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Foreword: Overview and Panel Assignment
The Washington Metropolitan Area Transit Authority (WMATA) plays an important role
in creating and maintaining sustainable communities throughout the Washington region.
To further its leadership in this role, WMATA has set a goal to achieve LEED
(Leadership in Energy & Environmental Design) ratings for its joint development
program projects. Of particular focus for projects is the provision of parking in a transitoriented environment. Typical parking requirements tend to favor a more autodominated suburban model. However, recent research suggests that transit-oriented
developments perform differently than typical suburban models on measures such as
traffic impact, transit ridership and vehicle ownership, and thus are capable of
supporting lower parking ratios.
WMATA owns two parcels of land, located immediately to the west and east of the Fort
Totten Metrorail station platform, consisting respectively of an approximately 3.4-acre
surface Park and Ride lot that includes 408 parking spaces, and an approximately 1acre Kiss-and-Ride lot and bus bay facility, with 49 parking spaces. As WMATA moves
forward with a joint development solicitation for these two parcels, they sought
assistance from a ULI Washington Technical Assistance Panel (TAP) in evaluating-from a market and lender perspective--the viability of residential projects that do not
include parking on a 1:1 basis, but rather offer ‘mobility options’ and/or reduced unit cost
due to savings realized from decreased parking construction costs. WMATA also
sought the panel’s advice regarding how WMATA can capture the return on investment
for implementing this and other ‘sustainable’ design elements as part of a LEEDdesigned project, into a long-term lease agreement.
WMATA’s Fort Totten station is located a mere 3.5 miles from the U.S. Capitol. It is a
transfer station, serving both the Red and Green/Yellow lines. While the confluence of
three Metrorail lines makes Fort Totten a primary transfer station, it also is surrounded
in four directions by other Metrorail stations located no more than two miles away,
indicating that passengers accessing the site facilities outside of the faregates are
generally local residents, employees and students. About half of the more than 13,850
passengers that enter and exit this station on a typical weekday arrive by Metrobus.
Another 14% drive and park; 13% are dropped off and 22% walk.1 The majority of
those driving to the station and parking are coming from within the station’s zipcode,
generally within a 2 mile radius of the station.
Though located outside the urban core, the station’s proximity to the core of the region
and the growing Silver Spring downtown offers the possibility for residents and
businesses to conveniently access bustling city life. Further, current plans for the
station area will add a significant amount of retail, commercial and residential
development within easy walking distance of the rail station and one another. In
addition to the two sites WMATA has planned for joint development, other development
1

WMATA 2007 Rail Passenger Survey
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either underway or on in the planning stage in the station area will fill out the north side
of the station into a vibrant walkable station area, provided that good pedestrian
connections are made throughout the site, leading to and from the station and the
commercial focal point at Riggs Road and South Dakota Avevue. Two of the planned
developments support parking ratios under 100%. In addition, the District also is
working industriously on constructing the Metropolitan Branch Trail, which will connect
to the Fort Totten station.
In all, there are a number of factors and opportunities to decrease the need for
automobiles for those living and working in this station area and make it a model for
sustainable design.
Statement of the Problem:
Outside major urban cores like Manhattan and San Francisco, parking ratios for current
development tend to favor a more auto-dominated suburban model. In a mixed-use,
transit-oriented development (TOD) environment, such ratios likely overstate the need
for parking rather than addressing the notion of mobility. Recent Transit Cooperative
Research Program (TCRP) sponsored research suggests that trip-making in TODs
functions differently than in suburban development counterparts and point toward an
opportunity to redefine the amenities a developer might offer its prospective clients in
terms of mobility rather than parking. The question is, will the market respond to a
development that offers parking with only half, or even none of its units, and instead
offers a) a lower housing cost, and b) ‘mobility’ options? If so, what is the appropriate
mix of options – cost and mobility - and design elements that enhance the marketability
of such a project? Additionally, will lenders view this type of project as stable enough to
support? On the implementation side, how can WMATA recoup savings from lowered
operating costs resulting from up front expenditures for energy efficiency and other
LEED elements?
Questions to be Addressed by the Panel:
Market Potential
• What is the market viability of a project with reduced parking?
• How much can WMATA reduce parking if other mobility options are offered and
costs to owners and/or renters are reduced?
• What is the proper mix of these options?
• What are lender concerns with a reduced parking project and how should
WMATA address them?
Planning & Design
• Comment on and review of current design for two remaining WMATA parcels;
specifically on WMATA parking replacement scenarios.
• Comment on design for station area.
8

•

What connecting design elements must be in place in the station area to
enhance attractiveness of development with limited parking?

Implementation
• Can the panel provide a recommendation for structuring a Request for
Qualifications (RFQ) that will attract qualified developers willing to “think outside
the car”?
• Recommend a methodology for incorporating the value of lower long-term
operating costs resulting from higher up front capital costs for LEED design into
the long-term lease.
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Executive Summary: The Panel’s Recommendations
In order to evaluate the redevelopment prospects for the two WMATA-owned parcels
immediately west and east of the Metrorail station, the panel first spent a significant
amount of time touring the surrounding area, taking note of the existing neighborhoods,
streetscape, parklands, adjacent uses, and other characteristics, and studying the
several redevelopment projects—both proposed and underway—in the vicinity. From
this process, the panel identified a number of strengths and challenges for both the
WMATA sites and the surrounding area, as outlined below.
Market Potential
Strengths
•

Multi-modal transfer point for bus and three Metrorail lines;

•

Proximate to regional activity centers;

•

Stable residential community with higher than average homeownership rates;

•

Consolidated ownership of redevelopment parcels;

•

Extensive tree canopy and greenery;

•

Recently updated DC Area Development Plan, based upon extensive community
input;

•

Key node of future Metropolitan Branch Trail (MBT);

•

Active interest in area by development community; and,

•

Attractively-priced residential opportunities.

Challenges
•

Need for improved neighborhood services and retail;

•

Disjointed street and pedestrian network; lack of accessibility and connectivity;

•

National Park Service lands inhibit connectivity, without providing community
benefit;

•

Surrounding industrial uses are not highest and best use for Metro site; form
barriers to redevelopment and encroach upon residential;
10

•

Metro station largely hidden; and

•

Identity of neighborhood not clearly defined.

In specifically addressing the questions presented to the panel regarding the ability to
finance and market viability of projects with reduced parking, the panel concluded the
following:
Parking ratios of between 0.5 to 0.75 spaces per unit are realistic for this site based on
comparable projects. The panel recommends that WMATA conduct more extensive
research in this area, but based on its own cursory analysis the panel was able to
identify at least 2 comparable projects within the region that succeed with these reduced
parking ratios.
Need to focus on smaller, more affordable units. In the panel’s estimation, the level of
rents that the Fort Totten market will support calls for smaller, more affordable units,
and basically allow only for wood-frame construction over a concrete parking podium, or
possibly wrapping a free-standing concrete parking deck (a so-called “Texas
Doughnut.”) In the Planning & Design section of this report, the panel demonstrates
what such a project could look like.
Car-sharing, formation of a Parking Management District, and biking are all important
mobility options. In order to achieve the reduced parking rations cited above, the panel
stressed, first and foremost, the importance of widespread provision and promotion of
car-sharing services throughout the site. The panel also cited the potential benefits of a
parking management district, and recognized the benefits of the site’s location on the
Metropolitan Branch Trail as a means to encourage greater bicycle use.
Creating greater connectivity and access to new retail and other amenities is essential.
The area around Fort Totten is fortunate in that the demand for greater retail does exist
and is being responded to by the various redevelopment plans; however, without
cooperative efforts among the various property owners within the redevelopment areas,
the current lack of connectivity and visibility could in fact be worsened, to the detriment
of all.
Planning & Design
The panel’s recommendations regarding planning and design for the two parcels in
question, as well as suggested connectivity improvements for the surrounding area, are
best presented and understood via the illustrations included in the Planning and Design
section and in the appendix. As depicted in the illustrations, primary recommendations
include:
11

Providing parallel parking throughout the site. According to the panel’s calculations, by
re-planning the street systems to provide parallel parking, anywhere between 250-325
spaces could be created.
Relocating bus drop-off to western WMATA parcel. Switching the bus drop-off to the
western side of the station preserves the same amount of bus bay capacity while
correcting several inefficient land uses and opening up additional development
opportunities.
Considering additional parking alternatives. The panel explored the possibility of a
public, shared parking garage financed by a parking tax district for the entire
redevelopment area bounded by South Dakota and Riggs. Because the panel did not
recommend that such a garage be placed on either of the WMATA parcels, buy-in for
the idea and cooperation among the surrounding landowners would be essential to its
implementation.
Implementation
As a threshold issue, the panel recommended an RFQ that combines the west and east
sites, as well as the additional connections outlined in the panel’s illustrations, such that
the same developer would undertake the entire project. The panel also stressed the
need for a clear statement of WMATA’s and the community’s goals for the development,
including performance standards for what is expected of developers. The panel noted
that although a participating ground lease could further limit the universe of
respondents, it would allow for a greater sharing of risk and for everyone working
together to maximize returns.
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Market Potential
As discussed throughout this report, the panel determined that capitalizing upon the
strengths and avoiding an exacerbation of the challenges listed below will require all
interested parties and stakeholders to work together with a common vision, thereby
creating a whole that can truly be greater than the sum of its parts, and fostering a
distinctive identity for Fort Totten. The necessary stakeholders include, but are not
limited to: WMATA, surrounding neighborhoods and large landowners (including the
Cafritz Foundation, Clark Realty Capital, Lowe Enterprises, and K. Hovnanian), the
District of Columbia Office of Planning (DCOP), District Department of Transportation
(DDOT), and the U.S. National Park Service (NPS). Given the confluence of
characteristics listed below, there is a truly remarkable opportunity to create a cohesive
whole that fulfills the objectives of all the stakeholders and provides important benefits
to the entire D.C. metropolitan region. However, this opportunity comes with a heavy
responsibility as well, as a merely mediocre result will be judged harshly by both current
residents and future generations.
Strengths
Multi-modal transfer point for bus and three Metrorail lines. Among the assumptions
upon which the panel based its recommendations is that demand for an urban, transitoriented lifestyle will continue to increase, particularly in areas such as the D.C. region
that are well-served by transit. Moreover, those seeking lower housing costs in the D.C.
region who move farther out often find that added transportation costs to and from farflung housing and employment areas erode any housing savings, further increasing the
incentive to live and work near transit.2 As such, Fort Totten’s importance as a transfer
station, with easy access to Downtown—and, perhaps even more importantly, to other
regional activity centers, as discussed next—cannot be overstated.
Proximate to regional activity centers. As the only WMATA transfer station serving three
Metrorail lines outside of Downtown, Fort Totten offers a unique opportunity as a feeder
to outbound regional activity centers, including Silver Spring and College Park. This is
especially relevant given the fact that an important goal of WMATA’s Joint Development
Program is to “attract new riders to the transit system—particularly riders who will use
underutilized transit capacity in outbound directions and in off-peak time periods—by
fostering commercial development projects on WMATA-owned or controlled land and on

2

TERWILLIGER CENTER FOR WORKFORCE HOUSING, URBAN LAND INSTITUTE,
BELTWAY BURDEN: THE COMBINED COST OF HOUSING AND TRANSPORTATION IN THE GREATER WASHINGTON, DC,
METROPOLITAN AREA (2009) , available at http://commerce.uli.org/misc/BeltwayBurden.pdf
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private properties adjacent to Metro stations.”3
Stable residential community with higher than average homeownership rates. As
demonstrated by the participation of neighboring community members in the panel
process, and in prior planning processes conducted by WMATA, DCOP and other
entities, Fort Totten is surrounded by active, engaged, and invested citizens. As longtime residents, they are more likely to view matters with the long-term perspective and
patience that is needed, and can provide important and informed input into the area’s
redevelopment.
Consolidated ownership of redevelopment parcels. Unlike many situations, where
numerous owners make it far more difficult to assemble the large land parcels
necessary for quality redevelopment projects, the redevelopment parcels surrounding
the station are largely consolidated in a small number of ownership groups. The fact
that these groups are well-respected, experienced developers with deep local ties
promises a far greater likelihood that they will be willing to look beyond their own
property lines to see the big picture, and thus work together with each other, WMATA,
the surrounding community, and other stakeholders to ensure a mutually beneficial
outcome. A critical assumption is that the governmental entities responsible for
approving development here will foster the flexibility and cooperation needed, through
transfers of development rights (TDRs), reduced setbacks, and other similar tools.
Extensive tree canopy and greenery. The presence of parkland and extensive green
space should serve as a highly beneficial amenity, although as is detailed in other
sections of the report, that is not currently the case due to the underutilization and
inaccessibility of these assets.
Recently updated DC Area Development Plan, based upon extensive community input.
DCOP has recently released their draft Area Development Plan for the area surrounding
the Riggs Road/South Dakota Avenue intersection, establishing a comprehensive vision
for the area, identifying numerous redevelopment opportunity sites, and detailing muchneeded public actions and investments for improving the public realm and promoting
connectivity. Most importantly, this plan culminated through a lengthy community
engagement process, ensuring that the plan responds to the needs of both existing and
future residents.
Key node of future Metropolitan Branch Trail (MBT). The MBT, once completed, will
include 8 miles of bicycle and pedestrian paths, connecting Silver Spring to Downtown
DC through Fort Totten, and will also provide access to the Capital Crescent Trail and
the East Coast Greenway. As such, it will further improve Fort Totten’s accessibility via

3

OFFICE OF PROPERTY DEVELOPMENT AND MANAGEMENT , WASHINGTON METROPOLITAN AREA TRANSIT
AUTHORITY, WMATA JOINT DEVELOPMENT POLICIES AND GUIDELINES (revised Nov. 20, 2008), available at
http://www.wmata.com/pdfs/business/Guidelines%20Revision11-20-08.pdf
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multiple modes of transportation, and thus its desirability as a destination for living,
working, and recreating.
Active interest in area by development community. As noted previously, several largescale redevelopment projects are currently proposed or underway, evidencing the
market potential seen in the area by sophisticated developers.
Attractively-priced residential opportunities. Both in terms of the for-sale and rental
market, this area and its residents find themselves in a relatively unique situation, where
a close-in neighborhood that is well-served by transit is nonetheless relatively
affordable. Maintaining this healthy diversity of housing options was an important
consideration for the panel.
Challenges
While the area offers a significant number of opportunities for revitalization, it is also
currently constrained by a lack of existing neighborhood retail and services, poor
connectivity and limited walkability, incompatible adjacent land uses, and a failure to
capitalize on what should be some of the area’s strongest assets- to such an extent that
they actually function as detriments. Many of these issues have already been identified
and well-documented by others, including the community, WMATA, DDOT and DCOP,
in both the draft Station Area Planning Study and draft Area Development Plan,
respectively; in those instances, the issue is only briefly discussed below, with the panel
adding yet another voice to the call for remediation.
Need for improved neighborhood services and retail. As has been voiced by community
members and was immediately apparent to the panel, there is a severe lack of
neighborhood services and retail, both at the station itself and in the surrounding area.
Given the identification of this unmet demand by the numerous redevelopment projects
proposed and underway, however, it would appear that this issue is being addressed, at
least in the surrounding area. In order to ensure that these retail projects are accessible
and complementary, and in order to facilitate successful retail near the station itself,
additional steps must be taken, as outlined in the planning and design section of this
report.
Disjointed street and pedestrian network; lack of accessibility and connectivity. The lack
of connectivity within the entire area and the disincentive this provides to anyone
seeking to make a safe and efficient walking trip can be perceived immediately. This is
not a merely aesthetic issue, as the lack of connectivity throughout the area inhibits
access to the Metro station, especially by walking, thereby preventing the station from
achieving its maximum ridership and encouraging those who do use the station to drive
there and park, as demonstrated by WMATA survey date showing that the majority of
those driving to the station are coming from within a 2 mile radius.
National Park Service lands inhibit connectivity, without providing community benefit. An
important corollary to the disjointed street and sidewalk network is fact that NPS lands
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near the station, which one would assume would serve as a welcome amenity to any
neighborhood, instead currently act as a detriment, forming an almost impenetrable
barrier to the station due to their lack of organized, easily-identifiable, maintained, and
well-lighted pathways, or any other form of activation. “Desire paths” formed by
residents seeking to access the station were apparent throughout the parks, clearly
demonstrating the need for proper pathways. Rather than forming an intimidating barrier
to the station, these parklands should provide a welcoming gateway to it and readily
accessible greenspace for residents.
Surrounding industrial uses are not highest and best use for Metro site; form barriers to
redevelopment and encroach upon residential. Although the panel respectfully noted the
August 2006 District of Columbia Industrial Land Use Study, citing the importance of
industrial areas to the District’s economy, the panel disagreed that such uses are the
highest and best uses for areas in such close proximity to the Fort Totten Metro station,
and would recommend an eventual land use change, particularly for the areas to the
south of the station, currently occupied by the cement plant and the salt dome.
Metro station largely hidden. Due to the two factors cited above, and despite the fact
that Fort Totten is indeed an elevated station, it is difficult to find the station unless one
arrives there via Metrorail or Metrobus.
Identity of neighborhood not clearly defined. As noted by residents who spoke with the
panel, the area surrounding the Fort Totten Metro Station does not currently have a
clearly-defined identity. The redevelopment of large parts of the area provides a unique
opportunity to create a more coherent identity that would inure to the benefit of all, but
doing so will require significant cooperation.
It is only within the context of the larger area’s characteristics, as discussed above, that
the market potential for the two WMATA-owned parcels can truly be considered; more
importantly, it is only by taking a holistic approach to all the redevelopment sites that the
full market potential for the WMATA-owned sites, as well as the potential of the other
sites, can be fully realized.
Ability to finance, and market viability of, projects with reduced parking
Parking ratios of between 0.5 to 0.75 spaces per unit are realistic for this site based on
comparable projects. One of the primary charges of the panel was to determine what
the financibility and market viability would be—within the context detailed above—of
joint development projects on the WMATA-owned parcels that would provide reduced
parking ratios. It is important to note that in addressing these questions, the panel took
a long-term view, assuming a normalized financing climate and a fifteen-year
development horizon.
Working within these assumptions, the panel pointed to data from other urban, Metroaccessible sites indicating a need for between only 0.5 and .75 parking spaces/dwelling
unit. In order to attract lenders to finance a multi-family project that is parked at 0.5,
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solid data from comparable projects would need to be provided demonstrating that
occupancy wouldn’t be impacted due to lack of parking. The panel recommends that
WMATA conduct more extensive research in this area, but based on its own cursory
analysis, the panel was able to identify at least 2 comparable projects, including the
Bennington in Silver Spring, which provides for 0.6 spaces per unit—but which is
currently evidencing an actual use of only 0.5 spaces per unit—and Park Triangle in
Columbia Heights, which has a parking ratio of 0.5 spaces per unit. Granted, the two
projects cited above are located in areas that provide greater access to retail and other
amenities within walking distance than what is currently available at Fort Totten. At the
time of the panel, the recently-completed Fort Totten Station joint-development project
between WMATA and Clark Realty Capital appeared to be leasing up at a figure closer
to 0.5 spaces per unit, despite the project’s provision of parking on a 1:1 basis; Clark
Realty Capital has since informed the panel that this was due to the leasing-up of the
one-bedroom units first, and that the leasing-up of the two-bedroom units has resulted
in the use of spaces on a 1:1 basis.
Focusing on smaller, more affordable units. Another interesting lesson learned from the
Fort Totten Station leasing record thus far is that the studios and 1-bedroom units are
significantly out-performing the larger units; this comports with the panel’s findings
regarding the market potential of the area: despite some market analyses calling for
multi-family projects with Floor Area Ratios (FAR) of up to 5.0 and units ranging from
1,000-1,500 sq. ft., the panel found these to be unrealistic, as FARs in that range would
require steel and concrete construction, currently necessitating rents between $2.80$3.00/ sq. ft. in order to be viable. In the panel’s estimation, the Fort Totten market will
only support rents within the range of $1.60/ sq. ft., which would require wood-frame
construction over a concrete parking podium, or possibly wrapping a free-standing
concrete parking deck (a so-called “Texas Doughnut.”) In the Planning & Design section
of this report, the panel demonstrates what such a project could look like.
Providing additional mobility options to further reduce parking demand
Car-sharing, formation of a Parking Management District, and biking. The panel heavily
stressed the importance of widespread provision and promotion of car-sharing services
throughout the site. Although WMATA inquired about the possibility of a multifamily
building’s management owning and maintaining a certain number of cars for residents’
use, the panel concluded that few if any management companies would wish to take on
this expense and responsibility, particularly when several private companies have
already developed such an efficient model for providing this service. The panel
recommends using multiple car-sharing companies, including Zipcar and Connect by
Hertz, and providing highly-visible, reserved on-street parking for them.
As discussed in greater detail in the Planning & Design section of the report, the panel
also recommends the formation of a parking management district, as such a district
would enable the hiring of a parking manager who could work to promote maximum use
of alternative mobility options by: organizing carpools, ensuring sufficient availability of
shared cars, seeking out and publicizing other activities that reduce car and parking
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space needs, and ensuring the protection of the surrounding neighborhoods from
potential intrusion.
As cited in the section on the area’s strengths, the panel also believes that the
connection to the Metropolitan Branch Trail at Fort Totten will provide an important
additional mobility option for those wishing to live near the station without a car. The
panel recommends locating a SmartBike facility at the site to further encourage use of
the trail.
Creating greater connectivity and access to new retail and other amenities. To the
extent that a well-connected, walkable, amenity-rich community can be developed
around the Fort Totten Metro Station, required parking ratios can be driven down for all
the projects in the redevelopment area; moreover, since fewer parking lots and
structures can also improve walkability and connectivity, a virtuous cycle of sorts can be
created as a result. The area around Fort Totten is fortunate in that the demand for
greater retail does exist and is being responded to by the various redevelopment plans;
however, without cooperative efforts among the various property owners within the
redevelopment areas, the current lack of connectivity and visibility could in fact be
worsened, to the detriment of all. The panel therefore spent a considerable amount of
time exploring means to provide greater connectivity throughout the site, including
alternative scenarios for implementing a comprehensive parking strategy, as detailed
later in the next section.
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Planning & Design
In looking at the larger area of redevelopment around the Metro station, the panel
demarcated both the current opportunity area and those areas showing future potential
for more growth. The panel noted several challenges, including an immense amount of
grade and the fact that the park is a connectivity barrier; the park has heretofore been
treated as a monolith, when in actuality there are parts of park that should have a more
urban character and be part of the neighborhood, with other parts that should segue into
a more rural feel.
Another site challenge is
that some of the
landowners, due to the
size of their parcels,
could end up further
inhibiting connectivity if
they do not work
together. Thus, the panel
looked at ways to better
connect both north to
south and east to west.
Current plans indicate
that some of the
developers have
considered how
connectivity can be
improved to the east, but
connections to the north
and south remain limited.
To address this issue,
the panel strongly feels
that the NPS needs to be
brought to the table to
provide pedestrian
connections to the
current neighborhood to
the south and to
potentially new
neighborhoods, as well
as new vehicular
connections, so
everyone won’t have to
go out on South Dakota
Avenue to access the
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site and enjoy the amenities that will come later. As evidenced by the current desire
paths, a landscape plan that recognizes the true function of this kind of park and where
it sits amidst the urbanity of DC needs to be implemented. The panel also delineated
where an additional connection to the north could provide a new access point and
greater visibility to both the station and the entire redevelopment area. Members of the
panel cited the advantages of imposing a grid framework of internal streets over the
entire site, as a grid would disperse traffic by providing choices, while also creating
walkable pedestrian streets and non-auto-oriented retail opportunities.

Zooming in to the redevelopment area immediately surrounding the station provides a
clearer depiction of some of the panel’s primary recommendations. Among these are:
Providing parallel parking throughout the site. If all the street systems were re-planned
to provide parallel parking, anywhere between 250-325 spaces could be created. This
would not only account for the majority of the spaces currently provided in the existing
WMATA lots, but would also provide convenient and highly-visible additional parking for
projects throughout the redevelopment area. A sophisticated metering system could be
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used, by which those spaces closest to the station could charge the highest rates and
allow the shortest amount of time for kiss-and-ride and other users, while spaces farther
away could allow for all-day parking. The use of parallel parking is also good urban
design, in that it allows for pedestrians to feel safer walking along the sidewalk with a
row of cars serving as protection between them and the street.
Relocating bus drop-off to western WMATA parcel.
Relocating the bus dropoff area to the west of the
station preserves the
same amount of bus bay
capacity while correcting
several inefficient land
uses, such as the wide—
and unpleasant to walk
across—area currently
necessitated for bus traffic
underneath the metrorail
tracks. This would also
open up a sufficient
amount of land to add in
an 18,000 sq. ft. building
for office/retail at the
station, as well as four
plazas, and makes the
eastern WMATA site far
easier to configure a
The current location of the bus drop-off area necessitates a wide—and
building on.
unpleasant to walk across—area underneath the tracks
Encouraging the Cafritz Foundation to reconsider several aspects of their proposal.
While being careful to not alter the program of the submitted Cafritz Planned Unit
Development (PUD) plan, the panel did feel that the current plan is overparked,
especially with the added provision of parallel parking, and that both their project and
the area as a whole could benefit from several revisions depicted in the illustration on
the previous page, perhaps the most important of which being the additional street
connection tying in to Riggs on the north.
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Taking an even closer look at the two WMATA parcels themselves, the panel sees the
potential program for three new buildings, including a four-story wood-frame multifamily
building to the west with 356 units over a podium for 178 parking spaces; the
previously-mentioned 18,000 sq. ft office/retail building; and, to the east, either a fivestory, wood-frame 244-unit multifamily building over 1 floor of podium parking, parked at
a .75 space per unit ratio with 183 parking spaces, or a four-story, 195-unit building over
2 floors of podium parking, allowing for residential parking as well as upwards of 200
additional parking spaces for WMATA.
Included in the eastern building would be space for almost 20,000 sq. ft. of retail, for
which the panel both saw sufficient demand and a possible benefit to the currentlyexisting—and vacant—retail space across the street, due to the fact that retail prefers to
be across the street from other retail and to have a sense of enclosure.
Finally, the illustration above depicts new connections, both pedestrian and vehicular, to
the station from the south, providing a new route to both the existing neighborhood
there and to the area of potential new development discussed previously.
Additional parking alternatives. The panel carefully considered the many parking
objectives: ensuring sufficient parking for new projects to attract financing and be viable;
providing spaces for commuters; and protecting the surrounding neighborhoods from
intrusion; while at the same time preventing an over-parking situation which would
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needlessly hinder walkability and raise costs, siphoning resources away that could be
used for far more worthwhile goals, such as keeping rental costs down and providing
additional amenities. Indeed, the folly of over-parking in transit-oriented developments
has been witnessed in projects such as Columbia Heights, where parking capacity far
exceeds demand. The panel believes that these objectives are accomplished through
the parking management strategies detailed above, and through the introduction of a
parking permit system for the surrounding neighborhoods which would prevent any
encroachment of parking in to their streets.
However, in order to further allay any concerns about sufficient parking and to possibly
“prime the pump” for the redevelopment projects, the panel also explored the possibility
of a public, shared parking garage financed by a parking tax district for the entire
redevelopment area bounded by South Dakota and Riggs, as has been so successful in
Silver Spring and Bethesda. In addition to these two examples, there is ample
precedent in urban settings for shared parking; the key is to demonstrate that parking is
available for residents via an easement right to use it and placement of the facility within
a reasonable walk. Because the panel did not recommend that such a garage be placed
on either of the WMATA parcels, buy-in for the idea and cooperation among the
surrounding landowners would be essential to its implementation.
Significant benefits could accrue to all from cooperating in such a manner, including the
reduced financing costs for construction provided by bond financing and the ability to
maximize parking efficiency due to the different peak periods of use for the different
product types, thereby allowing for shared-use parking, reducing the necessary parking
overages that would otherwise need to be factored in for each individual project. A
cursory analysis of such a parking tax district, including costs, benefits, and participants,
is sketched out below.
As can be seen from the following analysis, close to 90% of costs could be recovered
from the operation of the garage, providing revenues that could partially subsidize other
mobility options and creative techniques to reduce the amount of parking needed at
sites, while at the same time keeping the net costs to property owners very low.
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Implementation
As a culmination of the above, the panel was asked to provide a recommendation for
structuring an RFQ that will attract qualified developers willing to “think outside the car,”
and to recommend a methodology for incorporating the value of lower long-term
operating costs resulting from higher up-front capital costs for LEED-design—an
important component of which is to provide mobility options—into the long-term lease.
The first and most basic recommendation by the panel is that any WMATA RFQ should
combine both the west and east sites, as well as the additional connections outlined in
the panel’s illustrations, such that the same developer undertakes the entire project,
allowing for a unity of vision and for greater flexibility to accomplish it. Underlying the
process also needs to be a clear statement of WMATA’s and the community’s goals for
the development, including performance standards for what is expected of developers.
The panel cautioned that a balancing act is involved: if the RFQ is overly-prescriptive, it
can limit creativity and the universe of those interested in responding. Nonetheless, the
scoring process should favor proposals with more creative or efficient parking solutions,
including lower ratios, more advanced parking systems, and those which would create a
sense of place around a station that currently does not have one. As increasing
ridership is a primary goal for WMATA, developers who would maximize project density
within the constraints of the market should also be favored. Finally, developers with
experience in these types of projects should be also given greater credit.
Regarding how WMATA could share in savings of reduced parking requirements and
LEED building, the panel noted that an outright sale or ground-lease would require
“guesstimation” of this upfront; quantifying all of these factors at a project’s inception
would be difficult and require protracted negotiations, with the developer wanting to err
on side of being conservative in figuring these savings. A participating ground lease,
meanwhile, could further limit the universe of respondents, but would allow for a greater
sharing of risk and everyone working together to maximize returns.
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historic preservation, transportation, economic sustainability and environmental
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