Fiscal Impact ac Full Build-Out £153,379 £264,617
Rental Cumulative Net Fiscal Impact $4.,601,364 $7.451,429
Net Present Value of Net Fiscal Impact $2,498,370 $3,875,916
Total Revenue $13,626,209
Total Expenditures £%9,110,877
Monroe and Hanford Infill | Annual Net Fiscal Impact at Full Build-Out $59,153 $188,182
Rental Cumulative Net Fiscal Impact $1,774,603 $5,047,713
Net Present Value of Net Fiscal Impact $963,543 $2,521,806
Total Revenue $50,554,589
Total Expenditures $15,097,890
Waterfront Annual Net Fiscal Impact ac Full Build-Out £196,842 £1,541,596
Condomininm Cumulative Net Fiscal Impact $5,905,247 $35,456,699
Net Present Value of Net Fiscal Impact $3,206,331 $16,343,040
Total Revenue %4,181,559
Total Expenditures £1,346,625
Webster Street Block Annual Net Fiscal Impact ac Full Build-Out %0 $134,997
Rental Cumulative Net Fiscal Impact %0 $2,834,934
Net Present Value of Net Fiscal Impact $0 $1,217,685
Total Cumulative NPV (30 yr build-out

TOTAL ALL PROJECTS  assumption) $6,668,244 $23,958,446
Waterfront as % of Total 48% 68%
Total Workforce Housing Units: Full Build-out 0 59

Key Findings

There are four key findings with respect to this fiscal impact analysis:

o Positive Total Cumulative Ner Present Value — The revenue stream to the

City is almost $24 million to the City over a thirty year period.

o Importance of the Warerfront project — At 68% of the total revenuc

stream received by the City, the Warterfront development is the largest

single contributor and is dependent upon the catalyst of public

investment in carlier projects, such as the Railroad Station Arca.
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o Effecr of School-Age Children — Multi-family housing in mixed-use
developments have fewer public-school age children, and thus lower
cducational costs, associated with cach unit of housing than other types
of residential development. Actual numbers from the Norwalk Public
Schools were used to estimate new public school students in these
proposed multi-family developments at approximately 0.012 children
per unit in the public school system. This analysis is conservative in that
it assumes that all school children housed in the new developments are
new to the arca — some school children may, in fact, move within the
ncighborhood at no net effect to the municipal budget. The marginal
cost of educating one new student may change depending on municipal
cducational policies, for example, class size standards, that may not be
triggered by the addition of a few students to the system.

o Per Capita Reduction in Property Taxes — New developments have a
higher assessed property value than the empty or underutilized lots they
replace, and thus increase the amount of property taxes the
municipality reccives. However, because the overall property tax burden
is calculated across all property owners, as the number of houscholds

increase, the per capita share of property taxes is reduced.

Other Benefirs

There are benefits to the City beyond the direct municipal revenue stream.

o Increase in Private Investment — Public investment by the City will
encourage private funding. While the Waterfront has the highest
revenue potental, other private investment may come in the form of
infill redevelopment projects or an increasc in investment in cxisting
buildings by current business and property owners.

o Increased Quality of Life — Public and private investment will create an
increase in the overall quality of life for current residents and attract
future residents with new housing stock, revitalized business arcas, and

improved access to public transportation.

o Increase in Federal Funding — The Choice Neighborhoods program,
which was not factored into this scenario, if supported by the City
could provide significant investment in the neighborhood from federal
grants, cstimated at about $30 million. The Norwalk Redevelopment
Authority is looking at other projects in the arca that would unlock
further grant funding and provide an incentive to private developers

and business owners to invest their own monies in this area.
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Implementation

Implementation of the above recommendations requires a combination of changes to
land use, improvements to circulation and transportation connections, the adoption of
Design Guidelines, the identification of public and private funding sources, and the
phasing of public improvements and private development. Implementation steps should
be reviewed every two to five years to ensure that progress is being made to improve the

neighborhood or to revise the plan in response to changing circumstances.

Zoning Implementation Options

Adjustments to the existing zoning arc among the critical first steps to unlocking positive
change in the TOD Study Area. The following zoning recommendations would create a
regulatory context that is more aligned with the goals and objectives for the district than
currently exists. Specific zoning recommendations can be achieved through a number of

implementation methods. The implementation methods include:

Overlay Zoning District — The zoning and regulatory recommendations could be
implemented through the creation of an overlay zoning district. An overlay zoning
district creates an additional zoning district in addition to the current existing or
underlying zoning, The overlay district would allow additional uses to the underlying
zoning and contain regulations that could include multi-income housing and design
guidelines. The specific zoning recommendations would be consistent with all of the
specifications listed above, but would allow the existing zoning districts to remain under

the overlay thereby allowlng more OPtiOI’lS fOI‘ redevelopment.

Amendments to Existing Zoning — The zoning and regulatory recommendations could be
implemented through amendments to the existing zoning districts. This strategy would
require the use of geographic indicators in the amendment text to limit the
recommended changes to the TOD Zoning Arca and not throughout the City. The
recommended zoning amendments are the following;

e Amend the Industrial Ne. 1 District to include all uses allowed in
Residence D (currently all uses in Residence C are included as-of-right
in Industrial No. 1)

o Amend the Industrial No. 1 District to include all uses in the
Neighborhood Business District

o Refine the Workforce Housing regulation (Article 101, Workforce
Housing Regulation) for expanding application to Industrial No. 1
Districts and reduce the minimum unit requirement from 20

e  This strategy would increasc the allowed residential density of Industrial
No.1 zones in South Norwalk from 14 units per acre to 26 units per
acre by right. It would also allow for additional commercial and
business uses in Industrial No.1 districts, thus creating an urban mixed-
use district that would be driven primarily through economic market

fOI’CCS.
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SoNo Station Design District Expansion — The zoning regulations could be implemented
by expanding the existing SoNo Station Design District, while making limited changes
to its regulations. This strategy capitalizes on the existing Norwalk zoning district that
was created to support an urban, mixed-use, and transit-oriented district within walking
distance to the Rail Station by expanding the boundarics of the alrecady existing SoNo
Station Design District. This strategy would encourage mixed-use development by
increasing both the allowed residential unit density and the commercial uses allowed in
South Norwalk. The SoNo Station Design District also requires affordable housing
component as part of cach residential development, therefore providing an increase to
the arca’s affordable housing stock that is immediately responsive to the market
pressures, which contribute to gentrification. Recommended changes to the expanded

SoNo Station Design District are as follows:

e Expand the SoNo Station Design District to the boundaries to match
those of the South Norwalk TOD Zoning Arca described in detail

ab ove.

e SoNo Station Design District, as-of-right use amendments should
include the following uses:

o Manufacturing, processing or assembly of goods which are not
noxious or offensive due to emission of noise, pollutants or
waste (Industrial No. 1)

Printing establishments (Industrial No. 1)

Rescarch and development facilities (Industrial No. 1)
Two-family detached dwelling (Residence C)

Places of worship, churches and church  buildings
(Neighborhood Business)

o Mulifamily dwellings with fewer than twelve units, including

o o o O

clderly and congregate housing
o Retail stores and business scrvice establishments having a gross
floor area of fewer than cight thousand (8,000) square feet
o Offices having a gross floor area of fewer than eight thousand
(8,000) square fect
o Restaurants and taverns having a gross floor arca of fewer than
two thousand five hundred (2,500) square feet
e SoNo Station Design District, Special Permit Use amendments should
include the following uses:
o Multifamily dwellings with more than twelve units, including
clderly and congregate housing
o Retall stores and business service establishments having a gross
floor area of cight thousand (8,000) square feet or more
o Offices having a gross floor arca of cight thousand (8,000) or
more square feet
o Restaurants and taverns having a gross floor arca of two

thousand five hundred (2,500} square feet or more
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e SoNo Station Design District, building dimension amendments:

o Increase the maximum height limits from four stories and 45
feet to four and one half stories and 352 feet above the base
flood level

e SoNo Station Design District mixed-income housing amendments:

o Reduce the requirement that 20% of all dwelling units be
affordable to individuals and families of low and moderate
incomes to a requirement of 10%. Findings from the financial
analysis demonstrate that market scnsitivities need more

incentives fOI‘ market rate to enco urage I‘ﬁdﬁVﬁlOmeHt.

TOD Redevelopment Area Master Plan — The zoning recommendations could be
implemented through the Redevelopment Master Plan process (Title 8, Chapter 130).
This implementation method would require the adoption of a South Norwalk
Redevelopment Master Plan that includes zoning regulations and Design Guidelines. If a
Redevelopment Master Plan with zoning regulations is in place then all proposed
projects for that arca are required to submit to a project review process by the Norwalk

Redevelopment Authority.

Circulation and Transportation Implementation

Improvements to the TOD Study Arca will be a result of the cumulative effects of
projects and initiatives undertaken by a wide range of organizations. Some
improvements, such as the striping of bicycle lanes, may be completed during routine
roadway maintenance. Others, such as the rehabilitation of sidewalks and the addition of
strectscape amenities to Monroe Street may be undertaken as part of City Capital
Improvement Projects or as State-funded projects or in conjunction with private
development. The Connecticut Department of Transportation has recently proposed
changes to policy to allow for increased use of STP Enhancement funding and the use of
STP-Urban funding for bicycle and pedestrian  projects. Other projects and
improvements may be carried out by the Norwalk Transit District, such as the
recommended improvements to Route 10, while some recommended improvements
could be carried out by the Norwalk Parking Authority. Other funding sources may be
viable for TOD improvements to infrastructure. Norwalk has been awarded a Federal
Sustainable Cities grant in conjunction with scveral other Connecticut communities
(Stamford, Bridgeport and New Haven) and will use the grant funds to improve
circulation and the pedestrian environment at the Rail Station site, enhancing the
quality and safety of the transit connections directly adjacent to the station. In summary,
it is anticipated that responsibility for the implementation of the recommended

improvements to the transportation system in South Norwalk may be completed as

follows:
® As part of routine maintenance undertaken by the City
e  As part of the City’s Capital Improvement Program
e Through State-funded projects via the Transportation Improvement
Program (TIP)
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o  Asoff-site improvements completed by private developers
o Through the Norwalk Transit District
o Through the Norwalk Parking Authority

Economic and Funding Strategy

The cconomic and market viability of Norwalk’s TOD redevelopment strategy have
been evaluated. The studies indicate that there are several underlying factors that make
the housing market — particularly the rental housing market — unusually strong in the
vicinity of the Rail Station. In part, this is duc to the excellent regional access to jobs
from Norwalk because of the rail service, and the proximity to the relatively strong and
large employment base in the City. Pro forma feasibility evaluations point to the need to
asscmble adequate parcels and the importance of amended zoning and direct City
actions — such as assistance in assembling parcels and redeveloping the Washington
Village project — in creating new opportunities that private market forces can
implement. Market opportunities are dependent on the improved neighborhood
strectscape environment. The Waterfront district is of particular interest as a prime
location for private redevelopment that is contingent upon the completion of carlier
public projects. Developments in this arca could include mixed-income housing,
commercial and retail space. Many of the improvements to the district will be required

to be funded by private investment in market-based development.

To assist in small scale infill development and individual home owner improvements to
the TOD Study Area, the City should work with local homeowners to seck financial and
technical assistance in renovating their homes or properties. The HOME Investment
Partnership Program administered by the Federal Department of Housing and Urban
Development (HUD), Housing development Fund administered by the State
Department of Economic and Community Development (DECD), and Connecticut
Housing Financing Authority (CHFA) cach have programs that can feed into a
improvement program for individual properties that could strongly contribute to
incremental improvement of the arca. Other building renovations for non-residental
properties may be incentivized through low cost loans or revolving loan funds by
cxpanding upon Community Economic Development Fund (CEDF) resources with
Community Development and Block Grant (CDBG) program, local bank or business
contributions. New Market Tax Credits may be used as a resource to support

renovations or appropriate neighborhood development.

The City is preparing a plan for the Federal Choice Neighborhoods Grant to generate
mixed-income housing and cconomic redevelopment that will be transit oriented and
accommodate lower income Washington Village Housing Authority residents in nearby
sites. Orther state and federal sources may be available for grants to improve streetscape,
infrastructure and connectivity in the TOD Study Areca.

South Norwalk Railroad Station Area: Transit Oriented Development Strateqy Final Report
74






+ Assistin land assembly/reorganization of land in conjunction with viable projects
+ Unlock public/private redevelopment through strategic development, land use or

disposition agreements incorporating City-owned land at the Rail Station, Webster
Street Block, Day Street lots.

« Extend mixed use zoning allowing residential and commercial uses within the Study
Area, with scales similar to existing zones and adequate to allow reinvestment.

« ForWashington Village, assist in land assembly, provide for new public/private tools
to develop and then operate mixed-income housing opportunities, and support
necessary City approvals.

I:> + Provide zoning to allow non-conforming office or commercial use to housing.

+ Maintain work-force zoning or incentives for large, multi-family developments.
+ Focus programs to support home ownership within walking distance of the Station.
+ Improve parks and extend pedestrian corridors to and along the Waterfront.

+ Improve streetscapes, sidewalks, paths, ramps and stairs including consistent
lighting along the principal pathways to and from neighborhoods, in conjunction with
:> traffic calming along neighborhood strests not intended for through traffic.
+ Expand sidewalk and streetscape improvements throughout the neighborhoods.
+ [Extend bike routes along streets leading to the Station; provide secure bike parking.

+ Establish public/private venture to create additional parking at Henry/Chestnut Street.

+ Seek grants, funds and “gap” financing for a parking deck at Webster Street for that
portion of the costs that cannot be covered by revenues.

|:> + Provide wayfinding signage, street and intersection design to direct primary
commuter traffic to and from the Rail Station along MLK Drive.

+ Use grants and other sources to fund improvements to expand and reorganize pick-
up and drop-off on the east side of the station, between Henry and Monroe Streets.

South Norwalk Railroad Station Area: Transit Oriented Development Strateqy Final Report
76



Conclusions

The TOD Study Arca is currently an “underperforming asset” with a patchwork pattern
of deteriorated and underused buildings and land. This arca has potential to be a
vibrant, attractive arca for both current and new residents and for private investment

that will bring jobs, enhance real estate values and improve the quality of life in the arca.

The recommendations of this TOD Strategy for the South Norwalk Railroad Station
Arca are directly associated with encouraging additional transit use and ridership growth
by transforming the pedestrian environment in the immediate vicinity of the Station and
extending a pedestrian-friendly and multi-modal corridor to sites that are planned for
substantial mixed-use and mixed-income redevelopment. This transformation will help
address the challenges identified at the beginning of the study, such as public perception
of an unsafe arca, and take advantage of the strengths and opportunities of the district,

including the diverse community and long-term residents.

The Land Use Plan and Design Guidelines provide guidance to the redevelopment of
this arca, both for private investors secking to develop parcels and for the City in
reviewing their proposals. The Land Use Plan has specific recommendations for zoning
changes and circulation and transportation improvements. The Design Guidelines
reinforce pedestrian-friendly corridors, encourage the use of bicycles and the concept of
“park once” vehicular use, and provide architectural, strectscape and landscape guidance

to create HCigthl’hOOd-ﬁ'iCﬂdly dCVClOPHlC[ltS.

The Economic Analysis identifies potential TOD redevelopment projects that could
improve the neighborhood. The five scenarios include redevelopment of parcels directly
adjacent to the Rail Station along Chestnut Street and its intersection with Monroe
Street, and redevelopment of the City-owned vacant parcel at Day Street and Hanford
Place. This corridor is expected to be the major pedestrian link between the Rail Station
and the redeveloped components of Washington Village and Norwalk’s Waterfront
redevelopment sites along Water Street. Projected redevelopment includes ap proximately
500 units of housing with approximately 35,000 squarc fect of community-oriented

retail and service businesses.

The Fiscal Impact Analysis used four of the five potential developments to evaluate the
likely result on the municipal budget. The result of the analysis indicates a positive
municipal cash flow as a result of initial public investment that would provide a catalyst
for private funding for the Waterfront Development and infill projects in the Monroe
Strect/Hanford Place arca. In addition, federal funding of the Choice Neighborhoods
project could bring around $30 million to the TOD Study Areca, attracting further
private investment and enhancing the City’s ability to seck additional grants.

The City’s critical hurdle is assembling the public sector sources for funding the

construction of the high priority improvements most likely to leverage private
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investment in the major pedestrian and traffic calming enhancements required to
transform this distressed district into a model TOD neighborhood, with a vital mix of
uses and population. No single program or resource will be adequate; Norwalk is secking
a range of federal and state resources. The City also expects to leverage increased private
investment and tax dollars from improved market values during the carly phases of
construction and development and will continue to seck creative ways to attract private
and public investment in this critical neighborhood. Once the momentum of the district
is positive, taking full advantage of connections to its transit asscts, market forces will
continue to reinvest and revitalize the neighborhood into a vibrant, attractive place for
current residents and businesses, new residents and businesses, pedestrians, bicyclists,

transit riders and drivers.
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SECTION 1: EXECUTIVE SUMMARY

Overview

The Existing Conditions Evaluation Report is a multidisciplinary review of the current elements that
comprise the area surrounding the South Norwalk Railroad Station. This document has been assembled
as part of the Transit Oriented Development Master Plan for South Norwalk Railroad Station
Neighborhood Study Area for the purpose of accurately informing subsequent analyses and decisions
related to constructing a Transit Oriented Master Plan for the South Norwalk Railrcad Station
Neighborhood.

The purpose of the Transit Oriented Development Master Plan for South Norwalk Railroad Station
Neighborhood Study Area is to provide The City of Norwalk with planning recommendations that can
guide and manage future change in the area of the South Norwalk Railroad Station. The aim of the
planning recommendations will be to capitalize on this area’s development potential, while providing
benefits that will appropriately enhance the area neighborhoods and their component places. Project
Goals and Objectives have been collaboratively prepared with members of the public, community
stakeholders and City staff, to guide the planning recommendations associated with this project. The
project Goals and Objectives are included as Appendix A of this Existing Conditions Evaluation
Report.

Transit Oriented Development (TOD) generally refers to land use and activities that are advantaged by
proximity to and pedestrian access to public transit. Common Transit Oriented Development
characteristics include a transit station as a community and development center point and anchor, a
safe, accessible and engaging pedestrian environment, a mixed use neighborhood that is primarily
residential, and high density levels located at the transit facility that progressively decrease further from
the transit station. The underlining principle of these characteristics is that aim to maximize access to
public transportation through the implementation of wban planning and real estate development
decisions and approaches.

The report was produced by multidisciplinary consultant team comprised of land planners, real estate
development consultants, transportation engineers, and urban designers. The consultant team members
that contributed to this report include: TR Advisors, a specialty real estate consulting and asset
management firm focusing on transportation related and entity owned property; Milone & MacBroom,
a civil engineering firm with expertise in transportation and circulation planning; and The Cecil Group,
a planning and urban design firm with extensive expertise in Transit Oriented Development and urban
revitalization in New England and throughout the northeast. The consultant team members conducted
research through a combination of onsite observations, stakeholder interviews, and reviews of previous
reports and plans, as well as online and City resources. In addition, consultant team members have met
regularly with commirttees established to advise and guide the Transit Oriented Development Master
Plan for South Nerwalk Railroad Station Neighborhood Study Area project. The advisory committees
include The Planning Coordination Committee, comprised of City staff from various departments and
the Stakeholder Committee, comprised of South Norwalk neighborhood community and business
leaders.

The Study Area used for this report is the project’s Pedestrian Access Planning Area, as illustrated in
Figure 1: Study Area. The Transit Oriented Neighborhood Planning Area and the Focus Area are also
illustrated in Figure 1: Study Area. These planning areas were defined by the consultant team through
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collaborative discussions with the Steering and Coordination Committees as well as consultation with

the Norwalk Redevelopment Agency.

The process for establishing the Study Area boundaries for neighborhood access and redevelopment
considered the standard distances pedestrians will typically walk (one-quarter to one-half mile)to reach
transit service along the South Norwalk neighborhood street network as well as activity centers,
residential areas, and various community assets. The Study Area is approximately 0.75 square miles.
These planning areas acknowledge different types of existing environments, which will require different
Transit Oriented Development approaches that are appropriate for each specific area. The informarion
gathered and assembled in this document will guide the decision as to which approaches to Transit

Oriented Development should be used in each of these areas.

The purpose of this report is to gather information that will enable informed decisions in subsequent
phases of this study and the intent of the research is to be able to make assessments regarding trends and
analysis. This report includes evaluations of land use, plans and initiatives, property ownership, crime
and code violations, an economic and market profile, traffic circulation, transit service, neighborhood
issues and demographics. Through the assessment of these elements, the challenges and opportunities of

South Norwalk will be defined for the South Norwalk Transit Oriented Development Master Plan to

address.

Summary of Conditions and Assessments

The assessment of the South Norwalk Study Area has been coordinated and organized into categories to
facilitate understanding and communication. This summary provides an overview of key components
of the Existing Conditions Evaluation Report, which are then further discussed in the subsequent
sections. The numbering has been used to simplify referencing concepts.

Land Use

1. Land Use Diversity — The South Norwalk Study Area contains a highly diverse mix of land uses.
The City of Norwalk Tax Assessor’s Office has categorized 82 different land uses within the South
Norwalk Study Area. Residential uses occupy approximately 80% of total parcels in the Study Area
and 60% of the total parcel area. The mix and locations of land uses reflect South Norwalk’s
historical and current resources such as rail service, and an active commercial waterfront.

2. Zoning Regulations — The Study Area features fourteen different zoning districts, a large number
for such a concentrated area. Similar to the Study Area’s land use patterns the range of zoning
districts reflects the area’s existing and traditional assets and resources. In spite of the diversity of
zoning districts, the dimensional standards are consistent across all zones south of Washington
Street with height restrictions ranging between 2.5 stories or 40 feet and 4.5 stories and 55 feet.
The consistent dimensional standards contribute to unifying the neighborhood environment where
the allowed uses vary considerably. While the zoning districts south of Washington Street enforce a
neighborhood scaled environment, the zoning districts in the Study Area north of Washington
Street allow for significantly higher density in the Webster Street Block and Reed Putnam areas.
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3. Comparison to Transit Oriented Development Districts — The South Norwalk Study Area’s
existing land use and zoning regulations contribute to a neighborhood that contains many of the
characteristics of typical Transit Oriented Development districts. The Study Area’s existing mix of
uses, which is primarily residential, and the planned high-density developments in the Reed
Putnam area are elements consistent with Transit Oriented Development districts. The South
Norwalk Study Area differs from typical Transit Oriented Development districts by maintaining a
greater industrial and manufacturing land use segment than is usual and the area’s planned high

density development projects are located further away (approximately a ¥4 mile) from the transit
center. As currently constituted, the South Norwalk Study Area is functioning as a neighborhood
connected to, but not fully capitalizing on, its asset of transit service. The planned developments
north of Washington Street will contribute to the Transit Oriented Development district
characteristics and, although atypical, if active and well connected the industrial and manufacturing
uses could become an employment generator within the Transit Oriented Development district.

Plans and Initiatives

1. Previous Plans — A series of previous planning and development studies and initiates related to the
South Norwalk neighborhood were reviewed. The relatively high number of recent studies
conducted for the South Norwalk neighborhood underscores the City’s focus on South Norwalk
and the importance of the neighborhood’s assets. Although the purpose and approach of each study
and initiative varied considerably, they were unified in the theme of improving the connection and
integration of the South Norwalk Railroad Station with the surrounding neighborhood in a way
that would maintain the neighborhood environment and contribute to economic revitalization.

2. Common Themes — The previous South Norwalk planning and development studies and
initiatives sough to address a variety of concerns related to the South Norwalk neighborhood.
Despite the various topics, several common and unifying themes arose including:

» Improving the South Norwalk Railroad Station’s intermodal transportation services, upgrading
the transit facilities and enhancing the connections to the surrounding neighborhood

o Using the City owned property within the South Norwalk neighborhood to initiate
neighborhood  economic revitalization efforts and increasing the neighborhood-serving
businesses along South Main Street

e Maintaining and enhancing the existing South Norwalk neighborhood scale and environment
Property Ownership

1. Property Ownership — Property ownership ratios and locations within a neighborhood can be key
indicators of significant impending change to an area. Traditionally, property owners have been
more likely than renters to invest in property improvements and to establish themselves in a
community, therefore making homeownership an indicator of neighborhood stability and quality.
The recent national trend of increasing foreclosures and distressed properties, particularly in
concentrated neighborhoods, has led to areas of instability and disinvestment. Indications are that

the South Norwalk neighborhood has not suffered disproportionate amounts of or concentrated
areas of foreclosed or distressed properties. However, this relatively recent national trend of
increased foreclosures and distressed properties should be monitored going forward as an indicator

of neighborhood stability.

2. Owner Occupied Property Patterns — Nearly 80% of the properties within the South Norwalk
Study Area contains residential uses, and of these approximately 66% are owner occupied. The

non-owner occupied properties are fairly dispersed throughout the Study Area, except for the
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clustering of non-owner occupied properties located along the length of Fairfield Avenue. Although
additional external pressures could change the ownership balance in South Norwalk, the clusters
and concentrations of non-owner occupied properties as presently arranged do not appear to
represent a threat to the Study Area’s stability.

3. Large and Adjacent Properties Controlled by Single Ownership Entities — Multiple properties that
are controlled by a single ownership entity could lead to sudden and dramatic change within a
neighborhood. The majority of property owners in the Study Area control single properties. Within
the South Norwalk Study Area, there are only three property holders who control more than ten
properties each. The largest property holder is the City of Norwalk, whose properties in the Study
Area range from parks to schools to the Police Station to public housing. Of the two remaining
ownership entities, one is tied to the planned development in the Reed Putnam area and the other
is a condominium association that owns a series of buildings in the South Main and Washington
Street Historic District. While the intent of the planned development in the Reed Putnam area is
to bring considerable change to South Norwalk it is not unexpected or unwelcome. It seems
unlikely that the condominium organization that controls primarily historic buildings in a historic
district would pursue significant redevelopment.

Crime and Code Violations

1. Community Safety Concerns — The South Norwalk resident business community raised crime and
safety as a principal concern through public engagement and outreach. The current environment is
portrayed as unwelcoming and unsafe for residents, businesses patrons and investors. Safety
concerns must be addressed and the reality and perception of South Norwalk as an unsafe
neighborhood must be changed for Transit Oriented Development to achieve its full potential.

2. Crime and Code Violation Incidents — Crime and code violation incidents within the South
Norwalk Study Area have not changed significantly between 2007 and 2009. Crime and code
violations over that period within the South Norwalk Study Area have been dispersed fairly evenly
throughour the area.

3. Safery and Transit Oriented Development — Transit Oriented Development urban design and
planning characteristics can contribute to increased safety in South Norwalk and should be
incorporated as part of any larger comprehensive program or initiative.

Economic/Market Profile
1. Regional Conditions — Fairfield County, which includes the City of Norwalk, is not expected to

experience a growth real estate market in the near future. Existing conventional Class A office
supply in Fairfield County is sufficient to meet current and future demand for the foreseeable
future. As of Q4 2010, there were 11,000,000 square feet of vacant office space. Even at healthy
absorption rates of 500,000 square feet per year (as occurred during 2006-2007), it will take many
years before construction of any new Class A office supply is warranted. Moreover, the number of
residential households is expected to grow less than 1% over the next five years. Not surprisingly,
the majority of Fairfield County’s planned large-scale mixed use developments have stalled due to
recent adverse economic conditions; the one exception is the Harbor Point project in Stamford
Connecticut.

2. Norwalk Development Opportunities — Due to its favorable jobs/housing ratio and its transit
service Norwalk is well positioned within Fairfield County to experience future growth, especially
within the residential market. Due to its wide range of housing types and price points, and the
increased desirability of living near a transit station, South Norwalk is a candidate for increasing
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values and rents in the areas immediately swrrounding the South Norwalk Railroad Station.
Modern apartment communities and back office/ distribution center uses are currently the
strongest market segments in the South Norwalk Study Area.

3. South Norwalk Transit Oriented Development Opportunities — There are multiple opportunities
and sites for Transit Oriented Development within the South Norwalk Study Area, specifically
immediately adjacent the South Norwalk Railrcad Station. Residential use is expected to be the
anchor use of all new Transit Oriented Development projects with focused placement of mixed
retail and office space.

Circulation and Transiv

1. Pedestrian Circulation — The Study Area possesses existing pedestrian infrastructure that is strong,
[t features an extensive sidewalk network, a traditional street grid, and a high density mixed use

character However there are critical areas where infrastructure needs repair or redesign
improvements and areas where investment in new pedestrian elements would significantly enhance
the environment and network.

2. Bicycle Network — The South Norwalk Study Area lacks many basic elements featured in a
comprehensive bicycle network, such as dedicated bicycle lanes, marked shared lanes, and a variety
of bicycle storage types and locations. In spite of the limited bicycle infrastructure, significant
bicycle activity exists within the Study Area. Integration of bicycles and transit service exists on the
buses owned and operated by the Norwalk Transit District. These buses are equipped with front-
mouunted bicycle racks.

3. Transit Service — The South Norwalk Study Area is served by several different transit modes and
services, all of which are anchored at the South Norwalk Railroad Station. The South Norwalk
Railroad Station provides access to the New Haven rail line and the Danbury Branch rail line and
connections to public and commuter bus service is provided through the Norwalk Transit District
at the South Norwalk Railroad Station. The intermodal connections available at the South
Norwalk Railroad Station are critical for South Norwalk’s overall transportation system.

4. Traffic and Circulation — In addition to possessing excellent transit access, South Norwalk is well
served by Route 7 and Interstate 95 as well as effective local streets. Currently vehicular traffic is
concentrated at or around the South Norwalk Railroad Station and uses located north of
Washington Street. Circulation at the South Norwalk Railroad Station is congested and inefficient
and should be addressed to improve circulation around the Station.

Neighborbood [sues
1. Community Outreach and Engasement — Effective community outreach and engagement is

critically important to the success of planning projects and initiatives. The importance of these
efforts becomes magnified in neighborhoods with established populations and in neighborhoods
with non-English speaking populations; South Norwalk has both of these population types. For
community outreach and engagement efforts to be successful, they must also include the City staff
and municipal leadership. This Existing Conditions Evaluation Report has used numerous outreach
and engagement techniques to establish connections and dialogues with the South Norwalk
residents.

2. Neighborhood Concerns — Through this outreach and engagement the South Norwalk
neighborhood has voiced concerns regarding the community’s existing conditions, what they would
like to see addressed in any future initiatives, and how future initiatives should or should not be
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implemented. Issues and concerns raised by the South Norwalk community include an emphasis
on improving security and safety conditions for the neighborhood’s residents, not displacing people
or businesses in efforts to improve South Norwalk, and creating employment opportunities for the
existing South Norwalk businesses.

Demaographics

1. The Study Area Demographic Composition — When compared with the City of Norwalk, the
population of the South Norwalk Study Area is more ethnically diverse, younger, has attained fewer
educational degrees, and has lower household income than the overall city of Norwalk. Transit
Oriented Development related demographic information includes data that reveals that although
residents of the South Norwalk Study Area are just as likely as anyone else within the city to use
public transportation to travel to work, they are more likely to walk and to carpool to work than

the City of Norwalk’s total population.

2. Study Area Trends — Demographic information for the Study Area between the years 2000 and
2009 was examined for indications of trends that appear to be occurring. Several demographic
segments of the Study Area population indicated slight and incremental change. These trends
included increased educational atrainment and increased professional occupations by the South
Norwalk Study Area population. The Hispanic and Latino population in the Study Are increased
as did the number of homes that predominately speak English. The median age of the population
erew nearly two years older, which is closer to the City of Norwalk’s median age. The Study Area’s
median household income grew by 27%, which was a considerable increase, but consistent with the

City of Norwalk’s median household increase.
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SEGTION 2: LAND USE

Transit Oriented Development can provide various benefits to a community, if land use and regulation
policies are directed to address the community’s needs. Zoning regulations are the primary tool used to
guide land use policies for purposes including capitalizing on assets such as transit service. The areas
directly adjacent to transit facilities are locations where Transit Oriented Development can most impact
a community and municipality. South Norwalk’s existing land use patterns and regulations are
examined in detail here.

Land Use Patterns

There is a wide range of land uses currently existing in the South Norwalk Study Area. According to
data provided by the City of Norwalk Tax Assessor’s Office, land uses within the Study Area range from
single-family homes, apartment buildings and restaurants to heavy manufacturing, strip retail and
maritime uses. [n total the City’s Tax Assessor’s Office classified 82 different land uses within the Study
Area. Although many of the land use descriptions are very specific, this is a very high number of uses to
be located in such a concentrated area. The land use diversity of the Study Area is illustrated in Figure
2: Land Use, using broader categories than the City of Norwalk Tax Assessor’s Office.

By far the largest land use within the Study Area is residential. Residential uses occupy approximarely
80% of the total parcels in the Study Area, and comprise approximately 60% of the total parcel area.
However as the 15 different residential land use categories created by the Tax Assessor’s Office indicate,
there is significant diversity in the housing stock.

The patterns of land use that exist within the Study Area reflect its unique assets, its natural topography
and its history as a neighborhood. Many of the industrial uses are located along the rail line. The marine
and water oriented uses exist along Norwalk River. The neighborhood scaled commercial uses are
clustered along the primary streets and key intersections. The residential neighborhoods are grouped on
the slopes of Flax and Golden Hills overlooking the Norwalk River. These patterns reflect the
traditional approaches to land use and the Study Area’s wealth of resources.

In addition to the traditional land use parterns that exist within the Study Area due to natural resources
and historic uses, the examination of the existing land uses reveals other unique characteristics that
provide insight to the neighborhood’s needs and opportunities. Several land use observarions were made
regarding the small amount of open space, the high number of religions institutions, the historical
building stock, and the significant amount of property owned by various City of Norwalk entities.

o There are few open space and recreation uses located within the Study Area. The locations of these
open spaces within the Study Area compromise their effectiveness in providing relief and operating
as activity generators for the community because they have limited physical and visual accessibility.

o A review of the ownership records provided by the Tax Assessor’s Office reveals that the City of
Norwalk owns a significant number of properties within the Study Area. The City of Norwalk
owns thirty-eight parcels totaling almost forty-eight acres of land within the Study Area. Many of
these properties are functioning in differing capacities and operated by different City entities, such
as the Police Headquarters on Monroe Street, Washington Village low-income housing on Water
Street, the vacant properties on Day Street and the Columbus Magnet School on Chestnur Street.
Although many of the properties owned by the City of Norwalk in the Study Area are pursuing
differing goals, the volume of property currently under control by the City presents a unique
opportunity to initiate change in the neighborhood.
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Churches and religious institutions comprise another large property ownership segment within the
Study Area. According to the Tax Assessor’s Office, twenty-nine properties and over fourteen acres
of land in the Study Area are udilized by different religious institutions. As civic-minded property
owners and neighbors, each individual entity represents a possible partner for change in the

neighborhood.
Another factor that is present in the South Norwalk Study Area is the effect that historic buildings have
on land use choices. The Historic Districts along Washington Street reflect the historical land use of the
area and currently influence land use through the building type. Historical three story brick buildings
lend themselves to particular uses such as office space, perhaps residential conversion and eliminate
other uses such as new types of industrial and manufacturing uses and open space.

The breadth and depth of the land use variety currently existing within the Study Area illustrates an
extremely diverse area. This diversity of uses is an asset sought by many communities and a variety of
uses is a critical characteristic of successful Transit Oriented Development districts. However, this range
of land uses can contribute to an impression of a disjointed and fractured neighborhood. Maintaining
land use diversity, while improving community cohesion is achievable through numerous techniques,
such as wayfinding elements, connecting elements such as streetscape features, design guidelines, and
zoning regulations.

Zoning

The volume and expanse of the zoning districts in the South Norwalk Study Area is significant, but not
unexpected given the range of existing land uses. The Study Area currently has 14 active zoning
districts, as illustrated in Figure 3: Zoning. The use and physical regulation of each zoning district
present in the Study Area has been reviewed to identify consistencies, patterns and variations when
compared with Transit Oriented Development zoning characteristics. The South Norwalk Study Area
contains the following zoning districts:

» B Residence: The B Residence zoning districts are located in the Study Area on Golden Hill in the
area of Garner Street and on Flax Hill in the area of Hollow Tree Road. The purpose of this zoning
district is to provide an area for single-family homes on lots no less than 6,250 square feet. Certain
other uses, which are compatible with single-family homes and consistent with the allowed density,
may be allowed by Special Permit. The B Residence zones regulate building height not to exceed
2.5 stories or 40 feet to the roof peak. The maximum building area cannot exceed 35% of the first
6,000 square feet of the lot, 30% of the next 2,000 square feet and 25% of any lot area in excess of
8,000 square feet.

o C Residence: The C Residence zoning districts are located in the Study Area on Golden Hill in the
area of Couch Street and Elmwood Avenue, on Flax Hill in the area of Flax Hill Road and Lowe
Street, along Ely Avenue and Laura Street and along Mack, Grove and parts of Meadow Streets.
The purpose of this zoning district is to provide an area for single-family homes on lots no less than
5,000 square feet or two family homes on lots no less than 6,000 square feet. Certain other uses,
which are compatible and consistent with the allowed density, may be allowed by Special Permi.
The C Residence zones regulate building height not to exceed 2.5 stories or 40 feet to the roof
peak. The maximum building area cannot exceed 35% of the first 6,000 square feet of the lot, 30%
of the next 2,000 square feet and 25% of any lot area in excess of 8,000 square feet.
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o D Residence: The D Residence zoning districts are located in the Study Area in the Golden Hill
area along Fairfield Avenue, West Avenue, the northern portion of Flax Hill Road and Taylor
Avenue, in the area of the rail station along Monroe and Chestnut Streets, and in the area of Novak
and South Main Street. The purpose of this zoning district is to provide an area for single family,
two family and multifamily homes of less than 12 units. Certain other uses, which are compatible
and consistent with the allowed density, may be allowed by Special Permit. The I Residence zone
allows single family homes on lots no less than 5,000 square feet, two family homes on lots no less
than 6,000 square feet, multifamily homes with 3 to 6 units on lots no less than 7,500 square feet,
and multdfamily homes with more than 6 units on lots no less than 12,000 square feet. The D
Residence zones regulate building height not to exceed 2.5 stories or 40 feet to the roof peak for
single family and two family homes. Multifamily homes with more than 6 units the building height
cannot to exceed 2.5 stories and 26 feet in height. The maximum building area for single family
and two family homes cannot exceed 35% of the first 6,000 square feet of the lot, 30% of the next
2,000 square feet and 25% of any lot area in excess of 8,000 square feet. The maximum building
area for multifamily homes with 3 to 6 units cannot exceed 30% of the first 7,500 square feet of the
lot, 60% of any lot area in excess of 7,500 square feet. The maximum building area for multifamily
homes with more than 6 units cannot exceed 25% of the first 12,000 square feet of the lot, 65% of
any lot area in excess of 12,000 square feet.

o Neighborhood Business: The Neighborhood Business zoning districts are located in the Study Area
along portions of South Main Street, Lexington Avenue and Bouton Street. The purpose of this
zoning district is to provide an area for neighborhood retail and service needs at a scale consistent
with surrounding residential areas, as well as encourage mixed-use development. Uses allowed in
this zone includes single and two family homes, multifamily homes of less than 12 units, retail
stores and business services with less than 8,000 gross square feet of floor area, offices with less than
8,000 gross square feet of floor area, restaurants with less than 2,500 gross square feet of floor area,
banks, and other neighborhood compatible uses. Single and two family homes located within
Neighborhood Business zones must comply with the lot and building requirements of Residential
D zones. All other uses within the Neighborhood Business zones cannot exceed 2.5 stories and 35
feet in height and lot sizes must be at least 5,000 square feet.

e Marine Commercial: The Marine Commercial zoning district is located in the Study Area between
Water Street and the Norwalk River, approximately between Haviland Street and Concord Street.
The purpose of this zoning district is to protect existing water dependant uses and encourage
development that is compatible with Norwalk's commercial harbor. Mixed use developments
featuring offices, restaurants, retails, residences and promenades, which enhance water dependent
uses and comply with the waterfront design guidelines, are allowed by Special Permit. Uses allowed
in this zone feature marinas, recreational and commercial fishing and boating, waterfront clubs, and
shipyards. The Maritime Commercial zone regulates building height not to exceed 4.5 stories and
52 feet above the base flood level. There are no minimum lot sizes in the Maritime Commercial
zone. The maximum building area cannot exceed 35% of the lot for buildings and 80% of the lot
for buildings and parking;

» Industrial No. 1: The Industrial No. 1 zoning districts are located in the Study Area along the west
side of Water Street, toward the east of Lexington Avenue and portions of Bouton Street and Dr.
Martin Luther King Jr. Drive. The purpose of this zoning district is to allow areas for
manufacturing and related activities that remain compatibles with adjacent residential areas. Uses
permitted in the Industrial No. 1 zone include manuofacturing, storage facilities, offices, retail
businesses, other similar activities, and all uses permitted in Residence C zones. The Industrial No
1 zones regulate building height not to exceed 4 stories and 50 feet on lots less than 30 acres. On
lots greater than 30 acres, 6 stories and 72 feet are allowed, however there are currently no lots
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within the Study Area, that are zoned Industrial No 1 and greater than 30 acres. The maximum
building area cannot exceed 50% of the lot for buildings and 90% of the lot for buildings and
parking.

o Resuicted Industrial: The Restricted Industrial zoning diswict is located in the Study Area between
Dr. Martin Luther King Jr. Drive and the railroad right of way, north of Taft Street. The purpose
of this zoning district is to allow areas for light industrial manufacturing and compatible uses such
as artist workspace and college and university uses. Uses permitted in the Restricted Industrial zone
include manufacturing, research and development, limited college and university offices, and
limited artist workspace. The Restricted Industrial zones regulate building height not to exceed 4
stories and 55 feet and lots must be 43,560 square feet or greater. The maximum building area
cannot exceed 50% of the lot.

e Reed Pumam Design District: The Reed Putnam Design District is located in the Study Area
between Washington Street and interstate 95 and between the North Main Street/West Ave
corridor and the Norwalk River. The purpose of this zoning disuict is to encourage the
redevelopment of the unique area located adjacent to the Norwalk River and the junction of
Interstate 95 and Route 7. The zoning district is divided into 5 subareas with specialized use and
building requirements. Reed Putnam Design District subareas A, C, D, and E are located within
the Study Area. The specifics of each Reed Putnam Design District subarea located within the
Study Area are reviewed below.

o Reed Putnam Design District — Subarea A: The Reed Putnam Design District — Subarea A
zoning district is located in between Putnam Avenue and the railroad right of way, north of
Reed Street. The principal uses permitted in Subarea A include offices, transportation
terminals, open-space, and childcare centers. Accessory uses permitted for Subarea A include
off-street parking structures, commercial communication antennas, and lots and restaurant,
cafeteria, retail and service uses less than 5% of the gross building floor area. The Subarea A
regulates office building height not to exceed 15 stories and 200 feet and parking garages 5
stories and 45 feet. Lots must be 4 acres or greater and the maximum building area for
buildings and parking cannot exceed 75% of the lot.

o Reed Putnam Design District — Subarea C: The Reed Putnam Design District — Subarea C
zoning district is located east of the railroad right of way and north of Ann Street. The
principal uses permitted in Subarea C include multifamily dwellings, hotels, open-space,
childcare centers, and retail stores, restaurants and offices. Accessory uses permitted for
Subarea C include off-street parking stwructures and lots, commercial communication
antennas, and marinas and marina related facilities. The Subarea C regulates residential
building height not to exceed 6 stories and 72 feet, mixed use building height not to exceed 8
stories and 110 feet, and hotel building height not to exceed 12 stories and 150 feet. Lots
must be 2 acres or greater and the maximum building area for buildings and parking cannot
exceed 80% of the lot.

o Reed Putnam Design District — Subarea ID: The Reed Putnam Design District — Subarea D
zoning district is located south of Ann Street in between the railroad right of ways and the
Norwalk River. The principal uses permitted in Subarea D include multifamily dwellings,
including artist studios, museums, retail stores, offices and restaurants, parking structures, and
child care centers. Accessory uses permitted for Subarea D> include off-street parking structures
and lots, commercial communication antennas, marinas and marina related facilities, theaters
and open space. The Subarea D regulates parking garage and residential building heights not
to exceed 6 stories and 72 feet. Lots must be 1 acre or greater and the maximum building area
for buildings and parking cannot exceed 90% of the lot.
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o Reed Punam Design District — Subarea E: The Reed Putnam Design District — Subarea E
zoning district is located in between North Main Street/West Ave corridor and the railroad
right of way and Putnam Avenue. The principal uses permitted in Subarea E include offices,
theaters, museums, multifamily dwellings, places of worship, elderly housing, banks,
restaurants, business schools, retail stores and business service shops, open-space and child care
centers. Accessory uses permitted for Subarea E include off-street parking structures and
commercial communication antennas. The Subarea E regulates residential building height not
to exceed 4 stories and 50 feet. Lots must be 7,500 square feet or greater for mulifamily
dwellings and elderly housing uses. For mixed use, commercial and industrial uses there is no
minimum lot size. The maximum building area cannot exceed 50% of the lot for buildings
and 80% of the lot for buildings and parking.

»  South Norwalk Business District: The South Norwalk Business District zoning district is located in
the Study Area north of Madison Street between West Ave and North Main Sureet. The purpose of
this zoning district is to allow areas for retail, offices, service shops, multifamily dwellings and
mixed use development at an urban scale. Uses permitted in the South Norwalk Business District
zone include all uses permitting in D Residence zoning districts, offices, banks, hotels, retail stores,
restaurants, theaters, research and development, off-street parking, museums, mixed use
development, schools and meeting spaces. The South Norwalk Business District zone regulates
building height and building area in the same manner as the D Residence zoning district.

e SoNo Station Design District: The SoNe Station Design District zoning district is located at the
South Norwalk Rail Station and the properties immediately adjacent t it. The purpose of this
zoning district is to upgrade the commuter facilities, and develop intensive residential and
commercial development consistent with neighborhood scale and character. Uses permitted in the
SoNo Station Design District zone include commuter facilities, multifamily dwellings, retail stores,
health clubs, offices, banks, restaurants, theaters, childcare centers, open space, off-street parking
facilities and musewms. Twenty percent of all dwelling units in the SoNo Station Design District
are required to be affordable to low and moderate income families and individuals. The SoNo
Station Design District zone regulates building height not to exceed 7 stories and 80 feet for
commurer parking and 4 stories and 45 feet for all other structures. Lots must be a minimum of 2
acres. The maximum building area cannot exceed 50% of the lot for buildings, 90% of the lot for
buildings and parking and 30% open space.

o Washington Sureet Design District: The Washington Street Design District zoning district is
located in the Study Area is approximately bounded by the railroad right of way, Haviland Street
and the Norwalk River. The purpose of this zoning district is to encourage the preservation and
enhancement of Washington Street Historic District through the mixed use of existing structures
and by maintaining the established character of the area. Uses permitted in the Washingron Street
Design District zone include retail stores, offices, banks, restaurants, museums, theaters, off-street
parking and dwellings, if located above another permitted use. The Washington Street Design
District zones regulate building height not to exceed 4 stories and 50 feet. If public amenities are
provided as part of the project, the maximum building height may be extended to 5 stories and 72
feet. There are no minimum lot sizes. The maximum building area cannot exceed 90% of the lot.

The South Norwalk Study Area contains a considerable range of zoning regulation characteristics; when
compared with typical Transit Oriented Development zoning regulations there are areas of consistency
and discrepancy that highlight the unique attributes of South Norwalk and that may require adjustment
to capitalize future developments. The zoning districts conmin a diverse mix of uses, but the
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dimensional standards are consistent across many of the uses. The zoning districts allow for areas of
significant density, but are employed in patterns that are not typical for Transit Oriented Development.
These unique conditions of the South Norwalk Study Area are examined below in the context of typical
Transit Oriented Development zoning characteristics.

Allowed Uses

The mix and variety of uses allowed by zoning in the South Norwalk neighborhood surrounding the
train station is consistent with typical Transit Oriented Development districts in many ways. Transit
Oriented Districts typically possess a mix of uses with a high concentration of residential uses and
emphasize pedestrian oriented uses at the street level. The South Norwalk Study Area is currently zoned
to allow a mix of uses, with the most prominent use being residential. Additionally, key corridors within
the Study Area are zoned for first floor retail, restaurant and professional service uses.

The Study Area’s mix of uses is reflective of South Norwalk’s various assets. The Reed Putnam zoning
districts seek to capitalize on the extremely convenient vehicular access to both Interstate 95 and Route
7. The Washington Stureet Design District uses the historical assets along that portion of Washington
Street to create a unique building stock for a vibrant neighborhood. The Marine Commercial zoning
district is indicative of the Norwalk Harbor’s history as an active commercial waterway. The industrial
zones, which are located along the rail line and adjacent to the Marine Commercial zones, reflect the
traditional need for manufacturers to either transport or receive goods by rail or water.

One way that South Norwalk differs from typical Transit Oriented Development districts is that it
allows for relatively little office development; instead, South Norwalk has a significant quantity of
industrial-zoned space. These districts could be used for specialty manufacturing and production,
research, light industrial and/or smaller scale offices—especially creative class professional offices. While
such uses provide desirable employment opportunities and tax revenues, they must be thoughtfully
planned in order to ensure that they successfully coexist with adjacent residential uses. Given South
Norwalk’s smaller scale lots, we anticipate that most such developments would be owner occupied,
build-to-suit infill or adaptive reuse in nature.

The current South Norwalk Study Area zoning regulations provide an opportunity for an extremely
vibrant neighborhood and community to exist. However the uses have not received the investment
required for continued optimal utilization. Figure 4: Building Age identifies the age of the buildings in
the Study Area and illustrates that the housing stock immediately around the train station is older than
many other areas of the Study Area. As planned improvements for the Study Area move forward, it is
reasonable to expect that some investment in adjacent properties will occur. Programs that encourage
and incentivize improvements to the existing uses could be employed to encourage incremental
improvements to properties and uses throughout the Study Area. The mix of uses allowed by the
existing zoning regulations is ap propriate for Transit Oriented Development districts. The existing uses
require investment for the Study Area to reach its potential as a vibrant mixed use district, but the
zoning regulations should not preclude or obstruct revitalization efforts of the Study Area.
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Pattern Characteristics

The zoning regulations in the South Norwalk Study Area were analyzed for key patterns in their
relationship to the train swation and compared with typical characteristics of Transit Oriented
Development districts. Through this analysis several key patterns related to use, density, and dimensions
emerged as inconsistent, if not contradictory with typical Transit Oriented Development patterns.

Use Patterns

Although the mix of uses allowed by the zoning regulations in the Study Area is consistent with typical
Transit Oriented Development districts, the manner in which the land use regulations are currently
employed is not conducive to developing a consistent neighborhood fabric and could even prevent such
a fabric from developing. One such example is the inconsistent and non-continuous application of the
Neighborhood Business district on South Main Street. The purpose of the Neighborhood Business
district is to encourage mixed use development and provide areas for neighborhood scaled businesses to
serve the community. This type of use directly contributes to the pedestrian orientation of the street
network, a key characteristic of Transit Oriented Development districts. South Main Street is a main
neighborhood corridor that runs through the South Norwalk neighborhood connecting to the SeNo
and Reed Putnam districts in the north. On South Main Street this zoning district is present on both
sides of the street for approximately two blocks, continues the east side for a block and half, ends for
one block, and then re-emerges on the west side of the sueet for a block. Applying this district
continuously to both sides of South Main Street from Grove Street to Elizabeth Street, would create the
opportunity to develop an active pedestrian friendly corridor.

Another example of land use regulations not being conducive to developing a consistent neighborhood
fabric is the near isolation of residential uses on the east side of the train station. This residential area is
bounded by industrial zoning to the north, south, and east and the railroad station property and right of
way to the west. The northeast corner of this area does connect to residential districts that reach the
SoNo district through the Neighborhood Business district. Additionally the residential uses in this
relatively small area are further diluted by several churches and schools. The area is not large enough to
maintain a residential identity. The absence of a strong residential presence in this location, directly
adjacent to the transit access is not ideal for a Transit Oriented Development district. The adjacent
SoNo Station Design District is perhaps a missed oppertunity to provide a more appropriate transition
of uses for this residential area. Although the SoNo Station Design District, which includes the property
immediately surrounding the train station, allows for a mix of uses, including residential, and is
consistent with the Transit Oriented Development districts, it is not large enough to provide these uses

on its own or significantly contribute to the residential neighborhood to the east.

Density Patterns

The density characteristics of the South Norwalk Study area also contain elements of typical Transit
Oriented Development districts employed in an atypical manner. In typical Transit Oriented
Development districts, high density developments are allowed. These are typically residential uses and
are located directly adjacent to the transit service. The close proximity and convenient access to transit
service is the unique amenity provided by these developments. The density levels decline as
development moves further from the transit station and the amenity and convenience of the transit
service is reduced. The zoning regulations for the South Norwalk Study Area allow for areas of high
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density, but these areas are not near the transit center. High density development in the Study Area is
allowed in the Reed Putnam Design Districts and the South Norwalk Business District. Both of these
zoning districts are north of Washington Street and beyond a quarter mile walk from the train station.
The Reed Putnam Design Districts are more than a half mile walk from the train station. Furthermore
the zoning regulations for the areas immediately surrounding the ITC allow a significantly lower density
than is typically found in Transit Oriented Development. The SoNo Station Design District limits the
heights of all non-parking garage structures to four 4 stories and 45 feet. Although these building
heights are consistent with the allowable heights adjacent to the train station and throughout the
majority of the Study Area, these restrictions prevent South Norwalk from capitalizing on the transit
facility as a development asset and is not consistent with typical Transit Oriented Development
characteristics.

Dimensional Standards

Through the analysis of the Study Area’s zoning regulations, a unique pattern regarding the
dimensional standards was identified. In spite of the wide array of uses and range of zoning districts
found in the Study Area, and in contrast with typical Transit Oriented Development districts, the
dimensional standards for the majority of zoning districts are extremely consistent. Nine of the Study
Areas’ fourteen zoning districts have height restrictions ranging between 2.5 stories or 40 feet and 4.5
stories and 55 feet. This is an extremely narrow range given the diversity of uses that are permitted in
the Study Area and unusual for a Transit Oriented Development district. The zoning districts that
allow building sizes greater than 4.5 stories or 55 feet are all located north of Washington Street in three
of the four Reed Putnam Design Districts, the South Norwalk Business District and the Washington
Street Design District. Although the consistent building dimensions provides some uniformity to the
diverse array of uses found in the Study Area, the height restrictions, particularly in the SoNo Station
Design District, are inconsistent with the goals and characteristics of Transit Oriented Development.

Flood Zones

The 2010 FEMA flood maps for South Norwalk as well as Geographic Information Systems received
from the City of Norwalk indicate there are no 500-year flood zones in the Study Area. However there
are significant portions of the Study Areas that are covered by the 100-year flood zones. As illustrated in
Figure 5: Flood Zones the 100-year flood zone areas are located east of South Main Street, primarily
along the Water Street corridor from Haviland Street to Burritt Ave.

The majority of the areas within the 100-year flood zone are either Marine Commercial or Industrial
No. 1 zoned properties. The existing uses in this area generally conform to the zoning regulations, with
the exception of property owned by the City of Norwalk. The City owns several key parcels within the
flood zones, most notable is the Washington Village public housing complex located between Day,
Water, Raymond and Concord Streets. West of Washington Village is the City-owned open space,
Ryan Park. North of Washington Village is a series of undeveloped parcels along Day Street also owned
by the City of Norwalk. These parcels are noteworthy because as City-owned properties they represent
key redevelopment opportunities for the City of Norwalk, however because they are located within the
100-year flood zone, state regulations apply to any development. Flood Management Certification is
required as part of state funding application process for any construction within the 100 or 500 year
flood zones. Flood Management Certification is a permit issued by the Connecticut Department of
Environmental Protection (CTDEP). Flood Management Certification must be submitted by any state
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agency proposing an activity within or affecting a floodplain. According to the CTDEP website there
are four specific activities thar trigger this requirement. They include the following:

1. Proposing a structure, obstruction or encroachment within a floodplain
2. Proposing site development that increases peak runoff rates

3. Any grant or loan which affects land use, land use planning or the disposal of properties in
floodplains

4. Any program regulating flood flows within the floodplain

While the requirement for Flood Management Certification does not preclude redevelopment planning
or construction from occurring within floodplains it is an example of the complexities that accompany
any actions that affect floodplains. Flood plain complexities should be considered in advance of any
action taken within these identified areas, but these issues should not prevent using the city controlled
properties as key elements in neighborhood development initiatives.
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SECTION 3: PLANS AND INITIATIVES

The South Norwalk neighborhood is an established and important entity within the City of Norwalk.
A series of plans, studies and city planning initiatives have occurred in South Norwalk due to the area’s
assets and the increased likelihood of experiencing change. Evaluating these efforts is important to
understanding the recent evolution of the South Norwalk neighborhood and ongoing initiatives.
Understanding these plans, studies and initiatives in the context of Transit Oriented Development will
be critical to establishing continunity with these efforts and developing a successful Transit Oriented
Development Master Plan. A selection of recent plans and studies pertaining to South Norwalk has
been identified and their findings in relationship to Transit Oriented Development are reviewed below
and their respective study areas relative to the South Norwalk Study Area are illustrated in Figure 6:
Study Areas of Previous Plans and Initiatives.

Plan of Conservation & Development (2008)

The Plan of Conservation & Development for the City of Norwalk was completed in 2008 by Chan
Krieger Sieniewicz. This plan was an update to the 1990 Plan of Conservation & Development. The
purpose of both the 1990 Plan of Conservation & Development and the 2008 update was to balance
the preservation and protection of the City of Norwalk’s assets while allowing and directing
development and growth in appropriate locations and at suitable scales. This document provides

guidance to planning and development initiatives throughout the entire City of Norwalk.

Although this document applies to the entire City of Norwalk, particular attention has been paid to
South Norwalk. South Norwalk was recognized as an area of the city that possessed a high likelihood of
change and therefore its needs were examined in depth in the 2005 South Norwalk Planning Study
(discussed below) to inform and support recommendations made in the Plan of Conservation &

Development.

The Plan of Conservation & Development recognized the environmental and circulation benefits of
Transit Oriented Development. Recommendations made in this plan that pertain to South Norwalk
ranged across a series of topics.

Specific recommendations made for South Norwalk include:

o Improve Ryan Park to accommodate the residents’ needs
e Develop mixed income housing on city-owned property on Day Street
o Enhance the pedestrian environment and experience on Main Street

o Suengthen redevelopment efforts by encouraging mixed use mixed use development at the Reed
Putnam area

»  Expand the retail mix in SoNo while maintaining its diversity

» Explore opportunities for mixed use redevelopment in South Norwalk

o Revisit planning goals for the Webster Block

o Establish Village District in Golden Hill area along Cedar Street

o Preserve the architectural qualities of South Main and Washington Streets

Specific recommendations made for the South Norwalk train station include:

o Provide adequate parking ar the train station
o Plan for around-the-clock uses
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»  Redevelop the east side of the station in a multi-modal service center
o Conduct an intermodal feasibility study

General recommendations made for the City of Norwalk that are consistent with Transit Oriented
Development include:

» Encourage multi-modal transit connections

»  Establish bike lanes in appropriate locations

o Implement traffic calming elements

» Enhance pedestrian environments to support economic revitalization and encourage transit use

» Improve pedestrian convenience and safety at bridges and overpasses

o Public parking policies should support economic growth by making on street parking convenient
and creating centralized shared parking facilities

» Encourage new development around transit access

» Continue to support capital budget for street and plaza improvements

South Norwalk Planning Study (2005)

The South Norwalk Planning Study was completed in 2005 by Chan Krieger & Associates. The
purpose of this study was to inform the City of Norwalk’s 2008 Plan of Conservation and
Development of South Norwalk’s existing conditions and the community’s perspective on potential
change to their neighborhood. The South Norwalk Planning Study examined the land use, zoning,
transportation network, and the public open space in the report’s Study Area. The report’s Study Area
was bounded by Washington, Water, Concord Streets and Martin Luther King Jr Drive. The report
also provides detailed redevelopment plans for the train station, the South Main Street Corridor, Ryan
Park and the city owned properties on Day Street.

The South Norwalk Study strongly advocates for many elements consistent with key characteristics of
Transit Oriented Development districts to be implemented within its Study Area. The recommended
elements include encouraging mixed use development, improving the pedestrian environment and
specific redevelopment plans for the eastbound side of the railroad station. These plans include the
creation of a public park, two levels of structured parking below grade, new residential buildings with

ground floor retail and the reconfiguration of the vehicular circulation.
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The Webster Block Planning and Urban Design Study (2004)

The Webster Block Planning and Urban Design Study was completed in 2004 by SEA Consultants,
Inc. The purpose of the Study was to examine the Webster Block’s redevelopment options and craft a
development concept that leveraged the sites existing opportunities and assets. The Webster Street
Block Study Area is the area roughly bounded by Martin Luther King Jr. Drive, North Main and
Madison Streets. The Webster Street Block is located within the South Norwalk Study Area and
occupies a critical location within the South Norwalk neighborhood. The Webster Street Block is west
of the SoNo district, south of the planned 95/7 development area and less than a half mile north of the
South Norwall train station.

Due to its proximity to the South Norwalk train station the Webster Street Block is an ideal candidate
for redevelopment as a Transit Oriented Development site. The Webster Block Planning and Urban
Design Study development concept contains characteristics consistent with this approach including a
mixed use high density development and a pedestrian friendly environment. Although the Webster
Block Planning and Urban Design Study does not directly include the South Norwalk train station, a
high density mixed use development consistent with the development concept presented in the Webster
Block Planning and Urban Design Study would enhance South Norwalk as a Transit Oriented
Development district.

South Norwalk Rail Station and Intermodal Facility Study (2009)

The South Norwalk Rail Station and Intermodal Facility Study was completed in 2009 by Wendel
Duchscherer Architects and Engineers. The purpose of the Study was to examine the South Norwalk
train station site and determine how it could be upgraded to an integrated intermodal facility. The
focus of the study was on the east side of the railroad right of way, which remains largely undeveloped
and contributes to multi-modal congestion. This study included the conceptual design of an intermodal
facility on the east side of the railroad right of way. The Study included examining all of the property
associated with the South Norwalk train station, but the focus was the station property bounded by
Monroe, Chestnut, Henry and Mulvoy Streets and the railroad right of way.

This Study support’s the City of Norwalk’s goal to develop the South Norwalk train station into a fully
integrated intermodal facility that provides safe and easy connections between multiple forms of
transportation. By becoming a more efficient and effective transit center, the South Norwalk train
station will enhance itself as the anchor to the South Norwalk neighborhood and future development.
The Preferred Alternative Concept Plan proposed by this study provides two-story pedestrian and
vehicular movement for improved circulation, two new mixed use buildings that conform to the South
Norwalk Railroad Station Design District requirements, and either a 280 car below grade parking
structure or 170 surface parking spaces. The Preferred Alternative Concept Plan is intended to integrate
with the scale and character of the surrounding South Norwalk neighborhood, while simultaneously
creating a pateway feature for passengers arriving in South Norwalk.

South Main Corridor Urban Renewal Plan (1990)

The South Main Corridor Urban Renewal Plan was adopted by the City of Norwalk in September of
1990. The purpose of this plan was to create an Urban Renewal Project Area along the South Main
Street corridor. The Urban Renewal Project Area is roughly bounded by Haviland Street to Concord
Street and Day Street to the South Norwalk railroad station property. The Urban Renewal Project Area
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is intended to focuses efforts to prevent the deterioration and blight from this business corridor that is
swrounded by residential neighborhoods. The plan promotes an urban renewal strategy for the South
Main Street corridor that encourages new mixed use development that reinforces the pedestrian
environment while protecting and reinforcing the existing residential neighborhoods included in the

Urban Renewal Project Area.

The South Main Corridor Urban Renewal Plan includes specific initiatives related to the South
Norwalk railroad station and general recommendations that conuibute to Transit Oriented
Development characteristics. A recommendation specific to the South Norwalk railroad station is the
pursuit of maximizing the development potential of the immediate railroad station area with a mix of
uses that enhances the neighborhood. The acquisition of the properties along Chestnut Street between
Henry and Monroe Streets is suggested to achieve this development goal.

Beyond the recommendations specific to the railroad station, The South Main Corridor Urban
Renewal Plan includes recommendations that create an environment with many of the same
characteristics that are critical in comprising a Transit Oriented Development district. The
recommendations include improving the pedestrian environment throughout the Urban Renewal
Project Area, strengthening the connection between the railroad station and the SoNo historic district,
and encouraging neighborhood scaled mixed use development.
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SECTION 4: PROPERTY OWNERSHIP

Property ownership patterns can provide key insight into a district’s susceptibility to change and
identify the locations where that change is most likely to occur. Properties that are non-owner occupied
principally function as investments for their owners. Therefore these properties tend to possess a higher
likelihood of sale, redevelopment or alteration, especially when area conditions change. Identifying non-
owner occupied properties and their patterns can identify certain sections of a district or neighborhood
that could be more susceptible to changing conditions.

Owner Occupied Properties

Traditionally owner occupancy has been an indication of stability, as property owners are more likely to
invest in the homes and neighborhoods that they are living in. However, over the last several years,
homeownership has increasingly resulted in foreclosures. In neighborhoods where foreclosures have
been concentrated, blight has been the unintended result of homeownership. As referenced in the
Economic and Market Analysis section of this Existing Conditions Evaluation Report, South Norwalk
has not experienced a high concentration of foreclosures. Due to the instability experienced within the
national and local housing markets and lending practices over the last three years, homeownership may
continue t be an inconsistent indicator of neighborhood stability.

According to the City of Norwalk’s Tax Assessor’s Office there are 1,565 properties located within the
South Nerwalk Study Area. Of the Study Area properties, approximately 78% include residential uses.
Of all the residential properties in the Study Area approximately 66% are owner occupied while 34%
are non-owner occupied. The distribution of owner occupied and non-owner occupied residential
properties is illustrated in Figure 7: Owner Occupied Residential Properties. The areas with
concentrations of non-owner occupied properties tend to be anchored by the Study Area’s few
apartment complexes, such as the Monterey Village Apartments and the St. Paul’s Terrace Housing.
Other than these areas, the only clustering of non-owner occupied properties appears to be along the
length of Fairfield Avenue. Although additional external pressures could change the ownership
landscape in South Norwalk, the clusters and concentrations of non-owner occupied properties as

presently arranged do not appear to be in a position to threaten the stability of the Study Area.
Land Ownership

Another ownership partern that can significantly increase an area’s likelihood of change is that of single
ownership entities that control large and adjacent properties. Identifying these ownership groups and
their properties can be critical to tracking potential change that may occur at a large scale. These types
of owners can be susceptible to the external pressures of development entities interested in assembling
and redeveloping properties. Those ownership groups that are controlled by a single person or family
also remain susceptible to sudden change due to internal pressures, such as illness or retirement needs.

The South Norwalk Study Area has only several major property holders. Of the 1,565 properties within
the Study Area there are only three property owners, identifiable by Tax Assessor’s Office records, that
individually own more than ten properties located within the Study Area, as is illustrated in Figure 8:
Large and Adjacent Properties of Single Ownership. The vast majority of Study Area property owners
control enly one parcel within the Study Area. Of the three property owners that own multiple Study
Area properties, the City of Norwalk controls thirty-eight, the highest number of properties. The City
of Norwalk’s properties include the Police Station, Washington Village, Ryan Park, The Columbus
Magnet School, the South Norwalk train station and other properties of various sizes and functions.
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The City of Norwalk may choose to redevelop some of these properties as part of revitalization efforts in
the area, but many of the properties are highly unlikely to change. The ownership entity of 95/7
Ventures controls twenty eight properties. Predictably these properties are clustered in the Reed Putnam
area and are the location for significant planned redevelopment. The Washington Row Preservation
condominium association controls eleven properties. These properties are all located along Washington
and Main Streets in the South Main and Washington Street Historic District and are unlikely to
experience significant changes that would contribute to considerable redevelopment projects. A key
member of the Washington Row Preservation condominium association that is worth noting is T.R.
SONO Partners. T.R SONO Partners is an affiliate of F.D. Rich Company, a real estate management
and development company headquartered in Stamford CT. In addition to owning a number of retail
condominium units in the Washington Row Preservation properties, T.R. SONO Partners also owns
six properties in the SoNo district. Of the six properties one is located on Washington Street and five
are located on the north end of South Main Street. According to the Norwalk Redevelopment Agency
T.R. SONO Partners control approximately 90,000 SF of retail space in South Norwalk. Although
properties in the South Main and Washington Streets Historic District are less likely to experience
significant change due to the historic designation and that the buildings themselves significantly
contribute to the area’s character and artractiveness, T.R. SONO partners is worth noting given its
affiliation with a significant development company and the amount of property it controls. The Study
Area’s ownership diversity is an indication of an area that is not likely to experience significant sudden
change, with the exception of the planned 95/7 development.
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SECTION 5: CRIME AND CODE VIOLATIONS

The reality and perception of safety in the South Norwalk Study Area is a primary and consistent
concern among residents and businesses owners. Issues of neighborhood safety affect how an area is
perceived and approached by residents, businesses, patrons, commuters, and investors. Although
crime exists in all communities, promptly addressing criminal incidents, the sources of the incidents
and the physical environments conducive to criminal activity are the means to effectively
combating these issues.

Interviews with members of the Norwalk Police Department and a review of incident data indicate
that the rate of incidents which occur within the South Neorwalk Study Area is consistent with the
rate of incidents that occur throughout the City of Norwalk. A review of crimes and code violations
within the Study Area over the last three years (2007, 2008, and 2009) reveal a crime and code
incident rate that has held steady and has experienced very litde fluctuation. The crime and code
incidents which have occurred duwring that period have been distributed fairly consistently
throughout the Study Area.

Urban design and, more specifically, Transit Oriented Development, can be incorporated in and
contribute to comprehensive safety improvement plans and initiatives for South Norwalk. The
wban planning principle of “Eyes on the Street” improves community safety by increasing the
volume of activity generated by pedestrians, shop owners, patrons and residents. Criminal behavior
is less likely to occur in busy and active locations. Transit Oriented Development urban design
features, such as first floor retail, mix of uses, orientation of buildings and enhanced streetscape
elements, including street lights and benches, can be implemented to increase the “eyes on the
street” and therefore increase community safety. Through these means Transit Oriented
Development principals can be implemented as part of a larger comprehensive safety improvement

strategy to improve the South Norwalk Study Area.

Urban planning initiatives specific to improving safety within the South Norwalk Study Area have
been detailed in the project Goals and Objectives that were developed through public outreach and
engagement with the South Norwalk community. The project Goals and Objectives are included
in this report as Appendix A. A comprehensive safety improvement plan should be developed for
South Norwalk, and urban design initiatives such as those featured in the project Goals and
Objectives should be incorporated within that plan.
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SECTION 6: MARKET PROFILE

Attributes of Norwalk/Fairfield County

Norwalk is a seaport community located on Long Island Sound, approximately 45 minutes northeast of
New York City. The city is easily accessible by either automobile (Interstate 95) or train (Metro-North).
Amtrak does not currently stop in Norwalk, but in Stamford and Bridgeport. In 2009, Norwalk’s
population was 84,437 of which approximately one-quarter were located within one mile of the center
of the South Norwalk Study Area. A partial snapshot of Norwalk for 2009 obtained from the Norwalk
Redevelopment Agency website is as follows:

» Incorporated: September 11, 1651

» Labor force: 44,300, 33% of which have a bachelors degree or higher

e Primary occupation: Management

»  Median household income: $64,895

e Housing: 31,695 occupied units with 19,800 owner-occupied and 11,900 renter-occupied
o  Total retail sales in 2008: $2.7 billion ranking Norwalk as 5 highest in Connecticur

e Meuo-North average daily detraining—32,802; boardings out —37,234.

Fairfield Office Overview

Norwalk is located in Fairfield County’s Central submarket. The Central submarket contains 135 office
buildings totaling. 11,000,000 total square feet of space. In Q2 2010, availability was 21.1% according,
to the brokerage firm CB Richard Ellis. This level was one-percentage point lower than prior quarter
numbers. Net absorption in Central Fairfield County during the subject period was virtually zero, and
average rents for class A and B office space in Central Fairfield County fell slightly to $27 per square
foot. No new office space was constructed during the first half of 2010. A recent review of the Fairfield
County Class A office market indicates that there likely will be no net new demand for Class A office
for 20 years. In spite of this projection, a large scale project, Harbor Point in Stamford, is proceeding.

Fairfield County/Norwalk Residential Overview

The economic research company ESRI estimated that in 2010 there were 34,701 housing units in
Norwalk. Of these, 20,000 (58%) were owner-occupied, 12,600 (36%) were renter-occupied, and
2,000 (6%) were vacant. Over the next five years, ESRI projects that the total number of households
will grow less than 1% to 35,000.

According to the real estate website trulia.com, the median sales price for residential property in
Norwalk ZIP code 06854 in the third quarter of 2010 was $337,500 based on 38 sales. The average
listing price for homes located in the same ZIP code for the same period was $726,500. As of
September 2010, 61 of 170 homes listed for sale (36% of all listings) were in pre-foreclosure, auction,
or the bank-owned stage of the foreclosure process. Compared with the same period in the prior vear,
the median sales price increased 41%, though the number of sales for the same three month period
declined by 38%. According to Banker and Tradesman, Norwalk condeminium sale prices during the
first nine months increased 2% from $295,000 to $300,000 while single-family home prices declined
4% from $455,000 to $435,000 for the same nine-month period. The data indicate that condominium
prices have stabilized though single-family homes continue to slip, albeit at a slower pace than 2008-
2009 when, according to Banker and Tradesman, prices fell nearly 11%.
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National Low Income Housing Coalition data showed that rents in the greater Stamford-Norwalk area
fell approximarely 5% to an average of $1,784 per month in the second quarter of 2010. According to
managers of the three most recently constructed apartment communities in or proximate to the South
Norwalk Study Area, however, rents for both one bedroom ($1,500 - $2,000/mo.) and two bedroom
($2,000 — $3,000/mo.) units located in their respective apartment complexes have remained strong,
Rents in the three subject apartment communities held steady in the third quarter of 2010 as did overall
occupancies which were in the mid to upper-90s.

Other Competitive Town Centers to South Norwalk

Norwalk sits within a constellation of other neighboring communities that provide choices in the
provision of goods and services (Table 1). Residents and employers making choices about where to
locate or where to make purchases of goods and services have numerous options within Fairfield
County. The most competitive town centers to Norwalk are Fairfield, Westport, Darien, and New
Canaan. Stamford is included in the table for information, but it is much larger than Norwalk and not
comparable.

Fairfield

With a population of around 57,000, Fairfield is about a third smaller than Norwalk. Household
income is a third higher at over $100,000. Like Darien and New Canaan, the town is predominantly
white (93%). There are 24,000 jobs against 19,000 households, making for a 1.26 jobs to houscholds
ratio. It has a retail base that is considerable ($1.6 billion annual sales), although its retail base is only
about half of Norwalk’s. Crime and poverty rates are about half of Norwalk’s. Fairfield’s Metro-North
average weekday boardings (inbound) total abourt 2,843 or approximately 43% more than Norwalk’s
1,987. Fairfield’s town center is located around the train station. Retail is concentrated in the Fairfield
Shopping Center.

Westport

Westport's population is half of Fairfield’s and a third of Norwalk’s. With 17,000 jobs and 9,200
households, the jobs/households ratio is 1.8—among the highest of the group. Median household
income is twice Norwalk’s at $155,000. Median house price is $1.3 million, with 90% of the housing
stock being single family. Metro-North’s usage is a third of Norwalk, and, consistent with having many
jobs, there are more detrainings than boardings. The town center is along two streets adjacent to the
river. National retail chains are represented among, the retail mix in the quaint New England village
setting,

Darien

Darien has the highest household income at $187,000, although New Canaan is a close second. With
9,500 jobs and 6,400 houscholds, its jobs/housing ratio is positive as well (1.2). It is 94% white and
92% single family, with a median price of $1.3 million. Crime and poverty rates are among, the lowest
of the group. Metro-North boardings and detraining are almost identical. It has an arttractive town
center arcund the commuter rail station. Recent new construction includes first floor retail and second
floor office with very high end finishes both interior and exterior. Its retail base is nearly as large as
Fairfield’s, but only a third of Norwalk’s, in that there are no big box stores there.

The Cecil Group — TR Advisors — Milone & MacBroom — Language Link Consortium Existing Conditions Evaluation Report
32



New Canaan

New Canaan is similar to Darien, in terms of demographics, although its median house price is much
higher at $1.7 million. Its employment base is 6,500 supported by 7,200 households, making it the
only town with fewer jobs than households (.81 jobs/housing ratio). Relative to the other competitive
towns, it has a small amount of retail sales ($350 million), although it has a pleasant town center
composed of over 100 shops, galleries, boutiques and restaurants. In terms of use of Metro-North, it has
more boardings out that detrainings in, as one would expect with the town’s jobs/housing ratio.
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Major Projects from Stamford to Bridgeport

Three of the four major mixed-use projects proposed for Fairfield County remain stalled in various
stages of planning and/or completion due to continued poor economic conditions. These include:

»  Stamford’s Harbor Point

» Fairfield’s Metro Center

o Bridgeport’s Steelpointe Harbor

o Norwalk’s 95/7 project at the Reed Putnam development site

Harbor Pointe, Stamford

Harbor Point is an 80-acre mixed use development on Stamford’s waterfront being developed by
Norwalk, Connecticut-based Building and Land Technology (BLT). When complete, it will comprise 6
million square feet of mixed-use development of which 85% is residential (4,000 residential units, 10
percent of which is affordable housing); and 15% commercial, including three Class A office buildings,
a grocery store, two hotels (including one waterfront), restaurants and a full-service marina; more than
11 acres of parks and public space, a community school, and publicly accessible waterfront. Harbor
Point is a Transit Oriented Development situated within a ten-minute walk from the Stamford

Transportation Center.

Currenr Stams: Two Class A office towers comprising 400,000 square feet, One and Two Harbor Point
Square, are under construction; two major tenants have leased space at Two Harbor Point. BLT has
also completed 570 loft and high-rise apartments and applied to the City to construct another 330 unit
complex at the Yale & Towne area of Harbor Point. Finally, a new 80,000 square foot grocery store
named Fairway Market opened on November 3, 2010.

Metro Center, Fairfield

Fairfield Metro Center is a planned 1,100,000-square-foot office park comprising 800,000 square feet
of Class A office space, several restaurants, a retail pavilion, fitness center and 175 room hotel as well as
a commuter rail station situated on 35 acres in the town of Fairfield, Connecticut, In late December
2009, State Senator John P. McKinney and Governor Jodi Rell announced a bond autherization for
$20 Million wherein the state would assume the developer's obligations for infrastructure work thereby
enabling the project’s work to continue.

Currenr Starus: In late April, 2010, the developer's obligation for infrastructure improvements was
reduced to $5.2 million with the balance to be financed through the aforementioned state bonds.
Responsibility for construction of a 1,500-car parking lot and access road at the town's third train
station on lower Black Rock Turnpike will now be done by the town. The start date is uncertain.

Steelpointe Harbor, Brideeport

Steelpointe Harbor is a 52 acre project comprising 2.8 million square feet of new development that will
be constructed over a period of years in four phases. It is a public-private partnership between the City
of Bridgeport and the developer, Bridgeport Landing Development LLC. The controlling partner is
RCI Marine. When complete, Steelpointe Harbor will have approximately 800,000 square feet of retail,
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200,000 square feet of commercial/office, 300,000 square feet of hotel/meeting area, a new 250-slip
marina with complete shore-side support and approximately 1,500 residential units.

Currenr Status: The Connecricur Post reported that, as of October 2010, the project’s developer,
Bridgeport Landing Development, LLC, was close to signing anchor tenants that would spur
eroundbreaking, possibly as early as spring 2011. Bridgeport’s Mayor, Bill Finch, also announced that
US Department of Transportation would provide an $11 million grant for infrastructure improvements
instrumental to the project. These developments followed the City’s May 2010 approval of special
zoning, development and coastal management plans for the project.

95/7, Norwalk

Situated in the heart of the City of Norwalk, Connecticut, District 95/7 SoNo is being developed by
Spinnaker Real Estate Partners. The site comprises twelve acres of vacant land adjacent to the Norwalk
Harbor and historic South Norwalk, at the intersection of Interstate 95 and US Route 7. When
completed, the development will include approximately 600,000 square feet of Class A office space,
125,000 square feet of retail space, 300 residential units, and a 150 room hortel.

Current Starus: The 95/7 project stalled in 2009 due to sharply reduced demand for office space as a
result of the “Great Recession”. A November 2009 Johnson Controls report entitled “Northeast
Economic and Real Estate Market Trends” recommended strategies for getting the project restarted
including applying tax-increment financing, recovery bonds, tax relief, tax credits and other indirect
subsidies, as well as reducing the dependence on office space, allowing retail space to be built
independent of the office space, cutting back parking requirements, expanding a nearby enterprise zone,

and streamlining the public-approval process.

These four projects totaled 2,575,000 square feet of potential class-A office space that developers have
mostly postponed given rental rates and lease activity that are too low to support new supply.
Importantly, office workers are the driver for other uses such as retail, restaurants, and support functions
serving those workers and their companies.
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SECTION 7: REGIONAL GOMPETITIVENESS

The criteria on which regional competitiveness is determined have changed in the last two years since
the financial crisis—captured by demographer Richard Florida in his book The Grear Reser, in an
attempt to capture the essence of these changes. Many of them are acknowledged in the new federal
objectives around implementation of the concept of “sustainability.”

Comparisons of Economic Market and Transit Oriented Development Attributes to Other
Markets

New Sustainability Objectives from the Federal Government

Under the Obama Administration, for the first time, the Federal Departments of Housing,
Transportation, and Environmental Protection have established policy objectives that promote
“sustainability” criteria for making of grants:

e Promote more transportation choices

» Promote equitable, affordable housing

o Enhance economic competitiveness

o Support existing communities

»  Coordinate policies and leverage investment

»  Value communities and neighborhoods

All six of these objectives have the potential to be implemented in this South Norwalk Study Area with
the right choices going forward. Consequently, the city has the potential to attract new federal (and
potentially state) dollars. In fact, the City of Norwalk was recently awarded a grant from the HUD
Office of Sustainability to plan and implement such a program, in furtherance of this project. These
federally mandated goals tie directly to the competitive advantage of Transit Oriented Development.

The Competitive Advantage of Transit Oriented Development

In addition to these federal policies promoting sustainable development that could be realized in the
South Norwalk Study Area, there are even greater market forces at work that give Transit Oriented
Development a competitive advantage in attracting new development and creating vibrant places where
people want to live and work. They include:

o Increasing National Acceptance: The financial crisis which has precipitated strains on family budgets
has forced households to examine ways of reducing expenses. The Urban Land Institute has
documented that the real costs of housing are not just the cost of the housing itself, but the daily
transportation costs related to commuting. With commuting costs up to 17% of household
budgets, living next to transit can save up to $9,000 per year. Avalon Partners, a national apartment
developer, has recently completed a 300+ unit apartment complex—called the “Pulse,” located
adjacent to the Norwalk Bus Station in downtown Norwalk, one example of this acceptance. Many
of Avalon’s projects are Transit Oriented Developments.

o Increasing Traffic Congestion: With land use decisions being made without sufficient considerations
of cumulative traffic impacts, roads have become snarled to the point of grid-lock in many
communities, causing many to question locational decisions where the only option for travel is in
the private automobile. I-95, the major inter-city connector, is clogged much of the day, making
automobile travel less and less attractive for longer trips, particularly around commute times.

o No Build Highway Policies: Highways are no longer deemed to be the solution to transportation
woes. Scarce federal dollars are instead being allocated to maintaining the existing highway
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network. New transit and high speed rail are getting any new expenditures in order to enhance
connections between metropolitan regions. Consistent with this national trend, no new major
highways are contemplated in the Norwalk areas, although some interchange improvements are
under construction or planned around some of the major development projects discussed in other
areas of this report.

o LEnbancing Mobiliry and Quality of Life: Public transit generally allows the passengers personal time
to do things not possible while driving a car. Most people value more personal time in their frenetic
lives. It also provides travel options. For most people, both these aspects—more personal time and
increased travel options—are considered improvements in quality of life, a factor in making
communities more “livable.” The South Norwalk Railroad Station is ameng the highest-traffic
commuter rail stops in Connecticut—both boardings and detrainings, meaning there are about
equal numbers coming into the city to work and those commuting out to work.

o Favorable Demographic Trends Aging baby boomers who located in the suburbs to take advantage
of larger, more affordable housing, and better school systems are now locking forward to
retirement, reduced home maintenance respeonsibilities, and the need for less living space. A more
urban life-style is the answer for many facing these circumstances. Also, the “Milleniums™ (born
between 1982 and 1995)—the “baby boom echo” --are having children later and want to locate in
more dense, exciting urban centers where the odds of getting a good job and finding a life partner
are greatest. Generally, these groups value the personal time gained by commuting in transit instead
of driving by car. National studies have found have found that in the next twenty years at least a
quarter of all households (14.6 million) will be seeking housing within a quarter of a mile of transit
service. That translates to a potential to more than double the amount of housing in transit zones.
In short, this demand will be from all household, age brackets and income types. Currently high
occupancy factors in apartuments and few houses for sale in South Norwalk support these

hypotheses when applied locally.

o Improved Access tw Development Capital Recognizing these trends, banks and others providing
capital to development projects have been among the first after the financial crisis to fund such
projects. The majority of projects being funded today are rental developments in urban locations,
many in close proximity to transit.

The direct effect of these competitive advantages is thart, according to a number of recent studies,
residential and office property within walking distance of transit have values 10 to 23 percent higher
than comparable properties in surrounding neighborhoods. This effect leads to concern about
“gentrification” occurring around transit stations, to the detriment of houscholds living in more
affordable housing, Due to its wide range of housing types and price points, South Norwalk is a
candidate for increasing values and rents in the areas immediately surrounding the station. The
Consulting Team will address means to mitigate these im pacts during the course of its study.

Economic and Industry Profile of Norwalk

This section addresses current aspects of the Norwalk economy, other unique locational aspects about
the city, and the status of major local development proposals pending in the city.

Emplovment in Norwalk

According to the Norwalk Redevelopment Agency, major Norwalk employers include GE Commercial
Finance and GE Capital, Hewitt Associates, Xerox, Diageo, Northrop Grumman Enterprises, and
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FactSet Research Systems. A complete listing of Norwalk employers having more than 250 employees
can be found at the Chamber of Commerce’s web site.

Norwalk has employment totaling 44,000, as noted above, and 32,000 houscholds, translating to 1.42
jobs per household in the City of Norwalk--making the jobs/housing ratio very attractive. This fact
suggests that additional housing in the City would be in high demand, in that, over time, people will
want to move closer to their work in order to reduce commute times and expense. For the most part,
Norwalk residents currently have limited choices, especially in multi-family, higher density product
types, especially around transit stops. This hypothesis is supported by very high occupancy rates in the

apartment complexes sampled.

Retail in Norwalk

Norwalk retail development is concentrated along Connecticut Avenue, north of 1-95, and west of
Route 7. Most of the larger national retailers can be found there. They are both regional destination and
local neighborhood retail-serving functions. This concentration of retail in this corridor effectively
eliminates the prospect for larger “big box™ retailers to locate in the South Norwalk Study Area. The
other problem for larger retailers is that the Study Area is not located immediately adjacent to a major
high-volume highway. Retail uses in the Study Area will likely remain confined to specialty retail related
to its other destination attractions—tourism, waterfront/maritime, entertainment, household
design/furnishings, and cultural/heritage to name the most prominent (see the SWOT Analysis below
for more details). It could also include local serving retail, such as a smaller grocery market—currently
under construction on the corner of Washington and Main Streets.

Status of Other Major Projects in Norwalk

Three major development projects have been planned and approved for Norwalk, one in the South
Norwalk Study Area (95/7) and the other two north of I-95 in the original downtown Norwalk area
along West Avenue up to Wall Street.

Wall Street Place (POKQ Partaers)

Located on a 6.3 acre redevelopment site in traditional downtown Norwalk, this phased development
project is proposed to accommodate 380 apartments, 870 parking spaces, 60,000 SF of commercial and
retail space and as well as a small performing arts center. The residential component will be comprised
of market rate and affordable rental apartments as well as condominiums. Most buildings will have
ground floor retail and underground parking. The project is heavily supported by various Federal, State
and City of Norwalk funding structures. The intent of the project is to enliven and restore Wall Street
as the active historic downtown of Norwalk.

“95/7" as Part of Reed Putnam (Spinnaker)

As described earlier, this project is situated in the heart of the City of Norwalk, Connecticut, District
95/7 SoNo and is being developed by Spinnaker Real Estate Partners. The site comprises twelve acres of
vacant land adjacent to the Norwalk Harbor and historic South Norwalk, at the intersection of
Interstate 95 and US Route 7. When completed, the development will include approximately 600,000
square feet of Class A office space, 125,000 square feet of retail space, 300 residential units, and a 150
room hotel.
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Waypointe (Stanley M. Seligson Properties)

As described earlier, this project is comprised of six city blocks and nineteen acres, Waypointe is
intended as a “dynamic urban district in sought-after Fairfield County.” Given the size of the site, they
will be able to create a quarter mile “two-sided” street experience—a real shopping mecca with 535,000
SF of new and existing retail space. It is also planned to include 75,000 of office space, 350 housing
units, a cinema, and 2400 parking spaces. Located less than a half mile from I-95 and Rourte 7, and
adjacent to Wall Street Place, the two projects will certainly combine to provide Norwalk with a new
Town Center. . If built, Waypointe and Wall Street Place would offer scale, newness, variety, and
convenience that could place Washington and N. Main Street at a significant competitive disadvantage.
Increased housing options located within the South Norwalk Study Area would help offset the impact
of these proposed developments.

Findings from Existing Literature Review

Reconnecting America is a non-profit think-tank devoted to documenting and facilitating Transit
Oriented Development around the country. It is among the most comprehensive sources on the subject
of Transit Oriented Development. The organization has authored a publication Swmtion Area Planning:
How to Make Grear Transir-Oriented Places, which defines eight Transit Oriented Development place
types to help structure solutions. Our review of those typologies suggests that the South Norwalk Study
Area does not fit any of the eight different descriptions, bur is an overlap of three station types:
Subwban Center, Transit Neighborhood and Transit Town Center, as presented in Table 2. Those
criteria that apply to South Norwalk are highlighted.

Based on this review of the literature, South Norwalk Study Area has the following attributes:

» A distinct center--(the Webster Block, around the Maritime-Aquarium and Washington St.), but
nothing of note immediately adjacent to the Station

o A regional destination for some uses (the Maritime-Aquarium, household goods/design center, the
waterfront and the entertainment district)

» An eclectic mix of other land uses (especially between the Station and the waterfront, including
many vacant and underutilized parcels)

o Station location is at the edge of distinetly different neighborhoods—(Monroe Street and Martin
Luther King Jr. Drive being the demarcation line)

o  Secondary transit is less frequent—bus service to the South Norwalk Railroad Station is marginal
versus the “Pulse” bus center north of [-95

o Insufficient residential density exists to support much local-serving retail—Most retail supports
other destination uses, like restanrants

o Where there is residential, development densities are usually evenly distributed in the half-mile
radius around the station—west of Martin Luther King Drive and south of Concord Avenue)

o There is a mix of other uses—office, employment, civic or cultural uses—these are scattered around
the district in no particular pattern.

This unusnal combination of forces suggests the need for potentally unique solutions for Transit
Oriented Development in South Norwalk. There appear to be few models from the literature.
However, there is at least one instructive model.
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CASE STUDY: Evanston, IL - A Transit Oriented Development Model for South Norwalk

An example of many of Norwalk’s attributes is the City of Evanston, IL. Reconnecting America
classifies it as a “Suburban Center.” It has a center of commercial activity that has been revitalized and
added to in the last 20 years—Ilike the redeveloped SoNo district around Ann Street and the
Maritime/Aquarium area. The transit stop is several blocks removed from the “center spine” of office,
retail and entertainment uses, like the South Norwalk Railroad Station. It is a suburban hub to Chicago
as Norwalk is a suburban hub to New York City. Like the SoNe District along Washington Street,
portions of Evanton’s downtown have been revitalized. There is more residential-serving retail in
Evanston because of a more concentrated office node and recent residential construction (see below).
Unlike South Norwalk, they do have a national hotel chain that serves the northern Chicago market. A
hotel in the South Norwalk Study Area has been discussed for on Monroe Street across from the Police

Station, but the recent financial climate has not been conducive to follow-through.

Between 1990 and 2003, Evanston added about 2,500 housing units in its transit zones. During the
same period, Metra (commuter rail) ridership increased between 60% and 155% in Evanston. Today,
41% commute by non-auto means, compared to 21% for the greater metropolitan area. Vehicle
ownership in the transit districts is 1.05/household compared to 1.3/household in the rest of the Ciry.
This is the kind of effect that more residential development in South Norwalk’s Transit Oriented

Development district could have.
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SECTION 8: STUDY AREA REAL ESTATE EVALUATION

This section examines the South Norwalk Study Area atuributes and market potentials.

Background

Demographics within a Quarter Mile and a Half Mile

Besides the number of households and population, the demographics within a quarter mile and half
mile are quite similar (see Image 1 and Table 3 for the areas covered). The residential population within
a quarter mile is only 2,400 (about 1,000 households) and four times that within a half mile. The 2010
median household income is $56,000; average household income is nearly 50% higher at an average of
$72,000, suggesting a wide range of incomes in the district. The racial make-up of the two areas is
roughly the same as well—about 50% Caucasian, 33% Black, and the rest other races (including
Hispanic). Owner-occupied housing represents an average of 28% and renter occupied 65% of the
housing stock, the rest (7%) being vacant. Average household size is around 2.6 persons per household.
Compared to the whole City of Norwalk, median income in the Study Area is about a third less, the

area has twice the minorities, and the rate of home ownership is half.
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Table 3: Demographics at South Norwalk

(.25 mites radios farm Norwalk 1.5 mites radius from Norwalk Station
Ftation
P00 Population
[Fotal Fopulation 406 5,870
Wiale Poputation h2 80% b1.40%
Femzia Population 7 20% 8.60%
viedian Age 33,7 B34
{10 Income
Median HH incoma 55,858 B56, 733
ter Capita income R79,077 527,900
iverage HH Income 571,472 173,002
PG Hougsholds
Fotal Households b18 3,738
fverage Household Size P 51 2 651
010 Housing
wrer Occupled Housing Units D7 00% P9.40%
5enter Occupled Housing Units h6.50% R3.80%
acant Housing Units 5.50% 5. 30%
P00 Housing Units by Year Structurs Buitt
[otal b83 B 824
499 to March 2000 0.00% 3.30%
1995 o 1958 2 6% 1.60%
1980 to 1994 b, 00% BI0%
1080 to 1889 16.90% 10.680%
1970 t0 1973 17.20% 14.60%
959 or Earlier h8.20% 57 .90%
Viedian Year Structure Built 1864 1357
E’opulation
1990 Population Y 142 832
PGS0 Population D 217 b, 761
2310 Population L 406 3,970
015 Population P 439 b, 882
1 950-2000 Annual Rate < 1% 1.00%
Madian Household Incoms
1990 Median HH incoma 02,670 132,808
PO00 Median HH Income F%G,GSB 128,139
P11} Median HH Income B55,858 858,733
P15 Median HH Income h62,496 566,595
t990-2000 Annual Rate 1.20% 1.60%
F000-2010 Annual Rate #.20% H.00%
P010-2015 Annual Rats ' 30% 3. 50%
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D.25 miles radius form Norwalk D.5 miles radius from Norwalk Station

btation
Per Capita Income
1990 Per Capita Income 17,601 516,433
P000 Per Capita Income 519,276 520,145
P010 Per Capita Income 529,077 B27,900
P015 Per Capita Income £32,825 £32,055
1990-2000 Annual Rate D.90% P 10%
P(000-2010 Annual Rate 1.10% B.20%
P(010-2015 Annual Rate P 50% P 80%
fiverage Household Income
1990 Average Household Income 40,073 41,400
PO00 Average Household Income B 48,285 £52,400
P010 Average HH Income B71,472 573,002
P015 Average HH Income 580,099 £83,042
1990-2000 Annual Rate 1.90% P 40%
P(000-2010 Annual Rate B.90% B.30%
P(010-2015 Annual Rate P 30% P 80%
Race 2010
White Alone B8.70% B6.20%
Black Alone B3.30% B2.60%
f\merican Indian Alone D.60% D.60%
fisian Alone 1.70% P 20%
Pacific Islander Alone D.00% D.10%
bome Other Race Alone 11.10% 12.10%
f'wo or More Races H.60% b.20%
Hispanic Origin (Any Race) |42.1 0% |42.70%
nemployment Rate (Norwalk Town, 2008) h.80%
Poverty Rate (Norwalk Town, 1999) y.20%

Source; ESRI Business Analyst Online and Connecticut Economic Resource Center INC

Retail Concentrations in South Norwalk

While the South Norwalk Study Area has little regional or neighborhood retail, it does have some
remarkable business clusters that provide a competitive advantage over other areas in the County. These

are discussed more fully in the Section on Strengths, Weaknesses, Opportunities and Threats (SWOT).

While some retail store vacancies on Washington Street have been filled in the last several months,
many storefronts on North and South Main and the north end of Water Street remain vacant. Those
local retail store operators interviewed cited increases in rents, drop in local foor traffic from the
recession, and unintended impacts of new parking policies (including more stringent enforcement and
ticketing) as reasons for the decline in retail demand.

Overall, total retail expenditures within the South Norwalk Study Area are nearly double that which
theoretically would be generated by demand from the area’s residents, meaning certain business clusters
are destinations for those outside the Study Area. According to data provided by economic research firm

The Cecil Group — TR Advisors — Milone & MacBroom — Language Link Consortium Existing Conditions Evaluation Report
46



Nielsen, 2009 consumer expenditures (all retail sales including eating and drinking expenditures) in the
subject area totaled $301 million; of this amount, only $146 million is demand from area residents.

Some areas of particular retail strength include:

o Non-store retailers such as restaurants having sales of $95 million at nearly nine times area resident
demand.

»  Home furnishing sales of $50 million at approximately 16 times area resident demand;

»  Motor vehicle sales (including boats and other watercraft) of $6 million representing ap proximarely
six times resident demand; and

o Building material sales of $77 million at approximately seven times area resident demand;

While these retail areas are strong and provide insight into potential “business activity clusters” that
could be expanded, it is noteworthy to point out that local serving retail is under-served. However,
given the number of residents living within a quarter to half mile of the station, it is unlikely that
additional local serving retail would be provided without adding new residences to foster demand—to

meet thresholds of product sales required to make store locations viable.
Existing Markets by Property Types

Each property type has been examined. Representative properties have been chosen, written up and
mapped in Appendix B of this Report, and referenced as exhibits. This section summaries those
representative projects.

Office Space

Three representative examples of office space available for lease in the South Norwalk Study Area were
identified: 50 Day Street, 70 South Main Street, and 11 North Main Street (See Exhibit 1: Office
Space). The identified buildings are smaller scale {less than 100,000 square feet), class B or C quality
infill developments. Two of the buildings are mixed-use with first floor retail spaces. All office spaces
within the subject properties have fewer than 5,000 square feet. Rents for the three spaces range from
$15 per square foot to $19 per square foot on a gross basis (i.e., landlord pays for common area
maintenance and real estate taxes). Only 50 Day Street has on-site parking (3 spaces/1,000 square feet);
parking for the other two buildings can be found in nearby municipal lots.

Retail Space

Three street-level spaces within the South Norwalk Study Area were identified: 18 Monroe Street, 70
South Main Street, and 11 North Main Street (See Exhibit 2: Retail Space). The identified retail spaces
are smaller scale infill properties of class B or C quality. All three retail spaces identified comprise fewer
than 1,500 square feet of leasable area. Rents range from $14.50 per square foot to $23 per square foot
on a triple net basis (i.e., tenants are responsible for paying for maintenance, operating expenses and real
estate taxes). None of the subjects have dedicated parking; rather, employees and shoppers need to find
either street or municipal parking.

Industrial

There is a wide variety of industrial properties available within or immediately adjacent to the South

Norwalk Study Area boundary. The three properties identified include a modern flex building (345
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Wilson Avenue); a two-story turn-of-the-century brick industrial building (85 Martin Luther King
Drive); and a single-story 10,000 SF block building (80 South Main Street). Rents for the three
offerings range from $8 per square foot to $12 per square foot on a triple net basis (i.e., tenants are
responsible for paying for maintenance, operating expenses, and real estate taxes). The three industrial
properties identified are all located south of Hanford Place. (See Exhibit 3: Industrial Space for
additional derails.)

Condominiums

Representative condominiums within the Study Area are generally newer construction or recently
renovated historic buildings of high quality construction and marterials. Three subject units at 4 South
Main Street, 49 Day Street and 149 Water Street, respectively, were identified; unit types include one
and two bedroom flats and lofts (see Exhibit 4: Condominiums). All three buildings are located east of
South Main Street within easy walking distance of historic SoNo Washington Street district. Asking
prices for the three representative units range from $315 to $376 per square foot. Besides the few
properties listed above, a map from Zillow.com of locations and sales and list prices are included in
Exhibit 5: Condominiums For Sale And Recent Sales Within The Study Area.

Aparunent Communities

There are three modern apartment communities offering extensive amenities located in or immediately
adjacent to the South Norwalk Study Area boundary: Jefferson at 55/77 Water Street, Corset Factory at
21 Ann Street and Haviland Gates located at 8-16 Haviland Street (see Exhibit 5: Apartment
Communities). All three communities are located northeast of the South Norwalk Railroad Station
within easy walking distance of historic SoNo district and its entertainment, shopping, gastronomic and
cultural venues. Rents for a one bedroom apartment start at $1,500 per month while two bedroom
units start at $2,000 per month. The apartment community managers reported strong occupancies
ranging from 92% to 100%.

Apartments in Multifamily Houses

As might be expected, apartments in multifamily houses were less expensive than comparably sized
apartment community units. Generally, the lower rents reflected the lack of professional, on-site
management, hon-existent amenities, and, in some cases, lower-end construction and/or locations.
Rents for apartments in multifamily houses tend to be approximately $200 to $500 per month less
expensive than comparably sized apartment community units. (See Exhibit 7: Apartments in

Multifamily Houses for additional details.)

Multifamily Properties

Three representative multifamily properties within the South Norwalk Study Area were identified; the
properties are all located either on or west of South Main Street, southeast of the South Norwalk
Railroad Station (see Exhibit 8: Multifamily Properties). Two of the properties, 31 Lexington Avenue
and 14 Larsen Street, are older structures that appear to require some maintenance and updating; both
properties are believed to be selling below replacement cost at $145,000 ($81 per square foot) and
$189,900 ($86 per square foot), respectively. The third property, 111 South Main Street, is a newly
constructed five-unit apartment complex having only three bedroom, two bath units; the property is

being marketed for $1,200,000 ($195 per square foot) as a potential condominium conversion. In
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addition to the few properties listed above, a map from Zillow.com of locations and sales and list prices

are included in Exhibit 9: Multifamily Houses For Sale And Recent Sales Within The Study Area.

Single Family Homes

Four representative single family houses within or immediately adjacent to the South Norwalk Study
Area were identified; all are all located west of South Main St., south east of the South Norwalk
Railroad Station. 66 Chestnut Street (1,600 square feet) and 84 Lexington Avenue (900 square feet)
appear t be well-kept properties listed for sale at $285,000 ($178 per square foot) and $159,000
($176.67 per square foot), respectively. 88 Woodward Avenue (2,416 square feet) and 8 Windsor Place
(1,251 square feet) appear to require some maintenance and updating; the properties are listed for sale
at $208,900 ($86.47 per square foot) and $140,000 ($111.82 per square foot), respectively. (See
Exhibit 10: Single Family Properties for additional information). Besides the few properties listed above,
a map from Zillow.com of locations and sales and list prices are included in Exhibit 11: Single Family
Houses For Sale And Recent Sales Within The Study Area.

Land Parcels

Five land parcels in and proximate to the South Norwalk Study Area were identified; four of the
properties are currently being marketed for sale, the other is a recent sale transaction. The parcels range
in size from 0.56 acres (25,302 square feet) to 6.14 acres (261,360 square feet). Four of the properties
are within Industrial No. 1 districts, a fifth, 100 Water Street (approximate address), overlooks Norwalk
Harbor and is located within the Marine Commercial zoning district. Excluding the one sale
transaction, listing prices for the parcels located within the Study Area-proper range from a low of
$24.12 per square foot of land area to a high of $45.91 per square foot, the most expensive parcel being,
not surprisingly, the 100 Water Street parcel. (See Exhibit 12: Land Parcels for additional information.)

Back Office/Distribution Centers

Due to the eclectic mix of land uses, relatively low land costs, and issues around safety, this area has
become something of a back office location for some businesses. The best example is Klaff's Home
Design Center, which has its back office and distribution center there, while its retail outlet is on
Washington St. United Parcel Service also has a distribution hub in the southwest portion of the Study
Area. Given the amount of low intensity industrial and storage facilities in the area, properties in the
southwestern portion of the district are likely candidates for other back office/distribution facilities.
Some consolidation of smaller parcels and clearance of obsolete structures would most likely be

necessary.

Transit Oriented Development District Strengths, Weaknesses, Opportunities and Threats
(SWOT)

This SWOT analysis summarizes the information presented above and includes information from the
interviews conducted with the South Norwalk Study Area real estate stakeholders as identified by the
City of Norwalk.

Sturengths
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Strengths include area leadership, location, developer interest, existing area development, competitive
rents, balanced housing stock, and potentially unmet residential demand.

Leadership

o There are many champions for promoting the South Norwalk Study Area and they have been
committed for a decade or longer.

e A new business group has been formed called the SoNo Collaborative and is interested in
betterment of the district.

» Fairfield University, Norwalk Community College, and other area schools and institutions could
foster and promote cultural and arts programs and events within the South Norwalk Study Area.

o The Police Station has a symbolic and real presence in the neighborhood, but there remain
considerable issues with public safety and security.

Locarion

o The site is less than an hour train ride to Grand Central in NYC, allowing for easy access to the
world class industry clusters related to fashion, home goods, and design located in South Norwalk.

Developer Interest

o There are major landowners within the district to work with, some of whom are also developers.

o Several property owners are poised to proceed with development when the economy and financial
markets improve.

Existing Development

o The South Norwalk Railroad Station is functioning well since the rebuild; changes to the East side
of the station were deferred and consequently are still flexible so that parking facilities and
development projects could be designed together.

» Development without public incentives is occurring on some parcels on Water Street south of
Washington.

o The area north of Washington and east of Main, around and including the Aquarinm, has been
revitalized over a 20 year period and is a very positive statement about what the community is

capable of.

o The New England Fashion + Design Association has an office in the South Norwalk Railroad
station.

Competitive Kents

o Rents in some parts of the district are still low relative to competing areas due to perceived or real
congestion, public safety issues, and other issues not et fully appreciated.

Balanced Housing Srock

e Given the number of larger housing projects, both public and private, and the residential
neighborhood on the hill west of the station, it would appear there is a relative abundance of the
full spectrum of housing types and price points.

Potential Residential Demand

o The demographics to support new development are generally good, as the district is a part of
Fairfield County, one of the highest houschold incomes in the country.

» Low apartment community vacancies and for sale housing listings suggest inadequate supply and
potential unmet demand for new residential products. This could be due to the competitive
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advantages of the Transit Oriented Development locations noted above. It could also be due to the
strength of the job market in Norwalk, in that jobs in the City outnumber households three to two.
This relationship of jobs to housing is also generally the case for the three towns that are mentioned
as being competitive town centers to South Norwalk. This relationship (to have more jobs than
households) is unusual for suburban communities and could be a main driver for new residential
construction in the district.

Weaknesses

Weaknesses include general repurtational issues, weak retail demand, spotty office demand, parking
adequacy and enforcement, and issues around district safety and security.

General/Competitive Advantage

»  Some expressed a perception that the SoNo District’s heyday was behind it.

»  One retailer who has been in the district for over 20 years stated that SoNo has “lost its soul”—
meaning that it started out with artists, art galleries, designers and they have left or been pushed out
by other uses, especially restaurants.

o Circulation is constrained in certain areas, especially around the Webster Block.

o The area is less well maintained than some areas with which it is competing.
Weak Retail Demand

» Rerail along North and South Main Street is not doing well and there are many vacancies.

o Many larger scale (big-box) destination retailers are located on Connecticut Ave, north of [-95,
preempting that market.

o Rents for retail space have escalated in the last several years, to the point where marginal businesses
have been forced to fold or relocate.

e Due to the lack of office space, except around Marshall and Ann Streets, there is little lunch time
traffic.

Sporry Office Demand

o Office buildings south of Washington have large vacancies, unless they are user-owned, mainly for

back office.
Parking Adequacy and Enforcement Issues
o Adequate parking around Washington and North and South Main Streets, serving the cinema and

the restaurants is lacking on weekends, except in the Aquarium garage.

o Missteps by the Parking Authority in addressing these parking issues have resulted in outrage from
the public, restaurants owners and retailers. The Authority responded with changes and a
marketing campaign to make amends. Businesses claim that patrons voted with their feet in
response to being ticketed after normal business hours.

Issties around Safety and Securiry

o Despite the presence of the newly constructed Police Station, South Norwalk's repurtation for
violent crime has not diminished.

o The area has difficult pedestrian access from the railroad station to the rest of the district.

Opportunities
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Opportunities include multiple development anchors and business clusters, many vacant or

underutilized parcels, and the potential for improvements in the landscaping, connections and urban

design.

Multiple Anchors and Business Clusrers

The Study Area has four potential anchors for development—the South Norwalk Railroad Station,
the waterfront, the Maritime-Aquarium, and entertainment (the four blocks around the
intersection of Washington and Main Streets)

There are multiple business activity clusters evident in the district which makes the area vibrant and
should attract other users over time with the application of astute development policies and
programming;

Marinas/waterfront/ seafood processing

Entertainment including dining, cinema and night clubs

Cultural and heritage uses including the Maritime/Aquarium, museums, harbor access tours
Artistic/fashion and cinematic uses, such as galleries, architects, the older movie theatre on North
Main.

Home design centers/ home goods/green technology.

Many Underutilized Parcels

The Study Area includes numerous underutilized parcels, especially:

South of Washington between Water Street and the waterfront

The block adjacent to the east side of the South Norwalk Railroad Station

The nursery plant storage area north of Ryan Park

A smaller vacant parcel south of the Station on Dr. Martin Luther King Jr. Drive.

Other parcels could be assembled and higher uses proposed within a quarter mile of the South
Norwalk Railroad Station.

The numerous undeveloped properties on either side of the SoNo Seafood Restaurant that are
currently being used for boat storage

Potential Restructuring Landscape/Urban Design

There is a natural development spine running from the east side of the station to the waterfront

north of Ryan Park.

Due to the eclectic land uses, vacant lots, under-utilized parcels, obsolete structures and the like,
significant assemblages could lead to major wban design improvements to the district with
relatively little extra cost.

Threats

Threats include other Fairfield County Town Centers and Norwalk parking policies.

Other Fairfield County Town Centers

Competition for weekend entertainment and dining from other adjacent town centers such as
Fairfield, Westport, New Canaan, and Greenwich, which have more store choices and pedestrian-
friendly retail shopping environments.

The now mostly vacant traditional Norwalk town center north of [-95, including the two proposed
projects—Wall Street Place and Waypointe—could dilute the entertainment demand in SoNo,
assuming that those proposed development projects eventually proceed. They are less ambitious
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projects than 95/7 and include much smaller office components, thereby making them more

feasible.

Parking Policies

o Lack of adequate parking and/or reputation for strictly enforced parking regulations that make
coming to the area less attractive than the competitive locations.

Best Prospects for Development

In order to achieve a successful result, the following criteria should be followed in any future Transit
Oriented Development plan:

o Transit availability and proximity

»  Major connectivity to adjacent areas

o Vacant and underutilized parcels

o Larger parcels and /or parcels under common ownership
o Proximity to existing community resources

o Artachments and extensions to existing/sound urban fabric.

Multiple locations would work for development. The key demand factor should be residential—most
likely apartments that might be converted to condominiums at some later point when the economy
improves. Different locations would be targeted toward different niche markets by income, household
size and age or life style. Some amounts of retail could be included that would be accessible to residents
within the Transit Oriented Development district. Larger scale office development is probably not
viable at this time. The overall strategy should be to develop activity immediately adjacent to the
railroad station and on the waterfront and gradually build toward the center and from the north
(Monroe Street). Development north of Concord Street would provide the greatest economic impact,
and should be incentivized or otherwise encouraged. . There may be opportunities to develop larger
scale uses around the business clusters mentioned in the SWOT analysis.

o The Block immediately east of the South Norwalk Railroad Station bounded by Henry, Chestnut

and Monroe Streets. Multiple parcels have been acquired by developers who have had plans drawn
up and are ready to proceed with residental products. In fact, two developers have been discussing
their individual plans together in an effort to build projects that would be complementary.

o The Waterfront from Haviland Street to a little north of Concord Sureet. With the exception of the
SoNo Seafood Restaurant, this area is prime, and of a large enough scale to create the feeling of an
old New England waterfront village. It is approximately 10 acres. Conceptual development plans
have been drafted for a prospective developer, but no definitive plans are known at this time.
Products should be offered with water access, marinas, restaurants on the waterfront and the like.

e The Block bounded by Monroe, Raymond and [Day and easterly into the nursery that is leased
from the City. This block is immediately adjacent to the home furnishings store off Water Street—
could be a logical extension thereto of related uses.

e The small parcel just south of the Railroad Station on Martin Luther King Drive. This is a smaller
parcel, but occupants could walk a half block to the railroad station.

As the various pieces of this effort come together, other sites and concepts will surely manifest for
further examination.
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SECTION 9: CIRCULATION AND TRANSIT

Circulation and T'ransit - Introduction

Goals

Two of the major transportation goals of the Transit Oriented Development Master Plan for South
Norwalk Railroad Station Neighborhood Study are:

1. Enhance pedestrian and bicycle access and connectivity in the vicinity of the South Norwalk
Railroad Station while maintaining vehicle circulation

2. Increase the use of the station without negatively impacting the surrounding area

These efforts dovetail with the larger goals of the study, which focus on increasing the quality of the
neighborhood and supporting economic development of the area.

Data Collection and Methodology

The consultant team has developed a detailed profile of existing transportation conditions within the
Study Area, which will serve as a starting point in indentifying deficiencies and opportunities in the
transportation system and ultimately assist in developing a comprehensive set of recommendarions to
accomplish the study objectives. This profile was based on a thorough review of recently completed and
ongoing studies for the area and a detailed field reconnaissance undertaken by Milone & MacBroom,
Inc.

Over the past several years a number of planning studies have been completed for the South Norwalk
neighborhood and railroad station as well as for other nearby sections of Nerwalk. These include:

»  South Norwalk Planning Study (2005);

o Central Norwalk Transportation & Pedestrian Master Plan (2006);
»  City of Norwalk Plan of Conservation & Development (2008);

»  South Norwalk Railroad Station Intermodal Facility Study (2009);
»  Norwalk Connectivity Plan — Task A Progress Report (2010);

»  Norwalk Connectivity Plan — Task B Progress Report (2010).

The existing conditions profile focuses on the state of the existing transportation network as it pertains
to pedestrians, cyclists, transit users and motorists, and in this way employs a “Complete Streets”
approach. For each of the user groups mentioned above, the transportation network was evaluated and
key gaps were indentified. The findings are organized by user group and described in the text that

follows.

Connectivity

The idea of “connectivity”, particularly as it pertains to pedestrians, cyclists and transit users, has
recently taken on increasing importance in the City of Norwalk. Broadly speaking, the term
“connectivity” refers to the ease of travelling throughout a given area in terms of directness of routes,
safety, and convenience, as well as the overall appeal of travel for each mode. In early 2010 the City
commissioned a consultant team to develop the Norwalk Connectivity Plan, which focuses primarily on
improving pedestrian, bicycle and transit access between South Norwalk and Downtown Norwalk and
among several areas of downtown Norwalk that are slated for major redevelopment projects. As part of
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the Transit Otiented Development Master Plan For The South Norwalk Railroad Station
Neighborhood, the consultant team will build on the carly efforts of the Norwalk Connectivity Plan,
which is ongoing, and will examine the connectivity of the transportation network in South Norwalk in
greater detail, highlighting key gaps and opportunities for improvements to the system, and making

recommendations to increase access to the South Norwalk Train Station for all roadway users.

South Norwalk Railroad Station

The South Norwalk Railroad Station is bounded by Monroe
Street to the north and Henry Street, Mulvoy Street and
Franklin Street to the south. To the east it is bounded by an

access driveway running between Monroe and Henry Streets

and to the west it is bounded by Dr. Martin Luther King Jr.

Drive. While the facility operates as one railroad station, it is

commenly described as comprising an eastbound station and a

westbound station. The eastbound station is located east of the

railroad tracks and, as its name implies, serves eastbound trains

travelling in the direction of New Haven. It consists of an older  South Norwalk Railroad Station:

and smaller building and resembles a tradidonal New England Eastbound Station

train station. The westbound station predictably lies west of

the railroad tracks and serves Stamford and New York bound trains. [t consists of a larger more modern
building with an attached parking garage. The two stations are interconnected via a tunnel so that
passengers who enter the eastbound station may walk through the building to access the westbound

station and vice-versa.

Transit Oriented Development Study Area

At the outset of the Transit Oriented Development Master Plan For The South Norwalk Railroad
Station Neighborhood Study the consultant team met with town officials as well as members of the

public to determine the Study’s various areas of focus, as illustrated in Figure 1: Study Area. The
transportation goals of the Study are focused on the Transit Oriented Development Study Area (TOD
Study Area) as shown in Figure 9: Transit Oriented Development Study Area.

The TOD Study Area is split along a north-south axis by Dr. Martin Luther King Jr. Drive. South of
Washington Street there is a siguificant change in grade and a steep embankment, creating a natural
barrier between South Norwalk and the residential neighborhoods to the west The Golden Hill
Neighborhood west of South Norwalk is largely characterized by single and multi-family residences
connected via a grid of relatively low-volume residential streets. Because of gridded street pattern,
moderately low traffic volumes and the presence of sidewalks along most streets in the area, the bicydle
and pedestrian connectivity is good within the neighborhoods themselves. The existing transportation
conditions analysis emphasizes the connectivity between the South Norwalk Railroad Station and the
following areas:

The Golden Hill Neighborhood and areas immediately west of the South Norwalk Railroad Station;

¢ The South Norwalk Waterfront
¢+  Downtown Norwalk;
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e South Norwalk;

Accessing the South Norwalk Train Station from the Golden Hill Neighborhood, whether on foot, by
bicycle, or by transit or motor vehicle, requires crossing Dr. Martin Luther King Jr. Drive. For
pedestrians and cyclists, Dr. Martin Luther King Jr. acts as a significant barrier to access due to the long
crossing distances and high-speed, high-volume traffic along the roadway as well as limited crossing
opportunities as a result of the topography of the area. Because of this natural divide in the TOD Study
Area, the consultant team will approach the South Norwalk Transit Oriented Development Master
Plan for South Norwalk Railroad Station Neighborhood Study by focusing on: (1) Improving access to
the South Norwalk Railroad Station from the Golden Hill Neighborhood by reducing the barrier effect
of Dr. Martin Luther King Jr. Drive through enhanced crosswalks, sidewalks and other improvements;
and: (2) Improving connectivity for pedestrians, cyclists, transit users and motorists within the
remainder of the Study Area.

In addition to the railroad station, access to the TOD Study Area is provided via several “connectivity
corridors” indentified by the town, the consultant team, and members of the public. While all streets in
the area serve transportation needs, the connectivity corridors are those streets that serve the most
crucial role with respect to travel to and from, as well as travel within, South Norwalk. Moreover, the
connectivity corridors are those streets where a “Complete Streets” approach is most important. Since
these are indentified as the key linkages between the station and the surrounding area, they must serve
all modes of transportation including pedestrians, cyclists, transit buses and shuttles, and automobiles.
While a “Complete Streets” approach should be taken with respect to planning, design, and routine
maintenance of most if not all streets within South Norwalk, this approach is particularly important
with respect to the identified connectivity corridors.

The connectivity corridors providing north-south access in the TOD Study Area are Dr. Martin Luther
King Jr. Drive between West Avenue and Knapp Street; North and South Main Street between West
Avenue to the north and Wilson Avenue to the south; and Water Street. The connectivity corridors
providing east-west access include Washington Street, Monroe Street, and Concord  Street.
Additionally, several minor streets including Haviland Street, Elizabeth Street, Hanford Street and
Raymond Street serve an important role in connecting the area to the Norwalk River and South
Norwalk Waterfront. The street network and indentified connectivity corridors are shown in Figure 10:
Key Connectivity Corridors.
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Existing Connections — Pedestrian Access and Connectivity

For a neighborhood or district to have a healthy street life and be suitable and welcoming for all forms
of travel, low-speed car travel is essential, and a "park once" environment must be created. That means
that the pedestrian must be the design imperative. If a high level of pedestrian accessibility is achieved
and a district is a pleasant and enjoyable place to walk, every stakeholder ultimately benefits: not just
pedestrians, but bicyclists, transit users, retail merchants, residents, children, seniors, well-behaved
motorists and the disabled. Furthermore, at some point within their trip everyone is a pedestrian,
whether it is the individual walking to South Norwalk from the Golden Hill neighborhood, the cyclist
walking to her destination after locking her bicycle, or the motorist walking through the area after
parking,

The area surrounding the South Norwalk Railroad Station is a traditional urban neighborhood with a
well defined street grid, a mix of uses and a high density of restaurants and commercial establishments.
For this reason the neighborhood has a very pedestrian friendly scale with buildings typically set close to
the street and a well-developed sidewalk network throughout. Because of this strong foundation with
respect to the pedestrian network and walkability, the consultant team focused on determining where
critical gaps in the network exist. The term “gap” is used loosely and refers to an impediment to the
pedestrian accessibility of street or intersection. Gaps may be physical, such as the absence of a site
sidewalk or crosswalk, or a sidewalk that is in a state of disrepair, or they may have to do with the appeal
of an area to pedestrians. For instance, an area with narrow sidewalks abutting a high-speed, high-
volume roadway, may be “walkable” in a technical sense, however the area may not be very appealing to
pedestrians and therefore may be underutilized or may discourage pedestrian travel.

When examining gaps in the existing pedestrian network, the consultant team focused on four main
types of gaps, with particular attention given to gaps along key connectivity corridors. These are:

o Areas where sidewalks are not provided;

o Sidewalks, walkways and footpaths that are substandard or in a state of disrepair;

o Areas that are “walkable”, but may be unappealing to pedestrians;

o Intersections where crossing is difficult or unsafe.

Figure 11: Pedestrian Network, highlights key gaps in the existing pedestrian network surrounding the
South Norwalk Railroad Station. The most significant gaps, as indentified by the consultant team,
members of the public, and in previous studies are discussed in greater detail below.

Dr. Martin Luther King Jr. Drive

Dr. Martin Luther King Jr. Drive is the main north-south route with respect to access to the westbound
side of South Norwalk Railroad Station, and links the station with Washington Street, Centural
Norwalk, as well as points south. As mentioned previously, the roadway divides South Norwalk from
the Golden Hill neighborhood to the west. The street is also a major through road thar allows motorists
to bypass the narrower, more congested north-south streets in South Norwalk. For these reasons, Dr.
Martin Luther King Jr. Drive is characterized by high-speed, high-volume motor vehicle traffic. The
roadway width combined with the high speed, high-volume traffic, results in a “barrier effect”
discouraging pedestrian travel both along and across the roadway.
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Water Street at Washington Street

The intersection of Water Strect at Washington Street serves as
a gateway to South Norwalk from East Norwalk There is
significant pedestrian activity in the vicinity of the intersection
due to the presence of the Norwalk Maritime Aquarium to the
north and the retail etablishments and restaurants on
Washington Strect. Despite the high level of pedestrian activity
the intersection is not particularly well-suited to pedestrian
travel. The channelized right turn lane on the northbound

approach has a large radius resulting in high travel speeds. _ _
Large Turning Radius On Westbound

] ] Approach Of Water Street At Washington
While there are pedestrian pushbuttons and pedestals on the  Street Encourages High-Speed Travel In An

southbound and westbound approaches, the northbound and  Area With Significant Pedestrian Traffic
westbound  approaches lack basic pedestrian amenities.
Additionally, the raised island associated with channelized right turn and the raised median on the

Similarly, the westbound right turn lane also has a large radius.

wcstbound approach CI.O not havc ramps, Wthh WOU.ld Q.HOW thﬂ'ﬂ to serve as pcdcstrian refugc ISIQ.HCI.S

West Avenue at North Main Street and Dr. Martin Luther King Drive

The intersection of West Avenue at North Main Street and Dr. Martin Luther King Drive is a
significant gateway to South Norwalk and the area surrounding South Norwalk Railroad Station. While
the intersection is wide, there are crosswalks provided that allow for safe pedestrian access across the
roadway. Additionally there is a large refuge island on North Main Street and a raised median on Dr.
Martin Luther King Jt. Drive so that pedestrians do not have to cross more than two lanes of traffic ata
time. The sidewalks at this location and those running along Dr. Martin Luther King Jr. Drive and
North Main Street into South Norwalk provide a high level of pedestrian accessibility. Between West
Avenue and Washington Street the sidewalks on Dr. Martin Luther King Jt. Drive are concrete with a
grass buffer separating pedestrians from automobile traffic. On North Main Street, south of West
Avenue, the sidewalks are brick and there are numerous pedestrian amenities provided, including
frequent marked and signalized pedestrian crossings, public and private outdoor seating, street trees and
pedestrian-scale lighting,

Monroe Street

Monroe Street runs east along the north side of the station
connecting Dr. Martin Luther King Jt. Drive to South
Main Street. The street provides pedestrian access to both
the eastbound and westbound stations. Because it connects
the two main north-south corridors in the vicinity of the
station, Monroe Street experiences a significant amount of SoLIn side Ut Moo Sireet Looking West
pedestrian traffic. The majority of pedestrians travelling  Uneven Sidewalks Discourage Pedestrian Travel
between the station and central Norwalk, and individuals

traveling to and from popular nighdife destinations and the Aquarium, use Monroe Street. In this sense

Monroe Street serves a key connectivity corridor to and from the station as well as a gateway into the
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commercial or restaurant use on the ground floor creating a high

level of activity and connecting the buildings to the street. The

bus stops, one on each side of the street, are aesthetically pleasing

and provide seating and shelter for transit users. There are

numerous additional pedestrian and streetscape amenities along

this stretch of Washington Street including newspaper boxes,

plantings, trash cans, and benches. While there are no on-street

bicycle facilities, the street is well suited to bicycle travel due to

the relatively low automobile travel speeds and the human scale

of the street. For these reasons, Washington Steet between Burmp-Out And Midblock Crossing On
Water Steet and North Main Steet is in many ways a Washington Street
“complete street”, providing a high level of service to

pedestrians, and transit users, cyclists and motorists.

North Main Street is also a notable example of a well-designed strect, providing a walkable and
appealing environmental for pedestrians. While North Main Street lacks some of the features of
Washington Street, most notably midblock crosswalks and bump-outs, it shares may key features
including wide sidewalks in many places, a brick buffer between the sidewalk and roadway, and street
trees. North Main Street likewise links the adjacent land uses to the street, with several establishments
providing outdoor seating,

Intermodal Connectivity — Pedestrian Access

Because all trips begin and end with some level of pedestrian travel, whether it be walking from a car to
a destination or walking to a ransit stop, the pedestrian network can only serve its users well if there is a
high degree of interconnectivity with other modes of gansportation. Currently, pedestrian access to the
train station is provided via an extensive sidewalk network throughout South Norwalk, however, as
noted above, there are a number of gaps the may hinder pedestrian access to the railroad station. Most
notably, the lack of sidewalks and walkways at the eastbound station creates an unappealing pedestrian
environment. Additenally, individuals relying on parking facilities such as the Webster Lot or the
Maritime Garage have to walk from those fadilities to the station. Therefore any gaps between those
locations and the station may poses significant problems. Similarly, transit users relying on public buses
and shutdes rely on the pedestrian network to access transit stops as well as their final destinations. In
this sense the gaps in the pedestrian network indentified above affect every mode of transportation with
respect to access to the train station and should therefore not be viewed as a pedestrian issue but rather

as a core transportation and accessibility issue.

General Issues/Summary

While the primary purpose of this section is to highlight key gaps in the pedestrian network rather than
provide a complete inventory of pedestrian facilities in South Norwalk there are a number of issues
affecting pedestrians at many locations in the TOD Study Area that bear mentioning, Briefly, these are:

+  Ramps at crosswalks running diagonally, rather than parallel to the line of travel;
o Lack of crosswalks on a// approaches of an intersection;

+  Light poles, utilities and other appurtenances reducing usable sidewalk width;

o Absence of ADA-compliant tactile strips at crossings;
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o Large cwrb radii/lack of bump-outs at many intersections;
o Lackof aformal buffer between the sidewalk and the roadway;

e Cracked/uneven sidewalks.

While there are numerous gaps in the pedestrian network in the area surrounding the South Norwalk
Railroad station and the key corridors connecting the area to other parts of the city, it is important to
highlight the fact that the fundamentals of the pedestrian network are strong. Specifically, the high-
density, mixed-use character of the area, combined with an extensive sidewalk network and a traditional
street grid with moderate to high intersection density, result in an area that has tremendous potential to
accommodate and promote pedestrian travel.
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Existing Connections — Bicycle Network

The TOD Study Area was reviewed and evaluated with respect to the bicycle network, that is, how well
the area streets serve bicyclists. The TOD Study Area’s traditional grid street pattern, moderate to high
intersection density and mix of land uses make the bicycle a practical mode of transportation in and
around South Norwalk. However, within the TOD Study Area there are no marked on-street bicycle
faciliries such as bicycle lanes or shared lane markings (SLMs or “Sharrows”) and there are no separated
on-street bicycle facilities such as cycletracks. Despite this lack of infrastructure there is a notable bicycle
activity in the area, indicated in the use of bicycle parking at the station and field observations of
cyclists.

Norwalk River Valley Trail

The Norwalk River Valley Trail, a multi-use path, runs along the Norwalk River between Interstate 95
and Water Street, ultimately running north into central Norwalk. It should be noted that there is
currently a gap in the trail at the Maritime Aquarium. In the report for Task A of the Norwalk
Connectivity Study the consultants noted that the Norwalk Redevelopment Agency was in the process
of working with the Aquarium to address this issue. The Norwalk River Valley Trail presents an
attractive route, particularly for novice and recreational cyclists. However, previous studies suggest that
the trail is predominantly a recreational facility and not a substitute for on-street bicycle facilides and
other improvements to the street network.

Existing Bike Routes

While there are presently no on-street bicycle facilities within the TOD Study Area, several streets have
been designated as bicycle routes in previous studies and in meetings with members of the public. The
existing bicycle routes are shown in Figure 12: Bicycle Network. It is important to note that the term
“bicycle route” is a nebulous one and does not indicate that a street is necessary a comfortable or ideal
place to use a bicycle. Rather, it indicates a street that is either used by cyclists or provides a direct
connection between popular origins and destinations for cyclists. Often, when bicycle facilities are
implemented, or improvements are made to existing roadways to facilitate bicycle travel, the indentified
or designated bicycle routes are the first streets to be improved.

The bicycle route shown in blue on the map illustrates a bicycle route connecting the station to central
Norwalk. The Route was determined by stakeholders during a public inpur session for the Norwalk
Connectivity Study. The route shown in purple along MLK Drive and Washington Street is a
designated cross state route in a statewide bicycle map produced for the Connecticut Department of
Transportation in 2009. The route in yellow along South Main Street is a designated bicycle route
forming part of the East Coast Greenway, an ongoing project to create a nearly 3,000 mile urban
bicycle path connecting cities along the east coast of the United States.

Minor Streets

In addition to the bike routes indentified above, many side streets or minor streets in the TOD Study
Area are suitable for bicycling, due to the relatively low traffic volumes and travel speeds on those
streets.
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The original South Norwalk train station was constructed on this site in the 1890s. The original west
bound structure was demolished to make way for construction of the current modern waiting room and
parking garage complex, which opened in January 1996. The east bound station was built about 1920
and has been epanded to include a modern waiting room and the SONOQ Station café, a small
restaurant serving breakfast and lunch items. The east bound and west bound station buildings are

COI]I]CCtCCI. by a tllI'lI'lCl.

The station has east bound and west bound high level platforms each about 10 cars in length. There are
six tracks running through the station. The two inner tracks are used by ACELA express trains only.

The South Norwalk Railroad Station is 41 miles from Grand Central Station and the average travel
tme from Grand Central is 64 minutes.

Metro-North operates 36 eastbound and 45 westbound trains to and from the station everyday
providing direct service to Stamford and points west and Bridgeport and points east. The first
eastbound train departs the station at 12:21 am and the last east bound train of the day departs at 11:21
pm. There ate a total of 36 eastbound trips throughout the day.

The first west bound train departs from South Norwalk for Grand Central Station at 12:23 am and the
last westbound train of the day departs at 11:18 pm. There are a total of forty five (45) westbound
trains throughout the day.

Metro-North operates 11 south bound trains to the South Norwalk Railroad Station from the Danbury
Railroad Station everyday providing direct service to South Norwalk and connections to points east and
west, The first south bound train departs the station at 5:31 am and the last south bound train departs
at 10:25 pm. Meto-North operates 12 north bound trains to the Danbury Railroad Station from the
South Norwalk Railroad Station. The first north bound train departs at 12:26 am and the last train at
11:26 pm.

The New Haven line running through Norwalk is part of Amuak’s Northeast Corridor. However,
there is no Amtrak service to Norwalk. The nearest stations that Amtrak does stop at are Stamford and
Bridgeport. The Connecticut Department of Transportation Shore Line East passenger service trains
also provide limited east and west bound service from the South Norwalk Railroad Station.

WHEELS Bus Service

The Wheels fixed route system is in service from &:00 AM to
7:35 PM, Monday through Friday and from 6:30 AM to 7:00
PM on Saturday.

The station is served directly by Wheels Buses operated by the
Norwalk Transit Wheels Routes 10, 11 and 12 serve the
station directly and Route 9 serves the TOD Study Area,
passing close to the station on South Main Street. Marked bus
stops are located relatively frequently throughout the TOD

Study Area and are shown on Figure 13: Bus and Shuttle WHEELS Bus Exiting Eastbound Station At
Service. Routes 9 and 10 permit passengers to board and alight  Henry Street
buses only at designated transit stops and operate on 20
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minute headways during the week and 40 minute headways on Saturdays. Routes 11 and 12 allow
passengers to hail buses and request stops. Route 11 operates on 40 minute headways and Route 12
operates on eighty minute headways. Based on these headways as well as the areas served by each route,
Route 10 operates as the primary fixed-route bus service to the station with Route 11 offering
additional service and Route 12 offer more limited service.

On Sundays the station is served by the Connecticut Avenue Sunday Shuttle which operates on one
hour headways from 9 AM to 6 PM. Bus tickets are not available for advance purchase at the station,

but may be purchased upon boarding, Transit users also have the option of purchasing tickets at the
Wheels Hub (i.e. the “Pulse Point™), at Stop & Shop, and at the Transit District.

Commuter Shuttes

In addition to the fixed route Wheels Bus Service NTD operates three
commuter shuttles serving the South Norwalk Railroad Station. The
shuttles run from 6:30 to 9:30 AM and 3:30 o 9:30 PM Monday
through Friday. Shutde service coincides with the schedule for arriving
Metro-North commuter trains in the morning and with the schedule
for departing Metro-North commuter trains in the afternoon. All
shuttles arrive and depart from the eastbound station and can only be

boarded at the station or at designated work site stops.

The Merritt 7/Glover Avenue commuter shuttle serves major
employment sites north of the Merritt Parkway induding Merritt 7,
U.S. Surgical Headquarters and Vectron. The Merritt 7/Glover Exarmple Of High-Quality Shelter
Avenue shutte is coordinated with Connecticut and New York bound P18 Sn Onashinntan Straef
New Haven line trains. As the name implies, the Norwalk
Hospital/Belden Avenue Shutte connects the South Norwalk Railroad
Station with the Belden Avenue area and Norwalk Hospital, and is
coordinated with Connecticut and New York bound New Haven line
trains and Danbury Branch line trains. The 10/20 Westport Road
shuttle serves designated employment sites north of the Department of
Motor Vehicles including, 50 Danbury Road, 10/20 Westport Road,
and 187 Danbury Road. The shuttle is coordinated with New York

and Connecticut bound New Haven line trains.

Between the WHEELS service and the commuter shuttles the train

station sees a high level of transit service for a community of Norwalk’s

size. Example UT Iypical BUS Stop
On Water Street
Bus Stops

The consultant team inventoried marked WHEELS bus stops in the study focus area, noting location,
wayfinding, route and scheduling information, and whether or not shelter and seating was provided.
Bus stops are located primarily on South Main Street and Water Street for Route 9 and Route 10,
respectively. There is one stop on the west side of Dr. Martin Luther King Jt. Drive just south of West
Avenue and a stop located on the east side of West Avenue just north of Pine Steet. Additionally there
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is a bus stop located on each side of Washington Street between South Main Street and Water Street.
With the exception of Route 9, all buses and shuttles serving the area stop at the eastbound station,
where seating, shelter, route maps and scheduling is provided.

The quality and accessibility of the bus stops within the TOD Study Area varies considerably. Bus stops
were evaluated in terms of whether or not shelter and seating was provided and whether or not route
schedules and maps were provided. The majority of bus stops in the area lacked basic routing and
scheduling information. With the exception of the Route 9 stops on Water Street and Burritt Avenue
and some of the Route 10 stops along South Main Street most stops did not indicate whar route they
served. Additionally, only a few stops provided shelter and seating. These were the stops located on
Washington Street, the stop on Monroe Street the stop on Dr. Martin Luther King Jr. Drive and the
stop on the east side of North Main Street. Of these, the stops on North Main Street and Washington
Street had high-quality landscaped shelters while the stops on Dr. Martin Luther King Jr. Drive and
Monroe Street had traditional shelters in fair condition.

All transit lines serving the South Norwalk Railroad Service as well as those with designated bus stops in
the immediate vicinity of the station are shown on Figure 14: Bus and Shuttle Service.

Transit Service — Intermodal Connectivity

The WHEELS bus service operates using a “Pulse Point” at the WHEELS hub located in downtown
Norwalk. Therefore, WHEELS Routes are scheduled to facilitate quick and efficient transfers at the
“Pulse Point”. While the WHEELS Routes are not explicitly coordinated with the arrival and departure
times of trains serving the South Norwalk Railroad station, Route 10 and, to a more modest degree,
Route 11 have short enough headways to ensure that during weekday morning and afterncon peak
periods there is typically no more than a 10 minute gap berween the arrivals and departures of
WHEELS buses and those of the trains. Because the commuter shuttles serve a specific user group and
are not coordinated around a central hub, they are explicitly coordinated with train service to and from
the station, with schedules being continuously revised based on the arrival and departure times of
commuter trains to minimize transfer times and wait times.

In addition to coordination with the schedules of commuter trains, either through short headways and
frequent service, or explicit coordination, it is important the bus service be integrated with the
pedestrian network. As mentioned earlier in this report, effectively every transit user is a pedestrian at
one or both ends of a given trip, so it is essential to eliminate any gaps in the pedestrian network
between transit stops and major destinations.
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Existing Conditions — Traffic and Circulation

In addition to the South Norwalk Railroad Station, the area is well-served by a highly-developed
network of interstates, highways and local streets. This section will discuss regional access, the South
Norwalk street network and key intersections in the area, and vehicle access at the South Norwalk
Railroad station.

Regional Access

South Norwalk is situated directory south of the Route 7 and Interstate 95 (I-95) interchange. I-95
provides east-west access through the state of Connecticut, ultimately linking Boston and New York.
Access to South Norwalk from [-95 is provided via exit 14 for eastbound motorists and via exit 15 for
westbound motorists. Since 1-95 is an interstate running principally north-south along the eastern
seaboard of the United States, eastbound travel in Connecticur is made via I-95 north and westbound
travel via I-95 south. Motorists accessing I-95 from Norwalk may do so via on-ramps located on West
Avenue north of Reed Street. U.S. Route 7 is a north-south limited access highway within Norwalk and
becomes a full access arterial roadway to the north near the Wilton town line. The roadway connects
South Norwalk to major employment sites north of the Merritt Parkway.

South Norwalk Street Network

South Norwalk and the railroad station are served by a number of roadways. Access to and from the
north is provided by West Avenue which splits into Dr. Martin Luther King Jr. Dr. and North Main
Street. Additionally, Fairfield Avenue serves as a crucial link between 1-95 and South Norwalk, running
between exit 14 and Dr. Martin Luther King Jr. Drive, turning into West Washington Street at Flax
Hill Road.

Access to and from points south is provided by Dr. Martin Luther King Jr. Dr. and South Main Sureet,
which turns into North Main Street at its intersection with Washington Street. Dr. Martin Luther King
Jr. Drive is a four-lane, town-owned minor arterial with additional turning lanes at key intersections.
Within the TOD Study Area Dr. Martin Luther King Jr. Drive acts as a through road with few
driveways and access points, with the notable exception of the westbound station. Because of the
absence of significant traffic generators, major intersections, and private driveways along Dr. Martin
Luther King Jr. Drive south of Washington Street, traffic operations are generally good along this
stretch of roadway.

South Main Street is a two-lane town-owned minor arterial roadway, with additional turn lanes at key
intersections. South Main Street turns into North Main Street at Washington Street. Unlike Dr.
Martin Luther King Jr. Drive, South Main Street serves primary adjacent land uses including
institutional uses, commercial establishments, and residential streets. There is on street parking along
most of South Main Street creating a degree of “friction”. This results in relatively low travel speeds for
automobiles combined with the intensity of commercial land uses and relatively short block lengths,
particularly north of Concord Street.

Additional north-south vehicle access is provided by Water Street (CT Route 136) which runs berween
Washington Street and Burritt Avenue. Route 136 follows Burritt Avenue to the west and then follows
Woodward Avenue south to Meadow Street, ultimately intersecting South Main Street.
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While the street network in South Norwalk is optimized to accommodate north-south vehicle traffic,
east-west vehicle access through South Norwalk is provided via a number of streets. Washington Street
is the most significant east-west corridor in the TOD Study Area, providing access between South Main
Street and Dr. Martin Luther King Jr. Drive and providing access to the waterfront, the maritime
aquarinm and the East Norwalk neighborhood. In fact it is also the only street in South Norwalk
providing access across the Norwalk River. It should be noted that the river crossing at this location is a
drawbridge. Within the TOD Study Area Washington Street is a two-lane roadway with additional
turning lanes at key intersections. Washington Street is a minor arterial west of its intersection with
South Main Street, and a principal arterial east of the intersection.

Additional east-west access in the TOD Study Area is provided by Monroe Street and Henry Street.
Monroe Street is a two-lane collector running between South Main Street and Dr. Martin Luther King
Jr. Drive. The egress from the westbound station is located oft of Monroe Street and the northerly
access driveway to the eastbound a station is also located on Monroe Street. The majority of transit
buses access the station via Monroe Street typically entering the site via the northerly access driveway to
the eastbound station and exiting onto Henry Street to the south.

State Project 102-337 will result in a number of changes to Monroe Street in the vicinity of the station.
Under the project, which is scheduled to begin in April of 2011 and finish in July of the same year,
Monroe Street will be lowered approximately two feet under the railroad bridge north of the station.
The purposed of this project is to increase the available clearance going under the bridge to
approximately 14 feet and six inches. The work is being done as part of to the Metro North Railroad
Catenary B upgrade project. The project will result in the repaving of Menore Street between Chestnut
and State Street. Additionally, the traffic signal equipment at located at intersections along Dr. Martin
Luther King Jr. Drive, North Main Street, and Washington Street in South Norwalk are scheduled to
be replaced as part of Phase 1 of the City of Norwalk’s Traffic Signal Controller/System Upgrade.

Like Monroe Street, Henry Street provides east-west access between South Main Street and Dr. Martin
Luther King Jr. Drive. Henry Street is a two-lane local street. Moving toward Dr. Martin Luther King
Jr. Drive, as it passes the southerly access to the eastbound station, Henry Street turns south and
becomes Molvoy Street which then runs east-west before in splits into Franklin Street and Ely Avenue
just before the railroad overpass.

A number of local side streets connect South Norwalk and South Main Street to the waterfront. Along
with Washington Street, Haviland Street, Elizabeth Street and Hanford Place, Raymond Street and
Concord Street all connect South Main Street to Water Street. Haviland Street and Elizabeth Street
form a one-way pair, with Haviland serving westbound traffic and Elizabeth Street serving eastbound
traffic. Raymond Street is one-way eastbound and Hanford Place and Concord Street are both two-lane
TWO-Way streets.

Due to the land use pattern in the area, most of the automobile traffic is concentrated in the northerly
portion of the TOD Study Area. South of the TOD Study Area, residential and commercial density
drops moving toward the Rowayton neighborhood and Wilson Cove. Therefore the principal gateways
to the TOD Study Area with respect to automobile traffic consist of the following intersections:

o West Avenue at Dr. Martin Luther King Jr. Drive and North Main Street;
e Washington Street at Dr. Martin Luther King Jr. Drive;
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¢ Washington Street at South Main Street
o Water Street at Washington Street.

In Task A of the Norwalk Connectivity Study the consultants note that in recent years the City of
Norwalk has seen an increased interest in development opportunities in and around South and Central
Norwalk. A number of large-scale projects have been approved, and some such as the Maritime Yards
and Avalon Norwalk projects have been consttucted. The recently constructed and proposed
developments as a whole could effectively double the number of workers and the number of residents in
Downtown Norwalk. Naturally, this scale of development would dramatically increase travel demand
and specifically automobile traffic. Therefore, while existing traffic operations are generally acceptable at
the key intersections in the TOD Study Area, traffic congestion will likely increase, potentially
dramatically, as these planned projects move forward. The precise traffic impact of these developments
cannot be predicted with any accuracy at this time since much of the likely increase in taffic will
depend on a host of variables including which developments move forward, potential shifts to other
modes of transportation, and changes in the broader regional economy. However, regardless of the
precise increase in traffic volumes in the coming years, increasing automobile capacity at the key
gateway intersections will prove difficult and in many cases infeasible due to existing constraints such as
the railroad overpass, the drawbridge over the Norwalk River, building setbacks, and limited right of
way. Additionally, capacity improvements such as additional travel lanes and turn lanes would work
against previously-stated goals of increasing opportunities for transit, bicycle, and pedestrian travel in

South and Central Norwalk.

Station Access and Circulation

The eastbound and westbound stations are served by separate facilities shown in Figure 14: Train
Station Access and Vehicle Circulation, and which will be described below. Motorists in private vehicles
can access the 720-space parking garage at the westbound station via either Spring Street or the main
entrance at State Street. The Spring Street access to the garage is restricted to monthly permit holders
and the State Street entrance to the garage is not opened until 7:00 AM. Both of these access points are
located off of Dr. Martin Luther King Jr. Drive. Motorists accessing the station via Spring Street by way
of Dr. Martin Luther King Jr. Drive secking daily parking are directed to the eastbound station via
Franklin/Mulvoy/Henry Streets by way of Spring Street. Motorists parking in the garage may exit the
site via either Spring Street or the exit driveway located off of Monroe Street just west of the railroad

OvErpass.

State Street is a short one way street running between Dr.
Martin Luther King Jt. Drive and Monroe Street. Taxi parking
for five vehidles is provided along the south side of State Street
along the section running east-west. The section of State Street
that runs north-south along the main entrance to the station
serves as a pick-up and drop off point, or “Kiss n” Ride”, that
can accommodate approximately 9 vehicles. There is a 15
minute time limit indicated for the Kiss n” Ride. Wheels buses

are not permitted to access the westbound station, which is
reserved for pick-up and drop-off by taxis and private vehicles. Tax Parking — Westbound Station
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The access driveway to the eastbound station is essentially a two-way street running north-south
between Henry Street and Monroe Street. In front of the station building, northbound and
southbound wvehicle traffic is separated by a raised landscaped island and all pick-ups and drop-offs by
private vehicles and buses must made using the southbound lane. Unlike the westbound station there
are no sidewalks and there is no clear assignment of pick-up and drop-off areas to specific users like
buses, private vehicles and taxis. This results in vehicles blocking one another and makes it such that
buses cannot necessarily pick up passengers in a single designated spot. Figure 14: Train Station Access
and Vehicular Circulation provides an overview of access points and the relative locations of pick-up
and drop of areas at the station. The June 2009 Final Report for the South Norwalk Railroad Station
Intermodal Facility Study highlighted a number of these issues, including:

»  Buses, shuttles and private vehicles jockeying for space to pick up and drop off passengers;
o Private vehicles parked in the pick-up and drop-off areas for extended periods of time;

o Taxis parked for extended periods of time blocking buses;

o Pedestrians walking in the middle of the access road due to lack of sidewalks.

Field observations undertaken by Milone & MacBroom staft generally confirmed the findings of the

earlier study.

Parking

While Transit Oriented Developments attempt to reduce reliance on the private automobile, motor
vehicles continue to play a crucial role in the transportation network and reasonable accommodation of
automobile travel is an important component of most Transit Oriented Development projects. In many
ways, the supply and cost of parking represents the “terminal capacity” of an area with respect to
automobile travel. An overabundance of free or underpriced parking can undermine the goals of a
Transit Oriented Development Master Plan for South Norwalk Railroad Station Neighborhood project
by subsidizing and encouraging automobile travel at the expense of transit, bicycle travel and pedestrian
travel. On the other hand, a significant shortage of parking may discourage travel to and from the area
and inhibit economic growth and vitality. Therefore, as part of the analysis of existing conditions,
Milene & MacBroom reviewed the available supply of public parking in the area surrounding the
station, including on-street parking and public surface lots are garages.

Public parking in South Norwalk is managed by the Norwalk Parking Authority, which owns several
parking facilides at and around the South Norwalk Railroad Station. These facilities are shown in
Figure 15: Off-Street Parking. The westbound station houses a garage with capacity for 720 vehicles
and serves both daily users and monthly permit holders. The eastbound station has several surfaces lots
of 165 parking spaces. These are intended for use by daily parkers and overflow from the garage by
monthly pass holders. Based on information provided by the Norwalk Parking Authority, there is an
eight to ten month waiting list for monthly passes at the garage. It should be noted that there is excess
capacity at surrounding public facilities including the Webster Lot and the Maritime Garage. The Table
5 shows the pricing of each of the Norwalk Parking Authority lots and garages in the Study Area.
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SECTION 10: NEIGHBORHOOD ISSUES

Effective communication must be established and a continuous dialogue developed for planning
initiatives to be successfully integrated into a neighborhood fabric and to correctly address the needs and
concerns of residents, particularly in an established community such as South Norwalk. South Norwalk
is a diverse ethnic, socio-economic and cultural neighborhood, with a multitude of concerns and
perspectives. Engaging and establishing a connection with the community throughout the project in a
collaborartive process is essential to developing a responsive and effective final plan.

A comprehensive community outreach and engagement suategy was developed for the Transit
Oriented Development Master Plan for South Norwalk Railroad Station Neighborhood with the
purpose of engaging the South Norwalk community to the greatest extent possible. The outreach and
engagement strategy has been aimed at alerting and informing the community to the project and
engaging residents as thoughtful partners and participants within the process.

Neighborhood Qutreach and Engagement

Significant outreach and engagement efforts have been required to establish and facilitate effective lines
of communication to the diverse and multiethnic community of South Norwalk. The community
outreach and engagement strategy included multiple components, various approaches and many
participants.

Community Stakeholders

Individual and group meetings and interviews were conducted with key community stakeholders,
contacting them early in the process, maintaining those relationships and continuing conversations
throughout the planning process. Regularly scheduled meetings with a community stakeholder
committee have been held to provide project updates, receive feedback and continue the established
dialogue. South Norwalk community stakeholders involved in interviews, meetings and committee
activities include business owners, residents, leaders of religious institutions and nonprofit organizations,

heads of key City Departments and political leaders.

The Citv of Norwalk

The City of Norwalk has been closely involved with this project through the Norwalk Redevelopment
Apency, which has been managing this process. In addition to ongoing interaction with the Norwalk
Redevelopment Agency, regular meetings with a committee of City Department representatives have
strengthened coordination with the various city initatives and objectives. City Departments directly
related to the planning process have also participated in individual meetings, discussions and assisted
with research. These departments include the Norwalk Redevelopment Agency, Norwalk Housing
Authority, Norwalk Police Department, the City Planning and Zoning Department, the Norwalk
Transit District, Public Works, Norwalk Parking Authority, Members of the Norwalk Common
Council and the Mayor’s Office.

The Public

Engaging with the general public is critically important and has occuwrred through community
workshop public meetings and through face to face meetings. This project has had a series of regular
schedule community workshop public meetings held in South Norwalk in the evenings. These public

meetings have included break-out sessions that provide an opportunity to community members to
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provide direct feedback and input on the direction of the planning initiatives. An array of outreach
efforts and techniques have been employed to notify and engage the South Norwalk community
including fliers posted throughout the neighborhood, newspaper coverage, person to person
recruitment and the participation of existing organizations (such as churches).

Qutreach efforts have been conducted in Spanish and Haitian Creole to connect with South Norwalk’s
non-English speaking communities. Language specialists have assisted in communication with residents
who are not fluent in English. Muldlingual outreach has been a consistent component of the
comprehensive community outreach strategy and has included flier and presentation translations,
engaging Spanish newspapers, providing Spanish and Haitian Creole speaking facilitators at all public
meetings and direct person to person outreach within the South Norwalk neighborhoods.

Neighborhood Issues

Through regular interactions, ongeing communication and continuous dialogue with members of the
South Norwalk community the Transit Oriented Development Master Plan for South Norwalk
Railroad Station Neighborhood process has captured the community’s concerns and its hopes for the
future. The concerns documented here are based on direct feedback received at the public workshop
meetings, Stakeholder committee meetings and individual conversations. The community’s hopes are
presented here as Goals and Objectives, which were developed through input at the public meetings
and refinement at the Stakeholder Committee meetings. The full Goals and Objectives are included
within this report as Appendix A.

Neichborhood Concerns

Through its engagement in this process, the South Norwalk community has continually expressed its
awareness of seemingly inevitable change occurring in South Norwalk and to a large extent a need for
change to occur. The successful revitalization of the SoNo district and the planned development of the
Reed Putnam area have reverberated within the South Norwalk community that change south of
Washington Street is likely. The community has not expressed opposition to change, but has expressed
concerns regarding the manner and types of change that may occur. Their concerns are reflective of a
well established community with a long history. The South Norwalk community’s principal concerns
are summarized here.

o Displacement — Through various channels of engagement the South Norwalk community has
consistently raised the issue of displacement as a primary concern with future development
programs. Individuals, families and local businesses that currently exist within South Norwalk
should not be displaced to accomumedate improvement programs. There are community members
that recall Urban Renewal programs instituted in South Norwalk decades ago that resulted in
displacement of significant portions of the community. Concerns have been expressed that similar
methods may be employed for current initiatives.

» Improved Safety — The South Norwalk community has consistently raised the issue of safety as a
primary concern with the neighborhood’s current condition. Community members have voiced
support for plans, initiatives and development that can reduce their safety concerns. Any new
initiative for South Norwalk must address this concern for success to be considered.

» Economic Benefits — The South Norwalk community has expressed a desire to see that direct and
indirect economic benefits generated by planning or development initiatives and programs remain

The Cecil Group — TR Advisors — Milone & MacBroom — Language Link Consortium Existing Conditions Evaluation Report
86



in South Norwalk. Benefits ranging from ensuring local contractors receive opportunities to bid on
development work to emphasizing job creation in the land use balance.

o South Norwalk not SoNo — The South Norwalk community has indicated that new development
in the South Norwalk neighborhood should not try to extend or duplicate the successful SeNo
District. New development initiatives should encourage businesses and uses that support and serve
the existing South Norwalk residents.

Neighborhood Geals and Objectives

The community involvement process has produced a series of Goals and Objectives for the South
Norwalk neighborhood. The South Norwalk Goals and Objectives are included with this report as
Appendix A. The Goals and Objectives will be used to guide the planning recommendations developed
for the Transit Oriented Development Master Plan for South Norwalk Railroad Station Neighborhood.
There are six categories of guiding principles each with an overall goal for the neighborhood and specific
concrete objectives that directly contribute to the realization of the goal. The six categories of goals and
objectives are Neighborhood, Economic Development, Urban Design Character and Qualities,
Diversity, Circulation and Transportation, and Community Security and Safety. The Goals and
Objectives were cooperatively developed based on feedback from public participants and extended
dialogue and refinements with the Stakeholder Commirtee.

The Cecil Group — TR Advisors — Milone & MacBroom — Language Link Consortium Existing Conditions Evaluation Report
87



SECTION 11: DEMOGRAPHICS

Demographic information provides key insights into the composition and tendencies of an area, which
will be critical in assessing the impacts of different approaches to Transit Oriented Development in the
Study Area. Information from the U.S. Census, the City of Norwalk and services such as Nielsen
Claritas were utilized to gather the information needed to analyze the South Norwalk demographics.

Existing Demographics, City of Norwalk

Comprehensive demographic data for the entire City of Norwalk as of 2008 is available through the
U.S. Census Bureau's American Community Survey (ACS) service. According to the 2008 ACS, the
City of Norwalk has a total population of 79,041 inhabitants. Of that 79,041 population 48% are male
and 52% are female.

Age
The median age is 38.5 year old and the largest age segment of the population is 35 to 44 year olds
representing 16.9 % of the population.

Ethnicity

The City of Norwalk’s population is 59% White alone, 23.2% Latino or Hispanic alone (of any race),
12.6% African American alone, 4% Asian alone, and 0.3% American Indian alone or Alaska Native
alone. The final 0.9% of Norwalk’s population is comprised of other races not captured in the ACS
dara.

Birthplace

Of the City of Norwalk’s 79,041 inhabitants, 59,604 or 75.4% are native born American citizens, of
those 58% were born in the State of Connecticut. 19,437 individuals or 24.6% of Norwalk’s total
population are foreign born. Of the foreign born Norwalk residents 59.5% are not U.S. citizens, while
the other 40.5% are naturalized U.S. citizens. 72.1% of Norwalk’s foreign born residents entered
Norwalk before the year 2000. Of Norwalk’s 19,437 foreign born residents, 59% were born in South
America, 22.1% were born in Europe, 14.8 were born in Asia, 2.5% were born in North America,
1.29% were born in Africa and 0.4% were born in Oceania.

Language at [Home

In Norwalk English is the predominant language spoken in the homes, with 66.7% of residents older
than five years old speaking English at home. Almost half of the 33.3% of residents older that five years
old that do not speak English at home, or 15.5% of the total Norwalk population older than five years
old, speak English less than “very well”. 20.4% of Norwalk residents speak Spanish in their homes,
10.5% speak Indo-European languages, 2.2% speak Islander languages and 0.3 speak other languages.
Of these segments, residents that speak Spanish in their homes have the highest percentage of
individuals likely to speak English less than “very well” with 11% of the total Norwalk population older
than five years old.

Education

In the City of Norwalk, 85.1% of the population older than 25 years old has attained a high school
degree or higher and 37.9% of the population older than 25 years old has attained a bachelors degree or

The Cecil Group — TR Advisors — Milone & MacBroom — Language Link Consortium Existing Conditions Evaluation Report
88



higher. Of the Norwalk residents older than 25 years of age, 6.4% have attained less than a 9™ grade
education, 8.5% have more than a 9" grade education but do not have a high school diploma or
equivalent degree, 24.6% have arttained a high school diploma, 14.7% have some college, but no
degree, 7.9% have an Associated degree, 24.0% have a Bachelors degree and 14.0% have a graduate or
professional degree.

Income

The median income for Norwalk households in 2008 was $76,356 and the mean income for Norwalk
households in 2008 was 108,973. The largest income segment of the population is the households
earning between $100,000 and $149,999. This segment represents 17.6% of all households in the City
of Norwalk.

Tvype of Employment

Norwalk has 45,513 residents 16 years old or older who are in the labor force. Of those 45,513
residents, 43,271 or 95% were employed and 2,206 or 5% were unemployed in 2008. Norwalk’s
43,271 employed residents fill a variety of occupations in a range of industries. 38.6% of Norwalk’s
employed residents hold management, professional or related positions, 26.5% hold sales and office
positions, 17.8% have service occupations, 9.8% have construction, extraction, maintenance or repair
occupations, 7.3% occupy production, transportation, or material moving positions and 0.1% have
farming, fishing, or forestry occupations.

Norwalk’s largest employment industries are the professional, scientific and waste management industry
and the educational services, healthcare and social assistance industry by each employing 17.3% of the
Norwalk workforce. 12.2% of the Norwalk workforce is employed in the retail trade industry. 11.8% of
the Norwalk workforce is employed in the finance and insurance, real estate and rental and leasing
industry. 9% of the Norwalk workforce is employed in the manufacturing industry, 8.6% are in the
construction industry and 7.6% are in the arts, entertainment, and recreation, accommodation, and
food services industry. The following six industries employ the final 16% of the Norwalk workforce
without any one industry employing more than 4.8% of the Norwalk workforce: the services (other
than public administration) industry, the information industry, the transportation warehousing, and
utilides industry, the wholesale trade industry, the public administration industry and the agriculture,
forestry, fishing and hunting, and mining industry.

Transportation Mode to Work

The employed residents of Norwalk, who are 16 year of age and older, overwhelmingly prefer to drive
alone to work. 73.9% of all employed Norwalk residents, who are at least 16 years old, chose to drive
alone to work. When not driving alone 10.8% of Norwalk’s workforce ride public transportation, 7%
choose to carpool, 4.2% work at home, 2.2% walk to work, and 1.9% utilized other means to
commute to work. The mean travel time to work for Norwalk residents over the age of 16 is 25
minutes.
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Existing Demographics, South Norwalk Study Area

Demographic dara for the Transit Oriented Development Master Plan for South Norwalk Railroad
Station Neighborhood Study Area for 2009 is available through the Nielsen Claritas service. According
to the 2009 Nielsen Claritas service, the South Norwalk Study Area has a total population of 10,955
inhabitants. 52% of the population is male and 48% is female.

Age
The median age is 36.2 year old and the largest age segment of the population is 35 to 44 year olds,
representing 19.3% of the population.

Ethnicity

The Study Area’s population is 41.0% Latino or Hispanic alone (of any race), 28.7% African American
alone, 23.7% White alone, 3.1% Asian alone, and 0.3% American [ndian alone or Alaska Native alone.
The final 3.2% of Norwalk’s population is comprised of other races not captured by Nielsen Clariras.

Language at home

In the South Norwalk Study Area, English is the predominant language spoken at home, with 59.2% of
residents older than five years old speaking English at home. 30.3% of the South Norwalk Study Area
residents speak Spanish in their homes, 8.7% speak Indo-European languages, 1.4% speak Islander
languages and 0.4 speak other languages.

Education

In the South Norwalk Study Area, 70.5% of the population older than 25 years old has attained a high
school degree or higher and 21.1% of the population older than 25 years old has attained a bachelors
degree or higher. Of the South Norwalk Study Area residents older than 25 years of age, 10.5% have
attained less than a 9* grade education, 19.0% have more than a g* grade education but do not have a
high school diploma or equivalent degree, 28.2% have attained a high school diploma, 15.5% have
some college, but no degree, 5.6% have an Associated degree, 15.8% have a Bachelors degree and 5.3%
have a graduate or professional degree.

Income

The median income for the South Norwalk Study Area households in 2009 was $46,711 and the mean
income for Norwalk households in 2008 was $63,881. The largest income segment of the population is
the households earning between $35,000 and $49,999. This segment represents 20.4% of all
households in the South Nerwalk Study Area.

Tvpe of Emplovment

The South Norwalk Study Area has 6,019 residents 16 years old or older who are in the labor force and
work in a variety of occupations. 22.7% of the Study Area’s residents hold sales and office positions,
22.5% have service occupations, 12.7% hold management, professional or related positions, 15.3%
occupy production, transportation, or material moving positions, 10.6% have construction, extraction,
maintenance or repair occupations, and 0.1% have farming, fishing, or forestry occupations.
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Transportation Mode to Work

The emploved residents of the South Norwalk Study Area who are 16 years of age and older
overwhelmingly drive alone to work. 61.1% of all employed Norwalk residents, who are at least 16
years old, chose to drive alone to work. When not driving alone, 10.9% of Norwalk’s workforce ride
public transportation, 18.9% choose to carpool, 3.7% work at home, 3.9% walk to work, 0.3% bicycle
to work and 1.2% used other means to commute to work. The mean travel time to work for Norwalk

residents over the age of 16 is 26 minutes.

Demographic Differences: The City of Norwalk and the South Norwalk Study Area

An analytical comparison between the City of Norwalk’s demographic data and the South Norwalk
Study Area’s demographic data clarifies the context in which the Transit Oriented Development district
is being considered. This comparison uses 2009 data from Nielsen Claritas for the South Norwalk
Study Area and 2008 data for the City of Norwalk from the American Community Survey (ACS)
service. Both of these sources use the U.S. Census Bureau as their primary source.

Population and Gender

The South Norwalk Study Area has a total population of 10,955 inhabitants, which is approximately
14% of the total City of Norwalk population. The Study Area’s gender split is the inverse of the City of
Norwalk; 52% male and 48% female for the Study Area compared with 48% male and 52% female.

Age
The median age for the South Norwalk Study Area is 36.2 year old, which is approximately two years

younger than the City of Norwalk’s median age. The largest age segment of the population for both the
City and the Study Area is 35 to 44 year olds.

Ethnicity

The ethnic diversity has a different composition and balance in the South Neorwalk Study Area than in
the City of Norwalk. Individuals identified as White alone comprise 23.7% of the South Norwalk
population compared to 59% of the overall City of Norwalk population. The African American
population segment nearly doubles from 12.6% to 21.7% from the overall City of Norwalk population
to the South Norwalk Study Area population. Latino or Hispanic alone (of any race) populaton
segment also expands significanty from 23.2% of the City of Norwalk’s population to 41% of the
Study Area population. The Asian and American Indian or Alaska Native population segments remain
consistent between the City of Norwalk and the Study Area.

Language at home

In both the Study Area and the City of Norwalk, English is the dominant langnage spoken in the
homes for residents older than five years old, however in the Study Area, English spoken in the home
decreases slightly from 66.7 % of the City of Norwalk population to 59.2 % of the Study Area
population. The number of homes where Spanish is spoken grows by 50% and Indo-European has a
slight decrease, while Islander languages and other languages remain consistent.
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Education

Overall the City of Norwalk has a higher educational achievement than the Study Area population.
While the percentage of residents with a high school diploma and some college are consistent between
the Study Area and the City of Norwalk, almost 30% of the Study Area residents do not have a HS
diploma compared with less than 15% of the City-wide population. 21% of the Study Area has attained
a bachelors degree or higher, compared with 38% of the City of Norwalk.

Income

There is a significant income disparity in household incomes between the South Norwalk Study Area
and the City of Norwalk. The annual median household income is $30,000 less in the Study Area than
in the overall City of Norwalk. The annual mean income is $45,000 less in the Study Area than in the
overall City of Norwalk.

Type of Employment

The South Norwalk Study Area’s occupational composition and balance of the residents 16 years old or
older who are in the labor force is different than that of the City of Norwalk. The percent of residents
employed in farming, fishing and forestry occupations as well as construction, extraction, maintenance
and repair occupations remains consistent between both the South Norwalk Study Area and the City of
Norwalk. The occupational segment that experiences the greatest change is management, professional
or related positions, which drops from 38.6% of the City of Norwalk’s population to 12.7% of the
Study Area’s population. 22.7% of the Study Area’s residents hold sales and office positions, 22.5%
have service occupations, 12.7% of hold management, professional or related positions, 15.3% occupy
production, transportation, or material moving positions, 10.6% have construction, extraction,
maintenance or repair occupations, and 0.1% have farming, fishing, or forestry occupations. Sales and
office occupations also drops from 26.5% in the City of Norwalk to 22.7% within the South Norwalk
Study Area. Occupational segments that increase in the South Study Area include the general service
occupations, which increase from 17.8% in the City of Norwalk to 22.5% within the South Norwalk
Study Area and production, transportation and material moving occupations, which increase from

7.3% in the City of Norwalk to 15.3% within the South Norwalk Study Area.

Transportation Mode to Work

There are few variations between how the South Norwalk Study Area residents and the City of Norwalk
residents travel to work. Both residents of the City of Norwalk and the South Norwalk Study Area, who
are 16 year of age and older, prefer to drive alone to work. 73.9% of the City of Norwalk’s population
who are 16 year of age and older drive alone to work, and 61.1% of South Norwalk’s Study Area’s 16
year of age and older residents drive alone to work. 18.9% of the Study Area residents carpool to work,
while 7% of the City of Norwalk’s residents carpool to work. Population segments that work at home
and ride public transportation are consistent between both areas. Although it is a very small percentage
of the mode choices, walking to work is significantly higher within the South Norwalk Study Area at
3.9%, compared with 2.2% for the entire City of Norwalk.
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South Norwalk Study Area Trends

To examine demographic tends that might be occurring within the South Norwalk Study Area, the
2009 demographic data of the Study Area derived from the Nielsen Claritas service was compared with
the 2000 demographic dara for census tracts, which include the South Norwalk Study Area (Census
Tracts 440,441,445 or the Census Tract Area). The 2000 Census Tract Area represents 15.2% of 2000
City of Norwalk population according to US Census Bureau data and the 2009 Study Area represents
13.9% of 2008 City of Norwalk population according to ACS and Nielsen Claritas dara. The

demographic data for each period was compared and uncovered the following trends.

Gender and Age

Between 2000 and 2009 the Study Area trended slightly more male and slightly older. In 2000 the
gender split was 50.4% male and 49.6% female and in 2009 it was 52% male and 48% female. In 2000
the median age was 30.3 years old and the largest segment of the population, 25-34 vear olds,
represented 21.7% of the population. In 2009 the median age was 36.2 years old and the largest age
segment of the population is 35 to 44 year olds representing 19.3% of the population.

Ethnicity

The ethnic segment of the Study Area’s population to experience the most significant change was the
Hispanic and Latino population, which grew by 7% within the Study Area population. Between 2000
and 2009 the Hispanic or Latino (of any race) population within the Study Area grew from 34% in
2000 to 41% in 2009. The White alone population within the Study Area declined from 26.6% in
2000 to 23.7% in 2009. The 2000 census tract data does not provide a detailed breakdown of
ethnicities beyond white alone and Hispanic or Latino for the remaining 39.4% of the Census Tract
Area. Based on the 2009 Claritas ethnicity data and the 2000 One Race census data, the principal
ethnic group in the remaining 39.4% of the population is African American followed by significantly
smaller populations of Asian and American Indian and Alaska Narive.

Language at [ome

Between 2000 and 2009 there were slight changes in the predominant languages spoken within the
home by residents older than five years old. English was the principal language spoken in 56.6% of the
Study Area’s homes in 2000 and 59.2% in 2009. Spanish was the principal language spoken in 32.1%
of the Study Area’s homes in 2000 and 30.3% in 2009. Indo-European languages were principally
spoken in 9.8% of the Study Area’s homes in 2000 and 8.7% in 2009. Islander languages were
principally spoken in 1% of the Study Area’s homes in 2000 and 1.4% in 2009. Overall there was a
very slight increase in English being spoken in the homes at 2.8%. Each of the other langnages captures
indicate a reductions of less than 2%

Education

Between 2000 and 2009 the Study Area’s population older than 25 years old experienced slight
increases in educartional attainment. In 2000 67.7% of the Study Area population older than 25 years
old had arttained a high school degree or higher compared with 70.5% in 2009. In 2000 18.1% of the
Study Area population older than 25 years old had atrained a bachelor’s degree or higher compared with
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21.1% in 2009. In all educational atainment segments the Study Area experienced small growth
toward increased education levels.

Of the South Norwalk Study Area residents older than 25 years of age, in 2000 11.7% had arttained less
than a 9" grade education, compared with 10.5% in 2000. In 2000 20.7% had more than a 9" prade
education but did not have a high school diploma or equivalent degree, compared with 19.0% in 2009.
In 2000 29% of the South Norwalk Study Area’s population over 25 years old had attined a high
school diploma or equivalent degree, compared with 28.2% in 2009. In 2000 15.1% had experienced
some college but did not have a degree, compared with 15.5% in 2009. In 2000 5.5% of the South
Norwalk Study Area’s population over 25 years old had attained an Associates degree, compared with
5.6% in 2009. In 2000 13.6% of the South Norwalk Study Area’s population over 25 years old had
attained a bachelor’s degree, compared with 15.8% in 2009. In 2000 4.4% of the South Norwalk
Study Area’s population over 25 years old had earned a graduate or professional degree, compared with
5.3% in 2009,

Income

Between 2000 and 2009 the median income for South Norwalk Study Area households increased from
$36,783 to $46,711. The largest income segment of the population shifted from the households
earning between $25,000 and $34,999 and representing 16.8% of the Study Area households to
$35,000 and $49,999 representing 20.4% of all households in the South Norwalk Study Area.

The median income increase of $9,928 or 27.0% experienced in the South Norwalk Study Area
between 2000 and 2009 is consistent with the median income increase of $16,517 and 27.6%
experienced in the City of Norwalk over the same period of time.

Type of Employment

The South Norwalk Study Area labor force experienced some slight occupational shifts between 2000
and 2009. Although small, most shifts trended towards more professional occupations and away from
labor occupations. Between 2000 and 2009 the largest occupational segment change was a 2.7% growth
in management professional and related occupations. Service occupations decreased from 23.9% of the
South Norwalk labor force in 2000 to 22.5% in 2009. Sales and office occupations increased from
22.3% of the South Norwalk labor force in 2000 tw 22.7% in 2009. Construction, extraction,
maintenance or repair occupations decreased from 11.3% in 200 to 10.6% of the Norwalk labor force

in 2009. Production, transportation and material moving occupations decreased from 16.6% of the

South Norwalk labor force in 2000 to 15.3% in 2009,

Transportation Mode to Work

Between 2000 and 2009 the mean travel time for the Study Area’s workforce population to reach their
place of employment increased from 23.8 minutes to 26 minutes. The employed residents of the South
Norwalk Study Area, who are 16 years of age and older drove alone to work more in 2009 than they
did in 2000 and carpooled less. In 2000 59.3% of all employed Norwalk residents, who are at least 16
years old, chose to drive alone to work, compared with 61.1% who chose to drive alone to work in
2009. In 2000 21.3% of the Study Area’s workforce population carpooled to work compared with
18.9% in 2009. In 2000 3.2% of the Study Area’s workforce population worked from home compared
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with 3.9% in 2009. In 2000 1.4% of the Study Area’s workforce population used alternative means to
travel to work compared with 1.5% in 2009. Between 2000 and 2009 the Study Area’s workforce
showed no variation in using either public transportation or walking to work. In both 2000 and 2009
10.9% of the Study Area’s workforce population carpooled to work and 3.9% walked to work.
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APPENDIX A:GOALS AND OBJECTIVES

The Norwalk Redevelopment Agency has undertaken an initiative to create a Transit Oriented
Development Master Plan for South Norwalk Railroad Station Neighborhood. The planning
recommendations will be guided by a set of goals and objectives for the community and neighborhoods
that are within an easy walking distance of the railroad station and the Intermodal Transportation
Center that is located there. The planning initiative recognizes that the proximity to the transit and rail
service can create development opportunities and impacts. The purpose of this effort is to manage
future change in a manner that will provide benefits that will appropriately enhance the neighborhoods
and their component places. These goals and objectives have been prepared based on meetings and
discussions with area stakeholders, the preceding public plans and policies for the area, and public input
at community conversation meetings associated with this project.

Neighborhoods
Goal: The neighborhoods around the South Norwalk Rail Station should be composed of a

continuous and coherent pattern of pedestrian friendly and inviting streets, sidewalks and paths
that line and connect blocks with complete and compatible development and land uses that create
a cohesive and attractive environment in which to live, work, shop, visit and enjoy.

Objectives:

e Locate active retail, commercial and civic uses where they will be successful and
contribute to the pedestrian environment.

e Create inviting and active open space as part of the street network to provide regular
occurrences of visual relief and opportunities for community interaction.

e Expand the role of the South Norwalk railroad station as a community resource and a
place for social connections.

e Extend neighborhood connections along key corridors to the railroad station, featuring
active uses and sidewalks that encourage community interaction.

e Engage the South Norwalk artist community to create interesting and attractive public

spaces that foster positive community interaction.
e Fill empry lots and underutilized spaces with appropriate uses.

e Connect neighborhood to the waterfront as an attraction for visitors and amenity for
residents.

Economics and Development

Goal: Invite and support development as a combination of new buildings and renovations that
create a long-term, sustainable mixed-use pattern that contains a balanced quantity of housing,
commercial, retail, civic and institutional uses, while protecting existing residents from
displacement.
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Objectives:

Provide a balance of retail uses and services that reinforce the neighborhoods as great,
convenient places to live and work.

Support development that offers jobs for people who can walk or bicycle to work.

Support commercial development that can take advantage of the proximity to the transit
hub to reduce vehicle trips and gain competitive advantages.

Provide and support additional housing to expand the range of choices in terms of
housing types and affordability. ~ Affordable housing should be designed to look like

market-rate housing,

Ensure that development efforts are accompanied by public outreach and neighborhood
involvement.

Support development that does not displace neighborhood residents or businesses.

Provide specific tools such as linkage programs to mitigate the effects of gentrification.

Urban Design Character and Qualities

Goal: Shape the fabric of buildings, spaces, streets and places to create distinctive and complete
urban neighborhoods that contain diverse but well-connected components.

Objectives:

Ensure that retail corridors are lined with active, attractive uses and facades that reinforce

the businesses located there.

Create a variety of different neighborhood environments with different scale and use
patterns, ranging from low-scale residentially oriented areas, to active, multiple use

concentrations that draw activity along the streets and sidewalks.

Protect and enhance valued historic structures through adaptive reuse and historic

preservation.

Retain the traditional composition along blocks and streets where historic or traditional
com ponents remain substantially intact.

Where traditional patterns no longer exist, provide compositions that are reminiscent of
the past to the extent that they create an emphasis on street frontage and street-facing
orientation of buildings, and create a breakdown of horizontal and vertical components
to create a variety of scales.

Focus circulation patterns along public rights-of-way or convenient and visible public
easements through the siting of buildings, streets and paths

Diminish or remove the visual impact of parking from public vantage points, except for
on-street parking.
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Diversity

Goal: Encourage and maintain a diverse neighborhood that provides housing, employment,
shops, services and restaurants that attract and support a wide range of cultures and incomes.

Objectives:

Create pro-active tools and programs to preserve and encourage diversity through
supporting and retaining affordable housing for existing residents and cultural groups for
whom South Norwalk has been a home.

Promote and support multi-cultural businesses and institutions that are inherent

components of diverse neighborhoods.
Expand the range of market-rate housing and types of units

Provide an excellent living and neighborhood setting for all types of households and
population types.

Retain a mixture of uses and building types to maintain and enhance the existing balance
of diverse businesses, and people in South Norwalk.

Protect existing residents from displacement due to gentrification.

Circulation and Transportation

Goal: Enhance pedestrian and bicycle connectivity, while channeling and enabling vehicle
circulation to be consistent with neighborhood quality and supporting the economic development

goals for appropriate locations within the neighborhood.

Objectives:

Provide adequate parking for each use within the district through shared parking.

Expand on-street parking as a practical resource for neighborhood uses.

e Provide a continuous, safe, well-lit active network of sidewalks and pedestrian paths.

e Create intersection and corridor designs and operational improvements to balance
vehicular, pedestrian and bicycle circulation patterns so that every mode is safely and
conveniently served.

e Provide the neighborhoods and railroad station with well-defined, safe routes, which
connect with regional commuter and recreational bicycle networks.

e Provide for bicycle facilities in locations that support short term, and overnight storage.

e Avoid rtraffic congestion and speeds that negatively affect the desirability of living or
working in the area.

e Improve vehicular traffic circulation in the areas surrounding the railroad station and the
connections to regional systems.
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e Improve access and efficiency to and between multiple modes of transportation
including pedestrian networks, bicycle networks, public bus and rail lines, taxi cabs and
private automobiles.

e  Manage parking resources to eliminate future commuter parking outside of designated
lots.

e Remove pedestrian barriers due to physical design, land use patterns, or other issues.
e Reduce or remove the impact of parking lots on the neighborhood.

o Improve pedestrian and vehicular wayfinding signage in the neighborhoods surrounding
the railroad station.

o Improve pedestrian accessibility to the railroad station, through improved lighting and
signage, and by reducing the grade approaching the station from the east.

e Provide connections so that anyone can comfortably reach any destination from any
other location within the area by foot or on bicycle.

Community Security and Safety
Goal: The neighborhoods around the South Norwalk Rail Station should be safe and secure

environments for residents, commuters, business owners and visitors.
o Ensure all sidewalks and pedestrian paths are well-lit, safe and maintained.

e Increase police access and visibility such as emergency call boxes, neighborhood satellite

store-front offices, or increased partrols.

e FEnsure that retail corridors are lined with active, attractive uses, with various hours of
operation.

e Locate open space in areas of existing high activity and develop programs and activities
to ensure their continuous use and connection with the community.
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SOUTH NORWALK INCENTIVE HOUSING ZONE EVALUATION REPORT

Executive Summary

The South Norwalk Incentive Housing Zone Evaluation Report (Evaluation Report)
assembles the technical research, analyses and findings required to determine if the City
of Norwalk is eligible to utilize Incentive Housing Zone (IHZ) program, to determine
whether this option meets the City housing and economic development goals, and to
make zoning recommendations in accordance with these findings. The analysis and
research for this determination was based on the requirements of the IHZ Application
Form to the State of Connecticut’s Office of Policy and Management. The Cecil Group
provided these services to the Norwalk Redevelopment Agency through a Technical
Assistance Grant from the Office of Policy and Management.

The IHZ program uses state funds to incent the production of housing and specifically
affordable housing in Connecticut. The incentive, a grant for each new housing unit
created within a new IHZ district, comes with requirements for the improvement of
zoning restrictions to allow as-of-right housing at higher densities than permitted by
existing zoning regulations.

The Cecil Group conducted the evaluation of the IHZ application based on the [HZ
criteria for the areas served by rail transit. In Norwalk these areas are the rail stations:

Rowayton, East Norwalk and South Norwalk.

The evaluation of the three rail station areas of Norwalk was conducted using the [HZ
application criteria to establish the most appropriate potential location for an THZ.
Based on this evaluation South Norwalk was determined as the transit centered area that
was the most appropriate location for an IHZ. The reasons for this determination is that
the City is currently seeking revitalization of the South Norwalk neighborhood through
transit-oriented development swrounding the South Norwalk Railroad Station and the
ongoing public investment in redevelopment of the intermodal center located there. The
City is currently investigating options to upgrade the intermodal elements of the
Railroad Station while the surrounding neighborhood is poised for change. Housing,
particularly affordable housing, is a key component of the plan for improving the
neighborhood for the existing residents and developing support for public transit
ridership. The application of an THZ allowed under the program was considered as a
zoning option that could encourage redevelopment that balances the neighborhood goals
for preservation of character and community while advancing revitalization that is
oriented toward public transit. The evaluation of the South Norwalk Railroad Station
area was accomplished in conjunction with the related Transit Oriented Development
Master Plan for South Norwalk Railroad Station Neighborhood (TOD Master Plan).

The determination made based on the analyses in this study is that an IHZ is not the
most appropriate zoning strategy for South Norwalk to accomplish the City’s plan for its
TOD development and the neighborhood revitalization goals. This determination rests
on four conclusions: the requirements of the IHZ program deo not completely align with
the needs of the TOD and revitalization plan in terms of preservation of urban and
building character; the THZ’s financial incentives are insufficient to bridge the
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infrastructure costs for structured parking necessary to accommodate the increased
densities; the City already has programs in place for affordable and ‘workforce’ housing
development that meet local affordable housing goals; and the increased densities
required by the IHZ do not match the planned urban development patterns desired by
the City and neighborhood.

However, based on the findings of this evaluation effort, several potential alternatives
have been found that still accomplish the same goals of encouraging economic
development and increasing affordable housing units as the ITHZ program. The
alternatives to the IHZ are based on the improvement of current City zoning regulations
that can acutely address the specific economic development and affordable housing goals
of the South Norwalk community. The recommended alternative zoning changes will
aid and direct South Norwalk’s neighborhood revitalization efforts.
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Background

The purpose of this Evaluation Report is to determined if the area surrounding South
Norwalk’s transit station would qualify for an IHZ, if eligible would an IHZ be an
appropriate regulation tool for the area and if an IHZ is not appropriate what alternative
regulation strategies could be instituted to achieve the same or similar objectives as the
IHZ program. This section of the Evaluation Report presents the IHZ program, its
criteria and intentions. It also presents the findings, outreach and objectives of the TOD
Master Plan, which contributes to the understanding of the IHZ evaluation.

Incentive Housing Zone Prosram

The Incentive Housing Zone (IHZ) program is administered through the State of
Connecticut’s Office of Policy and Management (OPM) as part of the Housing for
Economic Growth Program. The IHZ program encourages economic development and
growth while increasing the affordable housing options for the qualified individuals and
households. By providing financial incentives for the development of affordable housing
units as part of mixed-income and mixed-use developments in designated locations
where increased density is appropriate, the IHZ program encourages economic growth
in strategically appropriate locations.

Key criteria and requirements of the IHZ program include:

e Municipal Regulation — IHZs are overlay zoning districts established by a
municipal zoning commission and then approval by the OPM may be sought
for financial incentive eligibility.

o Eligible Locations — IHZs must have some portion located within one-half mile
of a wansit station, a designated area of concentrated development, or near
existing or planned infrastructure.

o Allowed Uses — In addition to residential uses, [HZs may allow for a mix of
business, commercial or other non-residential uses.

e Land Area — Individual ITHZs cannot exceed 10% of the total land area of the
municipality and cumulatively IHZs cannot exceed 25% of the total land area
of the municipality.

e Minimum Density Requirements — IHZs must comply with the following

minimum allowable density requirements:
o 6 units/acre for single-family housing
o 10 units/acre for duplex or townhouse housing

o 20 units/acre for multifamily housing

e Minimum Density Increases — IHZs must increase the density allowed by the
underlying zoning by at least 25%.

o Affordability — The IHZ program considers residential units “affordable” when
they are affordable to and occupied by individuals and families, whose annual
income is equal to or less than 80% of the area median income as determined by
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the U.S. Department of Housing and Urban Development. The affordability

designation must be assured for a period of no less than 30 years.

o Incentive Housing Development (THD) — An approved ITHD is a residential or
mixed-use development that is located within an approved IHZ, and that
designates 20% of the development’s units as “affordable.”

e Design Standards — An THZ may include design standards for IHD. IHZ design
standards must be reviewed and approved by the OPM.

e Municipal Financial Incentives — Subject to the availability of funds, the OPM
issues two payment types to municipalities that adopt an THZ. The payments
are a Zone Adoption Payment and Building Permit Payments. The Zone
Adoption Payment is a payment to the municipality for each unit allowed per
the THZ. The Building Permit Payment is a one-time payment to the
municipality for each building permit for a residential unit within an approved
IHD once the municipality issues a building permit for construction. The
schedule for these payments to municipalities are as follows:

o Zone Adoption Payment — $2,000 for each unit allowed per the I[HZ

o Building Permit Payment — $2,000 for each muldfamily, duplex or
townhouse unit within an approved IHD with proof of building permit
issuance

o Building Permit Payment — $5,000 for each single-family detached unit
within an approved IHD with proof of building permit issuance

e Local Application Process — An IHZ will have a local application process for
[HD proposals through the municipal zoning commission. Municipal zoning
commissions have the ability to approve or deny IHD applications as well as
grant waivers from dimensional and other non-affordability restrictions.

TOD Master Plan and Implementation

The evaluation of the three rail station areas in Norwalk concluded that the South
Norwalk Railroad Station area was the most appropriate location for an IHZ. The
evaluation of the South Norwalk Railroad Station area for an THZ was accomplished in

conjunction with the related Transit Oriented Development Master Plan for South
Norwalk Railroad Station Neighborhood (TOD Master Plan).

The South Norwalk TOD Master Plan is a mult-disciplinary, community-based
planning initiative for neighborhood revitalization and transit oriented development
(TOD) in the South Norwalk area, which includes zoning evaluations and
recommendations. An IHZ and program was considered as a means of implementing the
TOD Master Plan’s initiatives, thereby increasing its effectiveness and contributing to
the larger revitalization goals of the South Norwalk neighborhood.

The IHZ program’s criteria and requirements are generally in concert with the
neighborhood revitalization 70D Master Plan Goals and Objectives developed to guide
the TOD Master Plan. As part of the TOD Master Plan process, South Norwalk
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residents and stakeholders developed neighborhood revitalization goals and objectives for

specific initiatives through an intensive community engagement process. Appendix A:
TOD Master Plar Goals and Objectives outlines in detail the neighborhood revitalization
goals established through the TOD Master Plan process. The topics of consistency
between the TOD Master Plan neighborhood revitalization and the IHZ program

criteria and requirements include:

The pursuit of economic development

The increase of residential densities

The expansion of housing type and affordability options
The encouragement and growth of a mix of uses

The enforcement of design standards for the neighborhood

The establishment of the South Norwalk Railroad Station as a neighborhood

asset

Based on the compartibility between the IHZ program and the TOD Master Plan’s
initiatives and objectives, the inclusion of an THZ as part of the TOD Master Plan
neighborhood revitalization strategy appeared to be an appropriate implementation

option. This was further tested with a more detailed analysis of the land uses and

densities.
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IHZ Land Use Analysis

The Cecil Group conducted and prepared the technical research and analysis required to
determine if the City of Norwalk would be eligible for an Incentive Housing Zone
(IHZ) in South Norwalk based on the requirements of the OPM [HZ Application
Form. Sections I: Applicant Information, Section II: Applicant Representative, and
Section III: Local Approvals primarily provide administrative contact informartion and
certified municipal resolutions documenting the local establishment of the ITHZ. The
OPM uses the technical information contained within Section IV: Project Information
to determine the eligibility of an IHZ. The Section IV sub-sections and the findings
related to the evaluation of South Norwalk as an appropriate location for an THZ are
listed below.

Project Brief

This Evaluation Report examined the existing condition of the area surrounding the
South Norwalk Railroad Station as a potential location for an IHZ. The Project Brief
elements, which are evaluated within the IHZ Application Form, include dedicated open
space, property committed to public use, transit stations, and the extents of public utility
services, water bodies and wetlands. Figure 1: [HZ Antachment 2 Existing Conditions
provides graphic illustration of the potential project area and its elements. As illustrated
in Figure 1, the potential project area is well served by public utilities and has immediate
access to transit networks and interstate highway systems.

Eligible Location

The South Norwalk neighborhood is an eligible location for an THZ because of its
proximity to the South Norwalk Railroad Station, which provides commuter rail and
bus service. The potential project area evaluated by The Cecil Group for the IHZ was
the area within a one-mile radius of the South Norwalk Railroad Station.

Land Area

The potential project area evaluated for the IHZ consists of 1,804 acres in the one-mile
radius surrounding the South Norwalk Railroad Station. The acreage of the tortal
potential IHZ project area represents 12% of the City of Norwalk’s total land area.
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Developable Land and Incentive Housing Units

The developable land analysis examined the properties within the potential project area
and identified the properties that qualified for either Developable Land or Underutilized
Land, as defined by the IHZ program requirements. The identification of these
properties enabled the calculation of the potential number of Incentive Housing Units
within the IHZ. Figure 2: ITHZ Anachment 3 Developable Land graphically identifies the
parcels identifies as Developable Land and Underutilized Land. Appendix B: Incentive
Housing Zone Unirs provides the calculations of the potential number of Incentive
Housing Units and includes the parcel size, address, owner and the assessors’ land use
description for the potential South Norwalk THZ. These parcels were first identified by
their characteristics as determined by the assessor’s data including;

o Zero gross building square feet, which may include properties actively used for
storage;

e A minimum lot size of 0.11 acres (3,000sf) which is the minimum lot size for
certain zoning districts; and,

e Elimination of certain land use designations, including cemeteries, “mother
lots,” railroad property and similar assessors’ designations.

The list of Developable Land parcels was further refined based on the existence of
historic and zoning districts. Properties in the single family zoning districts were
removed from the list.

Underlying Zoning and Existing Zoned Units

The study examined the existing zoning and the number of units currently allowable in
the South Norwalk potential project area and the number of units allowable in the same
area with an THZ, and then calculated the potential increase in units to verify a
minimum 25% increase. Figure 3: [HZ Arrachment 4 Underlying Zoning shows the
existing zoning districts that are within a one-mile radius of the South Norwalk Railroad
Station. In conjunction with Figure 3, Table 1: Residential Zoning Densities lists the
existing residential densities currently allowed by the existing zoning regulations, the
calculations of the residential densities that would be allowed for the same zoning
districts under an IHZ and the calculated percent increase of units. For those districts
that do not have a specified residential density or where density was determined by floor
to area ratio (FAR), the calculations of density were made on the basis of 1500sf per
unit. Consequently, in the Washington Street Design District, the residential densities
were calculated as 1500sf per unit and according to the mixed-use requirements and
allowances. Rounding up was required to meet the minimum 25% and the actual
percentage is indicated in the table.
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Table 1: Residential Zoning Densities

Disurict Residential Density Percent Increase
[Units/Acre]
Existing | IHZ
AAA Residence 1 1.25 25%
AA Residence 2 25 25%
B Residence 7 9 29%
C Residence 14 18 29%
I Residence 26 33 27%
Business No.1 26 33 27%
Business No.? 26 33 27%
NB Neighborhood Business | 26 33 27%
MC Marine Commercial 21 27 29%
11 Industrial No.1 14 18 29%
RI Restricted Industrial 7 9 29%
Hospital Zone 26 33 27%
RDPA Reed Putnam Design | 26 33 27%
Dristrict Subarea A
RDPA Reed Putnam Design | 29 37 28%
District Subarea C
RDPA Reed Putnam Design | 21 27 29%
Dristrict Subarea D
RDPA Reed Putnam Design | 29 37 28%
District Subarea E
SNBD  South  Norwalk | 26 33 27%
Business District
South  Norwalk  Design | 21 27 29%
District
WSDD Washington Street | 64 80 25%

Design District
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South Norwalk [HZ Implementation

The analysis of the IHZ program for the South Norwalk neighborhood included an
implementation evaluation of an IHZ in South Norwalk. The analysis of an IHZ in a
specific location allowed for a thorough evaluation of specific results for South Norwalk.
This analysis included the IHZ location designation, Incentive Housing Unit

calculations and the use and characteristics changes that would occur in the potential

South Norwalk IHZ.

IHYZ Program and District Location

The THZ evaluation process determined the area identified in Figure 4: Porential South
Norwalk THZ 1o be the most appropriate location for an [HZ, within a one-half-mile
radius of the South Norwalk Railroad Station. This determination was based on the
amount of developable and underutilized land in this area and therefore the most
appropriate for initiating economic development.

The potential South Norwalk IHZ is generally defined as the area east of Martin Luther
King Jr. Drive and the railroad tracks, north of Ingalls Ave and Rockland Road, west of
Grey Rock Road, Meadow Street, Woodward Avenue, Water Street and Norwalk
Harbor, and south of North Main Street and Haviland Street. The potential South
Norwalk IHZ consists of 362 acres; 2.5% of the total municipal land mass for Norwalk.
The potential South Norwalk ITHZ includes eight different underlying zoning districts.
These include the following districts: C Residence, D Residence, Industrial No 1,
Marine Commercial, Neighborhood Business, Restricted Industrial, South Norwalk
Business District and SoNo Station Design District. Industrial No. 1 and D Residence
are the two largest zones in the potential South Norwalk [HZ.

Incentive Housing Units Calculation

The number of Incentive Housing Units was calculated for the potential South Norwalk
IHZ area using the Developable Land and Underdeveloped Land as identified in the
Land Use Analysis. According to this analysis, the number of units that could be
physically constructed using Developable and Underutilized Land in the potential South
Norwalk IHZ is 963. This represents a 57% increase over the number of potential units
that could be developed in this area through the existing zoning. Appendix B: Incentive
Housing Zone Units provides the detailed calculations.
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South Norwalk IHZ Reculation and Use Characteristics

The potential South Norwalk THZ would change the regulation, use and building
dimension characteristics of the area designated for the overlay zone. These changes
include such characteristics such as 20% affordable housing components for THD
eligible projects, increased building dimension potential and a unique municipal
entitlements process. However, to increase its revitalization potential and limit neon-
conforming uses additional use changes should accompany a potential South Norwalk
IHZ. Expanded residential uses should be allowed in distuicts that currently limit
residential uses. The following use changes should be considered as part of adopting an

[HZ in the area designated for the potential South Norwalk THZ:

o Allow all Residence D uses in the Industrial No. 1 District
o Allow all Neighborhood Business District uses in the Industrial No.1 District

o Allow multifamily development in the Marine Commercial District

Implications of Applying a South Norwalk THZ,

The implementation of the potential South Norwalk THZ in concert with the
recommended zoning use changes has a profound effect on South Norwalk. This
strategy allows an increase of the existing residential density of Industrial No. 1 districts
in South Norwalk from 14 units per acre to 33 units per acre and an increase to 21 units
per acre for the Marine Commercial districts. It allows for additional commercial and
business uses in Industrial No. 1 districts in South Norwalk. The potential South
Norwalk THZ would also require an affordable housing component as part of each IHD
eligible project, therefore providing affordable housing stock dispersed throughout the
potential South Norwalk IHZ in moderate numbers, in contrast to the existing pattern
of large concentrations of affordable housing currently located in the South Norwalk
neighborhood.
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IHZ Implementation Findings

The findings of the South Norwalk IHZ implementation analysis conclude that an [HZ
in South Norwalk would not preduce the economic development or neighborhood
revitalization sought or intended by the City of Norwalk.

The determination was based on three concerns:

o The IHZ program’s financial incentives are insufficient to bridge the
infrastructure costs for the structured parking necessary to accommodate the

increased densities,

e The City has existing affordable and workforce housing development programs,
including standards for inclusion within the SoNo Station Design District, and

o The increased densities required by the IHZ do not match the planned urban
development scale and patterns desired by the City and neighborhood.

The THZ program’s required density increases are not economically feasible due to the
existing high densities allowed in South Norwalk, with the cost of parking required by
high densities accounting for much of this infeasibility. To achieve the increase densities
required by the IHZ, THDs would be required to construct structured parking, which
would make the IHD economically infeasible. South Norwalk’s allowed high density for
development render the IHZ program’s 25% increase too great to encourage economic
development. Financial pro-forma analyses were conducted for different types of
development in the South Norwalk neighborhoods as part of the TOD Master Plan. In
the scenarios that were tested, the number of residential units developed was limited by
the ability to provide surface parking for the units. The existing zoning could not be
maximized for development due to the high cost of structured parking, even in the
scenarios run for market-rate developments. Conversely, moderately scaled developments
cnabled development projects to not only predict profitability, but to do so with
affordable unit components. Accounting for affordable units as part of the pro-forma
analyses compounded the deficiencies. The financial analyses showed that structured
parking would add $37,500 to $50,000 of construction costs per unit depending on the
number of bedrooms. The financial incentives provided through the IHZ program are
inadequate to address this level of financial shortfall. Therefore, the implementation of
an [HZ in South Norwalk would fail to initiate economic development or neighborhood
revitalization.

One of the principal purposes of the IHZ program is to enable and encourage the
development of affordable housing. This aspect of the IHZ program is less impactful in
the City of Norwalk, where multiple tools exist to require affordable housing, The City
of Norwalk’s affordable housing regulatory tools that support the creation of affordable
housing are Workforce Housing regulation (Artcle 101, Workforce Housing
Regulation) and a requirement within the SoNo Station Design District that all dwelling
units have an affordability component. To encourage the creation of additional
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affordable housing units in Norwalk, the City could modify these existing regulations to
affect a larger segment of the City. Norwalk does not need t adopt an IHZ to promote
the development of affordable housing with these existing regulations in place.

The increased densities required by the IHZ do not match the planned urban
development scale and patterns desired by the City and neighborhood. The goal of City
of Norwalk and the South Norwalk residents is to maintain the existing neighborhood
development scale and patterns while revitalizing the neighborhood. The densites
required by the IHZ program would result in the aggregation of properties and
ultimately larger scaled developments. The City of Norwalk has identified and is
pursuing large-scale developments in other areas of the City, but remains committed to
the revitalization of South Nerwalk at a neighborhood scale that respects the existing
fabric of buildings. Large-scale development projects would redevelop and substantially
change the character of the South Norwalk neighborhood.

The Evaluation Report’s conclusions based on the review of the City’s zoning was that
there are several alternative zoning approaches that could meet similar goals for housing

and affordable housing production while simultaneously more closely meeting the goals

of the TOD Master Plan.
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Alternative Zoning Recommendations

The South Norwalk neighborhood area can experience economic development,
neighborhood revitalization and increase affordable housing for the community without
implementing an THZ. Changes to the existing zoning regulations can be made to
achieve the T7OD Master Plan Goals and Objectives that are economically feasible and
focused on transit oriented development. Furthermore, the City of Norwalk can
implement these zoning regulation changes in a number of ways at the local level.

The TOD Master Plan Goals and Objectives for neighborhood revitalization remain the
guiding principles for the recommended zoning changes. The following elements of the

TOD Master Plan Goals and Objectives pertain to zoning regulations:

o The pursuit of economic development

o The increase of residential densities

e The expansion of housing types and affordability options

e The encouragement and growth of a mix of uses

o The enforcement of design standards for the neighborhood

o The establishment of the South Norwalk Railroad Station as a neighborhood

asset

Multiple zoning districts fragment the existing mixed-use neighborhood that currently
surrounds the South Norwalk Railroad Station and the area contains numerous non-
conforming uses. This combination of fragmented districts and non-conforming uses
reduce reinvestment and economic development in the area. A mixed-use environment
and a reduction in non-conforming uses in the neighborhood surrounding the South
Norwalk Railroad Station will support development and investment in the area.
Appropriate zoning regulations and design guidelines can direct future development and
investment to strengthen the TOD Master Plan Goals and Objecrives.

The following recommendations are for uses, building dimensions, and affordability
requirements that will support a mixed-income, mixed-use, transit oriented district that
is economically feasible to develop. The recommendations will include specific
geographic boundaries for the zoning recommendations, design guidelines and several
alternative implementation methods for the City of Norwalk’s selection.

Area Definition

The following zoning recommendations are intended to apply to the South Norwalk
Railroad Station neighborhood. Figure 5: South Norwale TOD Zoning Area illustrates
the intended area for the following regulation recommendations. This area is generally
consistent with the TOD Master Plan Focus Area and its approximate boundaries are
the following:
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o The east boundary of Water Street

e The west boundary of Dr. Martin Luther King Drive and Lexington Avenue

e The north boundary of Madison Street and Haviland Street

o The south boundary of Burritt Avenue, Grove Street, Bell Avenue, Olean Street
and Ely Avenue

Recommended Uses

The recommended as-of-right and special permit uses for the defined South Norwalk

TOD Zoning Area are listed below. All of the recommended uses are intended to

support and be consistent with a mixed-use transit oriented district. Figure 6: South
Norwalk TOD Zoning Area Existing Districts illustrates the fragmented nature of the
existing, zoning districts in the South Norwalk TOD Zoning Area. All of the uses
recommended for the Norwalk TOD Zoning Area are currently present in the existing

South Norwalk zoning districts. Each recommended use below has the relevant existing

zoning district listed in parenthesis.

o As-of-right uses:

@]

o]

Railroad station and commuter facilities (SoNo Station)

Multifamily dwellings with fewer than twelve (12) units, including elderly
and congregate housing (Neighborhood Business)

Two-family detached dwelling (Residence C)

Retail stores and business service establishments having a gross floor area of

fewer than eight thousand (8,000) square feet (Neighborhood Business)

Offices having a gross floor area of fewer than eight thousand (8,000) square
feet (Neighborhood Business)

Restaurants and taverns having a gross floor area of fewer than two thousand
five hundred (2,500) square feet, excluding drive-in facilities (Neighborhood
Business)

Health clubs (SoNo Station)
Banks and financial institutions, excluding drive-in facilities (SoNo Station)

Manufacturing, processing or assembly of goods which are not noxious or
offensive due to emission of noise, pollutants or waste (Industrial No. 1)

Printing establishments(Industrial No. 1)

Research and development facilities(Industrial No. 1)
Theaters and auditoriums (SoNo Station)

Child day-care centers (SoNo Station)

Parks, playgrounds and open space (SoNo Station)
Off-street parking facilities (SoNo Station)

South Norwalk Incentive Housing Zone Evaluation Report The Cecil Group
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o Mauseums, libraries and meeting halls (SoNo Station)

o Places of worship, churches and church buildings (Neighborhood Business)

e Special permit uses:

o Multifamily dwellings with more than twelve (12) units, including elderly
and congregate housing (Neighborhood Business)

o Rertail stores and business service establishments having a gross floor area of
eight thousand (8,000) square feet or more (Neighborhood Business)

o Offices having a gross floor area of eight thousand (8,000) square feet or
more (Neighborhood Business)

o Restaurants and taverns having a gross floor area of two thousand five

hundred (2,500) square feet or more (Neighborhood Business)

o Bank drive-in facilities (SoNo Station)

Recommended Building Dimensions

The recommended building dimensions listed below are consistent with the existing
built environment and existing building dimension regulations. Reinvestment in the area
at the neighborhood’s existing scale will achieve the type of neighborhood revitalization
consistent with the TOD Master Plan Goals and Objectives.

¢ Building dimensions:

o The maximum height limits should be four and one half stories and 52 feet
above the base flood level (Marine Commercial)

o The maximum building area is 50% of the parcel area for the buildings, 90%
of the parcel area for the buildings and parking and 30% of the parcel
dedicated to open space (SoNo Station)

Desien Guidelines

The recommended modifications for the Design Guidelines for the defined South
Norwalk TOD Zoning Area are attached as Appendix C: South Norwalt TOD Design
Guidelines. These design guidelines are recommended as revised, updated and expanded
SoNo Station Design District Design Guidelines. The recommended Draft Sourh Norwalk
TOD Design Guidelines place an increased emphasis on pedestrian connections, mixed-
use facade treatments and bicycle network infrastructure support. The recommended
Sourh Norwalk TOD Design Guidelines also provide illustrative examples, which are not
included in the existing So/No Starion Design Districr Design Guidelines.

Increased Density Incentive

Program goals for infrastructure, access, or particular uses could be achieved with density
incentives such as allowing additional stories in exchange for meeting one or more of the

goals.
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Mixed-Income Housing Component

The recommended zoning regulation changes include a mixed income-housing
component. This component will support the preservation of the existing neighborhood
environment and respond to pressures of gentrification as development and reinvestment
in the area occur. Mixed-income housing requirements exist in the South Norwalk
Railroad Station area through the SoNo Station Design District zoning regulations and
Norwalk’s Workforce Housing regulation (Article 101, Workforce Housing Regulation).

¢ Mixed-income housing characteristics :

o 10% of all dwelling units should be made affordable (SoNo Station with
modification). Residential units are defined as “affordable® when they are
affordable for and occupied by individuals and families whose annual income
is equal to or less than 80% of the area median income as determined by the
U.S. Department of Housing and Urban Development. The affordability

designation must be assured for a period of no less than 30 years.
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Implementation Options

The specific zoning recommendations listed above can be achieved through a number of
implementation methods. The multiple avenues available for the implementation of the
zoning recommendations provide a variety of regulatory and political options. The
implementation methods include:

Overlay Zoning District

The zoning and regulatory recommendations could be implemented through the
creation of an overlay zoning district. An overlay zoning district creates an additional
zoning district in addition to the current existing or underlying zoning. The overlay
district would allow additional uses to the underlying zoning and contain regulations
that could include multi-income housing and design guidelines. The specific zoning
recommendations would be consistent with all of the specifications listed above, but
would allow the existing zoning districts to remain under the overlay thereby allowing
more options for redevelopment.

Amendments to Existing Zoning

The zoning and regulatory recommendations could be implemented through
amendments to the existing zoning districts. This strategy would require the use of
geographic indicators in the amendment text to limit the recommended changes to the
South Norwalk TOD Zoning Area and not throughout the City. The recommended

zoning amendments are the following:

o Amend the Industuial No. 1 District to include all uses allowed in Residence D
(currently all uses in Residence C are included as of right in Industrial No. 1)

e Amend the Industrial No. 1 District to include all uses in the Neighborhood
Business District

o Refine the Workforce Housing regulation (Article 101, Workforce Housing
Regulation) for expanding application to Industrial No. 1 Districts and reduce
the minimum unit requirement from 20

This strategy would increase the allowed residential density of Industrial No.1 zones in
South Norwalk from 14 units per acre to 26 units per acre by right. It would also allow
for additional commercial and business uses in Industrial No.1 districts, thus creating an
urban mixed-use district that would be driven primarily through economic market
forces.

SoNo Station Design District Fxpansion

The zoning regulations could be implemented by expanding the existing SoNo Station
Design District, while making limited changes to its regulations. This strategy capitalizes
on the existing Norwalk zoning district that was created to support an urban, mixed-use,
and transit-oriented district within walking distance to the South Norwalk Railroad
Station by expanding the boundaries of the already existing SoNo Station Design
District. This strategy would encourage mixed-use development by increasing both the
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allowed residential unit density and the commercial uses allowed in South Norwalk. The
SoNo Station Design District also requires affordable housing component as part of each

residential development, therefore providing an increase to the area’s affordable housing

stock that is immediately responsive to the market pressures, which contribute to

gentrification.

Recommended changes to the expanded SoNo Station Design District are as follows:

e Expand the SoNo Station Design District to the boundaries to match those of
the South Norwalk TOD Zoning Area described in detail above.

o SoNo Station Design District, as-of-right use amendments:

@]

o 0 0 O

O

Include: manufacturing, processing or assembly of goods which are not
noxious or offensive due to emission of noise , pollutants or waste (Industrial
No. 1)

Include: printing establishments(Industrial No. 1)

Include: research and development facilities(Industrial No. 1)

Include: two-family detached dwelling (Residence C)

Include: places of worship, churches and church buildings (Neighborhood
Business)

Include: multifamily dwellings with fewer than twelve (12) units, including
elderly and congregate housing

Include: retail stores and business service establishments having a gross floor
area of fewer than eight thousand (8,000) sf

Include: offices having a gross floor area of fewer than eight thousand
(8,000) square feet

Include: restaurants and taverns having a gross floor area of fewer than two
thousand five hundred (2,500) square feet

e SoNo Station Design District, Special Permit Use amendments:

o]

o]

Include: multifamily dwellings with more than twelve (12) units, including
elderly and congregate housing

Include: retail stores and business service establishments having a gross floor
area of eight thousand (8,000) square feet or more

Include: offices having a gross floor area of eight thousand (8,000) or more
square feet

Include: restaurants and taverns having a gross floor area of two thousand
five hundred (2,500) square feet or more

o SoNo Station Design District, building dimension amendments:

o]

Increase the maximum height limits from four stories and 45 feet to four and
one half stories and 52 feet above the base flood level

SoNo Station Design District mixed-income housing amendments:

o Reduce the requirement that 20% of all dwelling units be affordable to
individuals and families of low and moderate incomes to a requirement of 10%.
Findings from the financial analysis demeonstrate that market sensitivities need
more incentives for market rate to encourage redevelopment.
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TOD Redevelopment Area Master Plan

The zoning recommendations could be implemented through the Redevelopment
Master Plan process (Title 8, Chapter 130). This implementation method would require
the adoption of a South Norwalk Redevelopment Master Plan that includes zoning
regulations and design guidelines. If a Redevelopment Master Plan with zoning
regulations is in place then all proposed projects for that area are required to submit to a
project review process by the Norwalk Redevelopment Authority.
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APPENDIX A: TOD MASTER PLAN GOALS AND OBJECTIVES

The Norwalk Redevelopment Agency has undertaken an initiative to create a Transit
Oriented Development Master Plan for South Norwalk Railroad Station Neighborhood.
The planning recommendations will be guided by a set of goals and objectives for the
community and neighborhoods that are within an easy walking distance of the railroad
station and the Intermodal Transportation Center that is located there. The planning
initiative recognizes that the proximity to the transit and rail service can create
development opportunities and impacts. The purpose of this effort is to manage future
change in a manner that will provide benefits that will appropriately enhance the
neighborhoods and their component places. These goals and objectives have been
prepared based on meetings and discussions with area stakeholders, the preceding public
plans and policies for the area, and public input at community conversation meetings
associated with this project.

Neighborhoods

Goal: The neighborhoods around the South Norwalk Rail Station should be composed
of a continuous and coherent pattern of pedesuian friendly and inviting streets,
sidewalks and paths that line and connect blocks with complete and compatible
development and land uses that create a cohesive and attractive environment in which
to live, work, shop, visit and enjoy.

Objectives:

1. Locate active retail, commercial and civic uses where they will be successful and
contribute 1o the pedestrian environment.

2. Create inviting and active open space as pare of the streer network to provide
regular occurrences of visual relief and opportunities for community interaction.

3. Expand the role of the South Norwalk railroad siation as a communiry resource
and a place for social connections.

4. Extend neighborhood connections along key corridors w the railroad swation,
[earuring acrive uses and sidewalks that encourage community interaction.

5. Engage the South Norwalk artist community to create interesting and antractive
public spaces thar foster positive community interaction.

6. Fill empry lots and underutilized spaces with appropriare uses.

7. Connecr neighborhood 1o the waterfronr as an anvacrion for visitors and
amenity for residents.

Economics and Development

Goal: Invite and support development as a combination of new buildings and
renovations that create a long-term, sustainable mixed-use pattern that contains a
balanced quantity of housing, commercial, retail, civic and institutional uses, while
protecting existing residents from displacement.
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Objectives:

1. Provide a balance of retil uses and services thar reinforce the neighborboods as
great, convenient plices 1o live and work.

2. Supporr development thar offers jobs for people who can walk or bicycle to work.

3. Supporr commercial development thar can rake advantage of the proximiry ro
the transit hub to reduce vehicle trips and gain competitive advantages.

4. Provide and support additional bousing to expand the range of choices in terms
of housing rypes and affordabilivy.  Affordable housing should be designed ro
look like marker-rate housing.

5. Ensure thar developmens efforss are accompanied by public outreach and
neighborbood involvement.

6. Support development that does not displace neighborhood residents or businesses.

7. Provide specific rools such as linkage programs w mirigate the effecrs of
gentrification.

Urban Design Character and Qualities

Goal:  Shape the fabric of buildings, spaces, streets and places to create distinetive and
complete urban neighborhoods that contain diverse but well-connected components.

Objectives:

1. Ensure thar rewmil corvidors are lined with active, arrractive uses and facades
thar reinforce he businesses lpcated there.

2. Create a variety of different neighborhood environments with different scale and
use parerns, ranging from low-scale residentially oviented areas, w acrive,
multiple use concentrations thar draw activity along the sireets and sidewalks.

3. Protect and enhance valued historic structures through adaptive reuse and
historic preservation.

4. Rerin the maditional composition along blocks and streets where hisworic or
traditional components remain substantially inract.

5. Where traditional patterns no longer exist, provide compositions that are
reminiscent of the past w the exrent thar they create an emphasis on street
[fronrage and streer-facing orvienration of buildings, and create a breakdown of
horizonial and vertical components to create a variety of scales.

6. Focus cireulation panerns along public rights-of-way or convenient and visible
public easements through the siting of buildings, streers and pavhs

7. Diminish or remove the visual impact of parking from public vantage poinss,
except for on-street parking.

Diversity

Goal: Encourage and maintain a diverse neighborhood that provides housing,
employment, shops, services and restaurants that attract and support a wide range of
cultures and incomes.
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Create pro-dctive rools and programs ro preserve and encourage diversity through
supporting and remining affordable housing for existing residents and cultural
groups for whom Sourh Norwalk has been a home.

Promote and suppors multi-cultural businesses and instirurions thar are inhevent
components of diverse neighborboods.

Expand the range of marker-rate housing and rypes of units

Provide an excellent living and neighborhood serving for all types of housebolds
and population rypes.

Rerain a mixture of wuses and building types to mainrain and enhance the
existing balance of diverse businesses, and people in South Nerwalk.

Protect exisring residents from displacement due to gensrificarion.

Circulation and Transportation

Goal: Enhance pedestrian and bicycle connectivity, while channeling and enabling

vehicle circulation to be consistent with neighborhood quality and supporting the

economic development goals for appropriate locations within the neighborhood.

Objectives:

L

10.

1L

12

Provide adequare parking for each wse within the dismicr through shared
parking.

Expand on-street parking as a practical resource for neighborhood uses.

Provide a continuous, safe, well-lir active network of sidewalls and pedestrian
paths.

Create intersection and corvidor designs and operational improvements to
balance vehicular, pedestrian and bicycle circularion parterns so thar every mode
is safely and conveniently served.

Provide the neighborhoods and railroad starion wirh well-defined, safe roures,
which connect with regional commuter and recreational bicycle networks.
Provide for bicycle facilities in lpeations thar support shore term, and overnight
stordge.

Awoid rraffic congestion and speeds thar negarively affect the desirability of living
or working in the ared.

Improve vehicular traffic circulation in the areas surrounding the railroad
station and the connections ro regional systems.

Improve dccess and efficiency o and between multiple modes of wansporration
including pedestrian nenworks, bicycle nerworks, public bus and rail lines, taxi
cabs and private auromobiles.

Manage parking resources to eliminate furure commuter parking outside of
designated bots.

Remove pedestrian barriers due to physical design, land use patterns, or orher
issues.

Reduce or remove the impact of parking lots on the neighborbood.
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13. Improve pedesivian and vehicular wayfinding signage in the neighborhoods
surronnding the railroad station.

14. Improve pedestrian accessibility ro the railroad station, through improved

lighting and signage, and by reducing the grade approaching the station from
the eqst.

15. Provide connections so thar anyone can comforiably reach any destination from
any other location within the area by foot or on bicycle.

Community Security and Safety

Goal: The neighborhoods around the South Norwalk Rail Station should be safe and

secure environments for residents, commuters, business owners and visitors.

L Ensure all sidewalks and pedestrian paths are well-1it, safé and maintained,

Inerease police access and visibility such as emergency call boxes, neighborhood
sarellite store-front offices, or increased patrols.

3. Ensure that retail corvidors are lined with active, antractive uses, with various
hours of operation.

4. Locate open space in areas of existing high acrivity and develop programs and
activities to ensure their continuous use and connection with the community.
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South Norwalk Context and Other Standards and Guidelines

The South Norwalk TOD Zoning Area represents the walkable core that surrounds the rail station.
Generally, pedestrians will walk one-quarter to one-half mile to reach transit service. Because of the access
benefits associated with proximity to a rail station, this type of real estate investment is called transit-oriented
development (TOD). TOD is associated with the ability to reach the station along a safe, convenient and
attractive path, bikeway or shuttle system highlighting the importance of the strength and health of the
district immediately around the rail station. This area is critical to maximizing the benefits of access and
mobility that the rail station offers to the surrounding neighborhoods. Targeted improvements in the TOD
Zoning Area will anchor the larger area that surrounds this transit hub. Important adjacencies in the larger
South Norwalk Context include the SoNo District, the surrounding neighborhoods of Golden Hill and Flax
Hill, the South Norwalk waterfront and the Webster Street block. Several Design Guidelines have already
been established for these surrounding areas by the City and are an important part of the context for these
design guidelines.

The SoNe Station Design Disrict Guidelines have been established for an area that is contained within the
boundaries of the South Norwalk TOD Zoning Area. The SeNo Starion Design Districr Guidelines remain in
effect and new development and improvements must comply with them. The South Norwalk TOD Zoning
Area Design Guidelines amend the SoeNo Swmrion Design District Guidelines and are intended to more
specifically focus on development and connectivity issues associated with transit oriented development. None
of the guidelines that follow contradict guidelines that have previously been established.

Other guidelines in the City of Norwalk in effect for neighboring districts include the Washingron Streer
Design Districr Guidelines, SoNo Business Districr Design Guidelines, and Warterfront Design Guidelines. These
guidelines shall be followed in conjunction with all other applicable regulations that are in effect and govern
the land use and development in the City of Norwalk. All projects, new construction, as well as rehabilitation,
must also be in compliance with all applicable codes and ordinances, these include, but are not limited to:
Norwalk Housing Code, Connecticut Building Code, Norwalk Electrical Code, Norwalk Plumbing Code,
Norwalk Fire Prevention Code, Norwalk Building Zoning Regulations, Norwalk Building Ordinance,
Norwalk Conservation and Development policies, Coastal and Environmental Requirements, other applicable
Norwalk Design Guidelines, and ADA Accessibility Guidelines and Standards. In addition, several new
guidelines under development within Norwalk, are particularly relevant, and should be followed once adopted
by the City. These include the street standards and twaffic calming guidelines from the Department of Public

Works and guidelines associated with the Downtown Connectivity Plan.

Design Intent and Objectives

The South Norwalk TOD Zoning Area has been established to direct and encourage improvements and
development within walking distance of the rail station and to strengthen the larger South Norwalk district to
become a livable, walkable urban environment that supports a thriving residential, worker and visitor
population. The design guidelines have been formulated to support these intentions and focus on the
following objectives:

Anchor the Core of the Diserict

The disuict around the rail station should be composed of a continuous coherent pattern of pedestrian
friendly and inviting streets, sidewalks and paths that line and connect blocks with complete and compatible
development and land uses that create an attractive environment in which to live, work, shop and visit. Every
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improvement in the Transit-Oriented Development Zoning Area should be understood and implemented as
a strategic and incremental process of strengthening the district around the train station, which is an anchor
for a larger area of South Norwalk. The Rail Station and transit hub are at the center of this area and the
immediate surroundings should be built-up to eliminate voids in functionality and activity in the district,
provide improved pedestrian and bicycle corridors and connections between South Norwalk neighborhoods
and the Rail Station. The surrounding neighborhoods and the waterfront all benefit from a vibrant, safe and
walkable core that is fully utilizing the Rail Station as an anchor for the district.

Strengthen Connectivity to the Rail Starion

A fundamental element of capitalizing upon the Rail Station and expanding its benefits to the district is
strengthening connectivity of all modes of travel between the station and surrounding area. The TOD
Zoning Area must be transformed into a district that is pedestrian, bicycle and wvehicle friendly. Fach new
project or improvement should incrementally improve the pedestrian and bicycle network, thoughtfully
integrate vehicular circulation and parking requirements, and enhance pedestrian crossings at critical
intersections that provide direct connections to the Rail Station. Strengthening the non-vehicular connections
from the surrounding neighborhoods to the train station encourages convenient use of transit without the
need for parking and provides a source of activity and street life for the area.

Enconrage Context-sensitive Development

All new development within the TOD Zoning Area should be sensitive to the existing South Norwalk context
by enhancing and building upon patterns of development and use that already exist. New development
should be viewed as an opportunity to improve and infill underutilized parcels and to reinforce positive
patterns within the district, for example, reinforcing the traditional street grid that exists. Development in the
area should be a combination of new buildings and renovations thart create a long-term, sustainable mixed-use
pattern that contains a balance of housing, commercial, retail, civic and institutional uses, while protecting
existing residents from displacement. Development should focus on moderately scaled infill at key sites
relatively close to the Rail Station. While promoting mixed-use and a balanced collection of uses, housing
opportunities in the district should be expanded and should promote a mixed-income diverse neighborhood
that provides a high quality of life for everyone through district amenities.

Define Street Edges and Public Spaces

South Norwalk features a traditional street grid and block sizes that are favorable for development. This
pattern can be further defined by creating building continuity at the street frontages. New development
should define street edges and public spaces reinforcing comfortable and attractive places for pedestrians. The
strategic placement and orientation of new buildings in the district will strengthen the perception of an active
and vital place and enhance the visual continuity of the built environment while eliminating or minimizing
disruptive features such as vacant lots and large parking lots. New development and improvements should
shape the fabric of buildings, spaces, streets and places to create distinctive and complete urban

neighborhoods that contain diverse, but well-connected components.

Activate Open Space and Streets as Positive Public Spaces

Public open space and streets should be reinforced as active and positive amenities in the district. Buildings
should be used to frame open space and streets, provide activity at the ground floor and windows that face
onto streets and open spaces. Landscape elements should be used to provide points of interest and visual
focus, areas of shade and rest for pedestrians and visual buffers from service areas or parking lots. Pedestrian
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paths should be used to enhance activity in open spaces and provide convenient access for desirable pedestrian
routes. Streetscapes and sidewalks should be built-up and improved as public pedestrian spaces and important
public space links between the larger open spaces of the area. New development and improvements should
ensure adequate lighting levels for safety and active use at night. Each of these components of public space
should be used to increase positive activity in the environment and to ensure the neighborhoods around the
Rail Station are safe and secure environments for residents, commuters, business owners and visitors.

Create a “Park Once” District

Improving the pedestrian connectivity, open space network and streetscape environments all contribute to
creating a district that is viable as a park once destination. Encouraging visitors to park once and walk around
the district to multiple destinations and ensuring that an active and safe pedestrian network connects the
district helps to reduce traffic and congestion on the area roadways. Primary driving routes should be well
connected to parking supplies with clear wayfinding and directional signage. The Rail Station and other
district amenities should be well connected to the parking supplies with wayfinding well demarcated. Shared
parking strategies that encourage the shared use of parking supplies should be considered wherever possible in
the district. If the district is improved for pedestrian access and connectivity, the need for parking should be
reduced. The surrounding neighborhoods will be as inclined to walk as to drive to the area, and those driving
from further away can park once within the district and move easily throughout the area on foot. This type of
approach will benefit from an increase in commuter parking near the Rail Station and by directing
commuter-related traffic away from neighborhood streets and onto MLK Drive. Enhancements to pedestrian
and bicycle connectivity, while channeling and enabling wvehicle circulation to be consistent with the
neighborhood and district patterns will support and enable the economic development goals for the district.
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the Zoning Area can continue that vitality south and build upon its success. The following guidelines apply
specifically to South Main Street and Water Street to improve them as centers of activity in South Norwalk:

e Swengthen and enhance the pedestrian environment with well-marked and frequent
signalized pedestrian crossings, street trees and other landscape features, and pedestrian scaled
lighting and street furniture to reinforce the priority of pedestrians in this primary street
corridor.

e Encourage and increase the frequency of pedestrian amenities such as outdoor seating.
Provide public benches that are integrated with placements of lighting, street trees and other
streetscape components. Benches should be placed near building entrances, parks and park
entrances, retail shops and other areas where sitting or people-watching may be a desirable
activity for pedestrians in the district. Other pedestrian amenities may include pedestrian-
scaled lighting, bollards, public art, drinking fountains, fountains, tash receptacles,
newspaper dispensers, maps, bus shelters or information kiosks. Each of these amenites
should be organized and clustered to fit with street design and walkway layout.

e The Primary Streets are gateways to the district and surrounding neighborhoods, streetscape
components that strengthen the streets as gateways should be considered. This may include
pateway signage or sculptural components, street banners, simple and coordinated paving
partterns or other elements of continuity that could reinforce this as a contiguous district.

e  Where possible, new development should create new ground floor retail space in the Primary
Street corridors to reinforce and build-up retail and commercial uses by incentivizing
neighborhood serving businesses and retail. Infill of retail uses and improvements in existing
business facades should be used to foster street activity and a vibrant pedestrian environment.

e The Primary Street type should be reconfigured to allow a potential bicycle route in these
corridors and to serve as the primary north-south bicycle connectors in the TOD Zoning
Area with dedicated bicycle lanes. Development in these corridors should reinforce bicycling
as a mode of transportation with bicycle storage placed near new building entrances, new
pocket parks or small open spaces, at curb extensions, and ar new on-street parking spaces.
Bicycle paths should be provided as part of the roadway width. Separation of bicycles and
pedestrians is important to maintain the sidewalk as an area for pedestrian promenade. This
separation will ensure safe pedestrian meandering within the area of the sidewalk.

e Pedestrian crossings along Primary Street corridors should be signified by a change in paving
material, signage, curb extensions, neck-downs, or raised crosswalks to reinforce the street as
a pedesurian promenade, to reinforce easy and convenient street crossings, encourage retail
shopping and window browsing, and slow traffic speeds. All intersections should have
marked pedestrian crossings that are consistent throughout the district, this may include
stamped asphalt or concrete or pre-formed plastic patterns applied to asphalt as determined
with the City.

e Pedestrian crossings and intersections and intersections with all Connector Street types
(Hanford Place, Monroe, Raymond, Henry, and Burbank) should be reinforced and
highlighted as pedestrian connections that lead across the district and connect Main and
Water Streets.

o Pedestrian scaled lighting should provide a secondary source of light for pedestrian uses in
the Primary Street corridors.

e Signage and wayfinding components along Primary Street type should include vehicular
signage for access to MLK Drive, popular destinations and public parking, as well as
pedestrian signage that directs visitors to the main attractions of the area (for example the
Rail Station, Aquarium, or Waterfront).
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e Henry Street in combination with Raymond Street provides a similar cross-district connector
as Monroe Street and Hanford Place. The Henry and Raymond Street connection should be

featured as a cross district pedestrian connection with enhanced sidewalk and crosswalks.

Neighborhood Street Type: Includes all streets in the TOD Zoning Area not mentioned above (Day Street,
Chestnur Street, Haviland Street, Elizabeth Street, and Concord Street)

The Neighborhood Street type is the least trafficked of the streets in the disuict, predominantly residential in
use and provides local access and completes the neighborhood street grid of the district. The following
guidelines apply generally to all of the streets in the TOD Zoning Area and should be followed to enhance
connectivity within the district:

Parking

o A district wide strategic parking plan should be created in which all public parking resources
are identified and managed to enhance the ability to provide adequate parking in the district
based upon a “park once” approach in which people driving to the distict would prefer to
park once and walk around to various destinations rather than drive from stop to stop. This
strategy should be accompanied by a public parking signage program, and district-wide
improvement and upkeep of the pedestrian circulation network.

e Pedestrian connections in the district should be improved to support a “park once” parking
strategy in which the district is a comfortable, safe and pleasant walking environment which
would not requiring moving the car from destination to another destination. Improved
pedestrian connections should include continuous and uninterrupted sidewalks, well-marked
and safe pedestrian crossing, adequate and comfortable streetscaping with lighting and trees
and the strategic placement of benches, trash receptacles and other amenities.

e  On-street parking should be encouraged wherever street widths support the addition of one
or two-sided parallel parking. On-street parking should be maximized within the district to
provide the most convenient parking as possible and should be strategically managed as part
of the district wide parking plan.

e Cars in parking lots should be screened either by buildings, building components or
landscape features that enhance the ability of the parking lots to fade into the texture of the
district and to not stand out as unfriendly or vacant lots. Low architectural walls, earth berms
or other landscape features can visually conceal much of a parked vehicle while also allowing
views into and out of parking areas to ensure a sense of safety and awareness. Visual
screening should be balanced with the perception of safety and the avoidance of blind spots
that diminish the real and perceived safety of a parking lot.
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e  Walkways on secondary streets and less traveled pedestrian routes shall be a minimum of five
feet wide.

o Walkways on important connectivity corridors shall be a minimum of eight feet wide.

o Crosswalks shall be of a design and materials that are durable to climatic and winter
conditions, and subject to freeze-thaw cycles and snow removal processes.

e  The Rail Station approach to the entrance and exit at the eastbound side of the station needs
to be adjusted to include a vehicular stop sign and new sidewalks and crosswalks as per
minimum standards.

o New links to the Rail Station should be pursued where advantageous. For example, a
pedestrian corridor toward Washington Street between the rail line and the SoNo Gardens
would strengthen connectivity to the station.

Streetscape Elements and Furniture

e Streetscape elements and furniture may include landscape plantings, benches, alternative
seating options, bike racks, trash and recycling recepracles, light fixtures or other permanent
elements for the convenience or comfort or convenience of pedestrians to support an active
and functional street environment.

e Bicycle amenities and racks should be integrated into the street furniture and streetscape
program. Bicycle racks should be located near building entrances, public spaces or small open
spaces, at curb extensions, at new on-strect parking spaces (free-standing or associated with
parking meters), incorporate bicycle amenities with other streetscape elements where
sidewalk widths are not wide enough to add other types of bicycle storage.

o Sueetscape elements should be used to strengthen street edges, define pedestrian corridors
and enhance outdoor spaces. Streetscape elements should be integrated as design components
of the site planning and should occur at regularly or logically spaced intervals based upon the
recommendations of individual product manufacturers.

o  All streetscape elements should be selected to be highly durable, resistant to vandalism, and
not require extensive maintenance. Streetscape elements should be secure, permanently
affixed to the ground and easily cleaned.

o No streetscape elements should impede upon required widths of public paths or infringe
upon other requirements or standards of accessibility.

e Bicycle storage should be provided at the Rail Station for both short term and overnight uses.

Lighting

o Safety concerns should be addressed with each new project in the distict. Lighting
throughout the TOD Zoning Area should be used to increase visibility and nighttime safety
and where necessary provides several levels of light, including general roadway lighting,
secondary pedestrian lighting, exterior building lighting and occasionally accent or special
feature lighting. In some locations, like open spaces, parks or parking lots, the installation of
emergency call boxes should be considered for added public safety and comfort.

o Locations of light fixtures should avoid reduction of sidewalk widths and required clearances.
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e Lighting should be provided at a pedestrian scale. In some locations, this may be the primary
source of street lighting, in other locations (For example MLK Drive) a primary source of
lighting will be the more udlitarian and functional tall street lights that should be
supplemented by a secondary system of lower scale pedestrian lights at the sidewalks.

Pavement Treatments

e Paving materials should be applied consistently throughout the district and provide one of
the most important unifying elements for exterior spaces.

o Transitions between dissimilar paving materials should provide smooth and visually pleasing
connections. Transitions of this type should employ a third material, unique pattern or some
other method to gracefully move from one marterial to another.

e Pedestrian crossings should be highlighted with unique paving materials or painted areas.
Stamped asphalt and concrete and thermoplastic applied asphalt patterns are effective
methods for highlighting crossings with a unique treatment.

o Sidewalks should incorporate brick pavers, accents, concrete or granite accents or asphalt
pavers and should include granite curbing,

Gateway Treatments

e  Gateway intersections into the district should be given extra attention in regard to landscape,
streetscape, lighting and pedestrian amenities. The entry into the TOD Zoning Area from
other areas within the City should be signified by the treatment of gateway intersections and
establish to motorists, bicyclists and pedestrians that they are entering an area of high
pedestrian activity and an area that is identifiable as a unique district.

Wayfinding Signage

o The disuict signage and wayfinding system should have the following hierarchy: District
Gateway Signage, Vehicular Directional Signage, Vehicular Destination Signage, Parking
Signage, Pedestrian Directional Signage, Informational Signage, Special/Commemorative
Signage or Plaques, Destination Identification Signage, Special Event, Seasonal or Banner
Signage. A consistent theme and scale for signage types and placement of signs should be
established for the district to add elements of visual continuity to the TOD Zoning Area.

o  Wayfinding signage should be employed for each of the primary attractions and destinations
in the area (Rail Station, Aquarium, Washington Street Historic Disuict, or the Maritime
Museum). The wayfinding system should be stategically located at gateway intersections
and leading to the final destination and nearby parking,.

e  Wayfinding sighage should be functional for tourists and out-of-town visitors by assisting in
navigation between attractions with a coherent signage system throughout the district.

o The system of wayfinding and signage should be adaptable and flexible to accommodate
information regarding special events.
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Open Space and Landscape

Open Space (parks, plazas, courtyards, arhletic fields)

The relatively few open spaces within the TOD Zoning Area highlight the importance of the
open spaces that do exist for the health of the district. The open space at John Ryan Park
should be improved to better suit the needs of the community through programming or
more active circulation paths through the park. Integrating the park edges at surrounding
streets with the streetscape improvements described above should help to integrate the park
into the circulation patterns of the district. Active circulation paths at the edges and through
the park should enhance safety there.

Wherever possible, buildings should be oriented and configured to face parks and provide
active edges to open spaces. This adds a sense of communal ownership of the park from
aburters and adds eyes to watch over the activities that occur there.

Smaller more private open spaces that are associated with community churches and civic
buildings should be considered a part of the open space network where appropriate. These
small spaces could provide pocket parks within the district to supplement a relative lack of
open space resources and create unique connections in the patterns of use in the district.

All open spaces should be well-lit with pedestrian scaled light fixtures that are designed as a
pleasant element in the landscape.

Landscape and Plantings

Park plantings should be designed to complement the scale of spaces, definition of views and
reinforce the appeal created by positive developments within the TOD Zoning Area.

Landscape and planting strategies and designs should have a hierarchical use of trees and
plantings. Such a hierarchy may include: canopy tree, sub-canopy tree, under-story flowering
tree or shrub, evergreen trees or shrubs, ground covers, wild flowers, field flowers and lawns.

Park plantings should utilize shade trees to provide pleasant and comfortable spaces
protected from the sun. Planting masses should maintain consistency within a view shed.
Plantings should exploit seasonal color at park gateways or district gateways.

Plantings should be arranged and planned to allow unobstructed park views to maintain
visual connections to open spaces and enhance safety while defining the edges of outdoor
spaces that lend themselves to outdoor activity.

Plantings at medians and street edges should be used to provide buffers for pedestrians, use
of planting beds for ornamental flowers at street trees could be used to enhance primary and
connector streets.

Street plantings should create visual unity, define spaces and street edges and act to provide
screening and buffering where appropriate. Street tree plantings should allow for visibility of
retail storefronts and site lines at intersections.

Street trees located within sidewalks or other hardscape areas should be planted in a tree pit
that is adequately sized for the root system of the tee species and that is designed to be
integrated with the sidewalk system including small planting beds, tree grates, or other
finished landscape components that integrate the plantings.

Appropriate street trees should be selected to be consistent with the Department of Public
Works (DPW) preferences, maintenance procedures, and coordinate with the DPW’s List of
Appropriate Street Trees.

Plantings should be planned for a long life cycle. Considering plant selection and a carefully
planned plant maintenance schedule. Plantings should be considered for ease of maintenance
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EXECUTIVE SUMMARY

I. Introduction

This Exccutive Summary summarizes the Fiscal Impact Analysis prepared for the
Norwalk Redevelopment Agency to assist the City of Norwalk’s evaluation of mixed-use,
muld-family projects in four arcas identified in the TOID» Master Plan. The Fiscal
Impact Analysis was undertaken:

¢ To determine the potentdal public sector costs associated with the
development program, as defined in the TOD Master Plan, with specific
focus on ecducational costs resulting from muld-family residental
development.

o To identify current municipal revenues derived from the Plan Arca and
conversely assess the incremental municipal revenues that would be

derived by implementing the proposed development program, as defined
in the TOD Master Plan.

o To assess the public costs vs. the anticipated revenues.
¢ To incorporate into the municipal planning process the required capital
and operating expenses to support the demands of the proposed

development program.

All of the projects are geographically located within the South Norwalk Railroad Station
Transit Oriented Development Study Area (Figure 1). Transit-Oriented Development
(TOD) refers to land uses and activities that have an economic advantage duc to their
proximity to transit hubs. The South Norwalk Railroad Station provides a competitive
advantage for the City of Norwalk in attracting residents who need casy access between
jobs and homes. The ¥ mile radius around the South Norwalk Railroad Station is a
recasonable walking distance for commuters — developing housing and other amenities to
attract them will help to improve the underdeveloped parcels of land within this
ncighborhood, thus increasing quality of life for current and future residents.

Creating a coordinated development plan will encourage private investment in
underused buildings and land, encouraging the development of a more complete,
compact neighborhood that attracts new residents and businesses to live and work in a

socially and economically diverse district.

Several potental projects were identified as a result of the TOD Study, and the focus of
this summary is the specific projects shown in Figure 2. Their respective programs arc

found below in Table 1:

Table 1: Potential Developments and Related Programs

Residential Retail
. Approximate Housing Approximate
Project Gross Area (SF) Units Gross Area (SF) Use
Railroad Station Area 118,997 71 10,371 Rental
Monroe and Hanford Infill 189,278 144 27,186 | Rental
Waterfront 466,731 350 0| Condo
Webster Street Block 50,580 30 0 Rental
South Norwalk Railroad Station Area: Transit Oriented Development Strategy 1
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I1. Methodology

The purpose of a fiscal impact analysis is to project an estimate of the municipal
revenues and associated municipal expenditures to determine whether the potental
development will have a positive or negative impact on the municipal budget. A short
description of the methodology is provided below; a full description and a list of

a,SSLlHlPtiOIlS can bC fO l.l[ld i[l thC COHIPICtC GCOl’t.

Methodology

A fiscal impact analysis can be performed using several methodologics — this analysis
rclies on the per capita method which is comparable to carlicr studies prepared for the
Norwalk Redevelopment Agency. The per capita method uses the average existing
municipal revenues and expenditures as proxies for future municipal revenues and
cxpenditures. The implicit assumption is that the rate of increase in revenues will be

matched by an equal rate of increase in expenditures.

The difference between the municipal revenues and the municipal expenditures is the
net fiscal impact of the development. The Net Present Value (NPV) of this net fiscal
impact is the current value of the revenue stream to the City, and indicates the direct
monetary benefit (if positive) or cost (if negative) to the City of a proposed development.
All tables referred to below can be found in the Appendices to this document.

Revernyes

The municipal revenues that are important to a fiscal impact study are as follows:

e Droperty Tax — Calculated based on the assessed value of the property
and is the largest source of municipal revenue (Tablk 8)

e Non-tax Revenues — Calculated per resident and would include such

revenue sources as motor vehicle excise tax (Fable 6A)

e Educational Revenue — Calculated per student in the public school

SYSIC[H and [CPICSCHIS l'CiHlbLlI’SCHlC[lt Of cducational cxpcnscs ﬁ'OHl thC

State of Connecticut {Table 6B)
o Dersonal Property Tax — Calculated per employee in the city and

includes property tax paid by businesses on their non-real estate property

(Table 60)

Expenditures

The municipal expenditures that are important to a fiscal impact study are as follows:

e Expenditures per resident — Caleulated based on the percentage of the

assessed value of residential property in the city and expressed per
resident; associated with all non-educational municipal expenditures

such as police, fire and other city departments (Table 7A)
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. Emplovment COSLS — Calculated based on thC percentage Of thC assessed

value of commercial property in the city and expressed per employee in
the city (note that this is different from city employces); associated with
all non-educational municipal expenditures such as police, fire and other

city departments (7able 7A)

o Educational Costs — Calculated per student in the public school system

and typically the largest category of municipal expenditure (7able 78B)

Net Present Value
The NPV is the difference between the present values of all positive cash flows, in this

casc, municipal revenuc derived directly from the potential developments, and the
present value of all negative cash flows, or municipal expenditures directly related to the

potential dCVClOPHlCIltS] .

The benefit of using the NPV is that it provides a clear comparison of the effect of cach
development on the municipal budget and allows City officials and other stakeholders to
quickly compare the projected revenue streams based on the specified development
projects, as shown in Table 2 below. The definitions of terms found in Table 2 arc as

fOHOWSZ

o Total Revenue and Total Expenditures are defined as the total municipal
revenue and expenditures received as a direct result of the development
over the thirty-year timeline.

e The Annual Net Fiscal Impact at Full Build-Out is the net revenue
reccived on an annual basis after the projected program has completed
the full program described in Table 1 above.

e Cumulative Net Fiscal Impact is the sum of the annual net fiscal impacts
over the thirty-year term.

The Net Present Value of the Net Fiscal Impact is the current value of that revenue
stream if it were received in a lump sum today. Projects are shown individually and

cumulatively.

The completion date of the full build-out for cach project will affect the net present
value of the return received over the thirty-year period. If all other factors are held equal,

the carlier a project is phased in, the more revenue will be derived from that project.

' _ The Appraisal of Real Estate, (Chicago: Appraisal Institute, 1996), 572.
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Estimated Estimated
Table 2: Net Present Value of Ner Fiscal Impact Current Gross  Future Fiscal
10% Workforce Housing Property Tax Impact Over
Revenue 30 Years
Total Revenue $12,081,649
Total Expenditures $4,936,977
Railroad Station Area Annual Net Fiscal Impact ac Full Build-Out $153,379 $264,617
Rental Cumulative Net Fiscal Impact $4.,601,364 $7.451,429
Net Present Value of Net Fiscal Impact $2.498,370 $3,875,916
Total Revenue $13,626,209
Total Expenditures £%9,110,877
Monroe and Hanford Infill | Annual Net Fiscal Impact at Full Build-Out $59,153 $188,182
Rental Cumulative Net Fiscal Impact $1,774,603 $5,047,713
Net Present Value of Net Fiscal Impact $963,543 $2,521,806
Total Revenue $50,554,589
Total Expenditures $15,097,890
Waterfront Annual Net Fiscal Impact ac Full Build-Out $196,842 %1,541,596
Condomininm Cumulative Net Fiscal Impact $5,905,247 $35,456,699
Net Present Value of Net Fiscal Impact $3,206,331 $16,343,040
Total Revenue $4,181,559
Total Expenditures $1,346,625
Webster Street Block Annual Net Fiscal Impact ac Full Build-Out %0 $134,997
Rental Cumulative Net Fiscal Impact %0 £2,834,934
Net Present Value of Net Fiscal Impact $0 $1,217,685
Total Cumulative NPV (30 yr build-out

TOTAL ALL PROJECTS assumption) $6,668,244 $23,958,446
Waterfront as % of Total 48% 68%
Total Workforce Housing Units: Full Build-out 0 59

I1I. Key Findings

The Norwalk Redevelopment Agency wished to evaluate the effect of four mixed-use,

muld-family projects, identified in the TOD Master Plan, on the municipal revenues

and expenditures of the City of Norwalk over a thirty-year period by calculating the

current NPV of the future revenue stream. This method is a useful way to evaluate

multiple projects that have different dmelines to full build-out.

Key Findings

There are four key findings with respect to this fiscal impact analysis:

¢ DPositive Total Cumulative Net Present Value — The revenue stream to

the City is almost $24 million to the City over a thirty year period.

South Norwalk Railroad Station Area: Transit Oriented Development Strategy
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Other Benefits

Importance of the Waterfront project — At 68% of the total revenue

stream received by the City, the Waterfront development is the largest
single contributor and is dependent upon the catalyst of public
investment in carlier projects, such as the Railroad Station arca.

Effect of School-Age Children — Multi-family housing in mixed-use
developments have fewer public-school age children, and thus lower
educational costs, assoclated with each unit of housing than other types
of residential development. Actual numbers from the Norwalk Public
Schools were used to estimate new public school students in these
proposed multi-family developments at approximately 0.012 children
per unit in the public school system. This analysis is conservative in that
it assumes thart all school children housed in the new developments are
new to the area — some school children may, in fact, move within the
ncighborhood at no net effect to the municipal budget. The marginal
cost of educating one new student may change depending on municipal
educational policies, for example, class size standards, that may not be

triggered by the addition of a few students to the system.

Per Capita Reduction in Property Taxes — New developments have a

higher assessed property value than the empty or underutilized lots they
replace, and thus increase the amount of property taxes the municipality
receives. However, because the overall property tax burden is calculated
across all property owners, as the number of houscholds increase, the per

capita share of property taxes is reduced.

There are benefits to the City beyond the direct municipal revenue stream.

Increase in Private Investment — Public investment by the City will

cncourage private funding. While the Waterfront has the highest
revenue potential, other private investment may come in the form of
infill redevelopment projects or an increase in investment in cxisting

buildings by current business and property owners.

Increased Quality of Life — Public and private investment will create an

increase in the overall quality of life for current residents and attract
future residents with new housing stock, revitalized business arcas, and
improved access to public transportation.

Increase in Federal Funding — The Choice Neighborhoods program,
which was not factored into this scenario, if supported by the City could
provide significant investment in the neighborhood from federal grants,
cstimated at about $30 million. The Norwalk Redevelopment Authority
is looking at other projects in the area that would unlock further grant
funding and provide an incentive to private developers and business

owners to invest their own monies in this area.
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APPENDIX A: MUNICIPAL REVENUES AND EXPENDITURES BY PROJECT

Appendix A: Municipal Revenues and Expenditures by Project

Railroad Station Area: Tables 8 and 9

Table 8: Municipal Revenue
Residential Units (1) 71
Workforce Housing Units at 10% (2) 7
Number of One-Bedroom Units (40%) (3) 28
Number of Two-Bedroem Units (60%) (3) 43
Number of Residents (4) 135
Number of Children in Public Schools (3) 1
Retail Square Footage (6) 10,371
Number of Employees (7) 26
Assessed Property Value (8) $20,478,940
Property Tax (9) $424.774
Property Tax Abatement Incentive (10) $0
Non-Tax Revenue (11) $13,500
Business Personal Property Tax Revenue (12) $8,347
Education Revenue/Reimbursement (13) $847
Total Municipal Revenue $447,468
Table 9: Municipal Expenditures
Residential Units (1) 71
Workforce Housing Units at 10% (2) 7
Number of One-Bedroom Units (40%) (3) 28
Number of Two-Bedroem Units (60%) (3) 43
Number of Residents (4) 135
Number of Children in Public Schools (3) 1
Retail Square Footage (6) 10,371
Number of Employees (7) 26
Employment Costs to City (8) $17,056
Residential Costs to City (9) $151,875
Education Costs to City (10) $13,920
Total Municipal Expenditures $182,851
| Annual Net Fiscal Impact at Full Build-Out $264,617 |
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Monroe Street/Hanford Place Development: Tables 8 and 9

Table 8: Municipal Revenue

Residential Units (1) 144
Workforce Housing Units at 10% (2) 14
Number of One-Bedroom Units (40%) (3) 58
Number of Two-Bedroem Units (60%) (3) 86
Number of Residents (4) 273
Number of Children in Public Schools (3) 2
Retail Square Footage (6) 27,186
Number of Employees (7) 68
Assessed Property Value (8) $24,921,856
Property Tax (9) $516,929
Property Tax Abatement Incentive (10) $0
Non-Tax Revenue (11) $27.300
Business Personal Property Tax Revenue (12) $21,831
Education Revenue/Reimbursernent (13) $1.694
Total Municipal Revenue $567,755
Table 9: Municipal Expenditures
Residential Units (1) 144
Workforce Housing Units at 10% (2) 14
Number of One-Bedroom Units (40%) (3) 58
Number of Two-Bedroem Units (60%) (3) 86
Number of Residents (4) 273
Number of Children in Public Schools (3) 2
Retail Square Footage (6) 27,186
Number of Employees (7) 68
Employment Costs to City (8) $44,608
Residential Costs to City (9) $307,125
Education Costs to City (10) $27.840
Total Municipal Expenditures $379,573
| Annual Net Fiscal Impact at Full Build-Out $188,182 |
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Waterfront: Tables 8 and 9

Table 8: Municipal Revenue

Residential Units (1) 350
Workforce Housing Units at 10% (2) 35
Number of One-Bedroom Units (40%) (3) 140
Number of Two-Bedroem Units (60%) (3) 210
Number of Residents (4) 534
Number of Children in Public Schools (3) 4
Retail Square Footage (6) 0
Number of Employees (7) 0
Assessed Property Value (8) $103,231,975
Property Tax (9) $2,141,238
Property Tax Abatement Incentive (10) $0
Non-Tax Revenue (11) $53,400
Business Personal Property Tax Revenue (12) $0
Education Revenue/Reimbursernent (13) $3.388
Total Municipal Revenue $2,198,026
Table 9: Municipal Expenditures
Residential Units (1) 350
Workforce Housing Units at 10% (2) 35
Number of One-Bedroom Units (40%) (3) 140
Number of Two-Bedroem Units (60%) (3) 210
Number of Residents (4) 534
Number of Children in Public Schools (3) 4
Retail Square Footage (6) 0
Number of Employees (7) 0
Employment Costs to City (8) $0
Residential Costs to City (9) $600,750
Education Costs to City (10) $55,680
Total Municipal Expenditures $656,430
| Annual Net Fiscal Impact at Full Build-Out | $1,541,596 |
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Webster Street Block: Tables § and 9

Table 8: Municipal Revenue

Residential Units (1) 30
Workforce Housing Units at 10% (2) 3
Number of One-Bedroom Units (40%) (3) 12
Number of Two-Bedroem Units (60%) (3) 18
Number of Residents (4) 57
Number of Children in Public Schools (3) 0
Retail Square Footage (6) 0
Number of Employees (7) 0
Assessed Property Value (8) $9,325,131
Property Tax (9) $193,422
Property Tax Abatement Incentive (10) $0
Non-Tax Revenue (11) $5.700
Business Personal Property Tax Revenue (12) $0
Education Revenue/Reimbursernent (13) $0
Total Municipal Revenue $199,122
Table 9: Municipal Expenditures
Residential Units (1) 30
Workforce Housing Units at 10% (2) 3
Number of One-Bedroom Units (40%) (3) 12
Number of Two-Bedroem Units (60%) (3) 18
Number of Residents (4) 57
Number of Children in Public Schools (3) 0
Retail Square Footage (6) 0
Number of Employees (7) 0
Employment Costs to City (8) $0
Residential Costs to City (9) $64,125
Education Costs to City (10) $0
Total Municipal Expenditures $64,125
| Annual Net Fiscal Impact at Full Build-Out $134,997 |
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Table 8: Municipal Revenue — Footnotes

(1) The estimate of the number of residential units per project was supplied by TR

Associates.
(2) The Workforce Housing is 10% as required by current zoning.

(3) TR Associates estimates the mix of units as two one-bedroom units for every three

two-bedroom units.

(4) The multiplicrs used for the number of residents are taken from the Residential
Demographic Multiplicrs: Estimates of the Occupants of New Housing, June 2006 from
the Center for Urban Policy Rescarch at Rutgers University. The numbers are specific to

Connecticut.

(5) The muldpliers used for the number of school-age children in public schools are
based on actual students in the Norwalk Public School system from muld-family
developments and is 0.012 children per unit.

(6) The retail square footage estimate per project was supplied by TR Associates.

(7) Per TR Associates, the number of employees is calculated at one employee for every
400 square feet of retail space.

(8) The Assessed Property Value is 70% of the market value of the project. For rental
propertics, the market value is based on the income stream as provided by TR Associates.

For condominiums, the market value is based on the sale price of all the units as

provided by TR Associates.

(9) Property tax is a function of the assessed property value multiplied by the 2010 mill
rate of 20.742 for Service District 2 for 2009-10 from City of Norwalk Tax Assessor's

Deparunent.
(10) No Property Tax Rebate Incentive is offered.
(11) Non-tax revenue is found in Table 6A and is $100 per resident.

(12) Business personal property tax revenuc is found in Table 6C and is $321 per

employee.
(13) Educational revenue/reimbursement is found in Table 6B and is $847 per student.

(14) The phasing of the projects was determined by The Cecil Group and TR
Associates. Changes to the phasing schedule will alter the total return.
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Table 9: Municipal Expenditures — Footnotes

(1) The estimate of the number of residential units per project was supplied by TR

Associates.
(2) The Workforce Housing is 10% as required by current zoning.

(3) TR Associates estimates the mix of units as two one-bedroom units for every three

two-bedroom units.

(4) The multiplicrs used for the number of residents are taken from the Residential
Demographic Multiplicrs: Estimates of the Occupants of New Housing, June 2006 from
the Center for Urban Policy Rescarch at Rutgers University. The numbers are specific to

Connecticut.

(5) The muldpliers used for the number of school-age children in public schools are
based on actual students in the Norwalk Public School system from muld-family
developments and is 0.012 children per unit.

(6) The retail square footage estimate per project was supplied by TR Associates.

(7) Per TR Associates, the number of employees is calculated at one employee for every
400 square feet of retail space.

(8) Employment Costs to The City are found in Table 7A: Analysis of Per Capita Costs
and cquals $656 per employee.

(9) Residential Costs to The City are found in Table 7A: Analysis of Per Capita Costs
and equals $1,125 per resident.

(10) Educational Costs to The City arc found in Table 7B: Analysis of Educational Per
Capita Costs and equals $13,920 per student.

(11) The phasing of the projects was determined by The Cecil Group and TR
Associates. Changes to the phasing schedule will alter the total return.
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Table 3: Estimated Number of Residents per Unir Type

One Two-Bedroom  Three-Bedroom
Bedroom Uhnits Units
Units

5+ Units — Own Insufficient

All Values 1.28 1.69 Sample

5+ Units — Rental

All Values 1.39 2.24 3.44

2-4 Units — Rental

All Values 1.76 2.38 3.61

Source: Rutgers University, Center for Urban Policy Rescarch,
Residential Demographics Multipliers — Estimates of the Occupants of New
Housing, June 2006

Table 5: Phasing

Project Year

Railroad Statien Area Year 4

Monroe and Hanford Infill Years 6, 7 and 8 (1/3 per year)
Waterfront Years 5, 8, and 11 (1/3 per year)
Webster Street Block Year 10
Washington Village Year 4
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Table 6: Municipal Revenue Trends: FY 2006 o FY 2010

Tax Revenue (1) $ Change % Change Non-Tax Revenue (2) $ Change % Change Total % Change % Change
FY2006 $205,119,413 $14,165,698 $219,285,111
FY2007 $214,159,690 $9,040,277 4% $14,138,573 ($27,125) 0% $228,298,263 $9,013,152 4%
FY2008 $227,237,119 $13,077,429 6% $12,068,672 ($2,069,901) -15% $239,305,791 $11,007,528 5%
FY2009 $234,696,896 §7.459,777 3% $9,192,812 ($2.875.860) -24% $243,889,708 $4.,583.917 2%
FY2010 $244,918,006 $10,221,110 4% $8,413,026 ($779,786) -8% $253,331,032 $9,441,324 4%

{1} Does not include interest in liens

Source: Ciry of Norwalk CAFR FY 2006 1o FY 2010



Table 6A: Non-Tax Revenues per Resident FY2006-FY2010

Non-Tax Revenue Non-Tax Revenues

(1) Population per Resident
FY2006 $14,165,698 84,437 $168
FY2007 $14,138,573 84,344 $168
FY2008 $12,068,672 83,456 $145
FY2009 $9,192,812 84,877 $108
FY2010 $8,413,026 83,802 $100

(1) Does not include intergovernmental transfers, including Board of
Education grant or interest on investments

Source: City of Norwalk CAFR FY 2006 to FY 2010

Table 6B: Intergovernmental Education Revenue per Studert FY2006-FY2010

State grants in

aid — Board of % School Revenue

Education $ Change Change Enrollment  per Student
FY2006 $10,527,782 10,923 $964
FY2007 $9,531,688  §(996,094) -9% 10,782 $884
FY2008 $10,496,346 $964,858 10% 10,616 $989
FY2009 $10,378,842  $(117,704) -1% 10,748 $966
FY2010 $9,053,922  $(1,324,920) -13% 10,692 $847
Source: City of Norwalk CAFR FY 2006

FY 2010

Table 6C: Personal Property Tax Revenue per Employee

P o Personal
Norwalk Employee p erson Property Tax
Populai roperty Tax R p
opulation R evenue Per
evenue
Employee
FY2006 46,142 $10,769,816 $233
FY2007 46,441 $11,529,640 $248
FY2008 46,208 $14,160,521 $306
FY2009 45,304 $14,218,388 $314
FY2010 45,202 $14,512,277 $321
Source: City of Norwalk Tax Collector's Office
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Table 7: Municipal Government Expenditure Trends:

FY 2006 to FY 2010

FY2006-2007

FY2007-2008

FY2008-2009

FY2009-2010

FY2006-2010

FY2006 FY2007 $ Change % Change FY2008 $ Change % Change FY 2009 $ Change % Change FY 2010 $ Change % Change $ Change % Change
General government $6,776,417 $7,801,630 $1,025,213 15.1% $7,331,991 ($469,639) -6.0% $7,483,034 $ 151,043 2.1% $7,170,298 ($312,736) -4.2% $393,881 6%
Health and welfare $1,996,937 $2,085,378 $88.441 4.4% $2,121,668 $36,290 1.7% $2,239,340 § 117,672 5.5% $1,865,486 ($373,854) -16.7% ($131,451) -7%
Community grants $2,513,665 $2,784,099 $270,434 10.8% $2,825,896 $41,797 1.5% $2,938,144 § 112,248 4.0% $2,997,946 $59,802 2.0% $484,281 19%
Employee benefits $19,005,106 $22,194,698 $3,189,592 16.8% $23,326,084 $1,131,386 5.1% $23,451,245 § 125,161 0.5% $24,814,825 $1,363,580 5.8% $5,809,719 31%
Protection of persons and property $36,525,435 $33,888,222 ($2,637,213) -7.2% $36,600,667 $2,712,445 8.0% $37,390,695 § 790,028 2.2% $38,103,336 $712,641 1.9% $1,577,901 4%
Public works $15,419,913 $15,730,178 $310,265 2.0% $16,394,374 $664,196 4.2% $17,325,903 § 931,529 5.7% $15,593,639 ($1,732,264) -10.0% $173,726 1%
Education $133,181,658 $136,961,257 $3,779,599 2.8% $142,651,081 $5.689,824 4.2% $148,078,159 § 5,427,078 3.8% $148,829,159 $751,000 0.5%  $15,647,501 12%
Recreation, arts and culture $6,812,951 $7,034,987 $222,036 3.3% $7,373,458 $338471 4.8% $7,648,758 § 275,300 3.7% $6,986,343 ($662,415) -8.7% $173,392 3%
Debt service $17,424,812 $20,728,101 $3,303,289 19.0% $23,464,498 $2,736,397 13.2% $25,697411 $ 2,232,913 9.5% $26,286,285 $588,874 2.3% $8,861,473 51%
Organizational memberships $75.732 $77,435 $1,703 2.2% $81,088 $3,653 4.7% $84,052 % 2,964 3.7% $84,912 $860 1.0% $9,180 12%
Total Expenditures $239,732,626 $249,285,985 $9,553,359 40%  $262,089,717 $12,803,732 5.1% $272,336,741  § 10,247,024 3.9% $272,732,229 $395,488 0.1%  $32,999,603 14%
Total Expenditures less Edacation $106,550,968 $112,324,728 $5,773,760 5.4% $ 119,438,630 $7,113,908 6.3% $124,258,582 § 4,819,946 4.0% $123,903,070 ($355,512) -0.3%  $17,352,102 16%
Education as % of Total Budget 506% 55% 54% 54% 55%
Source: Ciry of Norwalk CAFR FY 2010
Table 7A: Analysis of Per Capita Costs
Commercial Per Capita
Total Taxable Less Personal Portion of Residential Portion Norwalk Per Capita Norwalk Non-
Assessed Value  Property Assessed  Real Property Residential Commercial Check Municipal Municipal of Municipal Residential Residential Employee Residential
(less exemptions) Value Assessed Value  Assessed Value  Assessed Value (exemptions) % Residendal % Commecial Expenditures Expenditures Expenditures Population Cost Population Cost
in 000's in 000's in 000's in 000's in 000's in 000's
FY2006 $8,268,992 $1,018,127 $7,250,865 $5,634,018 $1,711,745 ($94,898) 77.7% 23.6% $106,550,968 $25,153,976 $81,396,992 84,437 $964 46,142 $545
FY2007 $9.468,305 $1,149,980 $8,318,325 $6,455,428 $2,038,024 ($175,127) 77.6% 24.5% $112,324,728 $27,520,023 $84,804,705 84,344 $1,005 46,441 $593
FY2008 $10,527,527 $1,182,240 $9,345,287 $7,225,029 $2,289,632 ($169,374) 77.3% 24.5% $119,438,636 $29,262,935 $90,175,701 83,456 $1,081 46,208 $633
FY2009 $10,673,882 $1,208,709 $9,465,180 $7,305,104 $2,310,099 ($150,023) 77.2% 24.4% $124,258,582 $30,326,906 $93,931,676 84,877 $1,107 45,304 $669
FY2010 $12,639,375 $1,423,266 $11,216,109 $8,674,364 $2,684,598 {$142,853) 77.3% 23.9% $123,903,070 $29,656,446 $94,246,624 83,802 $1,125 45,202 $656

Source: Ciry of Norwalk CAFR FY 2010



Table 7B: Analysis of Educational Per Capita Costs

School Cost per

Education Enrollment student
FY2006 $133,181,658 10,923 $12,193
FY2007 $136,961,257 10,782 $12,703
FY2008 $142,6%1,081 10,616 $13,437
FY2009 $148,078,159 10,748 $13,777
FY2010 $148,829,159 10,692 $13,920

Source: City of Norwalk CAFR FY 2010
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