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Dear Chair Martin and Councilmembers:

SUBJECT: Aiea-Pearl City Neighborhood Transit-Oriented Development Plan

The Planning Commission held a public hearing on April 2, 2014 on the above subject
matter. Two people testified and two written testimonies were received. The public hearing was
closed on April 2, 2014.

The Planning Commission voted on April 2, 2014 to recommend approval.

Attached is the draft final plan, draft resolution, and transmittal package from the Director of
the Department of Planning and Permitting

Sincerely,

- Ka’iulani K. Sodaro, Chair
Planning Commission

fr-~r-Kirk CaIdwell
Mayor

Attachments

APPROVED: APPROVED:

Cl

Ember Lee Shinn

George I. 4tta, FAICP, Director
Department of Planning and Permitting

Managing Director
DEPT. COM. 271
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UNIVIiRSITY of HAWAII’

LEEWARD
COMMUNITY co~L1M~epfl 1 ~ 11 ~ March 31, 2014

DEPT OF PLANNING
and FERMI RiNG

CITY & COUN1Y OF HONOLULU
City and County of Honolulu Planning Commission

From: Mark~
Vice Chancello’r of Administrative Services

Subject: Transit-Oriented Development (TOD) — Leeward Community College Station

Aloha Planning Commission Members,

On behalf of the Leeward Community College campus community, we support the overall
planning and design concepts and principals as presented in the Aiea-Pearl City Neighborhood
Transient-Oriented Development (TOD) Draft Final Plan, dated March 2014, insomuch as it
relates to the Leeward Community College Station plan.

Chancellor Cabral and myself were members of the Aiea-Pearl City TOD Advisory Committee
and the Draft Final Plan is consistent with previous versions of the preliminary TOD plans. The
Draft Final Plan is also consistent with the anticipated updates to the campus’ Long Range
Development Plan (LRDP) that is currently in progress and will be vetted later this year with City
and County planning officials.

Leeward Community College is an ardent supporter of the Honolulu rail transit system and we
view the TOD plan, in conjunction with our updated LRDP, as the framework that will govern
future campus growth for theforeseeable future.

Mahalo.

96-045 Ala ike
Pearl City, Hawaii 96782

Phone: (808) 455-0213
Fax: (808) 455-0471

An Equal Opportunily/Affirmative Action Institution

To:
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Takara, Gloria C

From: Mark Lanelmarklane@hawaii.edu]

Sent: Monday, March 31, 2014 5:14 PM

To: Takara, Gloria C

Cc: Manuel Cabral

Subject: Public Hearing Testimony - Aiea-Pearl City TOD Plan

Attachments: C&C Planning Commission - TOD - LeeCC Station.pdf

Aloha Gloria,

Please see attached testimony from Leeward Community College regarding the Planning Commission’s
public hearing on the Aiea-Pearl City Neighborhood TOD Plan. Unfortunately, Chancellor Cabral and I
have other meeting commitments and will not be able to attend the public hearing. Thank you for your
assistance in ensuring our testimony is part of thc official public hearing record.

Mahalo,

Mark

Mark Lane
Vice Chancellor of Administrative Services
Leeward Community College
96-045 Ala Ike
Pearl City, HI 96782
Voice: 808-455-0213
Fax: 808-455-0471

4/1/2014
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The Pacific Resource
PARTNERSHIP

?UI9RPR I Pfl 236
DEPT OF F’LJ’NNING

and PERM!TT1NG
CITY & COUNTY OF HONOLULU

April 2,2014

George Atta, FAICP, Director
City and County of Honolulu
Department of Planning & Permitting
650 South King Street, 7th Floor
Honolulu, HI 96813

Subject: AIRA-PEARL CITY NEIGHBORHOOD TRANSiT-ORIENTED DEVELOPMENT PLAN

Dear Director Atta:

The Pacific Resource ?artnership (PRP) is a labor-management consortium representing oVer 240
signatory contractors and the Hawaii Regional Council of Carpenters.

PRP has always been a staunch supporter of Transit Oriented Development (TOO), the sustainable,
smart growth, transit-ready, mixed-use community is the type of catalytic project that will help us
maximize the public investment in the rail transit project. The pedestrian friendly, walkable. integrated
community development will revitalize and enhance the existing neighborhood’s character and sense of
place, adding new amenities for the Aiea-Pearl City community.

The Aiea-Pearl City TOD Plan promotes the creation of new public spaces and revitalized
neighborhoods along the waterfront as development occurs, enhancing view corridors from mauka
areas, and improving the Pearl Harbor Historic Trail.

The POD plan promotes a mixture of housing choices around the transit stations, including a variety of
price options, housing types, and unit sizes to support a wide range of households. Much of the
affordable housing currently located In Aiea and Pearl City were developed back in the 1960’s and 70’s
and is obviously in need of repair, renovation, or redevelopment. The plan objective is to increase the
quantity of workforoe housing while also increasing the overall quality of the existing housing stock.

New sidewalks, street trees, street-level storefronts and activities, and streetscape amenities will make
walking and biking more enjoyable. New neighborhoods can be created through redevelopment of
existing parking lots such as those at Leeward Community College, Pearl Highlands Center and
Pearlridge Center.

Each TOD area is definitely unique with its own set of recommendations, but each shares its goals of
becoming livable, transit enhanced and connected neighborhoods.



April 2, 2014
Support for Alea-Pearl City Neighborhood Transit-Oriented Development Plan
Page 2

Thank you for allowing us to share cur opinion and we respectfully request your continued support in
moving TOO forward.

Sincerely,

C-~j

Cindy McMillan
Director, Advocacy and Communications

1100 Alakea Street. Alakea CorpQr?te Tower, 4th Floor • Honolulu, HI 968fl
Tel (808) 5284557 • Pax (808) 528.0421 • t~w.prp-hawaii.com
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The Pacific Resource
PARTNIRSHIP

1100 Alakea Street, 4th Floor
Ala kea Corporate Tower
Honolulu, Hawaii 96813

Ph. (808) 528-5557 • Fax (808) 528-0421 • vmw.prp-hawaiLcom

Fax
To: Planning Commission From; Stacy Elamar

Fax; 768-6743 Pages: 3 including cover sheet

Phone: Date: 04/02114

Re: CC:

Alea-Pearl City Neighborhood Transit-

Oriented Development Plan

0 urgent )( For Review C Piea~e Comment C Please Reply C Please Recycle

Aloha,

PRP would like to submit the attached testimony in support of Alea-Pearl City Neighborhood Transit-
Oriented Development Plan.

Mahalol

Stacy
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and Members of the Planning Commission
~i ear

FROM: George I. Atta, FAICP, Director

SUBJECT: Alea-Pearl City Neighborhood Transit-Oriented Development Plan

We are pleased to transmit for appropriate action the Aiea-Pearl City
Neighborhood Transit-Oriented Development (TOD) Plan (the Plan). Also enclosed are
a draft resolution approving the plan, a background report, and a booklet that
summarizes the Plan.

This is the second neighborhood TOD Plan we are processing for formal City
recognition and adoption. Your Commission recommended approval of the Waipahu
Neighborhood TOD Plan on December 19, 2012. Although not required bylaw, we are
submitting the plan to the Planning Commission (PC) in the spirit of maximizing
community review. Also, given that the Plan directs changes tO the zoning code, which
will be coming before the PC in the form of Land Use Ordinance (LUO) amendments, it
would be helpful for the Commission to review the basis of these amendments. Like
zone changes and LUO amendments, once action is taken by the PC, the package is to
be sent to the City Council for action. The PC may recommend approval of the
resolution and Plan, or recommend rejection. It may also recommend approval with
specified changes, or it may choose to take no action.

This Plan addresses the planning requirements of Ordinance 09-4, which
outlines the City’s TOD strategies. The Ordinance also sets forth the requirements for
TOD zoning. A copy of this ordinance is attached.

We are in the midst of completing six additional TOD plans. Each plan covers
one to three transit station areas. The subject Plan covers three stations. In the
months to come, we will be submitting additional plans for your consideration.

March 21, 2014
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Ka’iulani K. Sodaro, Chair
and Members of the Planning Commission

March 21, 2014
Page 2

While the Aiea-Pearl City Neighborhood TOD Plan was nearly complete in 2010,
we delayed the formal recognition of the Plan until we had more experience planning for
other transit neighborhoods. While each neighborhood area is unique, there are many
commonalities. In the end, we want to develop sets of policies and regulations that
make sense from a collective, regional standpoint, as well as from the individual
neighborhood perspective.

We look forward to your consideration of this proposal. Please report and
forward your findings and recommendation via the Mayor to the City Council.

G IA: kh

Enclosures:
1. Aiea-Pearl City Neighborhood TOD Plan
2. Draft Resolution
3. Background Report
4. Executive Summary Booklet
5. Ordinance 09-4

cc: Ember Lee Shinn, Managing Director



AIEA — PEARL CITY NEIGHBORHOOD
TRANSIT-ORIENTED DEVELOPMENT (TOD) PLAN

BACKGROUND REPORT
March 20, 2014

A. Background
Planning for transit-oriented development (TOD) around the Honolulu Rail Transit
stations began soon after planning for the rail system began. In March 2009, City
Council adopted Ordinance 09-4, outlining an overall TOD planning strategy.

Highlights of Ordinance 09-4:
Neighborhood TOD plans are to be the basis for TOD zoning.

• Neighborhood TOD plans are to address economic revitalization, neighborhood
character, unique historic and other community resources, circulation, and
affordable housing.

• The process of creating the TOD plans is to be inclusive, open to all
stakeholders.
TOD zoning will be added to the Land Use Ordinance (LUO) as special districts.

In the Summer of 2013, the Department of Planning and Permitting (DPP) refined its
overall vision for TOD with a planning framework - “One Island, One Community” — that
sets the character typologies for TOD neighborhoods. The Pearlridge and Pearl
Highlands station areas are identified as Urban Neighborhoods, and the Leeward
Community College station area is to be a Mixed-Use Village.

The Aiea-Pearl City Neighborhood TOD Plan is the second plan developed by the
Department of Planning and Permitting (DPP) with the assistance of the San Francisco
and Denver-based firm, Van Meter Williams and Pollack.

Other plans are at various stages of completion. By 2015, neighborhood planning for 19
of the 21 transit station areas will be completed. Two station areas are not under the
planning and zoning jurisdiction of the City & County of Honolulu, but under the Hawaii
Community Development Authority (HCDA).

Plan Area No: of Stations - Plan Status
Waipahu 2 At Council
East Kapolei 3 Draft completed
Aloha Stadium I Pending
Airport 3 Ongoing
Kalihi 3 Draft completed
Downtown 3 Draft completed
Ala Moana 1 Ongoing
Kakaako 2 HCDA

Given that the transit system is not expected to be fully operational until 2019, it may
seem premature to complete the TOD plans before then. However, many of the
recommendations may take several years to address, especially upgrades to deficient
infrastructure systems. Moreover, the experience of other cities is that once the rail is at,
or near completion, the real estate market moves very quickly, and will not wait for
neighborhood planning. Therefore, TOD planning is being conducted on a proactive
basis.



B. Planning Process
Although the recommendations may differ, the process for developing each
neighborhood plan is essentially the same. Commonalities are:

Analyses of existing neighborhood conditions and opportunities.
• Stakeholder interviews.

Representative mail-in surveys solicit information on residents’ needs and
perceptions about their neighborhoods.
Use of an advisory committee with members representing a cross section of the
community: residents, landowners, businesses, community organizations,
government agencies, and elected officials.

• Maintenance of a mailing list of all interested individuals and organizations.
• Presentations at open community meetings to assess neighborhood

opportunities and issues; comment on alternative development schemes and to
comment on draft plans.

• All reports, presentations and meeting summaries are available on-line.

As the department completes the individual neighborhood plans, information is
cumulatively assessed at the regional level --for the transit corridor overall. For
example, we know comparatively speaking, which neighborhoods are more primed for
TOD than others based on infrastructure capacities. This understanding is used to build
strategies for TOD in general, such as building a “tool box” of financing options, and
creating priority options for capital improvement projects.

Other initiatives at the regional scale are also underway, including coordination with
state agencies with facilities (existing and planned) near rail stations, and development
of state laws that support TOD.

C. Community Concerns
The following are key comments that were raised during the planning process by the
community and are addressed by the Plan:

Waterfront
There are currently very few opportunities to access the Pearl Harbor waterfront,
and TOD is a chance to improve access both physically and visually.

• The Pearl Harbor Historic Trail could be a more valuable community resource
with increased maintenance, more active uses along its alignment, and improved
lighting and amenities.

• New buildings should not negatively impact public views of Pearl Harbor. Limit
building heights makai of Kamehameha Highway to protect these views.

Connectivity
• Pedestrian and bicycle infrastructure is lacking in all three station areas,

particularly along Kamehameha Highway.
• There is a strong desire for efficient mauka-makai bus connections between

upland residential areas and the Pearlridge station. The proposed bus transfer
facility could provide seamless transfers between rail and bus.

• The Leeward Community College is in need of a second access .road. This is
critical for future growth, as well as emergency access for existing uses.

• Sumida Watercress Farm has ongoing issues with security, so the surrounding
trails proposed by the Plan should be elevated or designed to prevent
trespassing.

2



• The UH Urban Garden Center also has security concerns, so the proposed trails
have been moved to the perimeter rather than through the middle of the site.

Housing
The community wants new housing in the station areas, that is affordable to the
middle class.

D. Major Plan Recommendations
The Aiea-Pearl City Neighborhood TOD Plan recommends two zoning precincts:
Transit-Oriented and Transit-Influenced. The TOD Precinct is the area immediately
around the stations, up to roughly % mile away. This is gauged to be about a five-
minute walk to/from the station. The boundaries are determined by this walking distance
and geographic and man-made barriers.

The Transit-Influenced Zone Precinct is farther away from the stations, or about 1/4 to 1,4

mile; again, the exact boundaries are based on physical walking conditions. It includes
land less influenced by the transit station and forms a transition zone to lower-inten~ity
outlying areas.

In both precincts, uses are largely similar to existing commercial mixed-use zoning; i.e.,
BMX-3 and BMX-4 districts. Auto-dependent and heavy industrial uses, such as
publishing plants and heavy manufacturing, would be prohibited.

Parking standards would roughly follow current standards from the BMX-4 District. It is
also recommended that maximum parking limits be considered, but perhaps not
immediately.

The Plan also recommends retention of previous urban design plan policies and
guideilnes found in the Aiea-Pearl City Livable Communities Initiative (2004), with the
exception of raising the allowable building heights makai of Kamehameha Highway near
the Pearlridge station.

E. Compliance with General Plan and Development Plans
In addition to compliance with Ordinance 09-4, the Aiea-Pearl City Neighborhood TQD
Plan is consistent with the Oahu General Plan. Specifically, it conforms to the following
objectives and policies:

VII. Physical Development and Urban Design
Objective A. To coordinate changes in the physical environment of Oahu to
ensure that all new developments are timely, well-designed, and
appropriate for the areas in which they will be located.

Objective E. To create and maintain attractive, meaningful, and stimulating
environments throughout Oahu.

The Leeward Community College station area is part of the Central Oahu Sustainable
Communities Plan (SCP, as adopted under Section 24-5, ROH). The TOD Plan is
consistent with the SCP vision elements (Chapter 2, SCP):

• It promotes the proximity of colleges and new development in urban areas near
transit nodes, commercial centers, or high-density residential areas;

3



• It encourages opportunities for recreational and educational use and physical
contact with Qahu’s natural environment;

• it encourages alternatives to automobile travel; and
• It encourages designs of communities that support non-automotive travel.

The Pearl Highlands and Pearlridge station areas are part of the Primary Urban Center
Development Plan (DP, as adopted under Section 24-5, ROH). The TOD Plan is
consistent with the DP vision elements (Chapter 2, SCP):

It encourages mixed use development with increased density within DP-identified
town centers; and

• It promotes public open spaces along the waterfront and the strengthening of
physical and visual connections to the water.

F. Next Steps
The TOD strategy acknowledges that the private sector, landowners and developers,
determine whether TOD happens or not. The City has relatively little land to leverage
into landmark TOD projects, nor does the City have the financial ability to acquire
significant private lands for TOD. While the state may be a major landowner, much of its
property is committed to uses that may not be conducive to multiple uses (e.g., wetlands
and airport use).

Therefore, the TOD strategy is largely dependent upon private sector development.
Private developers are expected to build new housing, offices, and commercial spaces,
and also help provide community benefits that not only benefit their projects, but the
larger community. These benefits include affordable housing (new construction and
preservation of existing units), more park space and publicly accessible open space,
new bike paths, and improved sidewalk areas.

There is a balance between what the private sector can afford to provide and what the
community wants. Ideally, much of this balance will be defined in forthcoming
amendments to the Land Use Ordinance. For example, for additional building height,
how much open space should be required? What specific incentives can be offered in
return for more affordable housing?

Thus the immediate step i≤ to refine the recommendations contained in the Plan and
offer specific regulatory and incentive-based proposals to encourage good TOD projects
Expanded financing incentives can also help accelerate TOD and community benefits.
The fruition of good TOD projects depends on a reasonable balance between private
sector profits and community benefits, but also on the condition of the overall real estate
market. It is the market that will also dictate how long it will take to fully implement all of
the Plan’s recommendations.

Additionally, the acceleration of critical infrastructure improvements can help to
apcelerate TOD and community benefits. Therefore, close coordination of capital
improvement projects within the transit corridor is needed. For example, the City is
moving forward with a catalytic project at the Pearlridge station that would incorporate a
new bus transfer facility, apartment units, and a public space that connects the station
with the Pearl Harbor Historic Trail—with the intent of spurring other private sector
imvestments in this area.

4



Exhibits:
1. Advisory Committee Members
2. Advisory Committee Meeting Minutes
3. Community Workshop Summaries, Sign-In Sheets, and PPT presentations
4. Overview Market Analysis and Economic Impacts
5. Transportation Assessment
6. Memorandum on Infrastructure implications
7. Implementation Case Studies
8. DPP Response to Public Review Draft Comments

A-PC Bkgdkpt
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Exhibit I Exhibit 2

Aisa-Pearl City Neighborhood TOO Plan Advisory Committee Members

o David Z. Arakawa, Land Use Research Foundation
• David Bylund, Architects Hawaii
• dive L. Cabral, Pearl Highlands Center
• Manny Cabral, Leeward Community College
• Maria Chan, MB Properties, Inc.
• Jeoffrey Cudiamat, Resident
• Chris Deuchar, U.S. Pacific Development
* Ronald Fitch, Resident
• Denis Fukumoto, Resident
• Rodney Funakoshi, Resident
• Breene Harimoto, Pearl City Foundation
• Dinh Huynh, Robertson Properties Group
• David V. ge, State Senate
• Mark Lane, Leeward Community College
• John Manavian, Robertson Properties Group (Kam Super Swap Meet)
• Bob Oda, Kameharneha Schools
• Fred Paine, Peariridge Center, Management Office
• Lacey Shimabukuro, Waimalu Shopping Center, Management Office
• Jane Sugiinura, Aiea Neighborhood Board No. 20
• David and Barbara Sumida, Sumida Farm. Inc.
• Claire J. Tamamoto, Alea Community Assn.lFriends of PHHT
• Curtis Togami, Continental Investment
• CruzJ. Vina, Jr., Pearl City Neighborhood Board No.21

PLAN
October 20, 2009 City and County of Honolulu

The following isa brief summary of the commentsfrom the Advisory Committee Meeting
I held on October20, 2009. Advisory ~ornmittee Meeting I focused on the existing
conditionsfor the Aiea / Pearl City Neighborhood TOD Plan,

• Bettcr Ingress-Egress atLCC (Leeward Community College)
• Enhance Connnunity Urban Garden near PH (Pearl Harbor) Station
• Maintenance Yard adjacent to LCC
• Connect LCC to PI{HT (Pearl Harbor Historic TraiD

o Need increased and enhanced access
• Constraints to accessing Pearl Harbor at LCC and Pearl Highlands Stations
• University Town concept @ LLC
• PH station: Possible orban walk along floodway
• Town Center concept along \Vsdmano 1-tome Rd
• Small town Character as described in the APC L.C.P.
• Connect to Pearl Ilarbor amenity
• Higher Intensity uses close to stations
• Green Space along PHHT with more access
• Creating more affordable housing
• Senior housing should be provided within station areas
• There is currently a 7-Story 201 H affordable housing project proposed near

Waimano Home Road and Kamehameha Highway called Hale Mohalu 2. It will
eontail 332 Units.

• Be transparent in higher density oppornanities and impacts
• Realistic in timing of re-dcvelnpment
• Market-driven re-development
• Will Ptoject impact my property?

o Property taxes
o Traffic impscrs

• Incentives for areas ofchange?
e Wtac do you want to see (Communin4?

• Park n Ride at Pearlddge station
o Short-term Kiss n Ride

• Discourage Pearl City residents from driving to else stations.
• Discourage parking within re-development near Stations.
• Wi-Fl connections on rail.

ADVISORY COMMITTEE MEETING I
Meeting Notes

AIEAI PEARL CITY
NEIGHBORHOOD TOD

Van Meeer Witlame Poltork ILl’ City end County of He soloS,



ADVISORY COMMITTEE MEETING I AIEA I PEARL CITY
Meeting Notes NEIGHBORHOOD TOD

PLAN
November 30, 2009 City and County of Honolulu

The following isa briefsummary of the conIntents from the Advisory committee Meeting
2 held on November 30,2009. Advisory committee Meeting 2focnsed on the Draft
Alternativesfor the Aiea / Pearl dry Neighborhood TOD Plan.

• Too much information on PPT for the community to take in,
• People at the workshop will be familiar with the community, but not from a birds-

eye-view.
0 Sbosvexisdngphotoa.

• Point out landmarks. or buildings people will moat likely know in the area as you are
presenting.

• Get Google Earth street views to inscrt into Powerpoint.
Define the concepts and then give examples of that concept

• Identi~’ what “high”, “medium” and low” intcnaities mean. Do this at the
beginning of the poweepoint through pictures so that people will follow along
comfortably.
Show similar places so people will telate, The more pictures 1mm Hawaii, the better.
“Urbanism” isa tough concept for the community to understand. Use pictures to
deacribe the concepts and ask “do you want this?” or “do you want this?’

• Lower denaity at LCC station makes sense,
• Higher density at Prad Highlands and Pearleidge makes sense.

Need to work with the City about lowering parking atandards. Have to assume
people will take transit!
Show more intenthes for a transit lifestyle.

o Make people understand that this isa lifestyle “option”. You don’t have to

change your current ways, bnt if you do, there will be positive benefits.
Fundamental lifestyle changes

o Car and bike shaeing
o Save money on mortgage (one leas cat)
o New options for housing types and transportation types

• Show a successful example of TOD
o Think about incorporating a video that people would grasp right away.

• Topography is an issue on many of these sites and you can’t see tisse on the piso.
Would help to make the landscape better understandable,
Generate a reaction with the community.

o Show taller buildings and see what kind of reaction you get
o Don’t want to see Waikiki here. Maybe taller buildings at the stations, but

keep the surroundings more low- and mid-rise.
o Talk about die benefits of high-rise buildings and density Qess land taken,

more activity on the streets, more vibrant place).
o People would react better to high-rises ifthcy are more accessible on the

ground finor, i.e. mixed use building with reeail/commerdal on ground floor.
The high-rises that are only single usc arc the probleml

Vet, Meter Wsgema Pelledc, tIP oty end Co,snty of Honokiss



o 1 ligher density can be low-rise as well. it doesn’t have to be20-30 story
buildings.

• Nan,. Swap Meet site could be a major catalyst sire!
o Good connections need to be made to transit.
o Topography will be a challenge.

• In Livable Communities Plan it says to keep buildings low-rise maleai of
Kamehatheha Highway.

o We should keep thia concept in all of the Alternativea in order to preserve
views to the water.

• Speak to the community in “qualitative” rather than “quantitative~’ rents.
Community members may nut understand terms like FAR (floor ares ratio) and
dwelling units per acre, etc.

• Diagrams of different typolugies could be useful when describing the concepts and
densities.

• There is the perception of reducing intensity at Peadridge. in Alternative C, this is
probably not desired.
Circulator/tram connection from Peariridge Center to Station as alternative.

o Could we keep the monorail and integrate it into the new
development/community?

o People think walldng distances are further than they actually are. If the walk
is pleasant and interesting rather than dull and boring, the walk vdll seem
slaorter!

• Relate Altematives to impacts on commssnity.
• What is the cutting edge for TOD? What does the future hold? ~how video dip of

TOD success).
• Show full screen thnsa ofimagea an they can be read and understood more easily.
• Must keep things flexible. Make people understand that this ia juar a ‘vision”. it is a

plan to influence development in the proper manner. What shows upon a plan is
nnt exactly what will happen.

• - Parks in district should be kept flexible. Locations are not locked in.
o Green space lsas to be pobliel
o Military owned land could be used as a neighborhood amenity — we need to

talk to the Nary.
• Show local examples nfadaptive reuse. -

o Ward Center
o Dole ~snnerv
o Aloha Tower

AIEA I PEARL CITY
NEIGHBORHOOD TOD

PLAN
February 17, 2010 City and County of Honolulu

The fotlott’ing is a brief summary of the comments from the Advisory Committee Meeting
3 held on February 17,20/0. Advisory Committee Meeting 3focused oct the Refitted
Altensativesfor the .4iea I Pearl Cite Neighborhood TOD Plan.

LEEWARD COMMUNITY COLLEGE:
• This isa regional destination station because of the education facility.
• There are currently 7,500 students with a30% growth over the past 3 years.
• The second access (via Faraington lliglsway by Waipahu High SehonO is critical for

any kind of new development here.
o LCC will be pushing for this additional access, as they wnsdd like to gmw in

the future and realize the potential of the station loestion and vacant land for
new development -

• LCC opened tise “lower 40” for parking this past sensesser. This is additional to tlse
existing surface psrking lot.

o Tlsere are currently 1600 parking spaces sen’iog the campus.
o The station construction and Ala Ike Street resligonseot will result in the loss

of 200 psrldng spaces.
• Tlsere is a loog.cange campus master plan that was created in 1995.

o LCC is seeking funding for an update to this master plan.
o This plan does not consider a future transit station.
o Mostly for new development diamond head and msksi of campus and she

Theatre building.
o This iodudes a new Teacher Education building that has been designed

adjacent to the Tlseasre building (diamond head) and extends the campus
spine,.

Final Design ofboildingwill be complete in the Spring of 2010.
o The preferred plan should fit into the long range master plan.

• These is potential for workforce and student housing in this area, especially for
international students.

o Consider making the Mixed Use blocks incorporate student Isousing above
retail instead ofoffice.

o tse current master plan from a different developer shows two residential
“towers” isa this arcs. Lower density housing, as shown in the refined
altensatives, is not necessarily what the colicge envisions.

• Overall, iCC is open so mixed.use developments.
• Alternative A. critique:

o The campus quad orientation is much preferred by LCC. A developer who
has visited them has s similar concept in their plan.

o Connections to the neighbors are good and shall be accentuated Qalkc,
pedestrian paths, etc.).

o The triangle next to the maintensnce yard where they have a parking lot
could come into play for new development.

o There are security concerns with taking down the makai side fences.

ADVISORY COMMITTEE MEETING 3
Meeting Notes
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o There was discussion about increased access to and through LCC.
Alternative 13 critique:

o Otientation of theatre “quad” is not preferred.
o Central park in the residential area is preferred rather than the edge park in

AIt,~. -

A cnmbination would be tine, but there is no need to have two roads
fronting the park, just make leone-aided.

PEARL HIGHLANDS:
7lais is a Park ‘N Ride Station. This will mean lots of traffic and most riders will ger
eight on die train.

o There is an off-ramp from 1-1-2.
o There is no ramp back onto H-2.

• City has bought 140 acres of land in the station area atone point, but could not put
residential on it because of environmental contamination.

• Pearl Highlands Center was built in 1993 with a 40 year anticipated lifespan. The
property manager is OK wit], the vision ofAlt A.

• Acknowledge die Hale Mohale 11 affordable and senior housing project mskai of
Ksnschsmehs Highway in the redevelopment schemes.

• Bus routing and intermodal coorsections will be cdtical.
o Especially for Koala Street from the station.

• The transit plaza is above the Sam’s Club loading dock.
o The ides is to remove the corner of Pcad Highlands Center upper level (part

of.Koss and vacant retail store) to allow the pedestrian bridge to connect to
the Pearl Highlands Center and the new ‘main street”. This will allow the
pedestrian bridge to be shorter in length regardless of grade change.

• The city’s bus storage facility now Inoks not of place in this TOD. It could be
included even though it is outside the 112 mile radius.

o Consider acquisition of military lands for residential use.
• Alternative A:

o Pearl 1 lighlands Center representative prefers this slternstive.
o Some leases are 35 to 60 years long, so Mt A is more feasible than Mt 13

(Robertson Property representative).
• Alremstive B: -

o Robertson Property representative prefers this because it does not conflict
with their new shopping center.

o They haves potential restaurant tenant for the area colored burgundy on Alt
B, block 8.

• Perhaps the Preferred Altemative could he a hybrid between the two.
o Keep taller buildings at the station.
0 Do nor leave parcels blank, as in Alt 13.
o Put a vision for the long tent into the plan.
o Possibly include the military housing rite ewa of net’- development.

PEARLRIDGE,
Keep buildings lower on the makai side of Kamel,ameha Highway.

o Medium rather than high density.
• This station has the mnst potential for urbanism and placemaking.
• Pishponds are important and will need accest.

o The Palsau fishpond diamond head of our study area is to be retrofitted and
brought back into use. This one will be much larger and better than the one
located on this sire. -

o Keep the one on this site as well.
o Walls are in place and will need to be repaired.

Bring as much access to the water as possible from the trail in Alternative B.
The linear waterfront park is well liked by all.
A small 2-sac park as part of Sssmida Pants is liked.

o Lorate on fallow land on usauka side of Son,ida Pants (approximately 2.5
acres).

Alternative A:
o This is very close to a redevelopment plan that has been proposed and

contemplated for the sire, i.e. keeping the Pcsrlridge Center and infshling
around it. Also, to incorporate a quaint “main srreeC’ through the site.

Alternative B:
o This Alternative could work well if the existing Mall plan from Alt. A is

incorporated — blend them.
o Park space is the best in this plan.

Who will manage them? The city has a hard time with existing parks.
o Blocks 36 and 38 are alan good places to become part of the waterfront

linear park because they are located in the floodplain.
Orlser comments:

o Is waterfront property zoned for conservation I preservation?
o Kamehameha Schools property (a field) was talked about as possibly

converting to a park.
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PLAN
April 20, 2010 City and County of Honolulu

The following is a brief seminary of the co.nnientsfro,n the Advisory donsmittee Meeting
4 betel onApril 20, 20)0. Advisory Committee Macflog 4focszred on the Preferred
Alternatives for the Idea / Pearl City Neighborhood TOD Plait. Follow(ng ‘/MWPs
presenlatioo, Robinson Properties presented draft plans for the Kaenehameha Drive-in
property, a key site within the Pearlridge Station area.

General Comments

• This should be presented so the public as a “conceptual plan,” we need to focus on
intent and not specifics.

• The Preferred Alternative is very detailed and specific for an “illustrative.”
• The nsajorisy ofaetendees would like to see the Altemative “globed up,” more

conceptual and less in detailed. There is a concern that this is a long-term @0 year)
Plan, but it looks likesomeshing tlsat is happening tomorrow.

0 VMWI? response: The Preferred Alternative is an urban design plan therefore
she relationships between buildings, circulation and open space are iosportant
so illustrate.

• The diagrams sod rcndcdnga were very well received by the Advisoni Comnsittee.
We wane to ensure a long ‘lifespan” for she Plan, understanding that many things
asill elsange over time,

• The renderings help to tell the story of the project
• Phasing concepts should show how a suburban area could urbanize over time with

mill and redevelopment
• Development agreements for sites surrounding transit stations will be conoarrenr

with TOD zoning.
o DPP Response: Developmenr agreements are currently allowed “on the

books” but haven’t been used by the City recently.
• Expanded negotiations and unilateral agreements will be needed in order to fulfill

ultimate vision for the station areas.
• The Neighborhood TOD Plans will be codified into zoning standards that may be

“hybrid” in nature including performance, fonn-based and Euclidian regulations.
• The Plan vision and the implementation strategy must be closely interrelated.
• Flow will rail effect parking srandarda?

o VM\VP response: Zoning recommendations wilt include Iowa minimum
parking standards within the Plan areas. Overall, less parking may be required
in the TOO precinct (closer to the station) than in the TIZ precinct

Pearlridee Statinn

• Taller buildings shosald he oriented in a mauka-mr.kai direction to preserve views.
• The Kamehameha Drive-in site is an urban core property.
• [ligiser density residential with retail uses will help to activate the Drive-in site.

• Vadation of building heights would help create a better overall development on the
Drive-in site.

• Should building fnospdoes be shown in the Preferred Altemative?
• We should comider nsore breaks in the budding fabric nsakai of Kansehaaneha

Highway so provide views to Pearl Flsrbor.
Attendees would like to see medium density ness Pearl Harbor along with a general
stepping down of heights makai of Kamehssneha Highway from SsoZ or 3 stories.
A representatjve from the Wsimalu Shopping Center was very interested in the
concept ofproviding surface parking to else rear of the site with nsixed-use buildings
fronting Ksmehaaneha Highway. in this scenario, access to she sire would be
provided in’the middle of the block. She also liked this central entrance concept

o v~y~rp response: As an alternative for the Waimalu shopping center site,
the ezissisag buildings could remain and retail “pad buildings” to help create
more seracsivc, walkable edges to Kamelsanacha I lighway.

Attendees asked if there will be lower psrlsing tequirensencs in TOO zones-
o VMWP response: Yes, typically parking requirements are lowered to

promote more intense pedestrian focused development within TOO areas.
• Attendees really liked the concept of having restaurants and a pedestrian pathway

around Sumida Farms. There may be some liability concerns with opening op
perimeter m the public. We need direct input from Sunsida Famss representatives on
chit issue.

Pesd Highlands Station

• is a bridge over the freeway connecting to Leeward Community College feasible?
is the Pead i-{ighlands pcdestdan bridge shown in the EIS?
We need so ensure easy connections to the Pearlridge Station from surrounding
areas.
What should happen on the Pead City Gateway aise? Will the developer be required
to create a higher density mixed-use ptoiecs?

o VMWP response: The zoning recommendations for the T1Z area will allnw a
mixture of uses and will not have minimum floor area ratios or density levels.

• We should create mote connection to the UI-I Urban Gardens. This can be a great
public space and resource for anrmuaiding developments.
We need to talk with the Pearl Highlands Center owner now so they don’t lease the
corner space that could connect to the transit station.

Leeward Community Coll~e Station
We should try so get the Leeward Community College “players” mote involved in
the process.

• Do we have any concepts for block 1, mauka of the transit station? The planning
team believes that this block is difficult for new development based on its isolation
and is probably best suited so surface parking.
The parking structure shown on blockS should probably be moved closer to the
LCC theater.

ADVISORY COMMITTEE MEETING 4
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PLAN
july 12. 2010 City and County of Honolulu

The following is a sumnwiy of the comments from Ads’iso,y Committee Meeting Sheldon
July 7,2010front 6:30(0 9:00 pnz at Pearl City High/acids Elementary School, Advisory
Committee Meeting Sfacnsed on bnplementation and Zoning recommendationsfor (he
Aiea / Pearl City Neighborhood TOD Plan. Following VMWP’s presentation, questions
mid comnrents were provided by the Advisort Committee.

General Cnmments

Should zoning heights be “phased in” based on the maturity of the transit system?
0 VM’sVP response: We can use best practices from other mainland TODs,

while looldng at surrounding neighborhood contexts to set the framework
now. These standards can be revised over time as the corridor develops.

• There are parts of Honolulu that Isave similar population density to Singapore. They
- should be used ass model for some of the more urban TOD areas.

• icqaere are good examples of similar high densityTOD development typea?
o VMWP response: Vancouver, Washington DC, San Fianeisco and Los

Angeles are good examples of recently built TOO. San Francisco has similar
topography issues to the Ales — Pearl City station areas.

• We should focus TOO on aitea where higher density development is more feasible
and likely to occur. -

• The City should conduct a corridor-wide height/density study to show where to
concentrate density along the rail alignment.

• Attendees generally liked the idea ofallowing additional height as a community
benefits bonus.

• The bonuses should have both a regional and local outlook to fall community needs.
• There are various federal grants available to help implement TOO and community

benefits bonuses.
• Neighborhood planning principles must be required of all developments; utilizing

community benefits bonuses are optional.
• Currently, 30% of new units built Isave an affordability requirement if they

underwent a recent zone change.
• The Aiea-Pearl City area was develuped in a “piecemeal” pastern. Residents in the

area maybe less accustomed to master planning.
• it will be important for the City so create tools to enable TOO.

Conununit benefits can’t all come “on she back of developers”
• Where there is neighborhood impact, there should be comnsuns benefits.
• It is vety difficult so make apartments “pencil out” in Hawaii,
• In semis ofvalue capture, the land owner is the “real winner,” Their land prices get

raised and the developer has to spend more mone)5 to purchase she land. The
increase in value is really to the landowner and not to the developer. How do you
captnre some of this increase in value?

• \Ve need so think about iaosh height and loon in context svith each other. Taller
buildings may be acceptable in exchange for good design.

• Wlaat is the overall eimcline for phasing?
o VMVP response: This is generally a 20-30 year strategy for TOO

development.
• Potential community benefit maintaining small/local business tenants,

Pearlridpe Station

• ‘What is the rationale for a 60-90’ height limit makai of Kamehsnseha Highway? The
Livable Communities Plan calls for preserving views to Pearl Harbor.

o VMWP response: Stepping down to the Harbor while allowing potential for
pmperty owners to redevelop in smote urban patcem. The 90’ height bonus
discussed is not intended to be allowed universally. The height bonus is
intended m create a “signature” building to help implement the “window to
Pearl Harbor” park at the tenninus of Kaonohi Street,

Should we be looking at allowing taller heights at die Kam Drive-In sire, which
would allow for Idaa bulky buildings? The density in this area is ainsilar to Kaksako.

o VM’tVP response: We are taking an oisgoing look at appropriate heights in
this area,

• What is the overall rationale for a 250’ height limit in the Peadtidge area, maub nf
Kamehameha Highway? It seems arbitrary to act limits too low or too high.

o VMWP response: The neiglsbothood context and identification of
Pearlifidge ass regionally important TOD location provides justification for
higher intensity development at shim location,

• Development intensity at tlse Drive-in site should take into account proximity so tise
second-largest mall in tise state. Heights here should be greater than at Peart
Highlands.

• Phase 2 should prnbabty just show improvements on the lower part of Kannolai
Street, since the 1Gm Drive In redevelopment will address Kaonohi Street up to
Moanalua Road.
The phasing plan shows the conceptual visualization of s suburban mall (Peaslridge)
to a more urban village-type design. The Ala Moans Center was built in phases.
Sumida Fatms could be dae “front door” to the neiglaborhood while providing an
importanrview corridor as well as urban agricultural uses,

• Open Spate should connect the Pead Harbor Historic Trail so the Peariridge Station,
• We need to provide open space mabi of Kamehamelaa Highway, per the Livable

Communities Plan.
Tlae vacant Circuit City store is currendy being retrofitted into a Bed Bath and

- Beyond witha 20-year lease.
• Kaonohi Street and the Pead Harbor Park/connection to PIIHT should be priority

projects.
• We should improve Mnsnalua Road for pedestrians.

Indode area maulca of Mnanalua Road ii, the TOD/TIZ ares?
Trade Pearlridge park space for Kam Drive In site?
What happens to properties that have height limier reduced?

o VMWP reaponae: If and when they redevelop, they will have so conform en
the new height limits. Eae only ares we are recommending for lower heiglsr

ADVISORY COMMITTEE MEETING 5
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limits is directly adjacent to one and two story single-family homes, use
mauka of Waimalu Shopping Center.

Let Krms Drive in develop at high density in exchange for open spate along Pearl
Harbor.

k ADVISORY COMMITTEE MEETING 6
Meeting Notes

November 16,2010’

AIEA 1 PEARL CITY
NEIGHBORHOOD TOO

PLAN
City and County of Honolulu

Pead Highlands Station

• We would like to see phasing of sites outaide of the Pearl Highlands Center.
• We should consider a height limit ofup to 250 near the Pearl Highlands Center.
• Big box stores will probably not take advantage of any parkiog reductions.

Leeward Commonity College Station

• What is the flature vision for Leeward Community College? Will 90 be high enough
for all future opportunities in cisc TOD arcs?

• Some attendees thought that we should make maximum heights at LCC 90-150 to
attract private capitol and development. LCC is generally happy ‘with a 60-90’ height
limit

The following is a sunuaaary of the comments from Advisory Committee Meeting 6 oo
November 16,2010 front 6:3010 8:30 pm at Pearl Ridge Elementary. Advisory
Committee Meeting 6focsesed on summarizing the Public Review Draft of the Aieo I
Pearl City Neighborhood TOD Plan. Following VMWP’s presentation, questions and
comments were provided by the Ads’isoay Committee.

Genera) Commons

• The estimate for the Leeward Cnnrnaunity College access road aecn~q, ten low. I.CC
officials believe that the cost will be closer to $20 million.

• Cost estimates will change over time. I low useful are they really? We ahnuld think
about removing them from the final Plan.

• A mixture of diverse uses should be emphasized as a Plan principle
o VM\VP Response: it is included as a part of “Create a Comfortable and

Lively Pedestrian Environment.”
• Can better urban form be derived from an avenge of 250’ in height on the

Ksmehamehs Drive inn aite? For example, could a single 300’ tower be allowed,
with shorter towers and Iowa rise development surrounding it on the Kamehameha
Ddve—in site, rather than an absolute 250’ height limit?

o VMWP Response: height averaging may be difficult for the DPP en
implement. Although a community benefit bonus height limit of2SO’
presented and discussed for the Peariridge area, this max amount is still
undee&anined and tlae recommended base hdght limit without a conamunity
benefit bonus is 150’.

Could we get rid ofspecific heiglae limits altogether and simply refer to certain areas
as “high rise districts?”
Could extra height be allowed for varying or averaging height’ on multi-tower airea?

• We need a corridor wide plan to usd13’ taller heights in certain station areas,
• Affordable housing may be difficult to genetate within new czansit-ndcnted

developments because of current development costs.
IKamehasaaeha Drive-In developers can “make it work” at a height limit nf2SO’
We shoeld add an to height limit maps next to 250’ and say that they ate draft
limit’ (as part of a community benefits bonus) for discussion,

• Elements that go into the height distussinn should he described to the cummunisy.
• We should identify the range of existing building heights within the station areas.
• Stepping down to Pearl Harbor isa major Plan principle and ahnuld be emplsasised

In the community.
• The waterfrnnr park in the Pearlridge Station ares slsould be identified as one of the

priority projects.
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AIEA-PEARL CITY NEIGHBORHOOD TaD PLAN
Advisory Committee Meeting 7
Meeting Notes

February 27. 2014

Attendees:
- Advisory Committee: Chris Deuehar, Curtis Togasni, Maria Chan
• Dept of Planning and Permitting: Harrison Rue, Bonnie Arakawa
• City: Councilmember Breene Harimoto

The following suinmatizes Advisory Committee Meeting #7 held on Febmaty 27 at 6:00 pin at
Alvah Scott Elementary, which focused on the proposed revisions to the Final Plan. The
Department of Planning and Pennitting (DPI’) intends to transmit the Final Plan to the Planning
Commission and City Council.

DPI’ presented a list ofproposed revisions to the Plan, based on comments received on the
Public Review Draft (November 2010) and DPP-proposcd changes to the Plan. The following is
a brief summary of comments from AC members:

• Education Facilities. Language on the new DOE impact fees ahould be added to the
discussion on school capacity and facilities.

• Wastewater. The Department of Environmenlal Services is aware of sewer capacity issues in
the Peariridge station area and is working on short and long-tenri solutions in anticipaton of
TOD.

• Affordable Housing Unils. It was suggested that development incentives include waivers of
permit fees, sewer fees, park dedication fee, reduction in parking, unbundling parking, fast
tract permitting,

• Pearl Highlands. The existing parking structure is not designed to accommodate the
additional loads of new structures shown in the main street concept rendering. Future
development would need to consider reinforcement or reconstruction of certain areas.

Note: 3 additional AC members arrived in time for the General Information meeting (Wally
Kazama, Cruz yin,, Jr. and Claire Tamamoto).



Exhibit 3

October 21.2009 City and County of Honolulu

Tue following is a brief swnnmrv of the conantenrsfrosn the Community Workshop! held
on October 21, 2009. Workshop ifocused on the existing conditionsfor the Alto / Pearl
City Neighborhood TOD Pla,i.

GROUP 1- lead by Tim V~n Meter Vss M,’rr Wi//iran En//rh. LU’)

• Connect to waterwhenever possible
• Protect/Engage views
• tncrease connections throughout
• Pedestrian orientation
• Local internaodal
• Pearl Harbor should be rIse focal point of Pearl City
• XVIII there he a park-n-tide @ LCC (Leeward Community College)?
• How to visualize the devated system that trill affect exisringvirws ofrhe harbor?
• Once built peopie will apprrclare the train; including the new views
• Create several connections so PH}IT (Pearl Harbor Historic Trsl~
• Relocate the Pont Office to an “Area ofChange’/Gareway
• What is the status ofprevlous roadway improvements?
• 75-year lease is for the Post Office use only
• Traffic at bonona of ‘Spins road is a problena

o Also no pedestrian amenities or landscaping
• \Vaiawa streercrcates the second largestwateraheda and nothing has been done to address

the flooding
• Navylandfill ® \Vaiawa delta is one of ehewnrse —will flood the PHI-IT (Pearl Harbor

Historic Trail)
• 4-S stuns buildings am OK, if tlsey don’s catase walls that destroyaMakai/Harbor views
• XVIII Bike Trail be wider so accommodate she increased use?
• ICamehameha 1-fosy. To be pedestrian friendly
a Make provisions for Shuttle buses

GROUP 2- lead by Adam Rosa (l-’ssnMrar WihtssnJ>n//ssd~ LU’)

• Mini Mall near LLC Station
• Affordable [-lousing opportunities
• Town Censee
• Enterprise Zone
• Pearl Ridge Station:

o Open Space at Waterfront
o Aloha Tower Market Place type development

• Promoting more development opportunities near smtion areas wIth incentives
• Pedeanian walk between LCC (Leeward Community College) and Pearl [lighiands stations
• Additional access to I_CC
• 1,600 Space Psrleisag lot ar Pearl Highlands station. Secusity Concerns
• Urban Garden as a community Rcstserrce
• Corp. yaed to move to maintenance yard
• Connect busses to trains

5 Conflicts beoreers bit-es and pedestrisass at Pearl Harbor Historic Trail

• Utilize Site adjacent to LCC station as Open Spate
• Mix-Usc Development

o TOD Zoning
o Development Incentives
o Senior l-{ouring and Affordable Housing eonnec red to Mixed-Use des’elopntenrs

• Provide Day-Case development near stations ion conversience
Property “slut lmpacm near stations?
TOD Plan as Vasion

o TOD Zoning
o Market-Driven redevelopmenr
o Incentives

• School/Community facilities and Parks on Maleal side of Karnehameha Hvsv. at Pearltidgr
station

GROUP 3-lead byWes Feysztaeki (lVenNs~

• Parking
• Short term “Kiss and Ride” needed

Lack of Utilities
Bus service / kaonohi

• Park space with parking
Carve our Green Space

• Restrooms
• Create Residential opponunitief that promote walking
• Affordable Hotsaing needed

Mix-Use Development
o Senior housing or Apartments
o Food Counrs with parking sucked behind
o Café’s in front -

• Senior Housing and Affordable Housing connected to Mixed-Use developments
Agree with TOO butgoiog to be difficult so implement irwell

• Preserve swap meet somehow — Son, Wed
• Trees
• Pedestrian/Bikes bridges cheaper than auto bridges across Kamehatneha Hwy

issoes & Opportsanieies Questionnaire — Comments by anendeea:

• Are there any iasuea/cotaccrna tharyou envision within rise ICC Station area?
o Additional parking areas; double dec10
o Better access; from east and west, nov local roada.
o College housing?
o Ben access, more direct to ICC
o Too close to Pearl Highlands Station
o Not enough room alloned for development around it
o Pearl City & LCC Stations as currently envisioned, will be single pstrpoac
o Is it too late to make LCC the park-n-ride and locate the Pearl City Station closer to

Pearl City Center (i.e. intersection ofWaimano Home Rd. & Kamehamrha Hwy.)?

What are-some opportasniales for improvements in the LCC Station area?
o Retain Conae~ation low lantla
o Adjacent to Pearl Harbor

COMMUNITY WORKSHOP-
Meeting Notes

AIEA / PEARL CITY
NEIGHBORHOOD TOD PLAN
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• Ate the re~that you envision within the Pearl Highlands Station area?
o PoorLocation
O Too close rb LLC stop; too far from existing civic uses (Libraxy, district court, crc)

so provisions should be made to relocate closer to Station
0 It will only be used foe pain-n-tide
o Jr is too far from Pearl City Centen Disnict Court, Banks, Shops, Police, Library,

Post Office, etc are all ira the Pearl City Center
o The Station is located in the wrong site
o Jr shotsid be noveel closer to the \‘l’simssao Home Rd.

• What are some opportunisics for improvements in the Feast 5-ligislands Station area?
o Improveaceess to Post Office
o C reate space over flood Zone for development
o The Livable Communities Plan can woekwith TOO ifthe Station is locatcd closet

to Waimano Home Rd.

• Ate there any issues/concerns that you envition with’n she Pearlcidge Station area?
o Kaonohi and Rtoanalua intersection is a poor design
o Pedestrian access; Masska to sMakal on Kamehameba Hwy. is poor
o I-low see people getting to/from Station?
o Ksmchsmeha Hwy. is not pcdesnian friendly; connectivity to Pearltielge shopping

center?
o Are tlsere any ways to create parking with retail closer to Station?
o Highland’s Station will be park-n-title for other areas, what shout Pearl City/Airs

rcsidtnts?

What ate some opportussisiee for improvements in the Peariridge Station area?
o Create bener view plane to Pearl Harbor.
o Rrloeate hi-voltage lines on Kamehameba Hwy.
o Providingviews from Kansehameha Hwy. to harbor/water (low-rise on Makai side

oEKasnehameha Hwy.)
o Makiasg it easier to cross Kamehanscha Hwy. as a pedestrian

Any other commenu, ideas, concem?
o Ksmehanseha Hwy. is a primary highway through tisis arcs; improve traffic El tswtu

increase daily traffic flow and most traffic lanes needed
o For the Pearl City/Aiea area in genera]; Senior friendly housing
o A tea residents are older, thdr kids are either moving in or away but they ‘vane to

stay in the neighborhood
o Four to fist story mixed-use buildings isagreatidea Much better than high-rises
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December I • 2009 City and County of Honolulu

The following isa brief summon of the comments from the Community Workshop 2 held
on December J, 2099. Workshop 2faacused am the Draft Alternatives for the Aiea / Pearl
Cliv Neighborhood TOO Plan.

GROUP 1 (Pearlridge Station) - lead by Tim Van Meter ([‘ass/stew t137/lewsPnhtath. LLI5)

• Parking
o Provide parking for tranair tidera. Community members are wonied that there is not

enough, Create opportunities for private for-profit parking near the trar,s,r station to
accommodate the perceived need for transit parking.

• lnfrssenarture
o Navy fuel line runs in the EwslDiamondhead direction makai of lCsmehsmehs

H9’. Make sure this is nut disrasrhed,
a Springs air located in ares of Ksmehsnseha I-hay. Make ,~ure there sjr no

basements or underground parking in this location to prevent floodirtgiaites and
damage.

• Densities
o High density [mid-dac] is OK musks ofKamehssneha Hwy. Medium densities

makal ofKausehsmeha Hwy are preferred with buildings no taller then ito 4 stories
so that wstervietsrs are maintained mauka and uphill of Ksmehamehs tivvy.

Small Business
o Create opporsursiticn for small bsuinrsses to stay in place or be part ofthe

redevelopmenr makai of Ksmehsaaschs Hwy.
• live/Worle/Plsy

oAllowavariety of sum to co-exist throughout rhe TOD zone to capture internal
trips. Introduce housing types that currently do not exist in the area. Increase local,
rather than regionsl, retail,

• Urban Design
o Alternative “A” - ~oreldots with a distinct emphasis on Kaonohi St and a de

emphasis on Kamehamelsa Hwy is preferred. Continue to keep the Prsrleidge
~easter as the eomoserrial hub as it is now the regional dtsw, bue’Iee it urbsniaeover
time as needed.

o Altemsted “C” - Edge should not be considered further as the existing buildings
maluni ofKssnehatnehs Hwy. lack any significant character or historical significance.

o Alternative “B” - Nodes should be developed ftarditr’with 5 ntore derailed study as
to how the existing Pearlridge Center buildings tray in plsce while the parking Iota
and less significant buildings are redeveloped into a nsore urban foon. This
alternative also has the best open space concepts on the maltai side ofKsmehamehs
linty with the discontinuous green~ys and focus on green spares/places.

Kaos. Swap Meet Site
o Develop concepts for this in more derail to explain the urban design potential 55

there is ,n interested developer/proprray ownerwho to~d implement aTOD pilot
proit-et for Jlsss,alulu.

GROUP 2 (Pearl Highlands Station) - lead by Adam Ross (Vat Meter Will/was Pa/lark,
u2)

Development Opponuniries
o hand maksi of Kamehameha Highway is underutilized snd will be easier to develop

than musks sreas.
o idea ofdrveloping a high density building on top of rite Park ‘n Ride parking

structure (swesome views, not tsldng up more land, “gateway”)
o Pearl Highlands Centers~s the key tss successful trsnsit oriented dcvel~spmcnt

Show Belmar case study to owness.
o Need coordination with Pearl Highlands Center owner.
o Move Cotp. Yard on Kamehsnreha Highway to thr proposed maintenance yard,

Pedestrian Connections
o Pedestrian connections to Pearl Harbor Historic Trail and Leeward Community

College are k’eyl
o Possible conneetiorsa between Pearl Highlands Station usd LCC Station should be

examined.
Urhan Design

o lntegtsxion ofproposed Smoon walkway and landing with Pearl Highlands Center
wit be seq important

o Higher intensity smset are appropriate in this area to make the lavo towers not so
apparent. More gradation ofbuilding heights to blend lois desired.

o With taller buildings, tn’ not to block important vk’wa from existing neighbors.
o Step down building heights as they transition to existing neighborhoods on the

periphery.
Transportation

o Circulator husea need so bm.’ convenietat and easily srteasilsie.
o Being able to rake bikes on trains ssuould be nice amenity,

Parking
0 Integrate sharm.’d parking at the station with shopping center,

a Schools

o Ctsnaider the need for schools in this area of Peas1 highlands Center to serve new
residd’uts,

• Where should theybe located? Within walking distance of train, paths.
How many are needed?

• Maybe nmr UH Urban Gsrdcns?

GROUP 3 (Leewsed Comsaauuaiey College Station) - lead by Chency Ferguson (5
Met,, lflff,’arns Psll,s,* ILl)

Development Opportunities
o Combine resources between rollegc md mixed-use village.

“ocstional or training uses that coincide with rise college tucricutums would
he great.

o Iconic uses see neetied in this area to establish an “identity” and help sreratt people
into this more isolated sire.

o Campus Village its good idea, but don’t think this area should be fuilydedicated to
LCC expansion.

COMMUNITY WORKSHOP-2
Meeting Notes

AIEA/ PEARL CITY
NEIGHBORHOOD TOD PLAN

yen Meter Wuiiaams PallorJt, LIP Ott osd Coasq’ efm-tanalssma Von Meter wigcnss Pa/lark, LU’ O~ end Cattvty sfHatsls!ms



o like the mixture ofcoltege useswitbin a mixed-usc village with a “Main Sorter”
bettor than all college uses.

• Land value will be worth more for pubIc-pith-are development.
o Pcrfonning Arts facility is a major draw for the college-

• Talk to CCC to tee if there are plans for a new facility that we could add
into the master plan.

o Culinaty Arts program is also a major curdculurn.
• Maybe could take over OH Gardens ifthty move or incotporate gardens

into the master plan for their purposes?
o Create better hnks between the colleges on the island.

• LCC for two years and then transfer to OH.
o Need to talk to someone from CCC about else alternatives.

• What do they like? -

• What door they like?
• Wine are their plans for the future?

• Entrance
o Like “Alrernaris-e B,- bener at station. ‘The idea of opening up the view from the

station to the college with agreen spice (park or plaza) givesirainorc’ Hawaiian”
feel.

o Altemadvr B provides a visual connection to the college from tht transit station and
provides an idessrity for the college.

• Housing Opportunities
o Good site for low-mid density housing. 04

• Currently, 1-CC is atrierlya commuter college. it would be nice to offer
reasonably priced condos/houses for college studenu and professum (aka 0
workforce housing3,

• Ksmrhsmcha fliglswsy is ajob corridor and will continue robe with rssnsir.
Because of this, them will always be need for hoaisissg near Knsssehameha
Highway. 0

• Maineenanec Yard will bring Iota of jobs to this area as well. 3
• Tnpogmphv

o Take advantage of the topogaisphy as it slopes dnwn to thr water.
• Maximum 4-S stories near Ala Ike Road and then step dow-n toward the

water- Or, we could use the topography to keep Buildings at the ssmr
height as Use land slopes dowsa because the grad echange is drastic and
silnws this Qike San Francisco or Seattle streets). 0

Pedestrian Connections 0
o Connect LCC Stadtsn to Pearl l-{iglslastds Station with trails.

WatitLCC ares residents and student, to be able to acress Iseger stores and
amenities that will most likely be in Pearl Highlands station aces.

0
0
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0
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COMMUNITY WORKSHOP 3
Meeting Notes

April 21,2010

AIEA I PEARL CITY
NEIGHBORHOOD TOD

PLAN
City and County of Honolulu

• Attendees want more of a neighborhood-focused station at Pearl Ridge and are
concerned with the lack of parleing at the station and local feeder bus service.
The private sector could provide paid parking near the station.

• We need a kiss and ride at the station.

The following iso brief summary of the comnsentsfrorn Community Workshop 3 held on
April21, 2010. The Comossnorioy Workshop focused on the PreferredAlternativesfor the
Alea I Pearl Cit,v Neighborhood rOD Plan.

Pearlddee Station - Breaknut Group

• Some attendees are concerned witls the traffac impacts of new development.
• How wide are the sidewalks? We should have wider sidewalks uo retail streets.

Overall they will vat) based on context.
• We should start a street tree program in the station area in order to help bcstif~- the

neighborhood.
On-street parking will help to calm traffic and benefit businesses.
Knonohi Street is steep, should there be retail on the steep rise?

• Wall a mix ofuses help to improve traffic? More is more, but TOD will increase
traffic less than conventional development.

• Who will ensure that the Plan is followed by pdvate developers?
o Vl’P,VP Response: Representatives from the private sector that arson the

Advisory Committee have believe the Plan is “do able.’
o VMWP Response: The City and County will reflect the plan in new zoning

regulations.
• On tise Maksi aide ofKsnnelssnsehs l-liglswsy — use fewer sllghtiy taller buildings to

open up views and modulate development.
• We like the “window to Pead Hsrbor”
• Some attendees said that the don’t want high rises ‘like Salt Lak;”
• We need to crests a lot of connections for the Ksmeharneha Driv&in site from

Kannohi Street and Moanslua Road.
• We should try to limit towees to 15 sroeies with open space in betaveen.
• More streets for local trips would benefit circulation,
• The Ksmehameha Drive-in site should he mixed-use vibrant, exciting and walk-able

with workforce housing.
We should provide a 40’ ROW for the historic train along the Peed Harbor Historic
Trail.

• There may be noise enneems for residents near the new rail be.
• Affordable housing may be hard to develop because of cost,

Absentee landlords drive up rents.
We need to link the rail project to economic development includinw small business
incubator spaces, ensployment center (not just reeaiØ and creating access to existing
jobs.

• TOD will provide an opportunity for less auto ownership and assodated costs.
• This isa long-range plan.
• Attendees “just want to see something new.” “Risy can’t we have rail now? Let’a get

it its place as fast as possible.”

Pearl l-fighlandc Sratinn - Breakout Gmun

• Slsifting lifestyles will take time, younger generation and students maybe able to
adapt quicker than older folks.

• i-low do we subsidize affordable housing in tim TOO areas?
• It is important that the military Isnusing have more direct pedestrian access to the

station.
Attendees generally like what they see in the Preferred Plan.

• Attendees like the Pearl Highlands Center plaaa and direct transit ststion connection
TOO should help to generate ec000nsie activity and increase the suatainability of Usc
place.
We need to make sure that the Pearl Highlands Station ares becomes more of a job
center. This is a great opportunity to create business places.

• We want to ate more than just retail uses at the station areas.
• “How fast could rail happen?” “We want to see rail happen nowl”

We need to develop initiatives sod funding sources for developera to create TOO.
• One attendee said “I wish I Isad a job where I could rake the train.”
• ‘There are benefits and constraints for both elevated and sr-grade transit systems.

Leesvsrd Commnnirv Cnlleoc Sratinn - Breakout Group
• We should be even more bold in our ideas!
• Tise phasing concept shown in tise presentation works well.
• Thia is a great plan, the City and Siate need to take advantage of TOO.

LCC Station is pmbahly the easiest area to redevelop, since the other station areas
are more built-out.
TOO would make better use of existing facilities inelnding the Leeward Community
College theater.
Can the maintenance area bt used for TOO? We would like to tee high density
residential in this area

• We like the pedestrian bridge into the Pearl Highlands Center.
• We need to take into accoone the flood plain areas surrounding the statinns.
• The maintenance fitcility should be re-planned so tint the administrative buildings

are closer to the station.
• We should look at relocating the ramps of the H-I Freeway and try to bridge over

the freeway to connect tiae Pearl Higislands and Leeward Conamuasity College areas.
• With the new transit station, theee maybe less need for parking at the Community

College.
Transit results in easier, more pleasant tripe than driving.

• We should take advantage ofloeation-effieient mortgages for both residential and
buaineas uses.

• Leeward Community College Station could ‘also act ass job center.

Ye,, Meter Williams Poiterk LW Cay end County ofHrnelulu Yen Meter W’lsama Pallark, UP oty end Crusty ofHonrtulo
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NEIGHBORHOOD TOO PLAN
SMALL GROUP SESSIONS
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COMMUNITY WORKSHOP 4 AIEA I PEARL CITY
Workshop Summary NEIGHBORHOOD TOD

PLAN
November 17, 2010 City and County of Honolulu

The following is a summary of the conunents from Community Workshop 4 held on
November 17,2010 from 6:30(0 9:00 pin a! Peas-I Ridge Elementary. Coinnsunily
Workshop 4focused on summarizing tire Public Review Draft of the Aiea / Pearl City
Neighborhood TOD Plan. Following VMWP ‘s presentation, an open house session was
held where workshop participants could view illusirotions and descriptions of Ptans and
provide comments on various Plan elements.

General Comments

• Higher density development seems appmpriate along Kaonohi St and at Pearl
Highlands within close proximity of the stations.

• Minimize bulk of buildings maltai of Kamehameha Highway (at Peariridge Station) in
order to allow views ofthe water. This may necessitate slightly higher height limits.

• There needs to be parking at stations for local access. This could be provided by die
private sector.

• Frequent and convenient bus/shuttle service must connect local neighborhoods with
the rail stations.

• Design for segwavs, not just bikes and pedestrians, because of steep topography.
• Some meeting participants oppose the pathway through the UH Urban Garden

Center dues so safety and secotisy concerns. Participants suggested sn alternate
route around the garden periphery in a former utility easement that still connects up
scith the pinposed bike pads connccting to the Pearl Harbor Historic Trail.

• Is there a height limit in the sets related to military operations and niedi-vac access?
• The new Peariridge “main street” is s good connection that would increase travel

options. Xc would also allow for a traffic aignsJ at Pcarlridge Elemeotaty, which the
- conununity has bcen requesting for a long time.

Add “mix ofor divcs’sky of uses” so Plan Principles.
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SIGN-IN SHEET
AIEA-PEARL CITY NEIGHBORHOOD TOD PLAN - COMMUNITY WORKSHOP 1?4
November 11,2010
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IAGA~ NEIGHBORHOOD TOO PLAN
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B. DEVELOPMENT OF CATALYST SITE C. DEVElOPMENT OF OPEN SPACEADJACENTTO CAMPUS EXISTING BUILDINCHEIGHTS - RECOMMENDED BUILDING HEIGHTS
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AICA-PEARL CITY NEIGHBORHOOD TOD PLAN
General Informational Meeting 5
Meeting Notes

February 27, 2014

The following summarizes Gelleral informational Meeting #5 held on February 27 at
7:00 pm at Alygh Seott Elementary, immediately following the Advisory Committee
meeting. This meetIng fcc-used On summarizing tile highlights ofthe Plan, illelUdilig
notable revisions. Nole: This meeting was reqtlesled by Cotlncilmember Breene
Harimolo and co-hosted by the Department ofPlanning and Permitting.

Following a welcome and introduction by CM l-larimoto, 1-Jan-ison Rue provided a
powerpoint overview oflhe process to dale, and highlights of the Plan.

General Comments (City response is in italics):

I-low will the City expect landowners and developer to conform to the
recommendations ofthe Plan? Once zoninft is lop/ace. projects will need to nreei the
development slcordards of rOD, as applicable. For the tntci to,. DPP CI,riefldy has a
WI? iufront ofcouncil that ‘ri/I catch/c developers to hulk! TOD projects — Interim
P/cm Developnreni-Transit.

Tile City should consider a rail segment to Windward OahII to alleviate ti’e coIlilatIte
from that scctiols oflhe island. It was nvplahler/ that ia/I Iypicctlô encourages
devclopn;eni and growth, and (1101 InOV not he de.cirable on the Winthrard side.

A few altendees commented that they were pleased with the process and Ihe work by
the City.

The audience was informed ofthe DPP-proposed timeline as follows:

Men Neighborbood Board — Monday, Match 10
Pearl City Neighborhood Board - Tuesday. Marci~ 25
Planning Commission Hearing — Wednesday, April 2
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Exhibit 4
DRAFT DRAFF

TRANSIT ORIENTED DEVELOPMENT, AmA AN!) PEARL Crrv:
OVERVIEW MARKET ANALYSTS AND ECONOMIC IMPACTS

Plasch Econ Pacific LLC
March 2010

1. INTRODUCTION

a. Purpose

This report provides an overview of the market for planned transit-
oriented development (TO!)) in Aiea and Pearl City and the economic
benefits and impacts of this development

b. Transit Stations

— The transit stations addressed in the analysis include:

• Leeward Community CoUege Station

• Pearl Highlands Station

• Pearlridge Station

c. Geographic Scope

— The geographic scope of the analysis extends approximately one-quarter
mile out from each of the transit stations.

— These geographic areas are referred to below as the three TOO Project
Areas.

d. Alternatives

The analysis addresses two development alternatives: Refined Alternative
A and Refined Alternative B.

— These alternatives are described in the February 8, 2010 document, “Re
fined Alternative Description,” by Van Meter Williams Pollaclç LLC.

2. LOCATIONAL AND OTHER ADVANTAGES FOR DEVELOPMENT

a. Central Location and Access to Other Communities

— Alea and Pearl City are centrally located within the island’s existing and
planned urban area.

— Businesses and residents have good access to downtown Honolulu,
Central Oahu, Ewa, and Windward O’ahu via the H-i, H-2 and H-3
Freeways, Moanalua Road, Kamehameha l-fighway, and Farrington
Highway.

— Aiea and Pearl City are excellent locations for:

• Residents working in Aiea and Pearl City as well as those commuting to
jobs in Honolulu, twa and Central O’ahu.

• Students attending Leeward Community College and UH West Oahu.

• Military personnel and civilian defense workers living in the area and
commuting to nearby military facilities.

• Retail stores and office complexes serving Aiea, Pearl City and the
surrounding region.

b. Leeward Community College (LCC)

— LCC serves about 6,000 students per semester in its credit programs arid
about 20,000 students per year in its non-credit programs.

— LCC employs about 300 full-time faculty and staff, and 60 to 80 lecturers
and otl?er temporary employees.

— Courses are offered in accounting, applied forensic anthropology automo
tive technology, business technology, business, community food security
creative media, culinary arts, digital art, digital media, e-commerce,
Hawaiian studies, infonnation and computer science, management,
music, Philippine studies, teaching, television production, and writing.

— To varying degrees, the students, faculty and staff shop in stores in Pearl
City

— Also, many of them live near LCC.

c. Commercial Development

— Major shopping centers in the area include:

• Pearlridge Center, which is Hawafi’s second largest shopping center at
1.2 million sq. ft.
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• Pearl Highlands Center (411,518 sq. ft.)

• Pearl City Shopping Center (255,122 sq. ft.)

• Waimanu Plaza Shopping Center (143,229 sq. It) -

— In addition, smaller shopping centers and office complexes are located
along Kamehameha Highway, Moanalua Road, Hekaha St., Kaonohi St.,
and Pall Momi St.

d. Light4ndustry Parks

— Light-industry parks in the area include:

• Former Manana Storage Area: about 90 acres mauka of the Pearl High
lands Station.

• Hawaii Business Park: about 5 acres two-thirds mile northwest of the
Pearl Highlands Station.

• Seam Distribution Center: about 14 acres on Kamehameha Highway,
and about 0.9 mile from the Pearl Highlands Station and 1.2 miles from
the Pearhidge Station.

• Newtown Business Park about 10 acres between the H-i Freeway and
Moanalua Road, and about two-thirds mile northwest of the Peariridge
Station.

• Harbor View Center and adjacent industrial properties: about 40 acres
abutting or near the Pearlridge Station on the makai side of Kamehame
ha Highway.

— The transit system will allow some employees and cu$orners to commute
to and from businesses located in the industrial parks.

— However, some of the existing industrial businesses near the transit
stations are likely to relocate in order to make room for redevelopment
into mixed-use residential/commercial projects.

e. Kapiolani Medical Center at Pali Mom!

— The planned Peariridge Station is about a half-mile from the Kapiolani
Medical Center at Pall Momi, making the area near the station an attrac
tive location for physicians who want to have their offices near a major
medical facility.

— The Medical Center is a 116-bed facility with more than 400 physicians on
staff. The adjoining medical office building houses over 100 physicians
and specialists.

f. Military

— The three transit stations are near major military facilites/employment
centers, including:

• Camp Smith/Marine Corp Base Hawafl Headquarters (located in
Halawa Heights about 2.5 miles from the Pearlridge Station).

• Naval Station Pead Harbor (about 2.2 miles from the Pearlridge Station
and two stations toward town).

• Hickam Air Force Base and the Headquarters for the Pacific Air Forces
(about 3.3 miles from the Pearlridge Station and two stations toward
town).’

• Fort Shaftez Army Headquarters for the Asia-Pacific Region (about 4.75
miles from the Pearlridge Station via the H-I and Moanalua Freeways,
or the planned transit system).

• Schofield Barracks (Army base located about 8 miles from Pearl High
lands via the H-2 Freeway).

• Marine Corps Base HawaPi (Kaneohe, about 13 miles from Pearlridge
via the H-i and H-3 Freeways).

— Military housing near the three transit stations include:

• Manana (a few hundred duplexes and single-family homes about 0.4
mile northwest of the Pear! Highlands Station).

• Pearl City Peninsula (a few hundred duplexes about 1.2 miles south of
the Pe,arl Highlands Station).

• McGrew Point (140 single-family homes about 0.6 mile southeast of the
Pearlridge Station).

g. Bus Service to the Transit Stations

— Bus service to the transit stations will draw commuters from nearby
communities, and these commuters will also become potential customers
for businesses near the stationa

h. Low Value of Existing Buildings

— Many of the buildings near the planned Pearlridge Station are good
candidates for replacement, since many of the lots are large; most build
ings occupy only a fraction of the lots; the buildings are only one or two
stories and, when the transit stations are built, many buildings will be
over 30 years old.

DRAFT
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3. PLANNED TRANSIT-ORIENTED DEVELOPMENT

a. Alternative A (Table 1)

— Net Increase in Homes (number)

• Leeward Community College TOO Area

• Pearl Highlands Station TOD Area

• Pearlridge Station TOD Area

• Total

— Net Increase io Commercial Space (1,000 sq. ft.)

• Leeward Community College TOO Area

• Pearl Highlands Station TOO Area

• Pearlridge Station TOO Area

Total

b. Alternative B (Table 2)

— Net Increase in Homes (number)

• Leeward Community College TOO Area

• Pearl Highlands Station TOO Area

• Pearlridge Station TOO Area

Total

Net Increase in Comthercial Space (1,000 sq. ft.)

• Leeward Community College TOO Area

• Pearl Highlands Station TOO Area

• Pearlridge Station TOO Area

Total

c. Comments

— The low and high estimates are extremes. For example, the high estimate
reflects maximum development at allowed densities.

— In practice, actual development will lie between the extremes. In
particulat a substantial toss of commercial space (Alternative B, Low
Projection) is not regarded as realistic.

• 4. AusoenI0N RATES

a. Homes

For Alternative A, deve]opment of the new homes within the three TOO
Project Areas over a 20-year period will require an average absorption rate
of about 100 to 390 multi-family homes per year (Table 1).

• This annual absorption amounts to approximately 10% to 39% of the
average of about 1,000 or-so new multi-family homes per year anticipat
ed for development near all the transit stations planned for O’alm.

• The estimated 1,000 homes per year near transit stations is base4 on a
need for about 4,000 homes per year on O’ahu, of which about 25%
would be built near the transit stations. The 25% market share is based
on the experiences of mainland transit systems.

• Although the three transit stations have locational advantages and the
extreme development scenarios are useful for planning purposes, the
high 39% market share is not realistic.

— For Alternative 5. development of the new homes within the three TOD
Project Areas over a 20-year period will require an average absorption rate
of about ilOto 500 multi-family homes per year (Table 2).

• This annual absorption amounts to approximately 10% to 50% of the
average of about 1,000 or so new multi-family homes per year anticipat
ed for development-near all the transit stations planned for O’ahu.

• As above, the high 50% market share figure is not realistic.

b. Commercial Retail and Office Space

— For Alternative A, development of the new commercial space within the
three TOO Project Areas over a 20-year period will require an avenge
absorption rate of about 65,200 to 200,900 sq. ft. per year (Table 1).

• This annual absorption amounts to approximately 24% to 73% of the
274,000 sq. ft. or so of new commercial space per year anticipated for
O’ahu. -

• The estimate of 274,000 sq. ft. per year of new commercial space is based
on the following:

÷ Existing commercial space of nbout 27.4 million sq. ft., including
about 11.7 million sq. ft. of retail space and 15.7 million sq. ft. of office

DRAFT DRAFT

Low

150
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1,303
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2,120
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106

—91
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— 711

330

3,210

8,430

High
515

470

3.032

4,017

High
260

3,220

10,080

High
413

439

2,753

space.
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+ Projected 2010-to-2030 growth rates for O’ahu of 12% for population,
16% for jobs, and 33% for personal income (excluding inflation).

+ A corresponding growth rate for commercial space estimated at 20%.

+ 27.4 million sq. of commercial space x 20% for the increase to 2030 +

20 years about 274,000 sq. ft. per year.

• Although the extreme development scenarios are useful for planning
purposes, the high market share of 73% is unrealistic.

— For Alternative B. development of the new commercial space within the
tluee TOD Project Areas over a 20-year period will require an average
absorption rate of about —35,549 to +137,644 sq. ft. per year (Table 2).

• This annual absorption amounts to approximately —13% to +50% of the
274,000 sq. ft. or so of new commercial space per year anticipated for
Oahu.

• As above, neither the low nor the high extreme market shares are malls-
ii c.

5. CHAnAcramsTlcs Op RESTOENTIAL DEVELOPMENT

a. Median Resale Prices, Multi-family Homes (2009)

— Pearl City/Alea

— All Oahu

— As indicated, median prices for multi-family homes in Pearlridge/Aiea
are low compared to those for all of O’ahu.

b. Existing and Anticipated Types of New Homes

— The new homes near the transit stations are expected to offer a wide
variety of sizes, amenities and prices.

• Multi-family homes are likely to range from small studio apartments for
singles to 3-bedroom/2-bath units for larger families.

• Prices and rents are expected to range from affordable to moderate
levels.

DRAFT

c. Anticipated Market Prices of New Multi-family Homes Near the Stations

Low Median .j~±gh

— 1 bedroom, 1 bath, 500 sq. ft. $220,000 $250,000 $290,000

— 2 bedrooms, 1 bath, 700 sq. ft. $260,000 $290,000 $330,000

— 2bedrooms, 2 baths, 900 sq. ft. $300,000 $330,000 $375,000

— 3 bedrooms, 2 baths, 1,100 sq. ft. $340,000 $370,000 $420,000

— These prices are consistent with resale prices of multi-family homes in the
Aiea/Pearl City region.

— Because of the advantages of living near a transit station, homes near
transit stations are expected to command prices and rents about 10% to
20% higher than similar homes that are not near the stations.

— At the same time, building costs and home prices near transit stations can
be reduced by having less parking than is typically provided.

d. 1~pes of Households

— The future mix of housing types near the transit stations is expected to be
more diverse than is currently the case for typical developments on
Oahu. The new households are expected to include:

• College-age students (singles, roommates, couples)

• Young couples, with and without children

• Families, with and without chlldren

• Military personnel and civilian defense workers.

• Retirees (singles and couples)

• Families at various income levels (low, moderate, high, etc.)

• Families with various types of workers (entry level, unskilled laborers,
skilled laborers, administrators, managers, professionals, etc.)

a. Affordability Benefits of Transit

— Many residents living near the transit stations may reduce the number of
cars they would normally own—possibly owning one car instead of two.

— A portion of their resulting savings in transportation costs can be applied
to servicing their mortgage or paying rent on a home that may be larger
and have more amenities than they would otherwise be able to afford.

DRAFT
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f. Housing Affordability Requirements and Practices

— For changes in zoning, the City requires that 10% of the homes in new
projects be affordable to families earning 80% or less of median income,
and an additional 20% of the homes must be affordable to families earning
81% to 120% of median income. The remaining 70% of the homes may be
sold or rented at market prices.

— Assuming that at least 30% of the units nearthe transit stations will be
priced at affordable rates, then more about 620 to 2,360 units will be
affordable homes for Alternative A (Table 1), and about 640 to 3,030 units
wifl be affordable for Alternative B (Table 2).

g. HUD Affordable Guidelines, Honolulu (2009)

— Income for:

Percentage of Median Family Income

S3 jpq% i22%

• Family of 1 $53,250 $55,510 $66,610

• Family of 2 $60,900 $63,440 $76,130

• Family of 3 $68,500 $71,370 $85,640

• Family of 4 $76,100 $79,300 $95,160

— Sale price of home for:

• Family of 1 $243,600 $254,000 $304,800

• Family of 2 $278,600 $290,300 $348,300

• Family of 3 $313,400 $326,500 $391,800

• Family of 4 $348,200 $362,800 $435,400

— Monthly rent (induding utilities) for:

• Studio $1,331 $1,~87 $1,665

• 1-bedroom unit $1,426 $1,486 $1,784

• 2-bedroom unit $1,712 $1,784 $2,141

• 3-bedroom unit $1,978 $2,061 $2,474

h. Uaits Affordable for Low-Income Families

— For low-income families (i.e., income below 80% of median income),
government assistance may be required to help families purchase or rent
market-priced housing, or government assistance may be required to
supply housing at rents and prices that are affordable to these families.

— Government programs to help low-income families afford housing pay
ments include rent vouchers to renters and low-interest loans to buyers.

— Government programs to increase the supply of homes at below-market
rents and purchase prices indude government-built housing, land and/or
grants to organizations to build homes, low-interest construction loans,
and tax credits for supplying below-market housing.

i. Geatrffication

Once the transit system nears completion, demand for homes near the
transit stations will increase. In turn, this higher demand could result in
the rents and prices of homes being bid up to somewhat higher levels. In
the process, some renters could be displaced if they cannot pay the higher
prices; and some homeowners may choose to take advantage of the higher
prices by selling their homes and moving to some other neighborhood. In
short, some gentriflcation may occur in the future.

— Owners of homes that increase in value due to their proximity to the
transit stations will realize corresponding increases in family wealth.
These increases in home values will far exceed the present value of the
additional property taxes on the homes, if a family chooses to sell their
property, they will have more equity which they can then use toward a
down payment on n home elsewhere. Under the circumstances, it can be
presumed that these homeowners will be better off financially due to the
higher property values attributable to a nearby transit station.

— Displaced renters will need to find affordable housing elsewhere. This
could include City-mandated affordable homes in new residential projects
that will require a zoning change. As mentioned above, about 10% of the
units will have lobe affordable for families earning 80% or less of median
income, while an additional 20% will have to be affordable for families
earning 81% to 120% of median income. Over 50,000 homes are planned
for ‘Ewa and Central Oshu, of which 15,000(30%) must be priced to meet
affordability requirements.

DRAFT DRAFT
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j. Upscale Homes

— Near the Peariridge Station, limited development of expensive upscale
multi-family homes (costing near or possibly over $1 million) is possible.
Such homes would take advantage of views of Pearl Harbor, would be
comparatively large (over 1,500 sq. ft.); and would feature more and
higher-quality amenities than the less expensive homes.

6. COMMERCIAL RE~JTs

a. Retail Space~ Average Rents Plus Expenses per Sq. Ft. (2009)

— Pearl City/Aiea $4.18

All O’ahu $4.62

— As indicated, rents for retail space in Pearlridge/Aiea are low compared to
those for all of Oahu.

b. Office Space: Average Rents Plus Expenses per Sq. Pt. (2009)

— Pearl City/Aiea $3.29

— All O’ahu $2.85

As indicated, rents for office space in Pearlridge/Aiea are high compared
to those for all of Oahu.

7. PARTIAL RELOCATION OF INDUSTIBAL ACTIVITIES

a. Activities to be Relocated

— The industrial area near the planned Pearlridge Station encompasses
about 40 acres and contains nbout 1 million sq. ft. of industrial space.
Some of the industrial activities along Kamehameha Highway will have to
relocate in order to make room to redevelop the area irito residential and
commercial nthed use.

— In addition, industrial activities that are incompatible with nearby homes
and commercial activities will have to relocate. Incompatibility could
result from excessive noise, obnoxious odors, or other nuisance problems.

— Since the subject area already contains industrial buildings that host a
number of small economically healthy industrial activities, redevelopment
of some blocks may be challenging and, if left to market forces, could take
longer than 20 years.

b. Required Replacement Space and Acreage (approximate)

— Industrial space 1,000,000 sq. ft.

—Land 4oacres

c. Available Land in Existing and Plaaned Industrial Parks

— Manana 30 acres

— Twa Industrial Park (Twa) 40

— Gentry, Honouliuli (Twa) 42

— Harbprside Center (West Kapolei) 251

— Hoopii (East Kapolei) 46

— Irongate (West Kapolei) 66

— JCIP (West Kapnlei) 150

— Kapolei Business Park (West Kapolei) 120

— Royal Kunia (Kunia) 123

— Waiawa Ridge, Phase I (Waiawa) 16

— West Kalaeloa Business Park (West Kapolei) ..JQQ
— Total 984 acres

— This accounting does not include acreage that may be planned for indus
trial development at Kalaeloa (the former Barbers Point Naval Air
Station), Waiawa Ridge Phase II, or Kua Ridge Makai.

8. PROSPECTS FOR REOEVELOPMENT

a. For the larger parcels near the transit stations, no major difficulties are foreseen
for market-driven redevelopment from low-intensity commercial and light
industry to higher-intensity mixed-use commercial/residential. As mentioned in
Section 2.g, many of the buildings are good candidates for replacement, since
they occupy only fractions of theft lots; are one or two stories; and, when the
transit stations are built, many buildings wiU be over 30 years old.

b. Redevelopment of smaller proprieties may require joint development or consoli
dation of groups of parcels into larger parcels, and considerable time for some of
the properties to be redeveloped.

DIUPT DRrn
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9. EcoNoMic BENEFITS AND IMPACTS f. Housing

a. Population — Housing benefits and impacts will indude:

At full deveiopment, the homes in the TOO Project Areas will provide • A wide choice of multi-family homes at competitive and affordable
housing for about 5.760 to 22.060 residents for Alternative A (Table 1), and prices.
5,940 to 28,240 residents for Alternative B (Table 2).

Somewhat higher housing values and rents near the transit stations.
b. Workforce The higher prices will reflect higher demand in response to the location-

— The employed workforce in these homes wifi number about 2590 to 9,930 - al advantages. Howevez home prices can be reduced by building fewer
workers for Alternative A (Table 1). and 2,680 to 12,710 workers for parking stalls than would normally be the case.
Alternative B (Table 2). g. Commercial and Industrial

c. Employment — Benefits of commercial development near the transit stations will indude a

— At full development, the commercial retail and office space in the TOO broader choice of goods, restaurants and services in Aiea and Pearl City,
Project Areas, combined with the loss of some industrial jobs near the inciuding:
Pearl Ridge Station, will add about 2,490 to 9,550 jobs for Alternative A

• Convenience and specialty stores catering to residents in Aiea, Pearl(Table 1), and —2,750 to +6,260 jobs for Alternative B (Table 2).
Cit~ and nearby communities.

— The new jobs are expected to range from entry-level positions requiring
• Fast-food, ethnic, gourmet and other restaurants.few skills and providing incomes of less than $25,000 per yea~ to manage

ment and highly skilled-professional jobs paying over $100,000 per year. • Specialized medical doctors, dentists, veterinarians, accountants, attor

d. Geographic Distributioa of Growth neys, personal-service providers, etc.

— TOO will affect where residential and commercial development will — Other economic benefits and impacts will indude:
locate, but it will not significantly affect the amount of island-wide devel- - • Increased sales for stores and restaurants catering to residents in Aiea,
opment or the amount.of population growth. Pearl Cit3ç and nearby communities.

Transportation • Higher rents in response to higher sales, and increased demand for

— For Aiea and Pearl City residents, transportation benefits of the transit commercial space.
system will indude:

• The relocation of about I million sq. ft. of industrial space from Pearl
• Better access to jobs at employment centers located near transit stations. City to nearby industrial parks.

• Faster rush-hour commutes.
h. Fiscal Impacts

• Increased mobility for residents who may not dri*e or have access to a
— As mentioned above, TOO will affect where residential, commerdal andvehicle.

industrial development will locate, but will not significantly affect the
• Reduced expenditures on transportation and parking fees for families - amount of development on the island. As such, the impact of TOO on

who can reduce vehicle ownership and/or use. City linances will depend on revenues - and costs relative to potential

• Reduced energy consumption for transportation. development elsewhere on O’ahu.

— For students commuting to LLC and UHWO via the transit system. re- — Infrastructure: The cost to the City for infrastructure improvements to
duced expenditures on transportation costs and parking fees, support TOO will depend on the circumstances.
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Table 1. Alternative A Projections
• If developers provide or pay for their fair shares of infrastructure im

provements for TOO, then the cost to the City will be similar to that for
projects in ‘Ewa and Central O’ahu.

• But if the City provides a significant share of the infrastructure for TOO, __________________ _________________

then the cost to the City could be hither than it would be to support
development in ‘Ewa and Central Ciahu.

— Operations, Full Development

• At full development, TOO probably will result in lower operating
revenues to the City compared to those generated by development in
‘Ewa and Central CYahu.

+ The amount of development will be greater atid the property values
higher near transit stations, but this will be offset by less development
elsewhere on O’ahu.

t However, reduced vehide ownership and use will result in lower City
revenues from the motor vehide weight tax, the fuel tax, and parking
fees.

* Also, if reduced family expenditures on car ownership and use allow
more families to own their homes rather than renting, then property
taxes will be reduced due to the $80,000 homeowner exemption on _________________ __________________

the assessed value of owner-occupied homes.

+ Other City taxes and revenues probably would not be affected signifi
canfly by TOO development. ________________ _________________

• City operating expenditures in support of TOO could be lower than
those for projects in ‘Ewa and Central O’ahu. This is because the more
compact development around a transit station allows for reduced
expenditures on police and fire services, and on maintaining roads,
water lines, and sewer lines.

• The net result could be a small increase in net operating income to the
City for TOO compared to projects in ‘Ewa and Central Oahu.

952 7~’ 1.125

332 3.207 4,000
- moo: i48oo

1332.018

8,429

~

Leeward Pearl Ave. Anneal
cc Highlands PeseleIdse Teal RaIn,

Item Slalloo ScOne - Station 20 Veer,

Multifamily Hand -

L&n
1518 Hases 052 871 0.585 2,6010
Less Faistina Hsmna - 1901 14011 5501

Net notate In H2ines

fast
Thai Henna
Less OdaLt: Hones
Let txmaee In Fames 332 - 3,197 4.420 2.879 314

HewAnrordabie Homes
Low 46 234 338 697 30
High 110 835 1,339 2,384 118
Perce,9 no ,e~ rooaaoh Hares 30% 30% 30% 30

New Residenla
Loot 428 2.187 3,150 6162 288

H~, 550 8,128 12,404 22,881 1.103
tedde,bpelooee 2.80- 2.10. 2.60

conoinerroal Spate too. 0t~

toe,
robiReclspacs 48,904 0,892,885 2,085,044 3224,848
TelalOtceSpote 142,792 60,735 790.081 1.002.260
Loss a--ec18 Space 148.0011; oteioonI 11,100,9000 .Z&llal
Nel lrcmaa ‘a canroedol Space 139.019 057,833 978887 0,203,348 65,162

UMs
1518 Relol Space 08285 1,882,091 2,488,982 3.515,245
TraiOsceSpace 188,662 362.209 2.408.123 3,335,004
Lean 0~~w Caorendala 048.0019: 1565,000i 91.900.8001 JillIlt!
NelhaeaeeinceonrendolSpaet 514.047 410,401 2,030,095 4,417,145 198.002

lsdosftlal Spore {nq. it)
Rdocaflre - . 11.000.000 01.000.0001

tO6wWolb000
Leo 992 994 1,018 2,493 130
High 418 2,921 5,503 9,428 486
Pnrceoilr014ewPopda6oei 45%. 45%; 45%

&nple~antao9

Lee,

Now Real and (aura J080 283 408 2,037 3,309 105
Relccslonollr4sorasJobs . - 09000 ,_J!lll 459

Net canoe 1n*ke 283 408 0,037 2,489 024

tiSo
HeeRefaCarOOf’ce Jobs 0,338 1.223 7,083 10,440 532
reiocshcr3f SdnsOsO Jots . . . . 0900) Jl!0 1401

Notchorgeinjobs 1,320 1,223 6,983 9,545 477
Jobs ono 0.000 no.9.

RetolaMCoiriwclal 240 2.60 2.60
104,40101 040 0_ow 0.00

15 of 15



Table 2. Allematlve B Projections
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I. INTRODUCTION

The Aiea-Pearl City Transit-Oriented Development COD) neighborhood planning
process has produced a prefened alternative for each of the three stations in the study
area: Leeward Community College, Pearl Highlands and Peariridge. The illustrations for
the preferred alternative are shown in Figures I-I and 1-2. All three stations are located
along the Farrington Highway and Kamehameha Highway corridor. This technical
memorandum provides a transportation assessment of the preferred alternative to provide
an overview of the transportalion implications of the preferred altemative for each station
and how they compare to each other,

Figure 1-1: Alea-Pearl City Neighborhood TOO Plan
Leeward Community College and Pearl Highlands Stations

(Source: Van Meter Williams Pollack)

Aica — Pearl City Neighborhood TOD Plan Transportation Assessment
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Figure 1-2: Aiea-Pearl City Neighborhood TOO Plan
Peartridge Station

(Source: Van Meter Williams P~llack)

An inventory of existing transportation conditions was documented in a previous
technical memorandum.1 That document included the description of existing plans, the
proposed station locations, previous and ongoing transportation planning work, existing
and planned public transportation services and facilities, existing and planned pedestrian
and bicycle facilities, and existing and planned roadway facilities,

Existing Trsnaparlalion Cenditiuns, a technical memorandum prepared for the Existing Conditions Report
of Use Airs-Pearl City Neighterhoad TOO Plan; Weslin Canrulting Services, Inc.; Occember Is. 20a9.

Alea — Pearl City Neighborhood TOO Plan Tnussporlation Assessnient

Access to the rail stations by mode is described in the Honolulu High-Capacity
Transit Corridor Project (HHCTCP) Final ElS Chapter 3,2 The 05 includes projections of
the number of daily gerson trips by mode and these are included in Table I-I for the three
stations included in the Aiea-Peart City Neighborhood TOO Plan Preferred Alternative.

Table I-i: Aiea-Pearl City Neighborhood TOO Plan Preferred Altemative Stations
Oaily Mode of Access

(Source: HHCTCP FEIS Table 3-20)

oa’tyPersoa Trips using Gudsway salinas OyMade

WaltiBika mis Gss-and-Wds Pe4c.anO-leda

siatjun Vatume ships Valurne Share vetoed share values J Share Total

Lre,sard Casurnunitycallege 2,850 99% 300 9% 40 1% 10. 01’, 3,2ae

Pearl Hjghlands 1,500 14% 5.410 sl% sea e% 3.110 29% ‘oem

Pearsidge 4te ess s,ese F ~ 230 4% tO 1% 5,660

Total 4,640 251. 10,790 55% 660 4% 3,150 16% 1o.e7e

The majority of the persons using the three rail stations arrive by bus. The bus
network serving these riders is described in Section 3.4.2 of the EIS. Appendix 0 of the
EIS has a detailed description of the individual bus route characteristics and maps
depicting their alignment.

Traffic studies conducted for the HHCTCP Final EIS considered the impacts of bus
and additional vehicle traffic generated at each station attributable to those riders involved
in kiss-and-ride Or park-and-ride access modes. That analysis is contained in Section
3.4.3 of Chapter 3 of the Final EIS. Traffic circulation implications and mitigation
measures are identified in Section 3.4.7 of the Final EIS for the Peari Highlands Station.
The complete results of the traffic impact analysis are included in the HHCTCP’s
Transportation Technical Report.3

Honolulu High-Capacity Transit Conidor Project Final Enviroonsantal Impact Ststcn,rot’Srction 4(1)
Eviluatieo; U.S. Depatii’nrnt ofTranoportaiion Fedaral Transit Adminialnstiotg Jour 2010.

TrsosportatianTeclsnical Report Honolulu High.Capscity Transit Corridor Project City and County of
Honolulu; August 15, 2105; and, Addendum 02. 2009.
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Those arriving by walk or bike constitute the second largest access mode group.
The analysis of pedestrian and bicycle facilities is included in Section 3.4.5 of the Final
8S. The O’ahu Bike Plan is currentiy being updated. The public comment period on the
draft plan has ended and the final plan is under preparation.4 The draft update includes a
prioritized list of bicycle projects developed using criteria that include access to transit.

The HHCTCP Final 215 states, ‘Higher volumes of pedestrians and bicycles are
expected near stations. OTS will work with other City departments and ROOT to identify
and improve key pedestrian and bicycle routes to stations as well as improve overall
safety and accessibility near station entrances.’~ Since the vehicle aspects of
transportation and circulation in close proximity to the stations have been adekessed
elsewhere and the O’ahu Bike Plan update is still undenvay, this technical memorandum
concentrated on what seems to be a more challenging aspect of TOD planning: how to
identify and improve key pedestrian routes to stations.

Section 4.19 of the Final EIS addresses TOO as an indirect effect. Rail would alter
development near stations in the form of higher densities with commensurate increases in
travel demand, the intent being that this travel demand would appear as more transit trips.
But, this increase in transit ridership, mainly walk trips to rail stations, is intentionally
excluded from the forecasts included in Table I-I so as not to exaggerate transit ridership
based on TOD that may not occur. The purpose of the neighborhood TOD plans is to
assess the implications if the development does occur.

The increased mobility and accessibility created by the existence of rail will
inevitably increase the value of land near stations and attract new investment. For the
private developer to capture the kill value of their investment, the right type of
transportation improvements need to be made in association with the public investment in
the rail project. This is an intrinsic partnership, it does not need to be a complicated union
of two parties; but, the privatelpublic relationship needs to be collaborative for both
sectors to maximize the return on investment and best serve the public. This technical
memorandum provides information on where such successful collaborative relationships
have been achieved and how such a process might be applied to the Aiea~Pearl City
Neighborhood TOD Plan Preferred Alternative.

Particular emphasis in this technical memorandum is placed on walk access to the
Pearlridge station. Current projections as shown in Table I-I suggest only 490 riders will
access this station by walking or bicycling out of a total of 5,860. This is reflective of the
fact that the travel demand forecasting models are not accounting for the additional travel
demand generated by TOO. A case study is offered for one site demonstrating how a

O’ahu Bike Plan, a bicyclemsaler plan, pablic review draft; City and County arHanelule Department er
Transpodalion Services; July 20a9.

Hanelule High.Capacily Transit Canidar Project Final Enviranmental Impact SlalcmsntlSrctinn 1W
Evaluation; U.S. Deparlanent ofTranaperlatien Federal Tramit Administration; June 2t10; page 3’Ea.
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developer’s transportation consultant might conduct a traffic impact analysis using
traditional methods in this country and how a developer in other countries might conduct a
transportation assessment based on guidance from the jurisdictional authorities.

In the spirit of encouraging a different approach toward addressing the
transportation impacts and opportunities of TOO projects, this technical memorandum is
titled ‘Transportation Assessment’ as opposed to a ‘Transportation and Circulation
Analysis.’ The highlights of the following sections of the Aiea-Pearl City Neighborhood
TOD Plan Preferred Alternative Transportation Assessment are:

Section II. BACKGROUND — Oescribes the Aiea-Peari City Neighborhood TOO
Plan Preferred Altemative and demonstrates how it provides the fundamental
transportation features necessary to be fully responsive to the expectations of a
TOO. Transportation features described in this section include:

• The right kind of Infrastructure — including new bike paths, bike lanes,
main street concepts, new street patterns, wide sidewalks, new
pedestrian pathways and pedestrian transit plazas.

• A needed emphasis on safety — including a concern for a ‘safe biking
experience’ and the orientation of streets to minimize modal conflicts.

• The best design approach — including elements such as a ‘pedestrian-
first’ emphasis that is responsive to Hawaii’s evolving context sensitive
design sod complete streets efforts.

The right balance between transportation and land use —‘including the
inclusion of workforce housing and employment opportunities to
minimize the need to travel outside of the ara during peak commute
periods responding to Hawaii’s evolving Sustainability and Smart
Growth initiatives.

Section III. TOO TRANSPORTATION ASSESSMENT — Oescribes the methods

WESEIN

used to conduct the transportation assessment of the Aiea-Pearl City
Neighborhood TOO Plan Preferred Alternative and demonstrates how the
fundamental transportation features necessary to be hilly responsive to the
expectations of a TOO are provided. Transportation planning features described
in this section include:

Presents transportation assessment as a new best practice — including
the requirement that a transportation assessment identify what
measures will be taken to deal with the anticipated transportation needs
to improve accessibility and safety for all modes of travel, particularly for
alternatives to the car such as walking, cycling and public transportation,

04.1 0.5 II
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. Compares a transportation assessment to a traffic impact analysis —

including the key difference wherein transportation assessments cover
all modes from a person-trip perspective, with the emphasis on walking,
cycling and public transportation; whereas, traffic impact analysis
reports generally concentrate on accommodating car trips giving limited
attention to accessibility by non-car modes.

. Views parking supply as a critical policy issue — including the primary
concern that the availability of car parking has a major influence on the
means of transport people choose for lheir journeys. Levels of parldng
supply can be more significant than levels of public transport provision
in determining means of travel (particularly for the joumey to work) even
for locations very well served by public transport. Car parking also
takes up a large amount of space in development, is cosuy to business
and reduces densities.

. Acceptance of PTALS As A Best Practice — including examples of how
use of Public Transportation Accessibility Levels (PTAL)s has been
thoroughly reviewed, applied, modified, tested and accepted to establish
its status as a valid transportation assessment procedure.

. PTALs as a Regulatory Mechanism — including a review of how PTALs
are used to link plan policy to development review and approval through
the use of density limitations and parking supply maximums based on
PTALs.

. Validation of the PTAL Methodology — including details of England’s
guidance on transport assessment with seven examples of actual
‘planning reports’ by the Greater London Authority where the PTAL is
tested against prime real estate development permit applications.

. Use of PTAL As A Proposed HonolulU Practice — describes the
calculation procedures for the Aiea-Pearl City Neighborhood TOD Plan
Preferred Alternative based on those developed by Transport for
London and used throughout England and in other countries,

• • PTAL Calculations and Results for the TOD Plan — including application

of the PTAL methodology to the ‘h-mile area surrounding each of the
three stations in the Aiea-Pearl City Neighborhood TOD Plan study area
including the average PTALs for existing conditions without rail and
future conditions with rail and the TOD Preferred Alternative.

\VESLIN 04.15-511
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• Section IV. TOD PROJECT CASE STUDY — Describes the application of both the
current traffic impact analysis practice and the transportation assessment method
with PTAL now-used as an international best practice. Case study findings
described in this section include:

• Case StudyDescription — including history of the Kam Drive In case
atudy site, current use, existing transportation infrastructure conditions,
vehide traffic counts, rail station details, future transit system
description. TOD plan features and the development plan proposal for
the site known as 0The Pear]’.

• Case Study Traffic Impact Analysis — including vehicle trip generation
with and without adjustments to account for TOD plan characteristics
and a conclusion that the current level of morning peak hour vehicle
traffic generated by the Kam Swap Meet is greater than the projected
future level of vehicle traffic that would be generated by a TOD project
at the same site. This conclusion is predicated upon providing the
necessary transportation infrastructure, service and program features to
achieve such a result.

• Case Study Transportation Assessment — including an example of the
type of transportation infrastructure enhancements that would be offered
by the project sponsor under a PTAL based regulation to increase the
PTAL and,qualify for greater building heights and density,

• Case Study Observations — including the expectation that the traffic
impact analysis mitigations and current minimum parking supply
requirements might likely result in greater capital cost outlays imposed
on the project sponsor than the transportation enhancements needed to
increase the pedestrian safety and accessibility to the Peadridge rail
station, with likely greater increase in project value and return on
investment to the project sponsors than would occur under current
procedures.

• Case Study Recommendations — including using the transportation
assessment approach as the means to identit’ the design provisions to
encourage use of rapid transit, buses, bicycling, walking and other non-
automobile forms of transport that are safe and convenient as specified
in Honolulu’s TOD Ordinance 094. -
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II. BACKGROUND

This section provides the background to understand what the Plea-Pearl City
Neighborhood Transit-Oriented Development (TOD) Plan Preferred Alternative includes
and how those features are responsive to TOD access expectations.

11.1 PREFERRED ALTERNATIVE DESCRIPTIONS

The Aiea-Pearl City Neighborhood TOD planning process has produced a
preferred alternative for each of the three stations in the study area: Leeward Community
College, Pearl Highlands and Peariridge. All three stations are located along the
Farrington Highway and Kamehameha Highway corridor. The following place emphasis
on major land use and transportation characteristics and are not intended to be complete
descriptions of the preferred alternative.

IL 1.1. Leeward Community College Station

The Leeward Community College Station Neighborhood TOD Preferred Alternative
was established based upon the following planning principles:

I. Create Aècess and Views to Water and Pearl Harbor Historic Trail — New bike
paths are located along the extension of Ala Ike Street traveling makai alongside
the new maintenance yard and further past Waiawa Road to connect to the Peari
Harbor Historic Trail. Another bike path is proposed along the ~iawa Stream,
which will connect to the Pearl Harbor Historic Trail.

2. Encourage -Worklorce Housing — The proposed low density residential and new
mixed use residential buildings could serve as workforce housing. This housing is
positively influenced by proximity to the transit station, multiple access points for
pedestrians and cyclists to the Pearl Harbor Historic Trail and excellent access for
vehicles to H-i and Kamehameha Highway.

3. Create a Comfortable and Lively Pedestrian Environment --New bike paths will
allow residents to travel throughout this station area and regionally, without having
to use a car. A new main streer will provide a pedestrian environment with shops
and restaurants and a new park. Wide sidewalks and street landscaping will make
it a pleasant and comfortable environment. The new residential street will provide
sidewalks with limited curb cuts to allow for a pleasant pedestrian experience in
the residential neighborhood.

Aiea— Pearl City Neighborhood TOD Plan Transportation Assessment

4. Provide Multi-modal Access to and from Stations — A new street pattern, broken
up into smaller blocks with active uses, make for a pleasant walk to and from the
station. MuLtiple bike paths connect into Pearl Harbor Historic Trail so that people
can access the station regionally. The bike path proposed along Walawa Stream
provides multi-modal access from LCC station to Pearl Highlands station.

5. Develop New and Enhance Existing Open Space — New bike paths will enhance
connections to Pearl Harbor Historic Trail and open up access regionally to LCC
station. A new mixed use environment with a central green and private courtyards
will take the place of an existing surface parking lot. The existing campus spine
will be retained and incorporated into the plan.

A new campus identity is envisioned at the Leeward Community College transit
station. The TOD Plan includes a community college, diverse housing options and new
main street” environment with active uses such as restaurants and retail.

A pedestrian transit plaza is located adjacent to the transit station at block 2 as
shown in Figure Il-i. This will provide direct access to campus and make the college
visible from the transit station.

Figure il-i: Alea-Pearl City Neighborhood TOO Plan
Leeward Community college Station
(Source: van Meter Williams Pollack)
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Across from the new continuation of Ala Ike Street from the pedestrian transit
plaza is a large surface parking lot. The transit line will pass over this block. Parking
entry is provided under the guideway for use of this lot as campus parking.

Them are currently 1.200 parking spaces in the existing surface parking lot. To
maximize the highest and best use for the site, new development should be located whore
the parking lot now sits. The new surface parking lot on block I • as welt as the parking
strurture on blockS, could accommodate and replace 85% of the existing spaces (a 25%
reduction factor was applied due to the arrival of transit).

Two mixed use blocks are envisioned at the heart of campus (blocks 3 and 5).
These blocks could include retail, restaurants and coffee shops at corners and along a
‘main street’ wrapped around a central green at Block 4. The top floors could be
dedicated to residential use. Two parking structures would accommodate the parking
requirements for these two blocks (block 3 structure will also accommodate replacement
parking for campus users) using managed shared parking.

IL 1.2. Pearl Highlands Station

The Pearl Highlands Station Neighborhood TOO Preferred Alternative was
established based upon the following planning principles:

1. Create Access and Views in Wafer and Pearl Harbor Historic Trail — Views to
Pearl Harbor will be seen at the newly proposed transit plaza. Access to Pearl
Harbor Historic Trail is accommodated makai of Kamehameha Highway by way of
new pathways traversing the UH Urban Gardens. These pathways link into a new
bike path along Waiawa Stream and eventually connect into Pearl Harbor Historic
Trail and LCC Station.

2. Encourage Wnrktnrce Housing — Woricforce housing is incorporated into the new
residential neighborhood mauka of Kamehameha Highway and diamond head of
Kuala Street.

3. Ornate a Comfortable and lively Pedestrian Environment-S A pedestrian-f’trst
environment is illustrated in the new main streer that passes through the existing
Pearl Highlands center. This is the first thing transit users will experience upon
arriving at this station area and it is very important that this place be made lively
and pedestrian-friendly. All other new streets will incorporate separated sidewalks
with street trees and minimal curb cuts to provide for an uninterrupted and
pleasant experience as a pedestrian. Retail streets will incorporate wide
sidewalks and outdoor seating. Existing streets, such as Kamehsmeha Highway.
Kusla Street and Acacia Road will be upgraded to incorporate street trees and
high quality sidewalks. Kuala Street will also incorporate dedicated bike lanes.

Aiea — Peai-l City Neighborhood TOO Plan Transporlation Assessment

4. Provide Multi-modal Access to and from Stations — A bike path along Kuala Street
will link bikers into the Pearl Highlands Station. New multi-use paths are proposed
from Pearl Highlands Station, along Waiawa Stream, down to Pearl Harbor
Historic Trail and LCC Station. New pathways through the UH Urban Gardens will
connect into the proposed stream pathway.

5. Develop New and Enhance Existing Onen Space — Existing open space is
enhanced by incorporating new public pathways through the existing UH Urban
Gardens. This place has potential as an urban oasis and a regional destination by
way of new bike paths. New open space is created by the proposal of new
pathways along Waiawa Stream:

Pearl Highlands Station will serve as a major Park ‘N Ride location along the
transit line as shown in Figure 11-2.

Figure 11-2: Aiea-Pearl City Neighborhood TOO Plan
Pearl Highlands Station

(Source: Van Meter Williams Pollack) - -
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The park ‘n ride will have 1,600 parking spaces, a bus transit center serving 9 bus
routes, a rail ridership proposed at 10,610 boardings per day and a new 1-1-2 freeway
connection. Bike racks will be provided.

Pedestrian upgrades, such as crosswalks with pedestrian timing, along
Kamehameha Highway are recommended. Crosswalks are identified on all four legs of
the intersection between Acacia Road and Kamehameha HighWay to allow pedestrians to
cross between blocks 2 and 5 using one crosswalk as opposed to three as they would
need to do so under current cbnditions. A new parking structure on block 2 could replace
existing surface parking for Home Depot and allow for new development,

At the terminus of the extension of Acacia Road, between blocks I and 2. is a
proposed grand pedestrian entrance to the UH Urban Gardens. These gardens could
incorporate pathways for the public to enjoy this urban oasis. These new pathways could
connect into the proposed bike path along Waiawa Stream in two locations,

A pedestrian bridge from the transit station could cross over Kamehameha
Highway to a new pedestrian transit plaza at the Pearl Highlands Center and new main
streer. The corner of the existing Pearl Highlands Center could be removed to allow for
this new transit plaza, bringing transit users to the upper level of the shopping center due
to topography in the area.

A new ‘main street” is envisioned within the Pearl Highlands Center with new
buildings proposed on blocks Band 7. The existing lower level parking structure would be
preserved and could function in much the same way. New pad retail and two-story mixed
use commercial buildings could allow for a pleasant pedestrian experience on the atreet
as well as provide more retail/restaurant uses in this area contributing economic
revitalization at the main street.

Blocks Band 9 could incorporate two residential lowers (approximately 15-20
stories) wrapped with three and four-story urban housing to allow for a pedestrian~scaled
environment along the street, Parking structures would be incorporated on each of these
blocks to allow for residential on-site parking.

At the corner of Kuala Street and the newly proposed street with entrance to Pearl
City Gateway could be a mixed use residential building with retail uses on the ground floor
to complement the existing retail environment. A parking structure on-site would provide
parking for this block.

A large new parking structure could replace the existing Wal-Mart surface parking
lot. A parking structure should be lined with residential and mixed use buildings. New
urban blocks are recommended. Ground floor retail or office uses should be focused
along the street facing Wsl-Mart.

WES LIX 0415.2511
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IL 1.3. Peariridge Station

The Peariridge Station Neighborhood TOO Preferred Alternative was established
based upon the following planning principles:

1. Creale Access and Views 10 Wafer and Pearl Harbor Histodc Trait — The Pearl
Harbor Historic Trail is to be upgraded to offer a wonderful regional amenity and
an identity for Peariridge Station.

2. Encourage Workforce Housing — Workforce housing is to be incorporated
throughout.

3, Ornate a Comfortable and Lively Pedesfdan Environment — The newly proposed
‘main street” will provide for a comfortable and lively pedestrian experience to and
from the station area. Existing streets, such as Kamehameha Highway and
Ksonohi Street will be upgraded to include wider sidewalks and active uses to
make for a more pedestrian-friendly environment. A small median is proposed in
Kaonohi Street to break up the street and allow it to feel smaller. A new pathway
is proposed along Sumida Farms, which will provide for a passive pedestrian
experience. The Pearl Harbor Historic Trail passesthrough the site adjacent to
the water and another extension of the trail is proposed adiacent to the residential
area to allow for public access all along the waterfront.

4. Provide Multi-modal Access to and from Stations —Multiple bike paths are
included throughout (Pearl Harbor Historic Trail and Sumida Farms). A dedicated
bike lane is proposed along Kaonohi Street to provide a safe biking experience
from mauka neighborhoods to the station.

5. Develop New and Enhance Existing Open Space — Existing industrial and
commercial buildingá interrupt pedestrian access to the wsterfronl This plan
makes the waterfront accessible by all.

Peariridge Station is located at the intersection of Kamehameha Highway and
Kaonohi Street in Aiea as shown in Figure 11-3. The existing Pearlridge Center is the
second largest mall in Hawaii and is a major economic driver for this area. New urbanism
design elements are used to update the Pearlridge Center to facilitate a more pedestrian-
friendly environment.

Kamehameha Highway should be sustained as a commercial corridor. New mixed
use commercial buildings, two to three-stories in height, are proposed along this corridor.
Retail should be located in strategic locations, such as corners and on major streets
where easily accessed while office uses should be located on the upper floors.

WESLIX 0415-2011
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Figure 11-3: Alea-Pearl City Neighborhood TOD Plan
Peariridge Station

(Source: Van Neter Williams Pollack)

A new civic building is proposed adjacent to a new pedestrian transit plaza, mauka
of Kamehameha Highway at block 4. A civic use such as a community center or library
could be a good fit for this location. An iconic circular building is located at the important
intersection of Keonohi Street. The other portion of block 4 includes mixed use
commercial buildings and low density residential. This block should be site parked with a
parking stnjcture. Block 3 could be low density residential - transitioning into the existing
single family neighborhood. A new park on block 2 could be centrally located for
residents to enjoy.

Block 5, across from Moanalue Loop Road. could consist of mixed use commercial
buildings along the auto-dominated Kaonohi Street. New low density residential could be
ptaced further inward to the block, across from other residential uses. This block could be
site parked with surface parking and a parking structure to serve the mixed use buildings
on this block as well as block 10 across the street.

Aiea — Pearl City Neighborhood TOD Plan Transportation Assessment

stock 6. which is separated from the lower portion by topography and a substantial
retaining wall, is the site of the existing Kam Swap Meet. This site is perfect for catalyst
development in this transit oriented development, as it has no major existing buildings,
has a single owner and is ready for development. The TOD potential, and general
transportation implications of the blocks 6. 7, 8 and 9, is so significant that has been
selected as the basis for a detailed case study in this technical memorandum (see Section
IV. TOO Project Case Study).

The upper half of blockS could incorporate two residential towers (32 to 24
stories), as well as mixed use residential buildings that would line a new “main streer.
The new “main street’ could run perpendicular to Kaonohi Street and swoop up to meet
Moanalua Road. It could have retail uses line the edge to activate this street, as well as a
small plaza and porte cochere at the entrance to the two towers. These active edges
would provide for a more pedestrian-friendly walk to the station for existing and future
residents and could provide a new identity to this neighborhood, in addition to the
Peartridge Center.

The rest of the Swap Meet site consists of blocks 7, 8, and 9. Block 7 incorporates
a small urban park which could provide residents and shoppers with a passive park-like
environment to enjoy. Block B incorporates a large grocery store, which could be wrapped
with one-story retail buildings. Two small mixed use residential buildings (four stories)
might be positioned to face onto the park. A third residential tower (lB stories) could be
located on blocks adjacent to the grocery store. Block 9 could have three small pad retail
buildings with a central plaza aeemtessly connecting the two blocks. Block 9 could
incorporate surface convenience parking.

Across Kaonohi Street, on block 10, is the existing Anna Miller’s building. Anna
Miller’s building could be maintained. Two new pad retail buildings are located along
Kaonohi Street on block 10 adjacent to the existing bus stop. These new buildings could
allow active uses to front onto Kaonohi Street and enliven the space and make this street
more pedestrian-friendly. New mixed use commercial buildings with retail ground floor
uses and office above could be positioned to overlook Sumida Farms.

Sumida Farms could be preserved and activated by putting uses that can overlook
the beauty of the watercress farms. A multi-use pathway could surround the farms to
provide a passive pedestrian experience for the neighborhood and to foster an awareness
of island agriculture.

The ‘main street’ from the Swap Meet site would cross Kaonohi Street and run
adjacent to Sumida Farms and the existing Peariridge Center and eventually meets up
with Moanalua Road again. This “main street” could become a major identity for this
transit-oriented development as well as a pedestrian-friendly passage to access the new
transit station.
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Block ii incorporates the existing Peariridge Center Mall, with a few additions. At
the intersection of Kaonohi Street and the new ‘main streer, retail uses could be added
onto the existing parking structure to provide active uses on the street level.

Other retail buildings could be added along Kaonohi Street to upgrade the
pedestalan experience. Behind the Peariridge Center, adjacent to Sumida Fansis, a new
mixed use residential area could be created. A major entryiexit point from the mall could
be transformed into a plaza on the axis to the new steps that lead to Sumida Farms and a
new neighborhood park.

Block 12 could include mixed use residential buildings flanking ‘main street’ and a
large shared parking structure that would accommodate the new development being
proposed on blocks II and 12.

Across the stream is ‘Downtown Peariridge’, another extension of the Pearlridge
Center. New mixed use commercial and retail buildings are proposed along
Kamehameha Highway.

Across Pall Momi Street is ‘Peariridge East’, an extension of Pearlridge Center.
New one-story retail buildings are proposed to line tile existing parking structure and to
create an upscale strip shopping center adjacent to the existing Toys ‘R Us on block 15.

Near the transit station, on block 18, a pedestrian transit plaza could be located at
the major intersection. A new bus transit center is incorporated with the transit station to
allow for smooth transitions from train to bus. A pedestrian pathway from the station to
use waterfront could pass by a proposed civic use. This building could be a great place
for a public building such as a community center.

Block 19 includes a large park, which has been coined the “window to Pearl
Harbor. Opening up the view on axis with Kaonohi Street would offer wonderful views of
the water and attract people to the waterfront and Pearl Harbor Historic Trail.

Mixed use residential buildings coutd be sited parallel to the waterfront and offer
spectacular views on block 18. These areas might include nice restaurants or cafes with
outdoor seating. A smati building across the street might be a nature or education center.
It is adjacent to a small remnant fishpond. This might provide education about the ancient
Hawaiian’s history of aquaculture.

The rest of the waterfront could be dedicated to a large linear park and pathway
(Pearl Harbor Historic Trail) as well as medium density housing. These buildings, makai
of Kamehameha Highway might be four stories or less to preserve views from mauka
areas.

WESLIN ‘4,15.2511
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It.2 TOD TRANSPORTATtON ACCESS FEATURES

The first Honolulu Neighborhood TOD Plan was prepared for waipahu, a location
onc~ served by 28 passenger trains per day.6 In the early years of the 20th century.
transit dominated travel in cities worldwide. Development was clustered near transit by
necessity. Transit and land use were closely connected.

Oahu’s development was heavily influenced by streetcars, “From Kalihi to
Kamuki, from Manoa to Moiliili, the streetcar lines created modern Honolulu.” Private
transit operators developed real estate and used the profits to subsidize transit
operations.

O’ahus transportation and land development history makes it clear that TOD is not
a new concept. However, the basic principles for developing around transit stations fell
into disuse as accessibility for automobiles became the focus of development.

Although O’ahu suffered from the same infatuation with auto.oriented development
as elsewhere in the U.S., it did not neglect its transit system. As a result, some excellent
proto-typical examples of TOD are found on O’ahu — Waikiki, Ala Moana Center,
downtown Honolulu — where transit access and service levels are very high. These
Honolulu examples epitomize much of what other U.S. cities are trying to achieve when
TOD is envisioned.t

TOD is a coordinated transportation access and land development strategy used
to create safe access to major transit facilities by multiple modes. The Califnmia
Statewide TOD Study Technical Advisory Committee adopted the following definition of
TOD?

Transit-Oriented Devetopmenf (TOD) is moderate to higher-density development,
located within an easy walk of a major transit stop, generally with a mix of
residential, employment and shopping opportunities designed for pedestrians
without excluding the auto. TOD can be new construction or redevetopment of
one or more buildings whose design and orientation facilitate transit use.

Next Step Hoaolnlo — The Sta,y ofthe O’abss Railway & Land Company; Jim Chiddta and MacKinaaa
Simpaon September2eo4; pass 169.

StreetcarDays In Heaalula —Breeziagmrougls Paradise; MaeKinzte,s Stmpsaa and John Drizdte; Octaber
200e; page 73.

~Vaipshe Neighborheod TOD Plan Traaspattatiaa and Circulation Aaalysis; preparol for the City and
Catsnty orHenelala Deptimeat arPlanniag aad Penaittiag; Weslia Censelilag Services, lac.; Jane 2t05;
~age3.

Statewide Traoait.Oeiented oevclepment Study— Factors for Success in caliramis, Fiaal Repeat;
September2ao2; Califomia Department orTraaaportation. page 12.
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Successful TOOs increase the effectiveness of the large investment made in
transportation.’5 TOOs align transit with a community’s vision for how it wants togrow
over the long-term by creating mixed-use, higher density, pedestalan-friendly communities.

in recognition of the value of TODs, the City and County of Honolulu enacted an
ordinance to set the strategy for TOO planning and implementation.” The ordinance
establishes special districts to foster more livable communities. The ordinance is a
framework for planning and zoning. It identifies issues to examine such as affordable
housing potential, reduced parking and urban design.

TODs work by utilizing an appropriate land use mix, allowing pedestrians to
access stores and services on foot, by bicycle, or transit. This process is called trip
intemalization. Personal trips are completed within the community by eliminating the need
to travel outside the community by car for basic services.

Mixed land uses foster retention of trips within the development. In contrast, single
use developments force people to travel outside of their neighborhood, ,often by personal
vehicle. The broader the mix and diversity of land uses, the higher the probability that
trips can be captured within the TOO without the need for a person to travel by personal
vehicle. The Aiea-Peari City Neighborhood TOO Plan Preferred Alternative achieves this
appropriate mix and balance of land uses at each station.

The best TOO designs require a multi.diaciplined approach combining
transportation planning and urban design. TODs must be attractive, welt designed, mixed
use developments to encourage people to live and work in higher density projects near
transit stations. This approach is referred to as the “three Os’: density, diversity, and
design. Without the three Os, development around transit is simply transit adjacent
development that does not capture internal trips. -

The principles of TOO serve as reminders for communities, designers, and
developers who may have forgotten them. These principles can serve as a checktst for
the development of pedestrian-scale and bicycle-oriented communities suitable for public
transportation.

The paramount requirement is that superior transit access must be developed for
each transit station, center or hub to assure that the catchment zone for the regionat
transit system is optimally served. The catchment zone is the area around a station from
which over 90% of all transit trips actually begin or end.

Transit Oriented Devcleprnent Key Success Factets; prepured by eeez Alice }tamiltea and Westin
Consulting Services, Inc. far the City and County erilesolelta, Oepartment efBtadget and Financial
Services; November 2et6.

City sad County nfHoneluln Bill 10 (2008) Relating to Transit-Oriented Development
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The catchment zone will often be much larger than the area covered by TOO
plans. It is vital that the TOO ptans not inadvertently inhibit thu best possible station
access for alt system patrons, not just those in the TOO area. The form of the TOO must
follow the ftjnctional requirements of the overall transportation system designed to serve
the maximum amount of travel demand possible.

There is no proven set of TOO methods that works across alt situations to capture
the maximum travet demand possible, but there are general best practices that can help.
One best practice is to offer Transportation Oemand Management frOM) programs to
residents, employees, students, shoppers and others who desire to tsavel to and from a
catchment zone, particularly within the TOO area.

One TOM example is an employer sponsored transportation program. Program
elements include subsidized transit fares, ride home programs, company vehicles for
personal use, and memberships in a car sharing program. These elements can greatiy
increase transit use for those living outside of the TOO. The Aiea-Pearl City
Neighborhood TOO Plan Preferred Alternative is expected to incorporate such travel
demand management strategies.

Some TOM programs already exist. The Leeward Community College participates
in TheBus University Bus Pass Program or U-Pass. All students with a valid Leeward
Community College identification card are eligible fora U-Pass. Each $100.00 U-Pass is
valid for a five-month period, a value of $200.00. The U’Pass wilt be valid on the rail
system. The combination of the ~lose proximity of the Leeward Community College
station and the reduced rate U-Pass will be very attractive to studeflts.

The success of TOO at each station can be gresily impacted by the quatity of
transportation access to and within the TOO influence area. This influence area is
normally considered to be the land within one-quarter mite of a station, about 63 acres,
but it can be much larger with proper planning.

Access barriers, modal conflict points, circuitous pathways and other poor multi’
modal transporiation circulation network design and land development factors can
negativety impact the size of the TOO influence area. These negative factors are
sometimes the unavoidable consequence of existing conditions that cannot be cost-
effectively removed or redeveloped.

Such negative factors can shrink the TOO influence area to just hundreds of feet
from the rail station with a positive influence on only a few acres. A technique is used in
this technical memorandum to quantitatively measure the relative level of pubtic
tranaportnflon access to each station for both current conditions and those proposed in
the Aiea-Peari City Neighborhood TOO Plan Preferred Alternative.

WESt IN t4.Ia.all
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Properly designed multi-modal access pathways that avoid modal conflict points
can positively impact the effective size of the TOO influence area. Altemative
transportation mode networks with unimpeded, direct links to rail stations will create quick
access times attracting more pedestrians and cyclists, increasing market share for those
access modes. People are actively looking for options to the automobile. Such positive
faclors can expand the TOO influence area to one-half mile radius or more from the rail
station increasing the area served by a station from 63 acres to 500 acres or more.

11.2.1. TOD Supportive Transportation Elements

This technical memorandum considers innovative transportation elements
associated with TODs and how those elements apply to the Aiea-Pearl City Neighborhood
TOD Plan Preferred Alternative. Available strategies for creating the type of
transportation environment desired is identified in publications such as the Transportation
Research Board’s Transit Cooperative Research Program Report 100, Transit Capacity
and Quality of Service Manual (2003); the Institute of Transportation Engineers Context
Sensitive Solutions in Designing Major Urban Thoroughfares for Walkable Communities
(2005); the American Association of State Highway and Transportation Official’s Guide for
the Planning, Design and Operation of Pedestrian Facilities (2004) and Guide for
Achieving Flexibility in Highway Design (2004); and, the American Planatog Association’s
Best Practices Manual on Complete Streets (2010).

This technical memorandum reviews the Aiea-Pearl City Neighborhood TOO
Preferred Alternative in the context of several other evolving topics related to best TOO
transportation planning practices including Safety, Complete Streets and Context
Sensitive Solutions (CSS). The next section addresses the relationships with
Sustainability and Smart Growth. Much of the literature places the broad concept of
‘sustainability’ as the over-arching theme with Complete Streets, TOO, Smart Growth and
CSS being the various means to achieve ‘sustainability’.

Another theme proffered within this technical memorandum is one in need of
rejuvenation: ‘form follows function.”2 The European Union (EU) is attune to the axiom
wherein transportation is provided that moves people and goods more efficiently and
safely. China is quickly making adjustments to their transportation system as they grow
their urban areas at rapid rates. Canada and Australia are gradually transilioning from
their automobile era practices toward using the models offered by many EU countries.
Many best practices in foreign locations are now being adopted in the U.S. One practice
found most suitable for TOD planning work is from England where public transport access
levels are determined. Those levels are used to define urban density arid parking supply
limits.

______________________________ 3 Daascrees By Daign; Michelle Ernst and Lilly Sheep; Serrace Transportation Policy Partnership and

‘~ Farm and Feaclien; Horatio Grecabeegh; 1947. Ttantporiatten ForAmsrica; 20e9; Table 3, page 24.
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11.2.2. TODs and Transportation Safety

This technical memorandum offers guidance on achieving excellence in
transportation planning and design for TOO Neighborhood Plans. It suggests the Aiea
Pearl City Neighborhood TOO Plan Preferred Alternative is a good place to launch some
of the successful international best practices. The Aiea-Peart City Neighborhood TOO
Plan Preferred Altemative encourages the use of new transportation network design
approaches to optimize safety for the most vulnerable travelers.

The types of new design approaches included in the Alas-Pearl City Neighborhood
TOO Plan Preferred Alternative are driven by more than urban design seeking more
aesthetically pleasing transportation infrastructure. The attractive ‘form’ offered is most
appealing when the safest environment possible has been crested. That environment is
safest when the ‘function’ of transportation corridors has been clearly established such
that the travel movements of alternative modes avoid points of conflict.

Table Il-I is from the recent report ‘Dangerous By Design.’13 It lists the highest
average annual pedestrian traffic fatalities per 100,000 people 65 and older. Hawaii is at
the top by a wide margin with a rate three times greater than the national average.

Table It—i: Highest Average Annual Pedestrian Traffic Fatalities
per 100,000 People 65 and Older

FaIaI,ties per ita,aeo
&r.e People 55 Ma Otear

r2aar.zeoel
I Hawaii 6.57
C ca,,rcnsa
3 Nawyerk 3,73

Rhode send -

5 New Hampshire

7 Florida 2.21

Idaho see
10 N ow Jersoy -

N,I,a.’,aJ Jveege
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Figure ll~4 is from the report ‘Performance Driven: A New Vision for U.S.
Transportation Policy.’ The report observes that “The U.S. transportation system
continues to fall short with respect to safety: mortality and injury rates — as well as
accident-related economic losses — on the nations highways are far in excess of those
found in most other developed countries.””

The report compared Western Europe. a region of similar size and population to
the U.S. The striking observation was not that the U.S. death toll was higher than
Westem Europe. It was that Western Europe once had a much higher fatality level than
the U.S. but has succeeded in achieving a 59% reduction, compared to a 19% reduction
over the same 34-year period in the U.S.

China reduced fatalities by 10% in one year. from 2007 to 2006.17 China’s peak
traffic fatality total was ~n 2002 at 109,381. By 2008. the fatality total was down to 73.500.
The reduction in China from 2002 to 2008 of 35,881 is a far greater achievement when
compared to the U.S. reduction of only 9,991 that took 34 years to attain.

Statistics conclusively show that international transport safety policies have been
much more effective than in the U.S. in saving lives. International transport planning
recognizes the ~ilnerability of the pedestrian. Vehicle speed presents the greatest threat
as shown in Figure tI-S. The “Dangerous By Design” report makes the point that vehicle
speed kilts — a pedestrian struck by a vehicle at 20 mph has a 95% chance of surviving.
That is reduced to just 15% when hit by a vehicle at 40mph.

Figure 11-5:
Pedestrian Survival Rate by Vehicle Speed

2Oisth 3OFkh 40Mph
“In 2010 Hewai’i had the lti~ highest proportien erpepulatien age 65 and elder smeng all states. Hawaii
is projected to beranktd 12” its 2050. Source: hltp:llwivw.ctnssaa.gevlpepulatieWpr~ection&PrestTab3.xls.
~U.S. Depariment efTransperIatien, e,,resu erTransporlatien slatelics, National Heuteheld Travel Survey
2ttl Highlighta Report, BTSt3-05; FigureS. page ie and HOOT and OMPO NUTS Add-en Program, data
Ole,. 2101.

WESLIN 04.11-as,

Pcrromianee Driven: A Nsw Violets mr U.S. Tranapertatieta Polity; National Trauspetlation Polity
Project; Bipartisan Pelity Center, June 9, 2119; page 40.
1 Traffit ratalicies in China fall to 73,510 in 2011: report Car Tech; aeijing, China; January 4, 2109.
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Pedestrian fatality rate statistics from the Fatality Analysis Reporting System
WARS) reveal that Hawaii has been consistently ranked higher than most other states
since 1994, the first year such comparative statistics are available. Hawaii’s average
National rank during the nine year period from 2000 to 2008 was 74t, From 1994 to 1999,
Hawaii’s average rank was 17”. Hawaii’s pedestrian safety record is getting worse.

Many factors contribute to these rankings. Some may make Hawai’i appear worse
than other states. Hawaii has a greater than average proportion of its population over 65;
older people in Hawaii make more trips than their counterparts on the mainland; and,
more of those trips are as pedestrians.14’ 15

The Leeward Community College, Pearl Highlands and Pearlridge rail stations will
all encourage access by pedestrians as an outgrowth of the Neighborhood TOO Plans.
The transportation design used to assure the safety of pedestrians must be better than
what exists to encourage more of us to walk. Intemationat locations, especially those with
highly developed public transportation systems, are placing priority on pedestrians, cycles
and transit while restricting general purpose traffic, especially in areas that are in close
proximity to a rail station. Figure 114 provides the results of these types of policies.

Figure 11-4: Comparison of U.S. end Westem Europe Traffic Fatalities
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Vehicles on existing major streets around some of the TOD stations frequently
travel at speeds above 40 mph. Crosswalks and traffic signals have been the preferred
means of regulating conflicts in the past, but this approach is not as safe as a complete
separation of modal conflicts as is achieved in the Aiea-Pearl City Neighborhood TOO
Plan Prefnrrad Alternative. This separation is achieved by the redesign and reorientation
of urban blocks, creation and strategic placement of pedestrian plazas adjacent to station
entrances and the provision of pedestrian bridges such as the one at the Pearl Highlands
station.

Some of the redeveloped areas in the Aiea-Pearl City Neighborhood TOO Plan
Preferred Alternative are candidates for traffic control approaches being used with
increasing regularity. Thase traffic control approaches include the use of traffic coils,
central cells, transition plazas, home zones and reduced speed zones’as shown in
Appendix A.

11.2.3. roDs and Complete Streets

The American Association of Retired Persons (A.ARP) has taken op traffic safety
as a crusade, They have endorsed Complete Streets policies that take older pedestrians
into account. AARP Hawaii was a key proponent of Act 54, Hawaii’s Complete Street
legislation passed in 2O09i~

Act 54, Complete Streets, directs the state and county DOTs to adopt a complete
streets policy that seeks to reasonably accommodate convenient access and mobility for
all users including pedestrians, bicyclists, transit users, motorists, and persons of all ages
and abilities. The law applies to new construction, reconstruction, and maintenance of
highways, roads, streets, ways, and lanes located within urban, suburban, and rural
areas, if appropriate for the application of complete streets,

The legislation created a temporary task force to review existing state and county
highwaydesign standards and guidelines. The purpose of the review is to develop
standards that can be applied consistently statewide. The task force is to submit a final
report before the 2011 legislative session.

It is recognized that Act 54 applies to the Aiea.Pearl City Neighborhood TOO Plan
Preferred Alternative and that tile planning principles serve as the complete streels
policies for each station area.

Aica— Pcsrt City Ncighborhood TOO Plan Transporlation Asscssmtnt

The Federal Highway Administration (FHWA) has engineering guidelines for older
drivers and pedesthansi9 This guidance was a cursory update of work performed in the
late-I 990’srelying on research in the early-l990’s, largely based on data from the
1980’s. The Highway Design Handbook For Older Drivers and Pedestrians represents
rigorous analysis using prudent engineering approaches oriented toward judiciously
accommodating the pedestrian while giving preferential treatment to the optimization of
vehicle flow.

The FHWA handbook attempts to address an aging population’s desire for mobility
as pedestrians within the confines of an institutionalized mindset that automatically
assumes a U.S. defacto policy directive that streets are for vehicles versus an ever-
strengthening and çv9lving international policy that streets are public rights-of-way
available for the highest and beat use to serve the public need. Consider the first
sentence of the Bipartisan Policy Center’s National Transportation Policy Project (NTPP)
report7°

National fransportafion j~oIicy has /ost direction and a dear sense of
purpose, threatening substanfial cosfs to our col/ective prosperity, security,
environment, and quality of life.

FHWAs guidance makes no references to more recent best international practices
which undeniably have done a much betterjob of safety and accommodation of all modes.
The Aiea-Pearl City Neighborhood TOO Plan Preferred Altemative is intended to be fully
responsive to the intent of the Complete Streets program. The Interim Progress Report
identified the following five potential Complete Streets best practices:

I. Development of a clear vision that explains why the community wants
to enhance its street network with Complete Streets.

2. Development of provisions for ‘all users,’ including pedestrians.
bicyclists, public transportation, freight, and vehicles.

3. Development of design standards or the requirement to create design
standards.

4. Development of a Complete Streets Checklist,
5. Development of exceptions to the policy for circumstances where the

implementation of Complete Streets may not be advisable.

The Aiea-Peari City Neighborhood TOO Plan Preferred Altemative is intended to
be inclusive of the kinds of best practices listed above.

Letters to Hawaii tfcasc Cetsmillte an Finance and Trsrtepartatian from Jackie Eolsnd, AARP Hawaii
Associate State Directer, 2009.

‘VIESLIN 04.I~Oll

o Highway Design Handbeok Far OldsrDrivers and Psdettriataa; Fcderal Highway Adrninistrstion;

Pablicatian Ne. FHWA’RD-Ot-1a3; May 2001,
‘man NTI’P is a project orthe Bipartisan Policy cotter rounded by rarnier Senate majority leaders Howard

asker, George Mitchell, Tern oatchts, and Bab Dole.
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112.4. Tons and Contain Sensitive Solutions

According to FHWA “Context Sensitive Solutions (CSS) is a collaborative,
interdisciplinary approach that involves all stakeholdera to develop a transportation facility
that fits its physical setting and preserves scenic, aesthetic, historic and environmental
resources, while maintaining safety and mobility. CSS is an approach that considers the
total context within which a transportation improvement project will exist.”2’

Others expand even further to add “CSS respects design objectives for safety,
efficiency, capacity and maintenance, while integrating community objectives and values
relating to compatibility, livability, sense of place, urban design, cost and environmental
impacts”22

The Institute of Transportation Engineers (ITE) Proposed Recommended Practice,
Context Sensitive Solutions in Desi~ning Major Urban Thoroughfares for Walkable
Communities, advances the successful use of CSS in the planning and design of major
urban thoroughfares for walkable communities. It provides guidance and demonstrates
how CSS concepts and principles may be applied in roadway improvement projects that
are consistent with their physical settings. Examples are provided showing how the
principles of CSS have been applied to support walkabte communities. The ITE report
takes many of the intemationat best practices identified in earlier reports and translates
those successes into U.S. design standards.23

The Aiea-Pearl City Neighborhood TOO Plan Preferred Alternative is intended to
be inclusive of those international best practices that have been included into U.S. design
standards, others that are being implemented in the more savr~~ urban transportation
cities such as New York City and Portland, and those that offer clear advantages
applicable to Honolulu’s environment.

Aiea— Pcar[ City Neighborhood TOO Plan Transportation Assessment

11.3. TOO SUSTAtNABtLITY AND SMART GROWTH FEATURES

A report entitled “Hawaii 2050 Update, Relating to Sustainabitity” was prepared in
response to Act 225.2008 Session Laws of Hawaii. The subject matter of this report is
applicable to the Aiea-Peart City Neighborhood TOO Plan Preferred Alternative,24

Hawat’i 2050 is the most comprehensive statewide planning process conducted in
over three decades. Hawaii 2050 creates a long-term action agenda for achieving
sustainability. Hawaii 2050 is intended to augment and complement other plans to
achieve sustainability goals and principles. Hawaii 2050~rovides five over-arching goals
shown in Figure 11-6 to guide county sustainability efforts, a

Figure 11-6: Hawai’t 2050 Suatainabitity Plan Goals

Federal Highway Adeniaistratioa (www.thwa.delgev/csdfiadex.htnt).
~ Context Seasitive Street Oesign; Atlanta Regienal coenaisajon, Urban Design Coltaberative; December

2001; page 4.
“ ceomeerir Oeaigas Practices for Et,repeaa Reads; laternatienal Teetmelegy Exchange Pregasm; FHWA;

Jeer 2001.

~VESLtN a4-tant,

24 Hawaii zeso Update, Relating Ce S,etaiaability; prepared by the Seciat Scieacca Policy crater,

University efllawai’i at Maaoa; ia reapease to Aet225, 2008 Session Lawa efHawai’i; Janeaxy 2010.
a Hawaii 2050 Sesta’mability Plan, Charting a ceeraa rer Hawai’i’a suslaiaabte return; Hawaii 2050

Susraiaability Task Farce. State or Hawaii; Jatauaay 2008. page 9.
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The shape of a star is used to reflect the equal importance, inter-relationship and
inter-dependence of the five sustainability goals.

Hawaii 2050 defines sustainability as a Hawaii that achieves the following:

• Respects the culture, character, beauty and history of our
state’s island communities;

• Strikes a balance between economic, social and
community, and environmental priorities; and,

• Meets the needs of the present without compromising the
ability of future generations to meet their own needs.

The Hawaii 2050 Update released for the past legislative session recommended
that the sustainability goals and definition be incorporated as a new section in HRS
Chapter 226.16 Legislation that would achieve this recommendation advanced through the
2010 legislative session but was not enacted,2’

The Hawaii 2050 Sustainability Plan and the Hawaii 2050 Update identit’ sets of
indicators to monitor and measure the success toward becoming a more sustainable
Hawaii. Many of these involve transportation performance measures such as:St

Change in annual vehicle miles traveled
• Registered vehictes

Public transportation ridership
Use of ridesharing and altemative transportation
Non-motorized trips

• Commute time

The Wrst elements of sustainabtitLemer~ed in the global arena at the 1972 UN
Conference on the Human Environment. A wealth of documentation has been produced
on sustainability as it applies to transportation.’°

16 HawaiI 2050 Update, Relating to Sassesinability; prepared by Social Sciences Policy Center, University or
Hswsi’i at Manes; io respoase to Act 225, 2005 Session Laws offlawai’i; Janusty 2010. page 2.
~‘ sa2s32 passed in the Senate (3/2J2010). pasted in the Huese with amendments (4/6/2010). btatwss net

reeeacilsd in cenferexace committee (4/2212010).
~ Hawaii 2050 SuetaissabitityPlan, Charting a eeaost far Hawaii’s assstainable future; Hawaii 2050

Sustainability Task Force, State efllswai’i; January 2008, page 5; and, Hawaii 2050 Update, Rtlaa’mg It

Sustainability; prepared by the Secial Sciences Policy Center, Univeesity ofHswai’i atM sans; inrespensc
to Act 225,2008 Session Laws orHswsi’i; January 2000, pages 28 sad 29.
“ Satsastasability and Cities, OvercemingAtttemobile Dependence; PelrrNewman and JefiKenwerthy;

1999, page I.
~° Ibid. Nate: There are sbeut 450 reference deciamsasts at this beak.
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There is no universally accepted definition. Definitions include:’1

• Sustainable development ‘meets the needs of the present without
compromising the ability of future generations to meet their own neede.’
(Brundtland commission, 1987)

• The goal of sustainable transportation is to ensure that environmental,
social and economic considerations are factored into decisions affecting
transportation activity.’ (united Nations Educational, Scientific and
Cultural Or9anization’s Management of Social Transformations - MOST,
1999)

• Sustainability is ‘the capacity for continuance into the long term futurC.
Anything that can go on being done on an indefinite basis is sustainable.
Anything that cannot go on being done indefinitely is unsustainable.
(Center for Sustainability, 2004)

Simply stated, any economic or social development should improve, not harm, the
environment. That is the primary theme used for “sustainability” and the related topics in
this technical memorandum, especially as it applies to TOO planning.

A sustainable and smart growth development pattern emerged in the days when
transportation was designed to dictale land use. This was the case in Hawaii’s past when
trolleys on O’ahu formed walkable neighborhoods.

More recently, land use policy has dictated transportation policy. Bedroom
communities separated people’s homes from their workplace connected only by roads.
Smart growth principles need to replace our reliance on automobiles.’2 The Alea-Pearl
City Neighborhood TOO Plan offers a significant step in that direction.

Past transportation planning tended to assume that transport progress consisted
of advancing newer, faster modes. These displaced older, slower modes. Consequently,
there was no harm ifjncreasing automobile traffic caused congestion delay to public
transportation or created a barrier to pedestrian travel. It was standard practice to give
public transportation or walking lower priority over automobile travel?’

Sustainable transportation planning redefines standard practices. It credits each
mode with purpose and value, It assigns a purpose to be fulfilled by each mode. It values
each mode’s contribution to a balanced transportation system.

tasasea In SestainableTeaaspostatios; Olebal Envirosmenlal Issues; Volume 6, Ntatasber 2.2006; page 332.
‘~ The Renaissance efHeneltsle—The Sustainable Rebirth ores American City; City and Ceeaty or

Honolulu, Mayor Jeremy Harris; 2004; Chapter 4, Seetsiasblr Trsnepeeiatien; page St.
as Issues In Sustainable Traraspenalioa; clebal Environmental Issues; Volumr 6, Number 2, 2006; page 335.
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These new standard practices are so well established in other countries they are
no longer considered innovative. They have become commonplace approaches
supporting sustainable and smart growth development concepts such as Eco-towns and
New Growth Points; terms reflecting a high sophistication of coordinated transportation
and land use planning in the United Kingdom and olher EU countries.M The Aiea-Pearl
City Neighborhood TOD Plan Preferred Alternative embodies these sustainable
transportation planning elements.

The most beneficial sustainable transport and smart growth strategies improve
walking and cycling, provide more public transportation seivice, and restrict motor vehicle
travel in areas with high pedestrian, cyding and public transportation activity.
Sustainability and smart growth transportation plans can contribute to reducing auto
dependency.~ The Aiea-Pearl City Neighborhood TOD Plan PreferredAlternative builds
upon these established strategies.

11.4. SUMMARY OF PREFERRED ALTERNATIVE FEATURES

The Aiea-Pearl City Neighborhood TOD Preferred Alternative provides the
fundamental transportation features necessary to be fully responsive to the expectations
of a TOD. Transportation features include:

• The right kind of infrastructure — including new bike paths, bike lanes,
main street concepts, new street patterns, wide sidewalks, new
pedestrian pathways and pedestrian transit plazas.

• A needed emphasis on safety— including a concern for a safe biking
experience and the orientation of streets to minimize modal conflicts.

• The best design approach — including elements such as a pedestrian
firsr emphasis that is responsive to Hawaii’s evolving context sensitive
design and complete streets efforts.

• The right balance between transportation and land use — including the
inclusion of workforce housing and employment opportunities to
mihimize the need to travel outside of the area during peak commute
periods responding to Hawaii’s evolving Sustainability and Smart
Growth initiatives.

Building Suslainable Transport inte New Oevetepments: A Menu of Options fur Grnwih Points and Bee’
towns; Depanment ferTransport. London UK; April 2008.
“ Growth Management and Snotsinshlr Transport: Do Growth Msnagement Policies Promote Transit Use?;

Brian Deal, ise [long Kim, Amab Choisraborly; University of Illinois; Journal ofPublic Transportation.
Veleme 12, Number 4,2009; page 35.
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Ill. TOD TRANSPORTATION ASSESSMENT METHODOLOGY

A number of countries have significantly revised procedures for reviewing the
relationship between land development and transportation. Some of these countries have
many areas exhibiting the type of spatial attributes desired for a TOO. These attributes
have not been achieved spontaneously. They are the result of intensive efforts to link the
fulfillment of planning policy with the formal review of major development applications.

This section is the result of a review of intemational best practices in the
assessment of the transportation attributes of development proposals in relationship to
their location to public transportation. London’s Public TransportAccessibility Level
(PTAL) approach and England’s corresponding Transport Assessment (TA) procedures
recognize policy directives to shift single occupant vehicle travel toward walking, cycling
and public transportation. London has changed its land development traffic impact
assessment procedures from the type of Traffic Impact Analysis Report (liAR) used in
Hawaii to the TA procedures using PTAL over the past ten years.

A review of the London Plan, several individual London Borough plans, dozens of
development planning review reports and scores of technical reports and papers leads to
the conclusion that the PTAL approach has enormous value in providing a process that
directly links government policy with land development proposals and approvals. Use of
PTAL achieves progressive modal shift transportation policies such as desired through
the City and County of Honolulu’s sponsorship of TOD Neighborhood Plans.

This section reviews the PTAL process as used elsewhere and tests whether such
an approach has merit in addressing the desired transportation and circulation attributes
of the Aiea-Peari City Neighborhood TOD Plan.

111.1. Transportation Assessments And Traffic Impact Analysis Reports

The common practice in the U.S., including Hawaii, is to Conduct a Traffic Impact
Analysis Report (TIAR) for large development projects. This technical memorandum
includes a case study of how such an approach can be used to review the implications of
a TOD. However, this approach is being replaced in other countries where TODs are
commonplace and the interest is not in accommbdating the car. The new approach is a
Transportation Assessment (TA).

WESL5N 04,50-solo
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England’s TA guidelines were issued as Planning Policy Guidance 13 (PPG13) in
2001.10 The purpose of PPG13 was ‘...to integrate planning and transport at the national,
regional, strategic and local revel and to promote more sustainable transport choices both
for carrying people and for moving freight.”3’ PPGI3 is the means by which assurances
can be attained that public policy has been translated into actions.

PPGI3 identifies many of the attributes desired for a TOD. For example, a key
planning objective in England is ‘to ensure that jobs, shopping, leisure facilities and
services are accessible by public transport, walking, and cycling.’~’ The need for the TA
approach is to reflect the ‘change in the policy framework within which road space might
be reallocated to pedestrians, cyclists and public transport in order to accommodate and
facilitate the renaissance of towns and cities.’3’

PPGI3 requires a TA where developments will have significant transport
implications. TAs are to be ‘., submitted alongside the relevant planning applications for
development.’4’5 TAs replaced the previously required Traffic Impact Analysis.41 The TA
is required to illustrate accessibility to the site by all modes and the likely modal split of
journeys to and from the site, It gives details of proposed measures to improve access by
public transport, walking and cycling, to reduce the need for parking associated with the
proposal and to mitigate transport impacts.

PPGI3 includes the finding that ‘The availability of car parking has a major
influence on the means of transport people chooae for theirjoumeys. Some studies
suggest that levels of parking can be more significant than levels of public transport
provision in determining means of travel (particularly for the journey to work) even for
locations very well sewed by public transport. Car parking also takes up a large amount
of spece in development. is costly to business and reduces densities. Reducing the
amount of parking in new development (and in the expansion and change of use in
existing development) is essential, as part of a package of planning and transport
measures, to promote sustainable travel choices. At the same time, the amount of good
quality cycle parking in developments ahould be increased to promote more cycle use.’41
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PPG13 identifies maximum parking standards lobe used as pad of a package of
measures to promote sustainable transportation choices, reduce the land-take of
development, enable schemes to fit into central urban sites, promote linked-trips and
access to development for those without use of a car and to tackle congestion. There are
no minimum parking standards for development other than parking for disabled people.

PPGI3 sets a consistent approach to maximum parking standards for a range of
major developments. The levels set were applied as a maximum throughout England until
recently updated to incorporate the use of public transportation accessibility levels
discussed in the next section.4,

PPGI3 sels guidance ‘to avoid on-street parking.’” Rather, it seeks to have
development applicants ‘,..address the needs of all users. Within town centers and other
areas with a mixture of land uses, priority should be given to people over traffic. Well
designed pedestrianization and pedestrian priority schemes generally prove popular and
commercially successkil, and local authorities should actively consider traffic calming and
the reallocation of road space to promote safe walking and cycling and to give priority to
public transportea

Traffic Management guidelines in PPGI 3 include designing residential roads ‘to
encourage low traffic speeds and may be car free, where there is sufficient access by non
car modes. In established residential areas, there needs to be creative use of traffic
management tools, to allow traffic calming, including the use of 20mph zones...’ and
‘.,.home zones.’4’

Travel Plans are another aspect of PPG13 designed to place emphasis on a new
approach in transportation planning. Travel plans are to be ‘submitted alongside
planning applications which are likely to have significant transport implications.’4’ Travel
plan relevance’...lies in the delivery of sustainable transport objectives, including:

1. reductions in car usage (particularly single occupancy joumeys) and
increased use of public transport, walking and cycling;

2. reduced traffic speeds and improved road safety and personal security
particularly for pedestrians and cyclists; and,

‘~ Planniag Policy Guidance 13: Transport; Dcpartmrat far Cammunilics and Local Oovrnaaent; Leadea,

England; Marsh 2001.
“ Ibid. cover page.
a Ibid paragraph 19.
“ Ibid. paragraph 65.
4’ Ibid paragraph 23.
~ Gaidelinea far Traffic lmpsct Asacaaaenl; Institurian afHighways and Tranapartalian (IHT); 1994.
41 Plaaaiag Policy Guidance 13: Transpad; Department for Conananilica and Local Gavenunent Leaden,

England; Msreh 2001, psra8rsph 49.

WgSLIN 04.’ a. a,

° hid; Annex 0; note The parkiag maximum far lead retail was ace spsce per 14 square meters, arena

spaeeper 150.1 equate feet In camparisaa, the City and Coualy ofHanalulu’a Land Use ordinance reqaircs
a minimum arose spacp per 300 square feet,
— Ibid. paragraph 66, item 5.
~‘ Ibid, paragraph 67.
4’ Ibid. paragraph 65,
° Ibid. paragraph 59.
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3. more environmentally friendly delivery and freight movements, including
home delivery sewices.~

Elements of the 2001 TA guidance have been continuously refined and expanded,
but the underlying policy foundation has not changed. The content of subsequent
publications has been to elaborate on TA procedures. The Guidance on Transport
Assessment published in March of 2007 reaffirmed PPGI3 and provided detailed
instructions with the following introduction:

A TA isa comprehensive and systematic process that sets out transport
issues relating to a proposed development. It identifies what measures will
be taken to deal with the anticipated transport impacts of the scheme and
to improve accessibility and safety for all modes of travel, particularly for
alternatives to the car such as walking, cycling and public transport49

The 2007 TA guidance was offered to enable properly prepared TA’s to be more
readily reviewed by local planning authorities and assure consistency with established
policy. TAg allow the transport implications of proposed developments to be properly
considered and identify suitable measures to achieve a more sustainable and
environmentally sound outcome. In preparing the 2007 guidance the following
considerations were found to be relevant:5°

• Reducing the need to travel, especially by car— reducing the need
for travel, reducing the length of hips, and promoting multi-purpose or
linked trips by promoting more sustainable patterns of development and
more sustainable communities that reduce the physical separation of
key land uses.

• Tackiing the environmentaiina1oactoftravei—by improving
sustainable transport choices and by making it safer and easier for
people to access jobs, shopping, leisure facilities and services by public
transport, walking, and cycling.

• The accessibility of the location —the extent to which a site is, or is
capable of becoming, accessible by non car modes, particularly for large
developments that involve major generators of travel demand.

• Other measures which may assist in influencing travel behavior —

achieving reductions in car usage (particularly single occupancy
vehicles), by measures such as car sharing/pooling, High Occupancy
Vehicle (HOV) lanes and parking control.

“ Ibid. paragraph 88.
‘~ Geidaace ea Tmaspert Asseastatent; Osparlanrat for Transpeti, Grest Ministsr Cease, Leaden; Marcia

2007; paragraph 1.2.
~ Ibid. paragraph 1.19.

WESLIN 5445-n’,

Aica— Pearl City Neighborhood TOD Plan Transportation Assessment

These relevant considerations are repeated in the TA procedures for individual
Boroughs, sometimes with more emphatic emphasis on expected outcomes. For
example, in December Of 2005, the Worcestershire County Councilrublished a report
with the same four bullets listed above and the following statement: a

All new developments in Worcesfershire must be designed as sustainable
developments. Therefore. Transport Assessments and Statements must
not focus on road building or highway capacity enhancements as a means
of catering for the transport impacts of sites, without a full detailed
exploration of measures to encourage sustainable transport behavior (i.e.
increased use ofpublic transport, walking and cycling).

The reference to 7ransport Assessments and Statements’ is to distinguish the
requirements of a TA from that of a Transport Statement (TS). Inmost London Boroughs,
a TA is required for developments over a specified size, whereas a TS is required for
smaller scale building projects.

111.2. Using PTALS As A rOD Transportation Planning Technique

In 2010, London instituted further updated TA procedures which feature the use of
PTALs.t’ PTALs are a detailed measure of the accessibility of a geographic point to the
public transport network, taking into account walk access time and service availability.
The method measures the density of the public transport network from a particular point.

The PTAL methodology was originally developed in 1992 by a London Borough. It
was subsequently tested and adopted by London Transport. Transportation planning
practices in London lransitioned from the type of TIAR used in Hawaii to the TA now used
throughout England and other countries over the past decade with the most recent
guidance on TA’s published this year.

Among the reasons for the change was to ‘use parking policies, alongside other
planning and transport measures, to promote sustainable transport choices and reduce
reliance on the car for work and otherjoumeys” and to ‘give priority to people over ease of
traffic movement and plan to provide moreroad space to pedestrians, cyclists and public
transport in town centers, local neighborhoods and other areas with a mixture of land
uses.~C

St Reqeirenarass for Transpartatiaa Assessments and Transport Statements; Wareeaterehire Ceaney ceazaeil;

December 2008; page 2.
“ TranspettAsseanarat Bestlrseticea Gnidaaee Decrnaaenl; Tranapert ror Leaden; April2010; Appendix
a flAt. Methodelegy, page 13.
~ Planniag Peticy Guidancs 13: Trasaspert; Deparlxasnt rer Cemn,enilies and Lecal Oevemmr.at; Londen,

England; March 2001; items 6.7 and 6.8.
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Northern Ireland made a comparable change from what was their version of
Hawaii’s TIAR to a TA in 2006. There guidelines explain it this way, 9’he key difference
is that TAs cover all modes of transport from a person-trip perspective, with the emphasis
on walking, cycling and public transport whereas Traffic Impact Assessments (TIARa)
generally concentrated on accommodating car trips (to ensure that the Vaffic impacts
associated with a new development would be accommodated) and gave only limited
attention to accessibility by non-car modes,”~°

In Australia, towns as small as 20,000 use PTAL methods, Ryde, New South
Whales, Australia is a suburb of Sydney. Ryde is located 13 kilometers (21 miles) from
the Sydney CBD. It is using PTALs as part of their policy to reduce car use. Ryde is
using PTALs to set car parking supply rates for new development.tt

Many authoritative literature and best practice reviews reinforce the value of
parking limitations, transportation demand management (TOM), public transportation
network service levels, bicycle facility quality and meaningful pedestrian pathways,w
Various scoring systems have been developed to quantify the attractiveness of the
walking ~ Although these attributes are often alluded to in development
proposals, there has been no way of objectively and quantifiabty evaluating these types of
transportation projects and programs until some governments updated to TA procedures,

The Greater London Authority investigated using PTALs as a tool to implement
sustainable planning policies in 2002,m PTALs are now an integral part of the London
Plan and London’s approval process which requires a TA for major land development.
The London Plan states ‘Spatial policies cannot be considered in isolation from their links
to existing and proposed transport accessibility and capacity,’ ~° The map of existing
public transport accessibility levels across London based on the PTAL method is shown in
Figure Ill-I.

Aica — Pearl City Noigisborhood TOO Plan Transportation Asscssnient

Figure 111-1: London PTAL Contours

a Traasport Assessnsent — Gnidelines fer Develepnseat Proposals ia Noethena Ireland; Dcpartsssent er
Regional Development, Noetisens Iteland; November 9, 21)t6; page3 paragraph 2.5.
“ City or Ryds Integrated Trsnspett sad Lsad Use Strategy, Centre Report ror Esstweed, Appendix!,
PTAL Analysis Brief; Atsgtast 2t07. page 1,
~° Planning ForSnelatntble Travel: Ineegeseing Spatial Planning sad Transport; Or, Rabin Hickntsn,

Haterew Oreup and University oroxlord (Transport Studies Unil), Catherine Sesbem, Hslcrow Group.
Peter Headicar, oxford Dreekes University (Depseisaens ef Plsssniag) and Professer David Banister,
University efOsferd (Transpert Studies Unit); Association foraaropean Transport and Cealribtstors; 2et9.
“ Twe lnstnsmrnts To Score Environments FerNeighborhoad Wnlksbility; Or. Anne VentrzMesdon,

university efWsthingten, et at.; November 15, 2ees.
~• ldenttf~ting and Prioritizing Walking Investment through the PERS sadie tool; Spencer Clark, Trsnspost

for London and Adam Davies, TRL; Walkzt Conference 2tt19.New Yoric, New York; 2tt9,
~ Parking standards for London retail, leisure, mixed sac devetopment end ether issues; SOS Technical

ReportTwctvr; August seai
a The London Pists, Spatial Drvelepmcnt Strategy for Greater Londen, Consotidation with Alterations since

20e4; February 2tt5; page 56, paragraph 2.42.
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Other countries are either investigating the recent evolution -in London’s
transportation policy and planning review processor are actively implementing the PTAL
technique.tt Other techniques are available to apply government policy guidance, but
none are nearly as rigorously veiled as the PTAL approach.°2’°3

el PPOI3: A Vehicle Per Promot’sstg The New Asenda FnrA Staslatnnble Transport And Land liar Policy;
Gurney, A., Jenkins, A, and Smyilt, A., Ove Amp and Partners.
~ Accessibility planning and rcccstibility modeling: a review; Helena Titaseradge, University College;

Lnndon, England; 2tt4.
~ Menssring The Accessibility OfOppoetanitica and Scn’icca In Dense Urban Envirnntnenb: Experiences

From London; Simon Cooper, Peter Wright and Ratndri malt, Transport ror London; Association for
Essmpean Transport and Centriboton; 2tt9.
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111.3. PTALs Determine Density and Maximum Parking Supply

London uses PTALS to limit density for suburban as well as urban areas as shown
in Table lll_l.~ Appropriate density ranges are related to setting in terms of location.
existing building form, existing building mass, and the PTAL index.

Table Ill-I: London Density Matrix
Habitable rooms and dwellings per hectare (hr/ha) by PTAL

Note: Them am 2.47 acres per hectare

Public TransportAccasslblllty Level (PTAL)
Setting eioi 21o3 ‘toe

Suburban 150.200 hrlha 150-250 hrlha 200-350 hriha
3.8-4.6
hr/unit 35-55 u/he 35.85 al’s 45-90 ulse
3.1-3.7
hr/unit 40-65 u/Isa 40-80 u/Isa 55-115 u/Isa
27-3.0
he/unit 80-75 u/Isa 60-95 u/h~ 70430 u-S’s
urban 150-250 hrlha 200450 hr/Isa 200-700 hrlha
38.4.6
hr/lint 35-65 u/Isa 45-120 u/Isa 45185 u/ha
3.1-az
hr/unit 40-80 aLma 55-145 u/Isa 55-225 vIsa
2.7-3.0
hr/OuSt 50-98 al’s 70-170 u/Isa 70-280 u/ha
Central 150-300 hrlha 300450 hrlha 050-1100 hrlba
3.8-4.8
hr/unit 35-80 u/Isa 65-1 70 u-Isa 140-290 u/Isa
3.1-3.7
hr/unit 40-100 a/Isa 80-210 wI’s 175-355 vMs
2.7-3.0
tsr/unit 50-ISO uslea 100-240 as/ha 215-405 sI/ha

Aica— Pearl City Neighborhood TOD Plan Tnmsporlation Assessment

The PTAL is used as a development planning tool in London to determine
permitted parking standards and allowable development densities. Large site
developments must follow planning guidelines that allow more parking in arens with low
PTALs and no or minimal parking in areas with high PTALs as shown in Table 111-2 for
retail land uses. -

Table 111-2: London Parking Standards
Maximum Parking Space Supply For Retail Land use By PTAL

Note: Them are 10.764 square feet in a square meter

PTAL

London & 5
Retail land use I space per x square metres

of gross floor area

Smaller food store

(up to SOOni2gfa) — 75 50 - 35 30

Food supermarket
(up to 2SOOm2rfa/c4000m2gfa) — 45— 30 30—20 18
Food superstore
(over2soom2rfa/c4000m2gfa) — 38—25 25—18 15
Non-food warehouse — 60 — 40 50— 30 30
Osiden centre — 65 — 45 45 — 30 25

Town centre/shopping mall — 75 — 50 50— 35 30

The approach set out in London Plan Policy 3C.23 seeks to regulate parking to
minimize additional car travel, reduce trip lengths and encourage use of other, more
suslainable means of travel. Policy 3C.24 also recognizes the need to support the
economic development and regeneration of London’s town centers.” The maximum
parking space approach provides for flexibility to take account of local Circumstances in
balancing the desirability of reducing car use with the need to provide for attractive viable
development.

‘~ The Leaden Plan. Spatial Develapmenl Strategy for Greaser Leaden, Cezssalidalian with Allesstiann since
2004; Pebnsasy 2008; page 69. IsbIe 3A,2,

WESLIN 54-15-205

~‘ The Leaden Plan, Spatial Dsvelnpss,ent Sisslegy far Greater Lorsden, Consolidasien wish Alleratienn aince
2004; Febnssry 2808:-pages 154-155.
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The dynamic masdmum parking space approach using interactive relationships
with PTALS and other features of a travel plan supersedes previous stalic parking
standards. Managing the Level of on,site parking provision in London is penn as a key
reinforcing measure to promote alternative means of transport. Therefore, parking,
access, levels of public transportation and travel plans are all included as inter-related in
the development of the TA.C

A travel plan is a package of site-specific initiatives aimed at improving the
availability of travel modes to and from a development. Travel plans are becoming an
increasingly important tool as an international best practice in the delivery of sustainable
outcomes. Travel plans provide, together with a TA, the mechanism for assessing and
managing access to sites, Travel plans can improve accessibility, both to and from the
site, and to local amenities and services,6’ London’s recent guidance strengthens the role
of the travel plan. Mode share targets must be set and monitored. The TA is to use those
mode share targets to demonstrate a reduction in private vehicle travel.m

The TA includes a travel plan to demonstrate an ongoing obligation toward
measures to improve access by public transport, walking and cycling, to reduce
associated parking and mitigate adverse transport impacts cause by parking. TAs are a
key factor in ensuring that parking levels sought for new developments are not
excessive.69

The TA provides an estimate of how car parking demand will be minimized so as
not to exceed the adopted standards. There is evidence that car use reduces as access
to public transport, as measured by PTALs, increases.

This conclusion that car use reduces as access to public transport increases has
been reached in other countries and has been codified as part of their land development
regulation. For example, the Dutch use an A, 8, C location policy. ‘A’ locations have the
most public transport access and ‘C” locations have the least, Parking at ‘A’ locations is
limited to 10 spaces per 100 employees in major urban areas and 20 spaces per 100
employees elsewhere. ‘B’ location parking limits are 20 parking spaces in major urban
areas and 40 elsewhere. ‘C” locations have no parking restrictions, England’s PTAL
approach still appears to be the most tested?°

~ Ibid; appendix 4, page *23, itena 1-4.
“ Guidance on Transperi Assessment Orpanmcnt fee Trsnspert, Great Minister fleece, Londen; March

2t07; pagr34. paragraph 4.80,
Tramped Assessment Best Practices Gaidssncs Oecnsment; Transpert for Lenden; April 2010. past 58.

“ ‘The Lendon Plan, Sp’rial Oevsleptnsent Strategy fer Greater Lenden. Consolidatien with Alterations since

2te4; February 2008; sppendk 4, page A23, item 5.
PPGI3: A Vehicle For Prenneting The New Agenda For A Stsstainsbte Trsnspsrt And Land tine Policy;

Gurney, A.. Jmnkinr, A, and Smyilt, A., Ore Amp and Partisers, Pages 33’34.
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PTALs and the TA are used to inform the level of parking within the range
specified for employment parking in Table 111-3.

Table 111-3: London Parking Standards
Maximum Parking Space Supply For Retail Land use By PTAL

Note: There are 10.764 square feet in a square meter

Location Macintent of one parking space perK sq.sare metres
of gross floor area, where xis
(value of K)

Central London (CAZ) 1,000—1,S00

tnner London 600— 1.000

O,t,r London 100—600

Locations with higher PTALs should have a lower level of parking provision within
or below the range specified for employment parking and for residential parking as shown
in Table 111-4. Residential development with lower car parking provision is encouraged in
areas with high PTAL scores and/or dose to town centers. An element of car-free
housing should be included where accessibility and type of housing allows.

Table 111-4: London Parking Standards
Maximum Parking Space Supply For Residential use By PTAL

Note: There are 10.764 square feet/n a square meter

Predominant housing type 44’ bed coat 3 bed units 1 —2 bed units

car parking provision 2—13 spares 1.5—1 space iso lest than I

per estit per ens spats per stit”

A new car parking standard for retail developments links car parking provision to
public transportation accessibility and encourages more restrictive car parking where the
PTAL is high, to prevent over-provision of car parking. This takes into account the trend
for shopping centers with better public transportation provision, to have a higher public
transportation modal share and lower car use for shopping trips. PTAL’based car parking
standards should be used flexibly to avoid a perverse incentive to develop in areas where
the PTAL is lower.’1

WESI.IN e4.15.s’sl

Ibid; pages A24’A3l.
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111.4. PTAL Planning, Policy and Regulatory Applications

London is composed of 32 boroughs each with independent planning authority.
As such, each borough exhibits slight variations on how PTALs are applied as indicated
by how each portrays (he color coding and interprets the use of PTALs differently. The
following are a few examples to demonstrate the applications of the PTAL requirements.

Figure 111-2 is the PTAL map for the London Borough of Richmond upon Thames,
located in southwest London with a population of about 180.100 in 2008 and increasing at
(he rate of about 1000 people per year. The borough is served by one London
Underground line and several regional rail lines. Altogether, there are 14 stations in the
borough.

‘VESLIN

Figure 111-2: PTAL Contour Map for London Borough Richmond upon Thames

Aica— Pearl City Neighborhood TOD Plan Transporlatlon Assessment

This borough atated in a draft plan that it would use a site’s PTAL as a starting
point, but also consider the proximity of bus, cycle and walking routes as well as future
improvements when evaluating development proposals. Transport for London considered
this statement to be misleading, as bus accessibility is taken into account as part of the
PTAL process and the PTAL rating of an area therefore fully reflects the proximity of bus
routes. The policy also tacks reference to highway capacity, which needs to be
considered when looking at the scale and type of development.

Another proposed plan policy stated that higher levels of PTAL require good rail
connections. Transport for London states this is incorrect as high levels of PTAL are not
limited to areas with rail connections, highlig~ting PTALs have been shown to be as high
as 6a bafed on access to bus routes alone.

The Royal Borough of Kensington and Chelsea seems to have embraced the
PTAL requirement more assertively. This borough has a population of about 160,000 and
is on the west side of central London. The borough includes the famous Harrods
Department Store and hosts (he Notting Hill Carnival, one of the world’s largest such
events with daily attendance exceeding one million people. The borough is served by 12
London Underground stalions operating on 5 of the system’s 12 lines.

During the review of a new policy report issued last year (here was some concern
(hat requiring high trip generating development to be located in areas of PTAL four or
higher was too re~bictive and that a tower PTAL should be included. The Kensington
Society felt that PTA!. four was too low and PTAL five was more appropriate. PTAL four
is considered a good level of public transportation accessibility and is considered
appropriate for higher residential densities in the London Plan. Therefore, PTAL four was
retained by the borough as an appropriate minimum PTAL for high trip generating
development. Concerns were also raised over reduced maximum levels of car parking as
too restrictive. The parking restriction policy was retained.73

The Royal Borough of Kensington and Chelsea contains a high concentration of
shops, businesses and ails and cultural facilities. Walking and cycling can often be the
quickest and easiest way of getting to places. ~Qiere residents need to use a car, a
dense network of on’street car club bays means they do not need to own their own
vehicle, The core strategy published in 2009 proposes to improve those communities
currently blighted by traffic by returning roads to two-way operation.

0 Local lmplcesretatiea Ptse; Lenden eere,,gh erRichmeed “pen Thames, Transpert Ptasaiag Seniers;

September, 2tt6.
‘a Policy Fensalatien Rspert; London Reya[ eemugh erKeesinglon snd chelsea; Nevember 2t09, pages
42-43, paragraphs 4.98-4.99.
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New developments in the borough will include all the facilities that enable
Figure 111-3: PTAL Contour Map for London Royal Borough of Kensington and Chelsea residents, workers and visitors to make better travel choices. Travel Plans will be

standard and will ensure walking and cycling is easy; that strong incentives are in place to
encourage the use of public transport; and that organizations are committed to reducing
the use of private cars.

M integral part of reducing the negative impacts of car use in the borough is to
ensure that car parking levels are minimized in new development. Over the lifetime of the
plan maximum parking levels will be reduced and new residential development will
increasingly include zero car parking.

The borough’s core strategy documents states aIt the Council’s vision is to be
achieved new development must include from day one all the facilities needed to
encourage walking, cycling and public transport whilst not encouraging the use of private
cars. In other words, development must ‘build in’ the travel patterns the vision seeks.
This wilt involve innovative facilities and measures to make walking, cycling and public
transport an attractive first choice as well as low or zero levels of car parking for new
additional residential development.’ A companion part of this policy is to require high trip
generating development to be located in areas of the borough where public transport
accessibility has a PTAL score of 4 or above, or will achieve this level as a result of
improvements to public transport!4

The third London borough example of London’s planning, policy and regulatory
reform is lslington. lslington is one of London’s inner boroughs with a population of about
190,900 in 2008. For over thirty years before World War I the borough maintained a
population of over 400,000. It reached a population low of 157,512 in 1981. Given this
history, it is understandable that good planning, balanced with the right kind of economic
development, is important to the area. lslington has 9 underground and 8 regional rail
stations, This borough has also welcomed the PTAL threshold approach. Its PEAL
contour map is shown in Figure 111-4.

Most of the borough is relatively well served by public transport. The figure
illustrates areas shaded purpleand red having high revels of access to public transport,
Areas shaded blue and green are less well served. This indicates that areas around the
main radial rail networks and radial bus corridors are highly accessible by public transport,
However, there are a number of residential areas that are less accessible due to fewer or
less frequent bus services and!or long walking distances to Underground and rail
services,

The Core Strategy fer The Royal Borough with s pasticular emphasis on North Kensington; The London
Royal Borough ofKessring[on and Chelsea; itaty 24, 2009; pages 159-161.
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Figure lll-4: PTAL Contour Map for London Borough of Islinglon

Aiea — Pearl City Neigl,borhood TOO Plan Transporlation Assessment

All three boroughs induded as examples in this section are responding to the
same national iniJiatives captured in the Mayor of London’s “The London Plan.” This
relationship among planning efforts is depicted in Figure Ill-S. lslington, like most other
boroughs! has its own planning document setting out sustainable community strategies
based on the areas past legacy, present circumstances and future vision. For lslington,
this is the tur Vision for 2020— the lslington we want to be.”

Current planning policy for boroughs is directed by law to be contained in Unitary
Development Plans (UDPs) that predate these recent initiatives including the use of
PTALs. The 2004 Planning and Compulsory Purchase Act replaced the UDPs with a
Local Development Framework. The Core Strategy is the principal document within the
Local Development Framework (LOF). For lslington, this is the issues and Options for
Core Strategy.” In all of the examples presented, it is these core strategy planning efforts
that were referenced.

Figure 111-5: Planning Relationships for Ihe London Borough of lstington

Public Transport
Accessibility Levels

~ndonPlen ~a
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The point simply is this: in London, England, a land with notjust centuries - but
millennia - of land policy history, change has happened recently and significantly.
England’s 2004 Act and ‘The London Plan” have radically changed the approach
transportation planners lake in that part of the world, Is it time for Honolulu to do the
same? This technical memorandum is assuming the answer is ‘yes’ and offering how to
transfer these intemational best practices to O’ahu via the Citys TOO Neighborhood
Plans, starting with Aiea-Peart City.

Before proposals are introduced in the next section as to how the PTAL approach
can be applied to the Aiea-Pearl City Neighborhood TOO Plan Preferred Alternative,
another test of the relevance of PTAL5 is offered. That test is how were actual
development applications reviewed in the context of this relatively new PTAL approach.
Oozens of actual ‘planning reports” were reviewed. The following seven were selected
offering a spectrum of PTAL levels. The reviews demonstrate how the PTALa for the land
development location were considered white addressing parking, access and other
transportation issues for each applicant.

London Case Study Example #1 — PTAL 6. Turks Boatya,rP

Turks Boatyard is adjacent to the Thames River. The boatyard was
demolished in 2005. The application is for 56 residential units with a gym
and café on the ground floor. The PTAL score is 6 (noted on page 2 of the
12 page report). The proposal included 17 off street vehicle and 70
bicycle parking spaces. This equates to 0.3 vehicle spaces per unit. The
proposal was found to be acceptabte.

London Case Study Example #2 — PTAL 5, 0,. Phase 2 Greenwich Peninsul&w
The 02. Phase 2, project located in the northern part of Greenwich Peninsula in
the Borough of Greenwich is known as the Millennium Oome, a London 2012
Olympics gymnastics and basketball finals venue. The application is for 24.000
square meters of floor space. Previous master plan approvals were granted in
1992, 1996.1998 and 2004. No increase in vehicle parking was proposed.
The PTAL score is 5 (noted on page 2 of the 11 page report). The government
review observed that capacity for highways, rail, buses, taxis and bicycle
storage has been exceeded or is a concern. The proposal was found to need a
travel plan to regulate travel demand.

Aica — Pearl City Neighborhood TOO Plan Tr.tnsporlation Assessment

• London Case Study Example #3 — PTAL. 4, Greenwich District Hospital Site”
The site is located one kilometer from Greenwich town center in the Borough of
Greenwich. The application is for 645 residential units (50% affordable) within
5 new urban blocks with saveral new streets and a new public square. Parking
is limited to a 190 vehicle space underground garage and 65 on street spaces.
Overall, 920 bicycle parking spaces are offered. A prior application in 2003 was
withdrawn. The PTAL score is 4 (noted on page 2 of a 17 page report). A
transport assessment was completed with commitments for various TOM
programs including a City Car Club. The govemment review observed that the
parking of 0.32 spaces per residential unit was acceptable, but ‘.. .TfL strongly
recommends reducing the level even further.” The proposal was found to need
confirmations of assumptions used in the TA regarding trip generation and
modal split. Furthermore, the required travel plan needed SMART (specific,
measurable, achievable, realistic, and time-bound) targets.

• London Case Ste,dy Examole #4 — PTAL 3-4, Edge warn Town’8

The site is aformerfootball field. Two underground stations and eight bus
routes are next to or near the site. The PTAL score is3 to 4 (noted on page 2
of an 11 page report). The proposal is for 189 residential units (57 affordable).
Parking was proposed for 134 spaces. 104 underground and 32 on the surface
(0.70 parking spaces per unit). The site plan was previously approved with the
same conditions, but with 11 less units. Site access, bicycle parking, a
pedestrian audit, bus atop audit and travel plan were among the items required.
These were provided and the application was found to be acceptable.

• London Case Sfudy Example #5 — PYAL 3, The Former Harofd Wood Uosoital’9

The site is within the center of Harold Wood. One rail station and three bus
routes are within an acceptable walking distance of the site. The PTAL score
is 3 (noted on page 2 of a 15 page report). The proposal is for 874 residential
units (31% affordable) in two to four story structures, with some four to five
story structures and one nine story structure. Parking was proposed for 1,311
spaces (1.50 parking spaces per unit). The site plan invoked the following
review comment: ‘The overall density proposed is 68 units per hectare (27.5
units per acre). Considering that some of the site is assessed at having a PTAL
of 1. this is an appropriate density.’ The review accepted the fact that parking

“ creator London Authurity Planning Reperl POui2es9JOl —Turin aostyard; Leaden anrough er
Kingston upon Thames, planning applicatien no.07)12536; July 23, 2008.
“ Greater London Authority Planning Repeat POU/209l/0l — The 0,, Phase 2, Greenwich Peninsula;
Lenden Derattgls ofcreenwich, planning application no.e81e197/0; July 23. 2005.

WES bIN

“ Greater Lendon Authority Plamtins Repeat PoIJ/0764a/0t — fanner Greenwich District Hospital; London
aorough nfcrecnwich, planning application no.ee/e6SglP; June t I. 2008.
‘~ Greater Lnndan Authority Planning Report POU.’219710l — Edgeware Town PC; Lendan Beraugh of

Harrow, plssatiug applicatieaoo.PA/t94t1e7/C0U; Apait2t, 2009.
“ Greater Lendon Authority Planning Report PDU/0t52h/On — fanner Harold Wend Hospital; Londen

Borough ofHaveeing, planning application nn.P0720.O8; June It, 2008.
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was within the allowed PTAL maximum, but it still requested that (he “proposed
oval of ear parking is reduced.”

London Case Study Examo!e #6-- PTAL 3, Mit/wall Culling and South Dockt°
The site is in the Isle of Dogs. The PTAL score is 3 (noted on page 2 of the 10
page report). One rail station will be relocated increasing the PTAL from 3 to 4.
The proposal is for a 180 room floating hotel permanently moored at MilIwall
Dock, The hotel is to be opened in time for the 2012 London Olympics. No
parking will be provided. The applicant was directed to investigate the impacts
on the public transportation system, make payment contributions for bus stops.
make payment contributions for real time electronic signage, and provide
bicycle parking.

• London Case Study Pxamote #7 — PTAL unknown. Terminal.5 HoteP’
The site is at Heathrow Airport’s new Terminal 5. The PTAL score is unknown
because the terminal is new, but it includes the extension of the Piccadilly Line
and Heathrow Express (noted on page 2 of the 11 page report). The proposal
is for a 314 mom hotel with 73 car parking spaces, the maximum allowed by the
parking standard. The applicant was directed to investigate the possibility of
providing no parking. The Transport for London review states “. . .maximum car
parking standards by definition are upper limits for parking provision, not
standards to be aspired to.” The applicant was directed to reduce the number
of parking spates.

The details of London’s guidance on transport assessment are extensive. The
above seven examples highlighted short sections from selected ‘planning reports’ offered
as evidence that the PTAL methodology is more than theory or an academic thesis. PTAL
is being tested daily between those who aspire to invest vast sums in prime real estate
ventures and those responsible for London’s land development plans and regulations.

The use of PTALs has been thoroughly reviewed, applied, modified, tested and
accepted elsewhere to establish its status as a valid transportation assessment
procedure. No application of PTALs could be found in the United States. Therefore, it is
important to explain the details of the process of calculating PTAL levels and how that
process has been applied for the Aiea-Pearl City Neighborhood TOO Plan. The next
section describes the calculation procedures for the Aiea.Pearl City Neighborhood TOO
Plan Transportation Assessment based on those developed by Transport for London
which are included in their entirety in the Appendix.

~ Grealsr Leaden Autherity l’laaaiag Ro1oISPDUI22I5IOI — MilIwall Ceiling and Sooth Dock; Leaden
aereegh orTowor Hamlela,.planning applicalien no.PAl0t1el359; Assmat2t, 2t05.
~ Orestro Leaden Authedly Planains Roped PDU12t73/el —Tcmiinat 5 Hetcl; Lenten Derou5h er
Hillingden, plaentag spplicslien no.2ees!1333; June It, wet.

WESLIN 04.n-aa,,

Aiea— Pearl City Neighborhood TOD Plan Transportation Assessment

111.5. PTAL Calculation Procedures

PTAL values range between “0” and 060. A ‘6” indicates no access often due to
geographical constraints or physical barriers, A “1” represents very tow public transport
accessibility and a ‘6” represents very high public transport accessibility to any given site,

London’s bus and rail transit network is homogenousty excellent, except for
overcrowding on certain routes at certain times of the day. Oahu’s transit network is
comparable on a smaller scale, but no less expansive when it comes to serving most of
the population within its service area with a reasonably well integrated network of routes.
The one major exception with TheBus service is that schedule reliability problems are a
concern, These witl.be addressed through the implementation of the HHCTCP and the
corresponding bus feeder network, Schedule reliability has been taken into account in the
Aiea-Pearl City Neighborhood TOO Plan Transportation Assessment,

The results of the PTAL access pathway review and calculation for the Aiea-Peart
City Neighborhood TOO Plan Transpoilation Assessment assigned a level between 0.
representing no public transport accessibility and 6, representing very high public
transport accessibility, to any given site or Point of Interest (P01).

Calculating the PTAL of a P01 involved a number of different factors including the
proximity of the P01 to public transportation stations or stops (known as Service Access
Points or SAPs) for different public transportation modes and routes, and the AM peak
frequency of those services, A reliability factor is added. The calculation gives a Public
Transportation Accessibility Index (PTAI).

The pathway walking distance from the P01 to the nearest SAP is calculated. Only
SAPs within a maximum pathway distance of the P01 are included (2,100 feet) for a bus
stop and (3,150 feet) for a rail station, which correspond to a walking time of 8 minutes
and 12 minutes respectively at the standard assumed walking speed of 264 feet per
minute. The walking access time is increased by one minute when the pathway requires
crossing a major street,

The service level during the morning peak (6:00 am — 7:00 am) for each mute
serving a SAP is determined, Where service levels differ in each direction on a route, the
highest frequency is used. The HHCTCP rail operation will have equal service in each
direction with a train arriving every three minutes. The bus routes and frequencies serving
each station in the Aiea-Pearl City Neighborhood TOO area are shown in the P01 tables in
Appendix C.

WESLSN
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A total access time for each SAP was calculated from each PCI. The Pots for the
Aiea-Pearl City Neighborhood TOD Plan Preferred Alternative are centroids within the
cells of a grid network formed by lines 264 feet apart (approximating a one minute walk
without any disruptions such as at major street intersections). The cell is assigned a
score based upon the PTAL score foreach corresponding P01.

The total access time is the total walking time from the P01 to jhe SAP and the
average waiting time for services on the route (half the time interval between arrivals).
This is converted to an Equivalent Doorstep Frequency (EDF) by dividing 30 minutes by
the total access time. This converts the total access time to a “representational average
waiting time, as though the route were available at the doorstep of the P01.”

A weighting is applied to each route to simulate the enhanced reliability and
attractiveness of a route with a higher frequency over other routes. For each mode, the
route with the highest frequency is given a weighting of 1.0, with all other routes in that
mode weighted at 0.5.

‘The EDF and the weighting are multiplied to produce an accessibility index for
each route, and the accessibility indices for all routes are summed to produce an overall
accessibility index for the Pal. This accessibility index (Al) can then be converted to a
PTAL grade (0-6) through a banding system where Als of 0.0 have a PTAL of 0,0.01-5.00
are PTAL 1,5.01-10.00 are PTAL 2, and scores of 25 and above are PTAL 6as shown in
Table Ill-S.

Table 111-5: Alea-Pearl city Neighborhood TOO Plan Preferred Alternative
Public Transport Accessibility Levels -

Accesstblity Accessibilty
P1A1 Indes Osscoipten

0 0.0 Na access

I 0.01 - 5.00 Very Poor

2 5.01 - 10.00 Peer

3 10,01 - 15,00 Modeele

4 ls,el ‘20,00 Good

5 20.01 - 2s.ee very Geed

6 25.01 + Escellep~l

Aica — Pearl City Neighborhood TOO Plan Transportation Assessment

Appendix B includes the Als and PTALs for each of the 60 grids with most ot their
area that is within the quarter mile radius circle around each of the three Aiea-Pearl City
Neighborhood TOO Plan Preferred Alternative stations as depicted in Figures 1-1 and 1-2.
Figure 111-6 illustrates the grid overlay on top of the quarter mile circle with each grid
numbered. These numbers correspond with the same numbering sequence shown in
each table in Appendix B. The width of each grid is 254-feet such that 10 grids equal one
half mile, the diameter of the circle. The six tables in Appendix B have a set of two tables
for each of the three stations — Leeward Community College, Pearl Highlands and
Peariridge. One of the Iwo tables represents existing conditions and the other is for the
Aiea-Peart City Neighborhood TOD Plan Preferred Alternative.

Figure 111-6: PTAL Grid Overlay used To Compute
Average Public Transport Accessibility Levels

At Neighborhood TOO Plan Stations
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The PTAL scores for all 80 grids are included in a calculation to derive the
Average PublicTransportation Accessibility Level for the existing condition and the future
condition with the Aiea’Pearl City Neighborhood TOD Plan Preferred Alternative for each
station. This is viewed as an equitable way of comparing the overall geographical walk
accessibility among the stations. The Average PTAL score was also catculated excluding
the grid cells located in geographically inaccessible areas, such as in Pearl Harbor.
These Average PTAL scores are presented in Table 111-6.
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Table 111-6: Alea-Peerl City Neighborhood TOO Plan Preferred Alternative Stations
Public Transport Accessibility Levels

Average Public Transportation Accessibility Level

Including All 80 Odd Cells Excluding Ineccessibile Grid Cells

• Existing Cond~oj Future Condition Existing Condition j Future Condition
Station Without Rail With TOO Plan Without Rail With TOO Plan

ICC 0.1 1.0 0.1 1.8

Pearl Highlands 0.5 2.4 0.6 2.9

Peartridge 1.2 3.0 1.4 3.6

The scores for the Leeward Community College future station location existing
condition are lower than for the other two stations primarily because there is no bus
service near LCC in the morning peak period. The existing conditions PTAL score ix the
same whether all 80 cells are used orjust the 43 cells that are in an accessible location.
PTAL scores increase to 1.0 with all 80 cells and 1.8 with the 43 accessible cells because
of the introduction of mit service, but the lack of bus service keeps these scores relatively
low compared to the Pearl Highlands and Peariridge stations.

Both Pearl Highlands and Pearlridge have 65 grid cells that ure accessible, so the
scores for these stations are directly comparable in all situations. The future Pearlridge
station location has the highest PTAL level under current conditions primarily because of
the higher level of existing bus service compared to Pearl Highlands. Peartridge scores
higher than Pearl Highlands in the future because of the higher number of buses arriving
in the morning peak period. All three stations benefit equally with the introduction of rail
service in the future because peak period service intervals are the same at each station.

One fascinating aspect of applying the England PTAL methodology to these three
Neighborhood TOO Plan Preferred Altemative stations is that it demonstrates that the
methodology is applicable to Honolulu. It provides a tool that can be used to guide
development, limit parking and test what transportation improvements are most beneficial
for a particular project to achieve federal, state and city goals, objectives and policies.
The PTAL methodology will be further tested in the subsequent sections of this technical
memorandum.

WESLIN 54.1 540’
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IV. TOO PROJECT CASE STUDY

This section uses the Ram Drive-In site as a case study on how a transportation
assessment for a project within a TOO can be conducted using two methodologies. One
is based on the current traffic impact analysis report vehicle trip generation methodology
and the second uses the PTAL approach described in the previous sectton. The first
method addresses the question: how does the current level of vehicle traffic generated by
the site through the current use as the Ram Swap Meet compare to the level of vehicle
traffic generated by a Transit Oriented Development at the same site? The second
method answers the question: How does the public transportation level of service at the
site impact the appropriate level of development?

IV.1. THE CASE STUDY: RAM-DRIVE IN SITE

The former Ram Drive-In site is a 13.981-acre property located in the southeastern
corner of the intersection of Moanalua Road and Kaonohi Street as shown in Figure IV-l.
The current zoning of the property is 8-2 (Business Community).

wEsLrs 54.10_au.,

Figure tV-i: Former Ram Drive-In Site Location
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Area residents have complained about the amount of vehicle traffic generated by
the swap meet and the queue caused by the stream of Diamond Head bound vehicles
tuming right from Moanalua Road onto Kaonohi Street. Those vehicles tum right again
from Kaonohi Street into the site. Although two vehicle traffic lanes exist on Kaonohi
Street, vehicles tijming wide into the swap meet sometimes block the second lane making
it impossible for through traffic to pass. This is the only entrance used for the swap meet.
Left tums are not posclble due to a median strip with a chain link fence.

The Aba Neighbothood Board has discussed the problem and meetings have
been held with HPo, OTS, swap meet representatives, and other concerned parties.
Actions have been taken to improve the situation including having personnel directing
vehicle traffic. This person has to be attentive to the pedestrian traffic crossing the throat
of the drive and walking into and out of the site, often requiring the need to stop entering
vehicle traffic to assure safe passage for pedestrians.

Exiting vehicle traffic backs up into the site because of conflicts with vehicle.
pedestrian and bicycle traffic and a pedestrian crosswalk located about thirty feet from the
exit. Despite these conflicts and although the exit is not marked with stripped lanes or any
traffic control signs to channel left and right turns, the drive is sufficiently wide and there
are enough gaps in traffic flow to allow a high volume of vehicles to exit the site in a
reasonable manner. Vehicles using this exit were counted over a two hour period on April
24,2010. The results of these counts are included in Table IV-1.

Ten Minute One Hour
flee Periad lnlervsl counts Interval counts

I e:eo-e:esAw 58

2 9:10—9:I9AM 58

3 sae.s2sNl 70

~ 930- 9:3e AM 71

5 gAO— 9:49AM 79 I
~ 9:5O-9:59AM 76 422

7 l0:Oe—le:QeMt 51
6 i’ Ie:s0-1e:1s~I 75

9 , 5O:2a-l0:29N,t 97 I
10 lean — 10:39 NI 84

11 le:1e- le:49 AM 73

12 le:50-le:SSAM 82 462

1’VoHouRToTAI. 884
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Figure IV-6: <am Drive-In Site Swep Meet Vehicle Exit Conditions
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Table IV-1: Ran Drive In Site Swap Meet Vehide Traffic Counts
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IV.1.2. Kaonohi Transit and Pedestrian Existing Conditions

Kannohi Street across from the Kam Drive-In is u~ed by TheBus Routes 11, 20, 32
and 71 as a route terminal and passenger waiting area as shown in Figure IV-7.

~VESLlN

Figure IV-7: Kaonohi Street Transit Operations and Pedestrian Crosswalk

04-nash
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Crosswalks were observed being used by many pedestrians, but many other
people elected not to use a crosswalk as shown in Figures lV-S and IV-9, There are three
available crosswalks across Kaonohi Street between Moanalua Road and Kamehameha
Highway. Crosswalks are located on alt legs of the intersection of Moanalua Road and
Kaonohi Street. Crosswalks are located across Kaonohi and from a pedestrian island on
Kaonohi across Kamehsmeha Highway at the intersection or Kaonohi and Kemehameha
Highway. A third crosswalk is located about midway between these two major -

intersections.

The sight distancea associated with (he third crosswalk are excellent for both
pedestrians and vehicle drivers, but the visibility of the crosswalk itself from a driver’s
perspective is deceptive. The street painted crosswalk markings are not very visible and
signage is the minimum normally required. Pedestrians were observed being more apt to
take advantage of those occasions when vehicle traffic offers a gap than to bypass such
an opportunity in favor of proceeding to a crosswalk.

Available crosswalks do not align with evident pedestrian (ravel flow desire lines.
The entry and exit for the Kern Drive-In swap meet are designed for vehicles and there
are no other accommodations except for the stairway shown in Figure lV~1 0.

Figure IV’S: Kaonohi Pedestrian and Vehicle Conflict Next to Kani orive-In Site
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IV.2. CASE STUDY RELATED TRANSIT AND TOD PLANNING

The Honolulu High-Capacity Transit Corridor Project (HHCTCP) involves the
construction of a rail line between East Kapolei and Ala Moana Center with future
extensions to Kapolei, University of Hawaii at Manoa and Waikiki. The.east-west length of
the corridor is approximately 23 miles.

The project is to be constructed in four phases with the portion of the corridor
serving the Aiea-Pead City neighborhoods being constructed in the first two phases. First
phase construction began in 2011. The second phase is to be opened by the end of
2016.12 The final phase is planned to be operational in 2019. The Peatiridge station will
be elevated above Kamehameha Highway as shown in Figure V~Il.s

FIgure TV-Il: HHCTCP Elevated Guideway Simulation
Looking Makat On Kaonohi Street At Kamehamaha Alignment

.4

Stalion entrances will be provided on both sides of Kamehameha Highway as
shown in Figure IV-12. An at-grade pedestrian connection will be provided to the Pearl
Harbor Historic Trail and across Kaonohi Street.

II Honalale High-Capacity Transit Cenider Project Draft Environmental Impact Siatemeni; by she United
Stales DepattmcrttofTranaportatien Fcderst Tranait Adsninislsalion and the City and Candy efHenolala
Depatlntcnt erTraosparlatioa Services; November 2008; Page 2-40. Cenatniction tintlinc hos been
~,pdaWd.

atenelele High-Capacity Transit Canider Project Pearlridgo Rail Station Community Werkthap
presentation; December 2,2009.

WESLIN 04-154011
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Figure IV-lZ: HI-ICTCP Elevated Guideway Simulation
Looking Makai On Kaonohi Street At Kamehameha Alignment

r4 r.t (~}

~.—..:( Li— 21
troai-itetloit

Existing transit routes will be restructured to provide better service efficiency by
making connections at a centrally located Aiea-Pearl City transit hub as shown in Figure
IV-l3. The current TheBus route design in the Aiea-Pearl City neighborhoods features a
network of routes without a strong local transit center. The current operation loops some
bus routes around the Peariridge shopping center.

The transit hub concept identified in the Aiea-Pearl City Livable Communities Plan
and the Bus Service Improvement Plan was developed to emphasize community
circulator routes with high schedule reliability connected at a single location. This concept
would maximize the ability to make easy transfers between routes for those people
traveling within the Aiea-Pearl City area while still making connections to downtown
Honolulu. Ala Moana Center and Kapolel via the rail station. The hub concept using a
transit center design is an integral part of the HHCTCP and the Aiea-Pearl City
Neighborhood TOO Plan.

Vt 2.1. Alma-Pearl City Neighborhood TOD PlanS

The preferred alternative for the Aba-Pearl City Neighborhood TOO Plan includes
a new main street’ to provide a comfortable and lively pedestrian experience to and from
the station area- Existing streets, such as Kamehameha Highway and Kaonohi Street, will
be upgraded to include wider sidewalks and active uses to make for a more pedestrian-
friendly environm~nt. A small median is proposed in Kaonohi Street to break up the street
and allow it to feel smaller. A dedicated bike lane is proposed along Kaonohi Street which
will remaih auto-dominated. The preferred Aiea-Pearl City Neighborhood TOD Plan
alternative as shown in Figure IV-l4 is described in blocks. Blocks 6, 7.8 and 9 include
the Kam Drive-In site.

WES bIN 04-154011
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Blocks 6, 7, 8 and 9 have no major existing buildings, a single owner and are
ready for development. These blocks are separated from the Peasiridge station by
topography and a substantial retaining wall. If this site can be linked to the station with an
attractive and direct pedestrian pathway, it would be perfect for transit-oriented
development.

Block 6 incorporates two residential towers (32 to 24 stories, 655 units). Mixed
use residential buildings (171 units) line a new ~main street’. The new ‘main streef’ will
run perpendicular to Kaonohi Street and swoop up to meet Moanalua Road. It will have
retail uses (47.371 square feet) lining the street edge to activate this street. A small plaza
and porte cochere wilt be at the entrance to the two towers. The active edgea will provide
a pleasant walk to the station for existing and Roture residents and will provide a new
identity to this neighborhood, in addition to the Peariridge Center.

Figure IV-14: Aiea-Peerl City Neighborhood TOD Plan
For the Kern Drive-tn Site

Aica — Pearl City Neighborhood TOO Plan Transportation Assessmeot

Figure IV-13: Aiea-pearl City Livable Communities Plan and
Bus Service Improvement Plan

Pearl City & Aiea Transit Hub and Cus Route Network
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The rest of the swap meet site consists of blocks 7, 8. and 9. Block 7 would
incorporale a small urban park which will provide residents and shoppers with a passive
park-like environment to enjoy.

BlockS would incorporate a large grocery store wrapped with one story retail
buildings (79,500 square feet). Two small mixed use residential buildings (four stories)
with 90 units above 15,000 square feet of retail space face the park. A third residential
tower (18 stories, 210 units) is located on block 8 adjacent to the grocery store.

Block 9 has three small pad retail buildings (33,000 square feet) with a central
plaza that connects the two blocks seamlessly. Block 9 incorporates surface convenience
parking.

IV.3. KAM DRIVE-IN SITE DEVELOPMENT PROPOSAL

The Kam Drive-In site proposal offered by the developer has been named ‘The
Pearl’. Form Partners is managing all aspects of the project’s preliminary development
and entitlement activities on behalf of RPG. Form Partners is proposing an integrated
mixed-use master plan for ‘The Pearl’ as shown in Figure tV-IS with 170,000 SF of retail,
30,000 SF of oflice and 1,600 residential units.

The intent is to rezone from 8-2 to BMX-3to allow higher residential buildings on
the site. Current zoning restricts building height to 60-feet. Preliminary concepts have
depicted three-SO story residential towers requiring a height of about 300 feet as depicted
in Figure lV-16.

The Master Plan design includes a main street aligned on Moanalua Road with the
entrance to Peeriridge Elementary School and on Kaonohi Street with the entrance to
Peariridge Center. It appears that the intent is to have both these intersections contmlled
by traffic signals. It would be desirable to explore the oppodunit~ to consolidate the
neighboring St. Timothy’s Church and Harbor Pointe driveway into the main street
alignment.

Project development work is undenvay by Form Partnersincluding preparation of
an Envimnmental Impact Statement, traffic studies, community outreach and cost
feasibility analysis. The developer has expressed an interest in making ‘The Pearl’ a -

Transit-Oriented Development.

Aica — Pcart City Neighborhood TOD Plan Transporlation Assessment

Figure IV-1S: Ken, Drive-In Site Conceptual Master Plan
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Figure lv-16: Kam Drive-tn Site Conceptual Context Aerials
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IV.4. CASE STUDY: TRAFFIC IMPACT ANALYSIS

The standard approach for determining the transportation implications of a
proposed development is to conduct a traffic impact analysis based upon vehicle trip
generation rates. Such studies have been used consistently for decades to make
decisions about maximum land use holding capacity and minimum street network design
requirements. The emphasis has been on analyzing the number of vehicle trips
generated by a new development and the consequential impact on the level of service of
critical roadways and,interaections. The traffic impact sludy has evolved as the single tool
used to determine roadway widths, street and intersection design and the financial
contributions that are reasonable for those sponsoring Ihe development that generates
such additional vehicle traffic as to require changes to the local roadway system.

Traffic impact studies vaiy in their range of detail and complexity. Many states are
becoming more regulatory in how traffic impact studies are to be conducted. Some
jurisdictions have incorporated technical procedures, vehicle trip generation rates and
allowable adjustments and reductions to those rates into ordinances and permit
regulations. The Institute of Transportation Engineers (ITE) Trip Generation Handbook
and User’s Guide (8th Edition) has been the definitive technical references for estimating
vehicle trip generation rates and adjustments for the purpose of conduction a traffic
impact analysis for a proposed development project

IV.4.1. Vehicle Trip Generation Adjustments

Mixed.use land use projects such as what is being contemplated for the Kam
Drive-In sita have necessitated making changes to past practices. ITE’s procedures are
still useful for vehicle-oriented, single.land use projects; but adjustments to past
procedures are nece~sary when considering mixed use developments, especially TODs.

IV.4.l. 1. Traditional Vehicte Trip Adjustments

The vast majority of ITE vehicle trip data was collected from existing suburban,
single land use classification developments. ITE has found that vehicle trip generation
estimates should be reduced for multi-land use classification projects. This is referred to
as an adjustment for intemal capture’ of vehicle trips. Traditionally, these are deemed to
be vehicle trips that have both vehicle trip ends within a multi-or mixed- land use project;
consequently, they are captured within the proposed project. In reality, a well designed
urban project now captures these as pedestrian and bicycle trips, not vehicle trips.

WESL5N 04-is-sOIl

— 72 — -- 73 —



Aica — Pearl City Neighborhood TOO Plan Transportation Assessment

ITE has found that not all vehicle trips are new vehicle trips caused by the
development being surveyed. Typical vehicle trip generation rates are derived from
driveway counts. For many land uses, vehicle trips being counted are already on the road
for other trip purposes and would ‘pass-by’ the land use for other reasons even if it did
not exist. Therefore, adjustments are allowed within the conduct of a traffic impact
analysis report so as not to attribute such vehicle trips to the new development.

IV.4.l.2. Evolving Vehicle Trip Adjustments

Locations where vehicle trip data were collected often had poor or no public
transportation service. ITE advises areas with good public transportation to adjust the
vehicle trip generation rates toaccount for reduced vehicle use. Adjustments and
reductions are also made for pedestrian, bicycle and Travel Demand Management (1DM)
programs. Care must be used to be sure the vehicle trip rate adjustments for all of these
factors are not double counted.

ITE ‘s Transportation Impact Analysis for Site Development report offers the
following guidance: ‘...transit corridors can provide vehicle trip reductions in the range of
2 to 10 percent...’ and ‘..around transit centers...can provide vehicle trip reductions in
the range of 5 to 20 percent.’TM The distinction between the ITE vehicle trip reduction
achieved within the transit categor)i and the additional ITE vehicle trip reduction achieved
in the TOM category is that the transit category only seeks credit for the provision of
transit service.

A TOO TOM agreement is proposed to assure the provision of aggressive
incentive programs designed to boost the shift from use of a private vehicle to alternative
forms of transportation including walking, cycling and transit beyond the ITE trip
generation rate reductions used under the transit classification.

The Commonwealth of Virginia is one of those states that have refined ITE traffic
impact study methodology by promulgating rigid administrative guidelines.t5 The Virginia
Department of Transportation (VDOT) defines a pedestrian ‘accommodation’ as

idewalks intersection treatments and exclusive, or shared (with bicyclists) off-street
trails or paths.’ VDOT defines a bicycle ‘accommodation’ as ‘.. on-street bike lanes,
paved shoulders of roadways that are not part of the designated travel way for vehicles, or
exclusive, and shared (with pedestrians) off-street bicycle paths.’

Aiea— Pearl City Neighborhood TOD Plan Transportation Assessment

VOOT requires that the traffic impact analysis provide both the route and segment
quality of service as determined using procedures offered by one of three documents.t°
The Aiea-Pearl City Neighborhood TOO Plan Preferred Alternative provides the route and
will equal or exceed the ‘accommodation’ standards set forth in such procedures with a
Level of Service ‘A’ standard.

VOOTs administrative procedures for traffic impact studies are recent (published
July 2008) and one of the most rigorous known to comprehensively address alternative
transportation components using the best documentation available from FHWA, ITE, TRB
and other state OOTs. These administrative procedures allow for a 4% reduction from
ITE vehide trip generation rates when a level of service A e,dsts for pedestrian travel, It
allows for a 3% reduction from ITE vehicle trip generation rates when a level of service A
exiâts for bicycle travel. This is an overall combined reduction of 7% for both pedestrian
and bicycle modes,

The application of the pedestrian and bicycle vehicle trip reductions took into
consideration other current best practices used in other states to reflect excellence and
high quality in pedestrian and bicycle infrastructure design. Research for the Florida
Department of Transportation has shown existence of statistically significant factors
correlating with the quality of pedestrian and bicycle network design. These include
sidewalk and pathway network completeness. The California practices allow for up to a
9% reduction to ITE vehicle trip generation ratest’

There are both bad and good examples of pedestrian and bicycle infrastructure on
Oahu. The Appendix includes a section on altemative transportation component terms
and definitions with emphasis on many examples of high quality pedestrian and bicycle
modal accommodation. Table lV’2 lists those considerations made when evatuating the
quality of service offered by an alternative mode. These types of quality attributes are the
types of design features envisioned for Alea-Pead City Neighborhood TOD Plan Preferred
Altemative when using the vehicle trip reductions noted in this technical memorandum.

84 Transporlatien Impact Aaslyscs rot Site Davelapment; IrE Prepased Recommended Prsctiee; 20a5; P.
12.
a VDOT, Reqaired Elements erA Traffic lapsctAtsalysia —Administrative Guidelines; July. 2oaa..
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a Note: The three documents are: I) The Bicycle Cempatibility Index: .4 Level of Service Concept,

Implementation Manual (FHWA); 2) Bicycle sad Pedestrian Level erService Perfoniasece Measares
atd Standards far Ceagestiete Msnagement Systems; TEB 1538 (Quality/Level efService Ftaadboek
(FOOl]; and, 3) ‘IRS Traaait Capacity said Quality or Service Manual.
87 Crediting Low.Tramr Develaptoenta, Adjusting Site-Level Vehicle Trip Getaceatien Uaina IJRBEMIS;

August 2t05; page 14.
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Table tV—2: Framework for Evaluating Alternative Mode Quality of Service

Mode Consideration

Presence, connectivity and width of sidewalks

Pedestrian Lateral separalion from traffic

Banters and buffers from vehicle traffic

Safe crossing opportunities With minimized vehicle conflicts
Crossing delays at roadways

~ Driveway frequency and volumes
! Visitor experience

Wayfinding signage adequacy
Barriers obstructing sidewalk or pathway

International best practices: pedestrian zones & home zones

Presence of a dedicated facility
Bicycle Network connectivity

Number and width of adjacent lanes
Volume and speed of vehicle traffic

Percentage of trucks and buses

Pavement condition

Banters obstructing lane or pathway

Intamational best practices: cycle tracks & bike boxes

Frequency and hours of service
Transit Reliability of service

Volume to capacity relationship
Traveltime

Network connectivity

Information availability and content

International best practices: access infrastructure

Nale: See Appendix for examples of inlemasonal best pmctces and
other examples of quality of service considerafons.
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The ITE Trip Generation Handbook, 2°~ Edition, Appendix B, includes guidelines
based on a number of documents with the following statement: 7DM programs with
economic incentives to not drive alone were found to reduce the number of commuter
vehicles generated by an employment site by an average of 16 percent.OS

The ITS Trip Generation Handbook, ~ Edition, Appendix B, also included the
following statement: “TOM programs that combine economic incentivas with transportation
services produce the most significant effect on commuter vehicles generated by a site

Other sources have found TDM Ørograms with reductions in employee vehicle trips
of up to 36%Y’ These are often the result of such TOM programs being part of a legally
enforceable agreement (such as the Unilateral Agreements entered into by developers in
Hawaii) that guarantees the TOM program will be implemented.

Three types of TOM elements have been found to have the greatest impact on
travel behavior I) parking pricing attains up to a 25% trip raduction with a $6.00 daily
charge, 2) free transit passes attain up to 25% where good transit service is available (as
is the case with the Peariridge station and associated bus transfer facility) and 3) work
schedule programs including telecommuting, flextime or compressed work schedules can
attain up to a 25% trip reduction. These vehicle trip adjustments have been observed
from different sources and careful attention must be given to avoid double counting.

ITS vehicle trip generation rates for office buildings assume multi-tenant space
with typical suburban work schedule variations, These rates do not reflect trip generwtion
that will occur if alt employees worked the same schedules. Howavar, these rates also
assume liMe or no transit service. Again, careful understanding of the interaction of the
variables available to adjust and reduce the ITS vehicle trip generation rates is essential
to producing an objective and orodible traffic impact analysis.

The role of TOM in this alternative transportation component to the Aiea-Pearl City
Neighborhood TOO Plan Preferred Altarnative is to provide a comprehensive program
wherain, at a minimum, residents and employees are encouraged to use the excellent
transit service provided through the additional incentive of a free transit pass for every
resident and every employee.

a ttefsranced dacemeels inclade: NcHRp Report 323, Travel characteristics at Large-Scale Sebarban

Activity centers; TCRP Preject a-4; ITaRecammended Praclice Traditiaaal Neiahberhaod Development
Sirens Otaign Guidelines, 1999; 000TIDLC0 Traasporlatian sad Grawlh Management Pmgrain; sad,
LACMTA (Los Angatea Coenty Meirepalilan Tranaporialian Autharity), 1993.
to Crediting Law-Traffic Dcvclapmgnis, Adjnstiag Site-Level Vehicle Trip Generation Uaing URBOMIS;

August 2005; page 16. . -
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Although a wide army of other TOM elements are to be included in the TOM
program, the reduction to ITE vehicle trip generation rates is technically only being linked
to a transit pass program. Those other TOM program elements, while very worthwhile
and inevitably included in the Aiea-Pearl City Neighborhood TOO Plan Preferred
Alternative, tend not to have been proven to have a significant impact on travel behavior.
Such TDM program elements, many illustrated in the Appendix, include the following:

• bike sharing and rental programs
• secure and ample bicycle parking
• guaranteed ride home and taxi scrip insurance
• car club and sharing programs
• carpool and vanpool brokering services
• real time traveler information and trip planning

The detailed vehicle trip adjustment calculations used a 25% vehicle trip reduction
for residential land uses based on a subsidized transit pass program provided by the
developer wherein new residents use a transit pass or a comparable set of related
subsidized TDM benefits (such as participation in the bike sharing program).

The detailed vehicle trip adjustment calculations for other land use types used a
vehicle trip reduction ranging from 10 to 25% depending upon the land use based on a
subsidized transit pass program wherein new employees use a transit pass or a
comparable set of related subsidized TOM benefits such as participation in a vanpooling
program up to the maximum value of the TDM program benefit. Employers are
responsible to support the TDM program, except those with less than 25 employees.

!V.4. 1.3. Vehicle Trip Adjustment Traffic Impact Analysis Implications

The state of the art in traffic impact studies is evolving. . Now, what used to be
referenced as ‘traffic” impact analyses are becomtng referred to as ‘transportation’ impact
analyses, transcending the past emphasis on vehicle traffic toward more consideration
given to accessibility and mobility for people,

Both the preferred alternative for the Aiea-Pearl City Neighborhood TOD Plan and
the developers master plan conceptual proposal embody the factors that are bringing
about the change in how major multi-use development projects are evaluated.
Environmental movements toward sustainable development have placed emphasis on the
use of alternative transportation programs.

Alternative transportation programs include fully integrating public transportation,
bicycle and pedestrian modes using a wide variety of cost-effeclive and practical
approaches. Some of these approaches may be found on Oahu, more are being used in
mainland cities and many more have been time-tested and extensively vetted in European
cities where transportation system design excellence is commonplace.

Future development projects such as the Kem Drive-in site must reflect an
awareness of where best transportation system design practices are to be found.
Continuing European research reveals that Oahu. and developments such as the <am
Drive-In site, are ideal locations to plan to do what most European and other world-class
international cities have already achieved. The common intent is to optimize the
development layout so it will facililate transit use, walking and bicycling.

Oddly enough, European and Asian cities do not use the term Transit-oriented
Development. That is because virtually all existing urban transportation function and form
in such cities is already configured and composed in a manner we attempt to emulate at a
few TOO locations. Such TOO projects have been found to result in vehicle trip reduction
rates that are 44% to 49% less that would othereise be observed using unadjusted ITE
vehicle trip generation rates.”

IV.4.2. Vehicle Trip Generation Calculations

Vehicle trip generation rete calculations and adjustment fectors were applied to
each land use classification to assess anticipated vehicle trip generation. The most
applicable unit of measurement was used for each land use — square feet of floor area or
number of dwelling units. Two sets of five page tables are included in the Appendix with
detailed vehicle trip generation calculations for both the Aiea-Pearl City Neighborhood
TOO Plan Preferred Alternative and the Developer Master Plan Conceptual Proposal.

The results of the vehicle trip generation calculations are presented in Table IV-3
which provides the vehicle trips by time period for the two land use scenarios plus the
e,dsting condition as recorded for the AM Peak Hour at the <am Drive-In Swap meet on
April 24, 2010. The second houriy count total of 462 vehicles from Table V-I wes used in
Table 1V-3.

‘VESLIN
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Table IV-3: <am Drive In Site Weekday Vehicle Trips Generated By Land Use Scenario

VEHICLE TRIPS BYTIME PERIOD

Daily AM Peak Hour PM Peak Hour

LAND USE SCENARIO Unadjusted Adjusted Unadjusted Adjusted Unadjusted I Adjusted

AiealPearl City
Neighborhood TOD 12.654 5,576 589 275 1.120 493
Preferred Alternative

Developer Master
Plan Conceptual 15,154 7,277 834 416 1,366 659
Proposal

Existing Conditions. NA NA 462 462 NA NA
Swap Meet

Note: See Appendix for detailed notes regarding sources, assumptions,
adjuatments and calculations.

The Aiea-Pearl City Neighborhood TOD Plan Preferred Alternative vehicle trip
generation calculations are for all development described for blocks 6, 7, 8 and 9 in
Section VI, The Developer Master Plan Conceptual Proposal vehicle trip generation
calculations are for all development described in Section VII. Weekday daily, AM peak
hour and PM peak hour vehicle trips are provided for both unadjusted and adjusted
conditions. The unadjusted conditions are using standard ITE vehicle trip generation
rates for each land use classification. The adjusted conditions are for those types of
internal capture, pass-by, transit mode, pedestrian and bicycle mode and other TOM
alternative mode reductions appropriate to reflect urban mixed land use, TOD and other
transportation program circumstances.

The Aiea-Pearl City Neighborhood TOO Plan Preferred Alternative has fewer
vehicle trips being generated in all time periods than the Developer Master Plan
Conceptual Proposal. This is partially attributable to the slightly different level of overall
development proposed for the Aiea-Peari City Neighborhood TOO Plan Preferred
Alternative: 4,871 more square feet of retail, 30.000 less square feet of office space and
674 fewer residential units.

‘IV F.S Li N u415.zsIl
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Both land use scenarios have more AM peak hour vehicle trips generated without
applying adjustments’than is currently experienced during the AM peak hour of the <am
Drive-In Swap Meet. However, both land use scenarios have less AM peak hour vehicle
trips generated than the <am Drive-In Swap Meet currently produces after vehicle trip
reduction-adjustments are applied. These adjustments are not exclusively attributable to
the existence of the Peariridge station or the features of TOO.

The success of TOO projects is rooted in fundamentals that apply to the full build
out of the [Cam Drive-In site and the nature of the transportation infrastructure, services
and programs that will exist at that time. The right kind of transportation facilities, services
and programs, using the right kind of cross-sectional design in the right locations, will
result in significant reductions on the reliance upon the private vehicle. These
transportation facilities and programs will be a magnet for the type of utilization these
transportation features routinely obtain in Europe and Asia, but not as often in the U.S.

The guiding transportation design and program principles for the Karn Drive-In site
development plan must be the same critical ones used to attain successes in Europe:
creating a walkable community linked by pedestrian and bicycle paths and assuring
connectivity for people while discouraging through vehicular traffic.

IV.4.3. Vehicle Traffic impact Analysis Observations

This technical memorandum has established that the current level of morning peak
hour vehicle traffic generated by the [<am Swap Meet is greater than the projected future
level of vehicle traffic that would be generated by a TOO project at the same site. This
conclusion is predicated upqn providing the necessaty transportation infrastructure,
service and program features to achieve such a result using approaches such as those
described in this and the following section.

WESLIN 04. 5.15 II
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IV.5. CASE STUDY; TRANSPORTATION ASSESSMENT

There are two major differences between a vehicle traffic imñact analysis and the
transportation assessment. First, the traffic impact analysis determines the ability of the
transportation system to sbsorb higher levels of development as an input to the
transportation planning process, nol as an outpuL Amounts and types of land uses, street
patterns and parking locations are provided to the traffic engineer for analysis after those
development features have been identified by the project sponsors. The traffic engineer’s
task is to convince the responsible jurisdictions what needs to be done to make the
increased level of vehicle traffic acceptable. The transportation assessment using PTALs
informs the project sponsor before the development is designed. Acceptable maximum
amounts of land use and parking under existing conditions for the project’s location are
pre-determined.

The second major difference between a traffic impact analysis and a transportation
assessment is that the modal consideration is a person’s level of access to public
transportation, not vehicle level of service. Too many adjustments need to be made to the
long established vehicle trip generation rates originally intended for suburban single
purpose land uses serving auto-oriented communities with minimal or do public
transportation.

Recent research suggests the traffic impact analysis approach is still insufficient
for mixed-use development (MXD), especially where good or better public transportation
service either exists or can be provided. The most prominent U.S. effort to correct traffic
impact analysis weaknesses observes that ‘While the ITE-recommended internal trip
capture estimation procedure is the most frequently used method in practice, there are
several limitations...there are no provisions in the method to account for certain features
of the MXD that may have a profound impact...”°°

Other countries have replaced traffic impact analysis with transportation
assessments, This section demonstrates how the PTAL based transportation
assessment methodology can be applied to the Kam Drive In site (and the proposed ‘The
Pearl’ development) case study.

The first step in the case study’s transportation assessment was to determine the
POt grid cells that apply to the site. Nine grid cells were identified, Five (Ii, 12,18, 19
and 20) were included in the PTAL grid overlay to compute average PTALs at
neighborhood TOD stations as depicted in Figure 111-6. Four additional grid cells (100-
103) were added as shown in Figure tV-li..

9° Impreved Estimation Orlaisrasl Trip capture For Mixed-Use Dcvelepmcnts; Brian S. aachner, P.C.,

pros. p-n’, Kevin 0. Haaper. P.C., and Bsajsmin K. Spsrsy, El.; liE Jouraal; Augitst2ala; page 24.
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Figure tV-i?; Kam Drive In Site Case Study POT Call Numbers
For The Aiea-Pearl Ctty Neighborhood TOO Plan

ill: :4io1;~o~
r~t~ Jtt

18 191 20>103

Using the prdcedures described in section 111-5- of this technical memorandum, the
existing conditions average PTAL for the nine grid cells for the Kam Drive In site was
calculated as 1,4. The PTAL for the Aiea-Pearl City Neighborhood TOD Plan is 2.2. This
low PTAL score is primarily attributable to the walking access from the grid cells to the rail
station. This is even taking into consideration the likely walking path for many people
between the rail station and the Kam Drive In site via the existing stairway between the
Drive In and the Westridge Shopping Center as illustrated in Figure lV-1O and as shown in
Figure tV-IS,

WESLIN 04-99-son

Figure TV-iS: Kern Drive In Site Case Study
Existing Informal Pedestrian Pathway
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The existing informal pedestrian pathway is well used by those who know about it.
The pathway would likely become heavily used once the Pearlridge station and ‘The
Pearl” are constructed. It is the most direct connection and avoids the wide crosswalk at
the intersection of Kaonohi and the Moanalua Loop. This crosswatk has relatively light
traffic today so there are no traffic signals. It is unlikely the Moanalua Loop would ever be
controlled by traffic signals because of (he complexity this would involve with the
intersection between Kaonohi Street and Kamahameha Highway.

Many pedestrians in the future will want to cross along (he Ewa side of Kaonohi
Street at the intersection with Moanalua Loop, but will be discouraged from doing so
because of vehicle traffic using the vehicle tum lanes (hat create two isolated and
unprotected pedestrian islands in the middle of the intersection. People using this
pathway repeatedly will be apt to prefer (he alignment shown in Figure IV-18.

The pedestrian access situation between the case study site and the Peariridge
station would be the subject of extensive evaluation in a transportation assessment, but
not so in a typical traffic impact analysis. There is no motivation to do so.

A transportation assessment would focus on how to take advantage of the
appealing mobility offered by the rail station. A transportation assessment would explore
how to provide the highest quality and safest pedestrian link between the proposed
development and the rail station. The developer would be encouraged to collaborate with
other property owners to develop an alternative to forcing employees, ctistomers and
residents to walk along a busy street crossing busy intersecting streets and driveway
entrances. The developer would be motivated to do so. Perhaps the developer would
offer anew elevated pedestrian pathway such as the one depicted in Figure.IV-19 to
increase their PTAL. Otherwise, their project could not be approved.

WE5LIN 04~5.55~5
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This pedestrian pathway could be an conic feature with enormous marketing
value, It would have the potential to serve as a distinctive gateway to the site, attracting
far more people than any conceivable array of roads and parking lots, It would simply use
the existing pathwa~t, but with a wide (20+ feet), high-quality, grade-separated walkway
such as some of those shown in Appendix A.51

Ample possible easement exists between the existing buildings shown along the
prdposed pedestrian pathway. Support columns can be placed without disruption to any
current uses. The wide walkway can be placed over existing driveways and parking
spaces to provide a clear cross-sectional envelope from an at grade launching point at the
case study site to the Peariridge station’s mezzanine level. Transit riders would be able to
avoid a circuitous joumey down the steps, through the parking lot, along the driveway,
across the street and down the hitl and up to the rail platform. Transit riders would avoid
the un-signalized intersection and crossing multiple traffic lanes.

Adjacent property owners would benefit from such an elevated pedestrian
pathway, If they speci~’ provisions be made for direct pedestrian access to the pedestrian
walkway, such links would increase future property value and versatility. No operations
would be significanily disrupted, even during construction. Another beneficiaty of the
elevated pedestrian pathway could be the Pearlridge Shopping Center if the elevated
pedestrian walkway is extended over Kaonohi Street.

Pearlridge Shopping Center does not benefit as much as it could from the
presence of the Pearlridge rail station because Kaonohi Street serves as a barrier to
people. The Ama-Pearl City Neighborhood TOO Plan Preferred Altemative calls for
Kaonohi Street to be transformed into a pleasant, walkable street. Retail spaces and
outdoor eateries would invite people to the street. But, such schemes will not adequately
offset the havoc a,pedestrian faces when crossing Kaonohi under existing conditions or
any concept known for the future, other than an elevated pedestrian walkway.

Wbat is the desired future? For people to travel between Peariridge Shopping
Center and the proposed ‘The Pead’ by car, or by foot? For people to be able to enjoy
the walk to the Pearlridge station without ever having to look out for a car tuming into their
intended path? To make ‘The Pearl” a stop along a walk or a place where one needs to
park?

as Note: A 20 foet width rer a prdestrisnThicycte pathway may seem excessive Ia those familiar with
previeus U.S. standards fersuels facilities. This width is actually vewy narrow by internatiensl standards.
The zeae Winter Olympic Village at Southesat False Creek in Vancouver, British Columbia, Canada has a
central pedrstrianfhi]ceway with a width orflO feet. This will recalss to serve the pensssnent future housing
development The 3.8 mites ofelevated pcdesuisn pathways at the 2010 Shanghai Expu had amtntmum
width of tO rest The main sectiena am 250 feet wide.
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Figure av-19: Kam Driva In Site Case Study
Elevated Pedestrian Pathway As A PTAL Enhancement
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The proposed elevated pedestrian pathway could remain at grade through “The
Pearl” using the current elevation of the site in the vicinity of grid cell 18. The at grade
pedestrian pathway could continue through the case study site without any roadway
conflicts. The main street elevation must match (he elevation of Kaonohi Street and
meintain a standard grade along the alignment shown in the Aiea-Pead City
Neighborhood TOD Plan Preferred Alternative. The main street would pass under the
pedestilan pathway using the alignment as shown in Figure lV-20.

Figure lV-20: Kam Drive In Site Case Study
Possible Future Formal- Elevated Pedestrian Pathway

As A Public Transportation Access Level Enhancement
N

\

The pedestrian pathway concept places “The Pearl” midway along a 1400 foot
tong walkway connection between two major anchors: the Peariridge station and the
Peariridge Shopping Center. The pedestrian pathway proQides grade separated access
to block 8 of the Aiea-Peari City Netghborhood TOD Plan Preferred Alternative. This
block would now be within a safe, relatively level and direct stroll to these anchors.
Today, that same block 8 area is perched atop steep embankments at the edge of
Kaonohi Street and is not accessible by pedestrians as shown in Figure IV-6. It is unclear
how the conceptual plans deal with the grade differentials between the site and the street.
The pedestrian walkway proposal takes advantage of this significant elevation difference,

WES EON
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The pedestrian pathway would be at grade at the comer of this portion of the site,
becoming elevated as the pathway passes over Kaonohi Street connecting with the top
level of the existing parking structure where stairs, elevators and pedestrian connections
already exist into the center. The pedestrian walkway would be wide enough to
comfortably accommodate bicycles, wheelchairs and baby strollers with people walking
abreast of each other in both directions.

The pedestrian pathway is an example of the type of PTAL enhancement a project
sponsor would offer to government for permit review to increase the PT~ of their site and
become eligible for approval of higher density buildings. There is a big -difference in the
maximum density allowed for a site with a PTAL in the range from 2 to 3 versus one in the
range of 4 to 6 as shown in Table 111-2. Table IV-4 provides the ‘(am Drive In site case
study P01 calculations for the Aiea-Peari City Neighborhood TOD Plan Preferred
Alternative without and with the elevated pedestrian walkway enhancement. The average
PTAL score increases significantly, from 2.2 to 3.6. This should be sufficient to warrant
enough of a PTAL to justify increases in building height and overall density, if offered in
combination with limits on parking supply.

Table IV-4: (am Drive In Site Case Study P01 Calculations
For The Aiea-Pearl City Neighborhood TOD Plan Without and With Enhancements

CASE STUDY wrrFlouT ENHANcEMENTS CASE sTuDy WITH cNHANcEMENTS

POINT 5ULO.IARY PusioC 1~5SPORT POINT sUMMARY pueuc IRMISPORT
or accessleltny AccesslepLny or AccesstelLn’y AccEssIsILIly

INTEREST INDEX LEVEL INTEREST INOE)t tEVEI,
PCI Al PTAL P0’ Al PTAL

11 1261 3 11 16.77 4
12 11,62 3 12 15-27 4
16 15,96 4 18 isle 4
19 15,27 4 19 16,70 4
20 12.20 , 3 20 15,27 4

100 0,00 0 100 14,64 - 3

101 2-55 I 101 14,06 - 3
102 2,26 1 102 12,20 3
103 2.67 -~ 1 103 J 14.06 3

Averag~ PTAL: 2.2 Average PTAL: 3.6
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The walkway would pass by the current top of the stairs between the Karn Drive In
and the Westridge Shopping Center as shown in Figure V-ID providing stunning,
unobslructed, panoramic views of Pearl Harbor. The plaza area shown in block 6 in the
isolated corner of the case study site might othefwise be hidden behind a wall of
residential towers. Instead, it now becomes the primary enttyvay to 9’he Pearl’. The
pedestrian plaza area could become the premium location for higher end restaurants and
eateries, extraordinarily well located because of the spectacular viewsand close proximity
to the rail station, just 600 feet away.

The guideway, passing trains and portions of the station would be visible from the
enh~vay pedestrian plaza allowing people to precisely time their departure to catch the
next train without worrying that their last minute dash would be interrupted by a traffic
signal. These establishments would be able to capture those retuming to their residences
after arriving on their train from work in downtown.

Such gathering places and adjoining retail need no parking to attract clientele.
People pass by not on their way to a car, but to complete their trip by non-car modes.
This is both a natural evolution of people’s preferences because of the quality of the
transportation infrastructure in combination with the travel plans (as presented by the
applicant as part of the TA, see section 111.1) or TDM measures (as presented by the
applicant as part of the TIAR, see section V.12.).

IV.5.1. Transportation Assessment Parking

There are 1.105 people boarding buses at the stops in close proximity to the future
Pearlridge station todayY’ About 697 of these people are not transferring between buses;
they are walking to the transit system. Some existing bus riders who are walking may not
use the new rail station because they are making a shorter, local transit trip, but it would
seem hundreds of existing bus riders who walk to the bus today would switch to rail in the
future.

Table I-I indicates that 490 people will access the Peariridge station by walk and
bike. The projection demonstrates just how rail ridership projections are conservative.
The projection seems to account for just existing bus riders, It does not account forTOD
plans, especially those designed to limit parking. This is because doing so is believed by
some Federal Transit Administration staff to inflate ridership projections when land use is
assumed to be developed with standard land use ordinance based minimum parking
supply requiremdnts rather than the type of parking supply maximum limits appropriate for
TODs. They are probably correct in expressing this concem.

Aiea — Pearl City Neighborhood TOD Plass Transportation Asscssmcnt

Table V-S compares the parking supply calculation using the City and County of
Honolulu Land Use Ordinance Article 6, Dtf-Street Parking and Loading; the Aiea-Pearl
City Neighborhood TOD Plan Preferred Alternative; and, PTAL Standards as presented in
Section III.

table ZV-5: <an, Drive In Site Case Study Parking

souRce OF PPJIKItSG supply cALcuLATIONS

Horrolatu TOO
lard use Ordinance Prefe,redAllsmeli,e P1st. standards

~ LMoo usE Parking Miatianurs Parking Parking Parking trtsaimers

~ spoon Number Spoons 5paeet Spare Number
oescriptinn Parsuni Requirement urspaces Needed P,uvided Requiteerrest or spaces

Multi FaniltyRestdentiel I I
Miaedusel2.eiteort) I 2OlusIs lte2qaeit 522 301 265 ltsZ’snit
High Oaasity lS2lIco,a) ass units ito2+ilaeit 1,730 065 505 I elirinrt — t65

cea,r,erctet - Retail

Mixed uteoreeandttosr 43,575 egO. Ia3eO t~ 0. 145 25 55 1’ s76-538 sqft, lit
With silt Parking 131,3ODsq.tt. 11350 sq.t. 437 325 328 II 370-520 sqIl 349

Totals 2,834 1,4à9 1.540 1.590

Note: • The panleings pace eequiaeeesl Is Chapter 21 or the Henoletu Land use
. Ordinance for Multi Family Oreetings is fur amlrimas, eni partring space per

duets, aunit ninth 650 square (eel or less, 1.5 pen 600 te 000 square feel and 2 (or
fee sqtmre feet en more. The PTAI ordinance as ntso-ee~ In Table 111.4 sO this
technical mesroarrdee intern mssis,lm of-I space Ions 1-2 bedncom destine
suit, I-I’S spaces fore 3 bedtooa darIng and and 2 spoons fur e dwetng unit
wins 4 or more hedmams.

The current Honolulu Land Use Ordinance would require a minimum of 2,834 off-
sheet parking spaces for the land use types and amounts as presented in the Aiea-Peart
City Neighborhood TOD Plan Preferred Alternative. These 2,834 parking spaces are
I 294 parking spaces greater than what the TOD Plan provides. This may seem like a
significant reduction, but it is less than the 1,590 maximum parking spaces that would be
specified using the PTAL standards. Therefore, the Aiea-Peail City Neighborhood TOD
Plan Preferred Alternative parking space estimate for the case study site seems
reasonable provided the types of enhancements needed to attain the PTAL are provided.

Sottrcc: Wcslin Consulting Scn’iccs, Inc. Boordins activity on cntrnctnt bus mates wifhin ‘A mite ofthe
Pcarinidgr station is based on Oshu Transit Services daIs ror Ihc period from 2-2009 to ,lt-2009. flat
HHCTCP Pals idontifted tins Iranarcr rate in 2001 as 31%.

~VsSuN 0415.21,1 WESLIN eo.,a.ea,,
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111.5.2. Transportation Assessment Obsewations

The cost of providing parking is very high. This is especially (tue when projects
are reliant upon structured parking to fulfill minimum parking supply regulations. Traffic
impact analyses assume those parking spaces will be used. Vehicle trips generated by
the availability of parking require new turn lanes and traffic signals to accommodate the
increased vehicle circulation requirements.

Although the vehicle accommodations are presented as mitigations to impacts
created by the proposed development, they often result in their own impacts that heve not
been taken into account. Pedestrians and cyclists find their travel path across the legs of
intersections often require longer waits, involve longer distances because turn lanes have
been added and involve conflicts with unrestricted vehicle turn movements.

Figure IV-21 offers one example of patting over supply. The illust/ation is the top
deck of the new parking structure adjoining Nordslrom’s at the intersection of Kapiolani
Boulevard and Keeaumoku. The Google Earth image is dated September 28, 2008, just
six months after the new store opened.

Figure Iv-21: Top oeck or Parking Structure
Adjacent To Nordstrom’s At Ala iloana Shopping Center

ii’S;... ~ I;.
ct. ~ 4t-2.0s.Lt.a~ ~ -

-~i, :j~~
- - ~ ‘4i~T

fl~a -~rz——~pafl~E~... -~

WES L’S 54-ta-Sot I
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One might expect the top deck of a new parking facility to be empty before the
store has established itself, or at certain times of the day, week or year. However, the
patting structure’s top deck has never been observed occupied by a single vehicle.
Vehicles have not been observed on the next level either. The top level has 284 parking
spaces. There are about 560 spaces that appear to have never been used in the 30
months since the store has opened. The 560 excess spaces likely cost the project
sponsor in excess of $20,000 apiece, more than an $1 1 million investment. A
transportation assessment using PTAL methods would have produced different
transportation infrastructure proposals.

-The Aiea-Peail City Neighborhood TOO Plan Preferred Altemative provides 1,540
patting spaces, this is approximately 1,345 less parking spaces than the minimum
required by the Honolulu Land Use Ordinance. The reduction is achievable if those
attracted to the new development prefer to use rail. The City and the public benefit
because at least 1,345 more riders will walk to the station, likely increasing the future
forecast of 490 walk access rail riders per day to I,835.’~

For the City to recognize this transit aldership increase, the developer will have to
provide the types of transportation enhanëements identified in this technical
memorandum. These include high quality, grade separated pedestrian/bicycle pathways,
travel plans and TOM actions. These will incur costs to the developer, but will be far less
of a financial obligation than the minimum parking supply requirements and the traffic
circulation improvements usually recommended by a traffic impact analysis. The parking
reduction cost savings alone for the case study site is likely to be about $27 million.

The City has recognizeØ the problem of specifying too much parking with TOD
Ordinance 09-4. The ordinance specifies that ‘If the Council approves a neighborhood
TOO plan, with or without amendments, the director shall, within 120 days after the
approval, submit to the planning commission a proposed ordinance establishing a TOO
Zone for the applicable neighborhood and the TOD Development Regulations applicable
theretoY04 The TOD regulations are to include nine provisions one of which is the
Elimination or reduction of the number of patting spaces..

‘4 Maay variables affect this preliminaey estimate. The amount ofvehicle hips canveeted to psasen trips is

inAusaced by parking stall ehitizahian, parking turnover rates and vehicle accepancy. Same penana making
trsasit trips will chaoae rail, others wilt make their cushy trip by bus. These lrsnait trips will compete with
other malta auch as wallttng and bicycling. However, it it likely the result will be that Ihass electing to
make theirteip by tail will be roughly eqaivalentso the number orpsrking spaces eliminated board en
calculations wing asaumptians and peofessianaljtidgmenls.
‘4 City and County ofHonolulu Ordinance 09.4; Sec. 21.9.100.3 (a).
a Ibid. See. 21-9.100.4 te).

WESLIN 0445-So”
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The TOD Ordinance suggests the TOD Development RegulaUons include °design
provisions that encourage use of rapid transit, buses, bicyelinj, walking and other non-
automobile forms of transport that are safe and convenient.0

Those design provisions are critical. This technical memorandum has
demonstrated why those design provisions should be based upon the best international
practices. It is recommended that the Transportation Assessment approach, including
use of PTALs, be used as the means to identify those design provisions.

It is also recommended that the TOD Development Regulation include travel plans
and TDM measures. Mode share targets should be established to demonstrate a
commitment to achieve the TOo plan objectives. The project sponsor should provide a
means to assure that efforts to achieve the mode share targets are maintained, monitored
and revised as necessary.

The right type of transportation improvements need to be made in association with
the public investment in the rail project for the private developer to capture the lull value of
their investment If property crafted, the TOD Development Regulation will provide the
necessary framework for a balanced relationship.

Aica — Pearl City Neighborhood TOO Plan Transporlation Asscssinent

Transportation Assessment

Appendix A

Aiea -- Pearl City Neighborhood TOD Plan

Alt phetegrapha a this atacamoni were takes by Woo Pn’aztaca,i, theatre
oasatyrg Seskes, Inc. eampt snare sated.

Rosse or any bird Is noIsily prebib’ted willeanI p,Iao whiten anlhoazaina
Please a-med sir ins .~-o nation fsFTher ietormsron.

Ibid. Soc. 2l—9.ttO.4 (d).
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Example Of Pedestrianized Zones In Europe Example Of Pedestrian and Bicycle Ways Zones In Eindhoven
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Example Of Traffic Cells In Europe

L II
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Example Of Central Cells In Europe
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Examples Of Home Zones In Europe
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~ Example Of Community Bike Programs In Europe
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Example Of Street Reprioritization In Europe

Ales — Pearl City Neighborhood TOD Plan Transportation Assessment

Example Of Bicycle Sheds and Bicycle Stations
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Example Of Car Sharing Programs and Personal Transporters
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Example Of Pedestrian And Bicycle Only Bridges In Dublin
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Example Of Pedestrian and Bicycle Only Bridges In Omaha
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Example Of Pedestrian and Bicycle Only Bridges In Frankfurt
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Example Of Pedestrian and Bicycle Only Bridges In Vienna
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Example Of Pedestrian and Bicyde Only Bridges In Vienna
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Example Of Pedestrian Only Bridges In London and Paris
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Example Of Pedestrian and Bicycle Only Bridge In Redding
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Example Of Pedestrian Access In China
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Aiea -- Pearl City Neighborhood TOD Plan
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NVESLON

The following are the tables for (he PTAL Analysis of each station:

Leeward Community College:
- PTAL Analysis Existing Conditions Wilhout Rail
- PTAL Analysis TOD Plan With Rail

Pearl Highlands:
- PTAL Analysis Existing Conditions Without Rail
- PTAL Analysis TOP Plan With Rail

Peariridge:
- PTAL Analysis Existing Conditions Without Rail
- PTAL Analysis TOD Plan With Rail

Aica — Pearl City Neigl,borloood TOP Plan To-ansporlatioo Assessment

WESLIN

Appendix B-i; Leeward Community College Station PTAL Analysis
Existing Conditions Without Rail

As Measured During The Morning Inbound Peak Hour (6:ODam — 7:00am)

POINT SLJWWIV PLSLICI14606PORT POuT 00000051 PUOLICIRN045P0001

OF •804:ESSSIJOY ecOFsaoouly OF 0070SSflLflY 800005101L1W
lInr0050 04005 LOla, I100005T 90000 1400.

0401 Al P1St P01 Al PTSt

1 0.00 0 41 0.00 0
2 0.00 0 42 0.00 0
3 0,00 0 43 0.00 0

~ 0,00 0 44 — 0.00 0
0,00 0 40 0.00 0

6 0.00 0 40 0.00 0

~ boo a 47 0,00 0
B 0.00 0 40 3,00 I

0.00 — 0 40 3,70 1

.____.!2__._ 0.00 0 I2_. 300 1
~ 0.00 0 .iL_.. 000 0

12 0.00 0 62 0.00 0
13 0.00 0 63 0.60 0
14 0.00 0 54 0.00 0
10 0.00 0 ~ 0.00 0
16 0.00 0 .ii.. 0.00 0
11 0.00 0 07 0.00
18 0.00 0 50 0.00
19 0.00 0 50 3.00 1
29 0.00 0 60 3.76
21 0.00 0 01 0.00 0
21 0.00 0 02 0.00 0
23 0.00 0 63 0.00 0
24 0,00 0 04 0.00 0
25 000 0 00 0.00 0
20 0.00 0 00 0.00 0
27 0.00 0 67 0.00 0
28 0.60 0 60 0.00 0
29 0.00 0 09 0.00 0
30 0.00 0 70 0.00 0
31 0.00 0 71 0.00 0
32 0,00 0 72 0.00 0

33 0.00 0 73 0.00 0
34 0.00 0 74 0.00 0
35 0.00 0 75 0.00 0
30 000 0 70 0,00 0
37 0.00 0 77 0.00 0
39 3,00 I 70 0.00 0
39 0.00 0 79 0.00 0
40 0.00 0 00 0.00 0

AvoraoeflA0-~ 0.1

10,25,0010
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~VESLIN

Appendix B-a: Leeward Community College Station PTAL Analysis
Aiea-Pearl City Neighborhood Plan Preferred Alternative

As Measured During The Morning Inbound Peak Hour (6:00am — 7:00am)

80007 00.40087 POOSCW00IOPORT POSIt 511140087 p0au71R0.NSPORT
cc A000SSEILOTY 80000aOlLnY OF A7005500JIV ACO2SSOhLlTV

100005557 5002 ‘Eva 16500067 arcs
P01 Al PYAL 800 Al PTAL

I 0.00 0 41 0.00
2 0.00 0 .__~~_.__ 000
3 0.00 0 43 0.32 2
4 0,05 0 44 8.00 2
5 0,00 0 45 10.91 3
6 0.00 0 40 10.91 3

‘7 030 0 41 8.00 2
0 0.00 0 40 0.32 2
9 0.00 0 40 1-co 2
10 0.00 0 50 0.24 2

0.00 0 51 0.00 0
12 0.00 0 02 0.00 0

~ 0.00 0 03 5.21 2
,__j~,,__, 0.00 0 ~ 7.00 2

15 0.00 0 55 0.00 2
10 0.00 0 50 0.00 2
07 0.00 0 57 8.32 2
16 0.00 0 05 5.11 2
15 0.00 0 09 0.00 2
20 0.00 0 60 0.17 • 2
21 0.00 0 61 4.14 1
22 0.00 0 02 1.71 2

-.__a~___ 0.00 0 93 5.71 2
24 0.00 0 64 6.32 2
25 5.00 2 05 0.32 2
20 0.23 2 60 5.22 2

~P., 0.00 0 07 4.44 1
26 0.00 0 08 3.24 1
20 0.00 0 05 3.24 1
30 0.00 0 70 3.04
30 0.00 0 71 5.21 2
32 0.00 0 72 5.22 2
33 0.00 0 73 4.44 1
34 0.0 0 74 4.14
35 10.01 3 70 3.64 1
35 10.91 3 76 2.93 1
37 0.13 2 77 4.14 1
38 0.78 2 70 4.14
39 7.03 2 70 3.04 1
40 0.00 0 00 2.93 1

Avenge P1AL 1.0

10-00.5610
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Appendix B-3: Pearl Highlands Station PTAL Analysis
Existing Conditions without Rail

As Measured During The Homing Inbound Peak Hour (6:00am — 7:00am)

70007 60844017 flJ5L1c1~ISP0T PONT 50604*87 P016100106027000
OF AOQ00081u7O 500v0010Lnv or 00005585jT’y ACOSSS511TY

SOT0000T LOla 000055551 i.oox LEvEL

PCI Al PTAI. Pal Al nAS.

...._L..... 0.00 0 ..._±J._... 0.00 0
.g..... 0.00 0 42 0.00 0

.......L..... 0.0 0 43 0.0 0
4 0.0 0 44 031 2
6 0.0 0 45 0.07 2
6 0.0 0 46 4.74 1
7 0.0 0 47 4.40 1
6 0.00 0 40 3.13 1

0.00 0 I..___ 3.50
0.00 0 .._._.~9.._,_ 3.72
0.00 0 0.0 0

12 0.05 0 52 0.00 0
13 0.00 0 03 0.00 0
14 0.00 0 54 0.0 0
15 0.0 0 5.01 2
00 0.0 0 56 5.66 2
01 0.00 0 57 6.20 2
18 0.0 0 ST 4.00 1 —

19 0.0 0 59 3.13 1
25 ‘2.70 I 00 3.30
~ 0.00 0 0.00 0

0.00 0 — 0.00 0

..O. 0.00 0 0.0 0
14 0.00 0 64 5.66 2
25 • 0.00 0 65 5,20 2
20 0.00 0 06 4.00 1
21 0.0 0 67 4.09 1
25 2.10 1 68 2.Sr I
20 1.03 I 60 0.00 0
30 1.91 1 70 3.00
31 0.00 0 71 3.60 1

31 0.00 0 72 0.00 0
33 0.00 0 73 0.0 0
34 0.00 0 74 4.74 1
35 0.0 0 75 4,45 1
30 0.00 0 70 2.83

~ lID 1 17 3.00
30 2.00 1 70 4.31 1
35 3.13 1 70 4.55 1
40 3.35 1 00 0.00 0

Avenge PtAL~ 0.0

15052510

124 125 —
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Appendix B-4: Pearl Highlands Station PrAL Analysis.
Aiea-Pearl City Neighborhood Plan Preferred Alternative

As Measured During The Morning Inbound Peak Hour (6:00am-. 7:00am)

POINT 112005851 P151)0 ‘TROJISPOIT POST 0111550551 P116110 IROJSOPORT
OF A10010I0I.OTY A00115IOImY OF AVCCSSIOLOW A0000S6ILlIY

INTEREST 11550 bOa IOT0905T 11008 LOla

P01 Al PTAL POT Al PTAL

1 all i 41 0,00
2 2.11 I 43 0.00 0
3 11.53 3 43 0.00 . a
4 11.50 3 44 17.81 4
5 0.00 0 45 10.53 4
6 211 I 46 10.23 5

7 U6 I 41 17.81 4
8 11,83 3 46 14.02 3
5 12.38 3 40 10.99 4
10 12.05 3 50 15.71 4
11 13.37 3 51 5.00

II 12.41 3 52 500 0
13 0.00 0 52 0.00 0

0.00 0 0.00 0
10 2.45 I 55 15.80 4
IS 2.67 1 56 10.99 4
17 14.08 3 07 14.55 3
10 10.23 4 50 13.37 • 3
10 15.09 4 50 13.05 3
20 19.99 4 60 12.03 3
21 0.00 0 61 0.00 0
11 00.04 4 62 0.00
23 17.01 4 63 0.00 0
24 10.01 4 64 13.83 3
20 0.00 0 I_. 13.03
26 15.55 4 . 66 13.37 3
21 16.04 4 ‘ 67 12.30 3
28 10.03 4 60 12.54 3

SL. 10.01 4 60 622 2
30 13.60 3 70 7.65 2

,._.~j__. 0.00 0 71 0.24 2
32 ono a 0.00 0

-.2)-.. 10.03 4 73 0.00 0
34 21.70 5 74 12.36 3
35 23.69 5 75 11.53 3
30 23.60 5 16 11.53 3
37 23.60 5 11 0.01 2
30 15.10 4 78 6.17 2
30 17.01 4 15 3.24 1
40 14.71 2 80 0.00 0

50111119. PYAL: 2.4

10.28.2010
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Appendix B-!: Peariridge Station PTAL Analysis
Existing Conditions Without Rail

As Measured During The Morning Inbound peak Hour (6:00am — 7:00am)

Poor SIJkWAR( P0OLSQTRNISPO6T POST 5059257 posudIsoIspoeT
Of 540055511)11 50055001U11 OF 5405551661EV 55005505001

5109007 0060 L07EL 1281505SF 0008 65959.

POT Al P1AL PCI Al PIAL

1 ISO 1 41 4.52 1
2 3.11 I 42 4.24
3 3.62 I 43 4.70 1
4 340 1 44 4.31 1
6 4.31 I 45 645 2
6 4.01 1 45 6.01 2

7 4.12 1 47 0.57 2
0 3.71 1 40 0.57 2
0 3.45 I 45 0.00 0

10 1.66 -.1 00 0.02 0
11 1.66 1 01 424 1
12 1.80 I 52 4.05 1
13 4.27 1 53 4.37 0
14 4.37 I 54 4.12 I
15 4.27 1 55 0.45 2
16 4.01 1 56 0.57 2
17 • 2.00 1 57 0.97 2
18 446 1 50 0.70 2
15 446 1 55 6.70 2
20 4.70 I 60 6.22 2
21 5.12 2 61 0.00 0
22 4.55 I 62 0.00 0
23 4.15 1 63 0.00 0
24 4.64 1 64 0.00 0
25 4.50 1 65 0.00 2
26 027 2 66 6.00 2
27 4.67 1 67 0.61 2
20 5.27 2 68 5.21 2

•__2)__• 6.00 2 0.00 0
30 5.60 2 70 0.00 0
31 479 I 71 0.00 0
32 4.50 1 72 0.00 0

5.13 2 0.00 0
24 5.13 2 74 527 2
35 4.70 I 70 4.97 1
38 5.60 2 76 420
37 5.60 2 77 0.00 0
38 • 6.70 2 . 10 0.00 0
35 6.45 1 70 0.00 0
40 5.91 2 50 0.00 0

AlI.556 P159.: 1.2
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Appendix 66-6; Pearlridge Station PTAL Analysis
Aiea-Pearl City Neighborhood Plan Preferred Alternative

As Measured During The Morning Inbound Peak Hour (6:00am — 7:00am)
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12 11.02 2 62 13.80 3
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11 15.27 4 57 18.77 4
16 15.90 4 66 15.27 4
19 15.27 4 59 13.54 3
20 12.20 3 60 1154 3
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Avo’ao, FTAU 3,0

WESLIN 5,10-SO’S

Aiea — Pearl City Neighborhood TOO Plato Transportation Assessment

WESLI7$

Transportation Assessment

Appendix C

Aiea -- Pearl City Neighborhood TOD Plan
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Aica — Pearl City Neighborhood TOD Plan Transportation Assessthejit

- P01 Calculations Existing Conditions Without Rail
15 pages

- P01 Calculations TOO Plan With Rail
—40 pages

The above 168 pages are available upon request. The first page for each
Stations Existing Conditions and TOO Plan POt series of calculations are
included to ittuslrate the methodology.

Aica — Pearl City Neighborhood TOD Plan Transportation Assessment

P00 100 — t67~910~550~71960686229l68 000$ 60.6 SOT 10~ 507 42 Di

1 670 60. -01750 2639

.957-64 21.50 61

0 670 —107.11 2120

II 010 — .950109919 200742 07

14 610 ho -11159 2121 42 2 60
0fl0

\VESLIN 01.267912 WESLIN Ia-m.2oa

Appendix C-i: Leeward Community College Station POX Calculations
Existing Conditions Without Rail

As Measured ouring The Morning Inbound Peak hour (6:00am — 7:00am)

620 -107.56 2020
020 61

The following is a summary of the tables from the P01 Calculations:

Leeward Community Collage:
-P01 Calculations Existing Conditions Without Rail

—15 pages
-P01 Calculations TOO Plan With Rail

— 40 pages

Pearl Highlands:
- POt Calculations Existing Conditions Without Rail

—16 pages
- - P01 Calculations TOO Plan With Rail

—40 pages
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Appendix C-2: Leeward Community College Station POi calculations
Aiea-Pearl City Neighborhood Plan Preferred Alternative

As Measured During The Moming Inbound Peak Hour (6:00am — 7:00am)

Appendix C-3: Pearl Highlands Station POX Calculations
Existing Conditions Without Rail

As Measured During The Morning Inbound Peak Hour (6:00am— 1:00am)
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Appendix C-4: Pearl Highlands Station POX Calculations
Aba-Pearl City Neighborhood Plan Preferred Alternative

As Measured During The Morning Inbound Peak Hour (6:00am — 7:00am)

Aica — Pearl City Neighborhood Ton Plan Transporlation Assessment

Appendix C-5: Peariridge Station POX Calculations
Existing Conditions Without Rail

As Measured During The Morning Inbound Peak Hour (6:00am — 7:00am)
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Appendix C-6: Peariridge Station P01 calculations
Aba-Pearl City Neighborhood Plan Preferred Alternative

As Measured During The Morning Inbound peak Hour (6:00am — 7:00am)
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Appendix D

Aiea -• Pearl City Neighborhood TOO Plan
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WESLIX

The following are lhe tables for (he Case Study Traffic Impact Analysis:

I. Kam Drive-In Redevelopment Site Vehicle Trip Generation and
Adjustments By Land Use Type Based Upon The .Nea - Pearl City
Neighborhood TOD Preferred Alternative. 5 page (able.

2. <am Drive-In Redevelopment Site Vehicle Trip Generation and
Adjustments By Land Use Type Based Upon Developer Master
Plan Conceptual Proposal. 5 page table.
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Measuring Public
Aica — Pearl City Neighborhood TOD Plan Transportation Assesstnent

The following contains:

Transport Accessibility
Levels

PTALs

WESLIN

Measuring Public Transport Accessibility Levels — PTALs

This summaty methodology report was published as Appendix B of
‘Transport Assessment Best Practice’ prepared by Transport for
London dated April2010. II is the basis for the PTAL methodology
used to conduct the transportation assessment for the Alea-Pearl
City Neighborhood TOD Preferred Alternative.
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Summary

Transport for London

April 2010
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Measuring Public Transport Accessibility Levels Components of the PTAL Method

Overview
The procets can be broken down into a series of stages:

Define the point of interest
Public Transport Accessibility Levels (PTALS) are a detailed and accurate measure of
the accessibility of n point to the public transport network, taking into account walk
access time and service availability. The method is essentially a way of measuring the
density of the public transport network at any location within Greater London.

The current methodology was developed in 1992, by the London Borough of
Hammersmith and Fuihans. The model has been thoroughly reviewed and tested, and
has been agreed by the London Borough-led PTAL development group as the most
appropriate for use across London.

Walk times are calculated from specified point(s) of interest to all public transport
access points: bus stops, rail stations, light rail stations, underground stations and
Tramlink halts, within pre-defined catchments. The PTAL then incorporates a measure
of service frequency by calculating an average waiting time based on the frequency of
services at each public transport access point. A reliability factor is added and the total
access time is calculated. A measure lotown as an Equivalent Doorstep Frequency
(EDF) is then produced for each point. These are summed for all routes within the
catchment and the PTALs for the different modes (bus, rail, eta) are then added to give a
single vatue. The PTAL is categorized in 6 levels, Ito 6 where 6 represents a high level
of accessibility and I a low level of accessibility. Levels 1 and 6 have been further sub
divided into 2 sub-levels to provide greater clarity.

The measure therefore reflects:

o Walking time from the point-of interest to the public transport access points;
• The reliability ofthe service modes available;
• The number of services available within the catchment; and
• The level of service at the public transport access points - i.e. average waiting time.

ft does not consider:

• The speed or utility of accessible services;
• Crowding, including the ability to board services; or,
• Ease of interchange.

The PTAL methodology was developed for London where a dense integrated public
transport network means that nearly all destinations can be reached within a reasonable
amount of time. Research using the ATOS (Access to Opportunities and Services)
methodology shows that there is a strong correlation between PTALs and the time taken
to reach key services—i.e. high PTAL areas generally have good access to services and
low PTAL areas have poor access to services.

• Calculate the walk access times from the Point oflnterest (P01) to the service access

points (SAPs)

• Identify valid routes at each SAP and calculate average wait time

• For each valid route at the SAPs calculate the minimum total access time

• Convert total access times to the Equivalent Doorstop Frequencies - to compare the

benefits offered by routes at different distances, -

• Sum all EDFs with a weighting factor in ~vour of the most dominant route for each

mode

PTALs are then determined using 6 banded levels.

Define the Points of Interest

The exact location of the point of interest may have a considerable bearing on the final
PTAL score. The proximity of local public transport services and the nature of the local
walk network wilt vary from point to point. If the PTAL is being calculated for a large
development, for example a new supermarket, a number of points may be required to
reflect different PTAL5 across Ilse area.

Calculate the walk access times

Public transport access points
There are approximately 12,000 public transport network stops or access points within
Greater London. Station locations are based on station entrances. Bus access points
represent a pair or group of bus stops. For instance where there is a stop either side of
the wad for each service direction there would be one SAP. Similarly outside a rail
station, where the’re may be two or more stops, a single SAP is generally used to
represent this cluster ofstops.

Walk access times
Walk access times are measured from the POT to the SAPs using the Ordnance Survey’s
representation of the road network - l’I’N (Integrated Transport Network). Distances
between the P01 and the SAPs are converted to a measure of time using an assumed
avenge walk speed of 4.8 kph.

A number of parameters define the extent of the walk catchment area. For buses the
maximum walk time is defined as 8 minutes or a distance of 640 metres. For rail,
underground and light rail services the maximum walking time is defined as being 12
minutes or a walking distance of 960 metres. Any SAPs beyond these distances are
rejecteth
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Table 1 below summarises the walk speed, maximum walk distances and reliability
factors used in the calculations.

Table I Model Parameters

Parameter Unit Value —

Walk Speed Km/Hr 4.6
Walk Speed Metres/Minute 80

Bus
Reliability Minutes 2
Maximum Walk Time Minutes 8
Maximum Walk Distance Metres 640

Rail
Reliability Minutes 0.75
Maximum Walk Time Minutes 12
Maximum Walk Distance Metres 960

Identify Valid Routes

Routes are identified for each valid SAP:

• The routes depend on the time period chosen. Generally service frequency data is
selected from the morning peak period, specifically between 08.15 to 09.15;

• For each P01 route information is only considered once. Where a route occurs twice
or more - because it serves more than one SAP within the P01 catchment areaS the
SAP that is nearest to the POX is used;

• Within each route (for example, the Victoria Underground tine) different ‘run’ -

patterns are considered as separate entities with separate frequency patterns;
• At any SAP, routes will normally be bidirectional. In TJL’s PTAL calculator it is

the direction with the highest frequency that is considered in the model;
• For train services only those routes with at least 2 riops within the Greater London

boundary (i.e. the origin stop and at least one other station) aretonsidered. This is
particulady significant for POTs where the SAPS include London major termini
stations.

Bus frequency data is derived from TIL’s BusNet system. This is a comprehensive
database giving a global view of current bus and tram routes and their geographic
routeings and services. Service information is based on the contractual requirements
agreed between the operators and TL and is therefore regarded as the most reliable data
source available within TIL for calculating PTALs. Timetables offer a range of bus time
intervals and can give the impression that higher frequency levels are possible. These
times though are designed to reflect local road and traffic conditions which can change
from day to day.

Table 2 below shows how the Public Transport Accessibility Index is built up, for a
point served by 4 bus services and an Underground station. Note that the Northern Line
branches are treated as separate services.

Table 2 PTAL calcalation for a single point
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Calculating Total Access Time

Total access time is made up of a combination of factors: combining the walk time from
the POX to the SAP and the time spent waiting at the SAP for the desired service to
alTve.

Total Access Time = Walk Time + Average Waiting Time

RAverage Waiting Time
Waiting time is the average time between when a passenger arrives at a stop or station,
and the arrival of the desired service. In PTALs passengers are assumed to arrive at the
SAP at random.

For each selected route the scheduled waiting time (SWT) is calculated. This is
estimated as half the headway (i.e. the interval between services.) so SWT 0.5
(60/Frequency).

Thus a 10 minute service frequency (6 buses per hour) would give an SWT of 5 - on
average a passenger would have to waitS minutes for a bus/train to appear.

To derive the Average Waiting Time, reliability factors are applied to the SWT
according to the mode of transport used. The regularity of buses, underground and rail
services are affected by a variety of factors, with bus services the worst affected. To
allow for reliability additional wait times assumed are 2 minutes for buses and 0.75
minutes for rail services.
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Calculating Equivalent Doorstep Frequency Table 3 Public Transport Accessibility Levels

The access time is conversed to an Equivalent Doorstep Frequency (EDF) where: PTAL Range of Indox Map Colour Description
la (Low) 0.01 —2.50 Very poor

EDF = 3OlTotaI Access Ttnie (minutes) lb 2.51 — 5.00 iES’~—..~ Very poor
2 5.01 —10.00 Poor

This treats access time as a notional Average Waiting Time as though the route was 3 10.01 —15.00 Moderate
available at the ‘doorstep’ of the selected POT. 4 15.01 —20.00 Good

5 20.01 —25.00 _____________ Very Good
Calculating the Accessibility Index for the POT 6a 25.01 —40.00 ~ Excellent

6b (High) 40.01 ÷ Excellent
Summation of the EDF values gives the accessibility index. There are a number of
additional fltctors that should be considered:

PTAL Web Site
Routes often travel in parallel for some distance so the range and frequency of
destinations are likely lobe less than that suggested by the number ofroutes A PTAL calculator is available on the web at the following address:
included in the calculation.

webpid.elgin.gov.uk
Travellers often have to change routes in order to reach the desired destination - this
can add significant delays to thejoumey or via TEL’s Borough Partnership’s web page.

Halving the EDF values for all but the most accessible or dominant route for each The site allows you to search for a specific location by street name, co-ordinates or
tnansport mode compensates for these factors. Transport modes are divided into three postcode and then calculate the PTAL value for a selected location.
groups:

• Buses

• National Rail

• TilL — all LUL services together with DLR and Tramlink services

Thus for a single transport mode the ATs can be calculated using the following formula:

Al,,,~, EDF=,5+ (0.5 * All other EDFs)

Calculating the overall accessibility index is a sum of the individual ATs over all modes:

Al~0t,. Z(Almadel+Alnodel+AlaiGdc2+Alraodes... Aliaodnn)

PTALs

The final formula given above calculates the PTA! - the Public Transport Accessibility
Index. These indices can now be allocated to bands of Public Transport Accessibility
Levels (PTALs) where band I (Ia and Tb) represents a low level of accessibility and 6
(Ga and 6b) a high level. The table below shows the relationship between PTA! scores
and the final PTAL levels. A value of 0 would indicate no access to the public transport
network within the parameters given.
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Further development of the PTALs methodology Building a more comprehensive measure of accessibility

PTALs were originally developed for the assessment of parking provision for A further area that is being developed is how PTALs can be used alongside other
commercial development proposals, and the related standards are based on the Monday- measures of public transport accessibility and assessments of capacity, to assess major
Friday am peak service levels. The PTALs development group. comprising development proposals.
representatives of the boroughs, TIL and GLA is considering a number of refinements
ofthe PTAL methodology outline below.

Litt of Abbreviations
PTALs for different time periods

Al Accessibility Index
It is already possible to calculate PTALs for any time period for specific sites.
However, TJL is currently upgrading its PTALs calculator and underlying service ATOS Access to Opportunities and Services
databases, to enable borough and London wide PTALs to be calculated for other time
periods. Although am peak PTALS give a good indication of maximum levels of public AWT ‘Average Waiting Time
transport provision, in some areas, particularly those dependent on suburban rail
services, there can be significant differences between am peak and off.peak service BODS Bus Origin and Destination Survey
levels.

EDF Equivalent Doorstep Frequency
Once the borough level PTALs can be produced for additional time periods, there will
need to be further dialogue within the working group as to how the related standards GIS Geographic Information System
should be developed. For example, off-peak and evening PTALs will be particularly
relevant to the assessment of leisure developments, but new standards for what PDGIS Planning and Development Geographic Information System - a GIS
constitutes good accessibility will have to be developed for these land.utes. - developed specifically for the Planning Department of London Transport,

now being replaced.
Using alternative parameters for different development purposes

P01 Point.of-lnterest - the point for which the PTAL is being calculated. This can
The PTALs methodology imposes a maximum walk access time for bus, tube and rail be an individual point or a grid of point.
services. However it is possible that this may need to be varied. For example, people
may be willing to walk further to access a rail slation served by a number of high PTAI Public Transport Accessibility Indices
frequency services, than one that is less well served. The maximum walk access time
may also depend on the purpose of the journey or overall jourocy time. For example, PTAL Public Transport Accessibility Levels
people may be willing to walk further for commuting, or where the walk time is a
relatively small proportion of the overall journey time, than they would be for a short RF ‘ Reliability Factor
leisure or shopping trip.

SAP Service Access Point - bess stops, light rail stations, underground stations,
It is proposed to research how the maximum walk times vary by purpose and overall tramhnk halts etc. Points at which people have access to the public transport
trip length, using the London Area Transport Survey 2001 data. Again, any set of network.
PTAL values based on alternative parameters would have to be reviewed, in terms of
how they should be applied to different development scenarios. SWT Scheduled Waiting Time

The contribution of each mode to the PTAI score TAT Total Access Time

In the current methodology, each mode — rail, bus, tube — is given the same weight in ‘IlL Transport for London
the overall PTAI index. It maybe appropriate to use different weights for each mode,
for example to make rail or tube service provision more important, but this will very
much depend on the nature of the developmeot proposal and the characteristics of the
area.
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Exhibit 6

Memorandum on Infrastructure Implications AIEA (PEARL CITY
NEIGHBORHOOD TOD

PLAN

April 6,2012 City and County of Honolulu

The following information provides an overview of the infrastructure implications
of the Refined Station Alternatives (A and B). Water. Sewer and Drainage
implications for each station are discussed below.

Introduction

Water

• The Board of Water Supply (BWS) provides service to thepr~ect areas. The
Board of Water Supply system contains three (3) components. These are
source, storage and transmission.

• It is anticipated that the BWS will need to develop new sources to meet the
source requirement and that TOD along with other development will be one of
the primary reasons that BWS initiates further source development including
development of a desalinization facility adjacent to the Campbell Business
Park.

• The commercial and residential projections for the TOD areas are
approximately equal to that allowed by the current zoning for the area and
TOD will not produce population growth beyond that previously used for
region utility master planning purposes. The exception to this statement is
the Leeward Community College TOD area where the TOD overlay exceeds
that allowed by the underlying agricultural zoning (Ag-2). However, the TOD
growth at the Leeward Community College Station is very modest in
quantitative terms.

• The Refined Alternatives identifies two plans for each TOD Station.
Estimates of existing water demands, proposed water demands and net
increases are shown in Tables IA and lB for each alternative plan. For the
purpose of the infrastructure discussion (below) there is essentially no
difference between Alternative Plan A and Alternative Plan B.

Sewer

• The City and County of Honolulu Department of Environmental Services
provides sewer service to the area. New connections to the wastewater
system are processed by the City and County of Honolulu Department of
Planning and Permitting-Wastewater Branch.

• As identified for water, the commercial and residential projections for the TOO
areas are approximately equal to that allowed by the current zoning for the
area and TOO will not produce population growth beyond that previously used
for region utility master planning purposes. The exception to this statement is
the Leeward Community College TOD area where the TOD overlay exceeds
that allowed by the underlying agricultural zoning (Ag-2). However, the TOD
growth at the Leeward Community College Station is very modest in
quantitative terms.

• The Refined Alternatives identifies two plans for each TOO Station.
Estimates of existing wastewater demands, proposed wastewater demands
and net increases are shown in Tables IA and lB for each alternative plan.
For the purpose of the infrastructure discussion (below) there is essentially no
difference between Alternative Plan A and Alternative Plan B.

• Currently (as of 212012) the total TOO area has the equivalent of a
moratorium for new sewer connections. The City Department of
Environmental Services (ENV) has determined that a major sewer force main
running from the Pearl City Pump Station to the Honouliuli WWTP has
reached or exceeded its maximum capacity. The current ENV schedule is to
complete planning, design and construction on a new force main by 2017.
Until such time when the replacement force main project is available,
redevelopment will be limited to °existing sewer flowC.

Leeward Community College Station

Water
• The significant land use in Leeward Community College Station area is

Leeward Community College and its use requires a fire flow of 2,000 gpm.
The Ala Ike Street corridor contains pipe sizes (mainly 12-inch) that are
capable of accommodating this flow requirement. Therefore, it is anticipated
that backbone transmission system is generally adequate to support the
projected TOD overlay.

• It should be noted that proposed Rail Maintenance Facility is located in the
Leeward Community College Station area Oust outside ‘A mile radius) and is
not considered part of the TOO study This use will require a fire flow of
4,000 gpm and off-site water transmission line improvements will be required
to support this facility.

• Major new streets will require installation of a 12-inch water line within the
right-of-way. Minor streets (primarily in residential overlay areas) will require
a minimum 8-inch line be installed in the right-of-way.

+ Tables IA and lB provide an estimate of increased water demands based on
increased population related to TOD. The commercial density and housing
increases reflect growth within a ¼ mile radius of the station. There is low to
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medium density housing development proposed between the ~/4 mile and 34
mile radius lines for the Leeward Community College Station, although not a
significant amount.

One of the infrastructure implications is that additional source and storage
components must be provided. The Leeward Community College Station
additional source requirement is estimated.to be 0.15 MCD and the additional
storage requirement must match the maximum day flow (average daily flow x
1.5) of 0.23 MCD.

• It is anticipated that additional storage will be provided fo? by existing BWS
reservoirs. The Leeward Community College Station will generate an
increased storage requirement of 0.23 MCD.

• The BWS assesses Water System Facility Charges (WSFC) for all new
development requiring water service. The charges are assessed to allow the
Board to develop new source, storage and transmission elements to serve
new development The increased water usage converted to equivalent multi
family dwelling units will generate approximately $1.7 million in WSFC for
replenishment of the BWS water system. The Board would generally
replenish source and storage components and apply the $1.7 million to those
components. The TOO projects” would be responsible for localized
distribution system upgrades and additions (8-inch and 12-inch lines).

Sewer

• Tables IA and lB provide an estimate of increased wastewater demands
based on increased population related to TOD. The commercial density and
housing increases reflect growth within a 34 mile radius of the station. The
Leeward Community College Station net increase in, average daily
wastewater generation is projected to be 0.15 MCD.

• The Leeward Community College Station area has existing sewer
infrastructure that connects to the Pearl City Pump Station. In turn, the Pearl
City Pump Station is routed by means of 36-inch force main to the Honouliuti
Wastewater Treatment Plant CJVWTP). As reported in the Memorandum on
Infrastructure portion of this TOO study, there are no significant deficiencies
between the Pearl City SPS and the Honouliuli ~TP. The TOO overlay
areas will require the extension of the existing gravity sewer system in the
area to allow connection to the Pearl City SPS.

• All sewage generated by the Leeward Community College Station will be
treated at the Honouliuli WWTP. The increased population will generate
wastewater flows approximately equal to 500 equivalent single-family
residences (ESDU) and generate $1.9 million in Wastewater System Facility
Charges (2009/10 rate) for wastewater system expansion.

• This TOO study does not address wastewater impacts of the Rail
Maintenance Facility. However, due to relatively small work force associated
with this type of facility, no extra-ordinary impacts are anticipated on the area
wastewater system. As with the TOO area, the area gravity sewer system will
be need to be extended to collect wastewater from the Rail Maintenance
Facility and deliver it to the Pearl City SPS.

Drainage

• The Leeward Community College Station is located in an area not associated
with any extr~-ordinary flooding issues. In addition, most of the TOO overlay
areas proposed for development are currently part of the Leeward Community
College complex and if not developed with buildings, are areas of extensive
on-grade campus parking. For practical purposes, all lands proposed for
development have essentially been touched by urban development. There
are no significant issues of increased runoff aggravating downstream
conditions. However, new TOO development will alter the direction of storm
water runoff flow. NeW streets associated with TOO will need to include
drainage systems to accommodate the runoff pattems created by the TOO
overlay districts. The new street drainage systems will need to discharge into
existing drainage systems.

• The Leeward Community College Station and surrounding areas are
identified as being in Zone X of the Flood Insurance Rate Map (FIRM)
system. Zone X is defined as areas “outside the 0.2% Annual Chance
Floodplain.” There are no FIRM requirements for development in Zone X. All
development in a Zone X area would be subject to compliance with the Rules
Relating to Storm Orainage Standards of the City and County of Honolulu.

Pearl Highlands Station

Water

• The existing land uses and zoning around the Pearl Highlands Station require
pipe sizes suitable for fire flows up to 2,000 gpm. The existing water lines in
the TOO area are 8-inch andl2-inch. The area was originally developed with
“industrial” uses in mind and the underlying TOO area is capable of
supporting fire flows of 4,000 gpm. Therefore, it is anticipated that backbone
transmission system is generally adequate to support the projected TOO
overlay.

• Major new streets will require installation of a 12-inch water line within the
right-of-way. Minor streets (primarily in residential overlay areas) will require
a minimum 8-inch line be installed in the right-of-way. Existing streetswithin
TOO overlay area; in general, have water lines with adequate sizes.

• Tables IA and lB provide an estimate of increased water demands based on
increased population related to TOO. The commercial density and housing
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increases reflect growth within a 34 mile radius of the station as shown on the
Refined Alternatives Plans. One of the infrastructure implications is that
additional source and slorage components must be provided. The Pearl
Highlands Station additional source requirement is estimated to be 1.30 MCD
and the storage requirement must match the maximum day flow (average
daily flow x 1.5) of 2.0 MCD.

• It is anticipated that additional storage will be located at or near existing BWS
reservoirs. The Pearl Highlands Station wilt generate an increased storage
requirement of 2.0 MCD.

• The BWS assesses WSFC for alt new development requiring water service.
The charges are assessed to allow the Board to develop new source, storage
and transmission elements to serve new development. The increased water
usage converted to equivalent multi-family dwelling units will generate
approximately $14.5 million in WSFC for replenishment of the BWS water
system. The Board would generally replenish source and storage
components and apply the $ 14.5 million to those components. The TOD
“projects” would be responsible for localized distribution system upgrades and
additions (primarily 12-inch lines).

Sewer

• Tables 1A and 1 B provide an estimate of increased wastewater demands
based on increased population related to TOD. The population increases
reflect growth within a 34 mile radius of the station. The Pearl Highlands
Station net increase in average daily wastewater generation is projected to be
0.8 MCD.

• The Pearl Highlands Station will generate more than a modest increase in
flow for the existing collection system. The gravity collection sewers in the
Pearl Highlands Station area are relatively good size (10. 12, 15. 21-inch) but
it should be anticipated that trunk sewers (8, 10, and 12-inch sewers) can
reasonably be expected in the TOD overlay area to absorb the additional
flows and transport all sewage to the Pearl City SPS.

• There is a possibility that Pearl Highlands TOO developers could jointly work
with Waiawa-Centry to upgrade the gravity collection system from
Kamehameha Highway to the Pearl City SPS to gain economy of scale cost
reductions. Waiawa-Gentry will require off-site improvements along the same
corridor as Pearl Highlands TOD area between Kamehameha Highway and
the Pearl City SPS.

• New streets will require installation of new sewer mains sized to meet the
demand of the adjacent property and its level of development. The new
sewer mains will connect to existing sewer line infrastructure in the TOD area.

• All sewage generated by the Pearl Highlands Station will be treated at the
Honouliuli WWTP. The increased population will generate wastewater flows
approximately equal to 2,000 equivalent singlo family residences (ESDU) and
generate $10.0 million in Wastewater System Facility Charges (2009/10 rate)
for wastewater system expansion.

Drainage

• The Pearl Highlands Station site has drainage issues. The site is in zone AB
(Floodway) of the Flood Insurance Rate Map (FIRM) system. The floodway
must remain free of (new) encroachments or be able to certity that
encroachments result in a “No-Rise” condition. The floodplain and floodway
actively convey flood waters from Walawa Stream. The 100-year
(1% recurrence interval) peak flow of the stream is significant and is
approximately 35,000 cfs. -

• Improvements required for the actual Station are anticipated to be primarily
foundation related. To achieve a “No-Rise” certification condition, new
constriction with elements blocking active channel flow must be
compensated by the creation of additional conveyance area elsewhere in the
stream channel cross-section.

• Other improvements in the Waiawa Stream floodplain are anticipated to be
pedestrian and bikeway connections. These types of improvements are
typically at grade and can easily be designed to comply with “No-Rise
certification requirements.

• The majority of the Pearl Highlands TOD area is within Zone X of the FIRM
(areas of 0.2% annual chance flood) and not subject to FEMA regulatory
requ ire ments.

• Most of the Pearl Highlands TOD area (mauka of Kamehameha Highway) is
essentially developed. New streets will require drainage systems capable of
collecting storm water generated in the right-of-way corridor and adjacent
property(s) and connecting that new drainage system to existing or upgraded
drainage systems in the area. Due to the current level of development in the
TOD area, no increases in runoff are anticipated.

• Based on the City and County of Honolulu “Rules Relating to Storm Drainage
Standards” commercial project over 5 acres and residential projects over 10
acres will be required to utilize a site-specific best management practices plan
to address water quality requirements.

Peariridge Station

Water
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• The existing land uses and zoning around the Pearlridge Station require pipe
sizes suitable for fire flaws up to 2,000 gprn. The existing water lines in the
TOD area are typically 8-inch andl2-inch.

• Major new streets will require installation of a 12-inch waler line within the
right-of-way. Minor streets (primarily in residential overlay areas) will require
a minimum 8-inch line be installed in the right-of-way. Existing streets with
TOO overlay may require water line upgrades from 8-inch to 12-inch.

• Tables IA and lB provide an estimate of increased water demands based on
increased population related to TOO. The commercial density and housing
increases reflect growth within a % mile radius of the station as shown on the
Refined Alternatives Plans. One of the infrastructure implications is that
additional source and storage components must be provided. The Pearlridge
Station additional source requirement is estimated to be 2.35 MCD and the
storage requirement must match the maximum day flow (average daily flow x
1.5) of 3.50 MCD.

• It is anticipated that additional storage will be located-at or near existing BWS
reservoirs. The Pearlridge Station will generate an increased storage
requirement of 3.50 MCD. This volume of storage is not insignificant and
there is a reasonable expectation that actual construction of the additional
storage may be placed on the Peariridge TOO developers in lieu of paying the
storage component of the BWS Water Service Facility Charges. The most
likely site for an additional storage reservoir to serve the TOO area would be
the Kaonohi 277 Reservoir.

• The BWS assesses WSFC for all new development requiring water service.
The charges are assessed to allow the Board to develop new source, storage
and transmission elements to serve new development. The increased water
usage converted to equivalent multi-family dwelling units will generate
approximately $11.75 million in WSFC for replenishment of the BWS water
system. In the case of Pearlridge Station 9wilh a relatively large storage
requirement) the Board would generally replenish the source component only
and apply the $11.75 million to that component. The TOO projects° would be
responsible for localized distribution system upgrades and additions (primarily
12-inch lines) as well as the storage component.

Sewer

• Tables IA and I B provide an estimate of increased wastewater demands
based on increased population related to TOO. The population increases
reflect growth within a ~ mile radius of the station. The Pearlridge Station net
increase in average daily wastewater generation is projected to be 1.48 MGO.

• The Pearlridge Station will generate more than a modest increase in flow for
the existing collection system. The gravity collection sewers in the Pearlridge

Station area are relatively good size (10, 12, 15, IS-inch) but it should be
anticipated that trunk sewers (8, 10. 15 and 12-inch sewers) can reasonably
be expected in the TOO overlay area to absorb the additional flows and
transport all sewage to the Waimàlu SPS.

• New streets will require installation of new sewer mains sized to meet the
demand of the adjacent property and its level of development. The new
sewer mains wW connect to existing sewer line infrastructure in the TOO area.

• All sewage generated by the Peariridge Station will be treated at the
Honouliuli ~WTP. The increased population will generate wastewater flows
approximately equal to 3.700 equivalent single family residences (ESDU) and
~enerate $18.5 million in Wastewater System Facility Charges (2009/10 rate)
for wastewater system expansion.

Drainage

• The Pearlridge Station is located in an area not associated with any extra
ordinary flooding issues. For practical purposes, all lands have essentially
been touched by urban development. There are no significant issues of
increased runoff aggravating downstream conditions. However, new TOD
development will alter the direction of storm water runoff flow. New streets
associated with TOO will need to include drainage systems to accommodate
the runoff patterns created by the TOO overlay districts.

• The majority of the Peariridge Station and surrounding TOO areas are
identified as being in Zone 0 of the Flood Insurance Rate Map (FIRM)
system. Zone 0 is defined, as areas in which flood hazards are
undetermined, but possible. There are no FIRM requirements for
development in Zone 0. All development in a Zone 0 area would be subject
to compliance with the Rules Relating to Storm Orainage Standards of the
City and County-of Honolulu. As a side note. FEMA has prepared preliminary
new FIRM. The preliminary FIRM have added Hurricane run-up for shoreline
parcels. TOO parcels with frontage on East Loch will be affected upon
adoption of the new FIRM. The flood elevation identified is approximately 3 to
4 foot (msl).

• There is a small area of the Peariridge TOO that may be partially impacted by
FIRM requirements related to the Kalauao Stream floodplain on the eastem
side of the TOO overlay area adjacent to Kihale Place and Koauka Street.
TOO development in the Kalauao Stream floodplain should be considered
with appropriate elevations achieved to comply with FIRM and City Drainage
Standard considerations. TOO development in the Kalauao Stream floodway
should be avoided.

• Essentially all of the Peariridge TOO area is developed. New streets will
require drainage systems capable of collecting storm water generated in the
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right-of-way corridor and adjacent property(s) and connecting that new
drainage system to existing or upgraded drainage systems in the area. Due
to the current level of development in the TOD area, no increases in runoff
are anticipated.

Based on the City and County of Honolulu 5Rules Relating to Storm Drainage
Standards’ commercial project over 5 acres and residential projects over 10
acres will be required to utilize a site-specific best management practices plan
to address water quality of storm water generated by the project.

Infrastructure Implementation.
Water

• BWS source, storage and major off-site regional transmission requirements
for TOD projects will be paid for directly by individual projbcts by means of
payment of the applicable portion of the Board’s Water Service Facility
Charges. The Board will in turn use fees to upgrade its facilities on a regional
basis.

• Individual TOD projects will be required to include, as a part of project
constnjction, localized water distribution and transmission system upgrades,
as determined by the Board, when individual TOD project~ are identified.
These distribution system and transmission system upgrades will be primarily
aimed at increasing pipe sizes serving the individual projects with
connection(s) to the existing BWS system to provide the required fire flow.

• The Board does not anticipate undertaking any BWS sponsored pipe system
improvement projects at the “locar level to upgrade fire protection in advance
of projects coming on-line.

• The Board plans to develop an integrated program to coordinate localized
distribution system improvements once the TOD area and network of new
streets moves past the 5Altematives” development stage.

Sewer

improvements in advance of its schedule; individual developers would be
afforded the opportunity at the developer’s expense. The developers
Wastewater System Facility Charges ~SFC) would be credited to the
expenditure.

• Related to ENV’s regional considerations, is the fact that the cumulative effect
of the S Alea I Pearl City Neighborhood TOO areas entering the Pearl City
SPS may become overloaded. ENV is currently studying the regional system
capacity.

• Localized sewer improvements would be the responsibility of the individual
developers. These types of improvements would consist of smaller diameter
relief sewers (8, 10, 12 and 15-inch typically) required to provide increased
sewer capacity between the TOD areas and the two main pump stations
serving these areas. Developers that provide localized sewer improvements
can have their (WSFC) credited toward the expenditure.

Drainage

Individual TOO projects will need to prepare (as a part of their project
development documents) a Drainage Master Plan. The plan will need to
demonstrate cohpliance with the County’s ‘Rules Relating to Storm Drainage
Standards” with respect to hydraulic capacity of existing pipe systems in the
area as well as storm water quality. Individual projects should anticipate the
use of structural methods to comply with the storm water quality provisions of
the Standards. Localized improvements (borne at the expense of the
developer) should be anticipated within all Aiea I Pearl City Neighborhood
TOD areas.

particular care in order to
particularly affect the TOD

• The Department of Environmental Services (ENV) intends to identify,
schedule and implement improvements that are considered “regional in
nature.’ This is part of an ongoing process related to other factors including:

1) Project development in the areas other than TOO;
2) Consent Decree requirements related to the Honouliuli ~TP and

Collection System; and
3) Stipulated Order provisions also related to the Honouliuli WWTP and

Collection System. These types of improvements would include pump
station upgrades, force main upgrades and major transmission system
upgrades. Should there be a need to implement one of the regional

Bills Engineering Inc. for -

Van Meter Williams Pollack, LIP
Bills Engineering Inc. for
Van Meter Mrdhlams Pollath, LLP

The Pearl Highlands TOO station site requires
comply with FIRM requirements. This does not
area and is site specific to the actual station.
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Exhibit 7

The following case studios are summarized from various seurces including the Urban Land Institute
and Congress forNew Llrbaniunt and are fecosed on built transit-oriented developments. The case F
studies have been selected based on integration with or proximity 10 educational facilities and
universities, Aspects of thu case studies that are particularly relevant to the ICC stalion area are
designated in hold. A summary ofapplicable lessons learned follows each case stedy.

Overview
.1 1..

Mockingbird Station is an urban, mixed-use village completed in 2002 and linked to an adjacent I
Dallas Area RapidTransitfoMTl station via a pedestrian bridge. Itwasthe first large-scale transit- i
oriented development constrtcted inTexas. Meckingbird Station is fourmiles and an eight-minute
train ride north ef Dallas’s central business district, Mockingbird Station is vito a major bus i
transfer center. The project includes:
0 2l5housingunits

140000 square feet of office space
180,000 square feet of retail and restaurants

Mackingbird Station is directty adjacent to Southern Methodist University. which feateres
educational facilities as wetl as regianat destinations such as the Meadows Art Museum and
the 32,000-seat Gerald J. Ford Stadium. Though it is within walking distance of the station, the
main core of the campus is also linked to tate station via dedicated shuttle service. The
development is also located near the Katy (hike and bike) Trail and White lock Lake, two
regional recreational resoerces, and it ties directly across from Highland Part one of Dallas’s most F
prestigious neighborhoods.

Development ofthe project began in 1997, when UC Urban bought a seven-acre propeetyhavingan
abandoned Western Electric building on Mockingbird lane. In 1998, the developer paschased the
Guaranty Federal Bank building atd parking structure, addifg three acres and giving the proposed
prcjecl directaccess to the freeway to complement the tight-rail access. Purchase of this site also
enabled the construction of 1.150 underground parking spaces for future residents, workers, and
custemers. The proptrty was already zoned for mixed’iase prior to development so there
were no zating obstacles to tvercome. Project densities are higher then those of the surrounding
area but are below the maximums allowed.
In order to maximize site resources titrough adaptive reuse, the existing six-story office parking
garagewas moditledtohouse one ofthe projecl’sanchortenants. a 35,000-square-feot retail space
fortheVirgin Records Megastore. The existing office building was also ranovatedand expanded to
140.000 square feet. Areas below the office towerand adjacent to the parking strecture currently

I house retail uses including Abercrentbie and Fitch and Ann Taylor Loft, restaurants, end cafts.
The abandonadWestern Electric building was renovated, and foersoories were added to constmcf
200.000 square feet of loft apartments. Having residential on-site has helped to enhance the
active, vibrant nature of the project.
Recognizing the need fora direct pedestrian tinicto the station, the develepercoordinated with
DART to design and build the pedestrian bridge. As the tight rail was alreadyeperationat prior to
the project kickoff, there was no oppsrtunityto change the locatisn of the slatian, which sits in a
deep below-grade trench and was designed to incorporate a future pedestrian bridge to the west.
The trensio station, which includes a newsstandanda coffee shop, ussentiallyserveg asihe “front
door” to the develapment, According to the developer, “the proximity of the DART station and
growing ridershipmadu the Mockingbird Station project attractive and doable, ardwe’runouduing
it haltovay.’ Thus, tht landscaped pedestrian bridge connects to otherpadestrian amenities within
the tile, including several gardens and a public ceurtyard with a waterfall.
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Lessens LearnedFinancing
Wiohthe exception offederal coatribvtioastoward local intrastnocture,tlie development
has been 100 percent privatelyflnanced. As an added amenityand resource, the developer
created a connection front the project to the Katy Trail and spent over $660,000 fer
improvements to public sidewalks and landscaping. On behalf of the developer, the City
successfully applied to have privately provided pedestrian improvements along Mockingbird Lena
counted as a local match for state fending Ia statewide Transportation Enhancement program
grant).
Though the development has been largely successful in creating a pedestrian.oriented district.
the developer has urged the city to allocate more funds to design lstgb-qnatity sUeetscape
infraseractore surreunding Mockingbird Station, In response to this concern, the North Central
Texas Coancil of Governments has recently esvablished a Sustainable Development Fend at $22
million to help pay for improvements.

0 In general, any retail at Leeward Community College must be feasible with or withoae transit.
Access to the station is an amenity.
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Because the pedestrian bridge linking the seatien to the development was not planned during
construction of the station, workers had to tako care to cover and protect overhead wiras and
could work cnly in threo’hour shifts so as not so disrupt light~rail service. By not planning for land
use and development in concert with mit infrastructure, laeerrnoditlcations become inefficient and
costly.

As HARt’ continres eheir design of the Leeward Cemmunity College statian, they shoald be
considering asd incerporating design concepts and principles that have been created as past of
this neighborhood TOO planning effort.

Thedeveloperestimates that he had to build$Emillion worth ofexcessstruceaared parking for
I the project. White ehe city allowed the developerto build only 1.600 spaces by gmnting a mited’

use parking reduction credit, it refused to reduce parking further to refect transit’s proximily. The
developer estimates that he may have needed to provide only 1,306 spaces, acknowledging that
some tenants may have resisted the lower figure.

The Plan recommerds paaking reductians as a way to increase transit ridership. reduce
devalspment costs and lessen traffic impacts on surrounding neighborhoods. Developments
within the bosh the TOO and liZ Precincts should be allawed to incorporate reduced parking.

The developer of Mockingbird Station continues to tobby the city for helter automobile access
I into and ant of the site despite high transit ridership. Accarding to the develeper, more such

access should be provided to improve local tmftc circulation, which is currently deficient.
5 Implementing the secondary access road to raraingtcn Highway is essential fer the continued

development of the Leeward Community college area. Setter automobile, bicycle, and
pedestrian access will also allow the area to become more ineegmted with its surroundings.

The retail pertion of Mockingbird Seation ia not dependent on transie to succeed; rather,
transit eccess is an additional benefit. The transit tocatien appears to be primarily a benete forthe
residential component.
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Overview

—.1

Technology Square. completed in 2003, is a complex of buildings on eight acres in Midtown F
Atlanta developed bg the Georgia Institute of Technology (Georgia Tech). The mixture of
uses are spread among four so six-story buildings. Wide sidewalks and a double row of trees line F

- the perimeter, and a shuttle runs atasg Fifth Street. oventhe freeway, meving students to and from
the main Georgia Tech campus.
The development itctudes:

the Geergia Tech College of Management, freused itt a LEED-certilled building

0 offices
continaing education facititits

a 250-roam hotel
S a 1,500-space parking garage

retail businesses, inclading a ceinpas bookstore managed by Bernet & Neble

Technology Square hat established itself at an example of a quickly completed, taccessful infiht F
projecteindertaken byapulalic developer.This achievement is fargelyths rssaltoftwocenverging
visions: one fer a university, the shier for a neighborhood. I

Planning

At the time when Georgia Tech began to assemble properties for the project, the Fond had sat
vacant for five yeats and contained several deserted buildings. Attheegh dilapidated, the property
had several redeeming features. It was tat, aed it offered good highway and MARIA rail I
access. The Bitimore Hotel, a city landmark, sat just across frem it on West Peachtree Street F
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The inlernectienofFifehared West Peachtree Streets is the most importantarea of thedevelopment
and features the College of Management, as well as a pedestrian plaza. ‘the College of
Management building contains a 350-seal auditerirm, offices, classrooms, the campus bookstore,
and street-level retail space, it is shaped like a donue around an open’air quad.
Today, more than 10.000 multifamily units are in the works in the surrounding neighborhood.
Miltisnsofsquarefeeninofficebuildisgsere emerging.AtthenorfhendofMidtown.theWoodruff
Arts Center is expanding, The Federal Reserve has constructed a new regional vault there.

Financing
Technology Squaw was a $100 million prejecn. The bulk of finessing ($170 milliont came from
bondsend the restfrrnn an equity invest,nentmade layette Geergia Tech Foundation. Each
component—the small retail spaces, the bookstore, the College of Management, office buildings,

F the hoeel/conferurece center, end the parking gamge—hed a distinct funding mechanism based on
eitherdosetions or revenue. Seme tRibe cepifalcomponents, such asthe College of Management,
were ssipperted by tax-exempt bends: others, like the hotel and bsokstore, by taxable bonds. The
foundesion’s endowment secured all bonds, which were issued oimuteaneeesly. Upon payment at
ounstanding obligations, ownership will retest to the University of Georgia system.

The hotel/conference ceneerwas. byfar.the most complicated component inohe financial
package. The dereloper wanted to optimize the debe/eqeity ratio no protect the long-term viability
of cash flaw, and also provide the administration wish as much control as possible. Cresttine
Hotels end Resorts signed a 30-year operating lease that delineated a minimum rent end a two’
year rent guarantee end backed the agreement with an irrevocable letter of credit. This gave the
foundation protection from risk. In exchange, Crestline was able to negotiate fora more favorable
agreement with the school during the time before a prearranged profit-sharing arrangement with
the foundation was set to begin.

The design intent was to create a high’eech campus with a Main Street feel. In order to
create a more pedestrian-friendly place, planners resommended narrowing Fifth Street from four
lanes to own, retaining un-street pzrking, widening sidewalks, adding trees, and incorporating
other streexscapu improvements. To ensure a vibrant, urban character, alt retail focused directly
onto this sHeet.
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Lessons Learned

In 2000, commercial properly owners in Midtown created a self-taxing district to fund
improvement projects. Administered by the Midtown Atliance. those proceeds, along with
grants. were used to finance a public safety force, streetscaping initiatives, and a titter control
crew. A year later, the city of Atlanta rezoned Midtown ta incorporate the Midtown Alliance’s
planning ideas for the area, The Alliance updated these concepts in 2003. planning for additional
retail, transit, aed paeks.

District-level improvement funding strategies, such as the Business Improvement District in
Waikiki, are an imporlant toot in creating public tecilities and infrastruclure that beneft the
entire neighborhood w4iile also helping to entice catalytic development projects.

Priorto the projects completion,most of the retailspacesin the Square had been eased. When the
fall semester slatted that year, hundreds of sludents and faculty plus alumni and business people
began to activate the public spaces. From the outset, the hstet exceeded occupancy projections.

Leeward Community College students and faculty are a ‘built-in audience’ for new places
that could be created in the area. she public spaces and mixed-use development that are
recommended in this Plan will be invigorated by attractive connecticns to both the transit
station and the existing college campus.

The develaper believes that small design modifications could have resulted in an even better
project. The plaza in front of the College ot Management where the trolley stops is currently
underutilized. Although trees wane planted in the plaza, they take a long time to mature; in the
interim, tire plaaa is too large aid too stark an expanse of pavement The university plans
to redesign she area so that isis more appealing to pedestrians and purchase properly across Ftfth
Street to better emphasize that Technology Square is a penal into Geargia Tech.

0 Designing public spaces II feel both intimate and active should be a priority ef any transit- -

oriented development that occurs near the Leeward Community College station.
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The following case slediesare summarized froirivarises sources includingthe Urban Land Institute
and Congress for Now Urbanism and are focused on built transit-oriented developments. The
case slodjos have bean selacead based on integration with shopping districts and big-box retail.
Aspecls of ehe case studies that are particularly relevant to the Pearl Highlands station area are
designated in bold. A summary otapplicatile lessons learned follows each case seedy.

Ove.’view

Euclid Terraces, completed in 2gg2, is a miamI-eisa mill development located in a shopping
dislcictanddirectlyastjaceneto a railotatiosa in Oak Part Illinois, a western subarbotClvicago.
A strong public/private partnership and community engagrmrnl have bean central to its success.
The project incorporates multiple tots among severat structures in a compact area, including:

59 condsminiurn units
t 34 lownhotrtes
o 7.goosquare fret of retail and restaurant space
o 522 parting spaces in a vertical parking garage

Planning

FocusOuvuloprnent, Inc., is adeveloperolresidontial andmixed-use real estate inthe Chicago area.
For the Euclid Terraces project, Focus Development partnered with The Taxman Crrporanian—a
Chicago-area developer with extensive experience in Oak Park and retail development. The
Tarurian Corporation had previously developed the largest shopping area in downtown Oak Part as
part of a public/private partnership with the Village at Oak Park.

The Euclid Terraces propeotyis located in a shopping diserict at the intersection of Oak PurkAvonue
and Lake Street. Known as ‘the Avenue,’ it has been a lively retail hub for over a century. Prior
to the constroction of Euclid Terraces, the 3.2-acre siee had accommodated two surface parking
lots, a fast’food restaurant, and a gasstation. In 2Ogg, the Village ofaak Park issueda request
for proposals (RFPJ, seeking to redevelop one of the largest remain properties in the Villago with
a pmjtcl that would bland with the character of the historic neighborhood, as well as offer now
uses that would meet local reeds.

The high level of public itaolvementwas the resell ofohe origins of the projeco as a response to an
RFP. as well as the developers’ compliance with Oak Park’s Planned Development Process, which
requires a comprehensive review and public input before any construction can begin.

Initially; the community reacted to only two major elements ofthe project: the parking garage and
the demolition of the Tasty Dog restaurant, me Avenue Business Association was against the
proposed parting garage, preferring instead to retain the existing surface parking lots. To
address these concerns, the Villoge perforonod extensive oulreach to the association.

The community at large expressed vocal concern about the fate of the Tasty Dog, a much-toned
fast’food restaurant than stood at a location necessary for the land assernbty,of the project. The
Village briefly considered using eminent domain en the site, but uttimaoety the Village and the
chosen developer relocated the beloved eatery across the street,

Initially, the site was split between two diflerenl coning designations: B’3 Central Business ard
B-i General Businoon. Undor the planned development ordinance approved for this redevelopmont
area, these zoning ctassitcationswere changed to Planned Development. ard the overall foorarea
ratio (FAR) allowed was between tJ and 2.7, not including the public parking garage structrre.
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Financing
A vital partner in die redevelopment of the site, the Village entered into a redevelopmenl
agreement with lhe developer for the project. The Village Manager and Director of Development
Services each provided leadership in the management ofthe proleot and implementation
of the redevelopment agreement
The Village’s rote included committing to delivering a btritdabte silt with necessaty ttvironmental
remediation, demolition, and utility relocation: stirling as owner and operator of the parking I
garage; and leading the resolution of a land assembly dilemma involving a privately owned tot
adjacent to the site.
As partners in the process, Focus Development managed the residential components of the
project, and floe Tamnan Corporation handled the retail portion. The two main risks for the project
wero the construction risk and the market risk of setting the condominiums und towrrhumes. The I

environmental risk typically associatudwith an infilt site was borne bythe Vitlage, which asscmed I
responsibility for providing a clean, developable site tt the development partnership under the
terms of its redevelopment agreement.
The devetuper paid the Village $2.29 million for alt of Ihe public property that was included in
the project, as watt as the original site of the Tasty Dog eatery that was acquired as part of the
project The Village pursued the project in anticipation of the property taxes and sales taxes
that wtutd come from the new development beyond what the developers paid for the acquinision
of the pebtic property.

Lessons Learned
Thecommunityoxprestedvocal concern abottihe prospect eferaffic congestien resultingfrom
developing a multifamily property near single-family homes. The Village worked with concemed
citizens, as welt as various nuighborhotd organizations and the Environmental Prutection Agency.

Creative sottflions, including public-private partnerships, are often essential to the su~tss of
a controversial project. Working with the communityto showthe true impacts of a project wilt
also ensure a clear understanding ofhigher-intensitydevetepment.

In Ihuir proposal to tiieVtllage of Dakf’ark, thedeveltpers submittedn planthat did not include the
eutarcimum residential densilythat the markeurnight have actually served. They fultthat a winoing
proposal needed to be slightly lower density to be well received by the Village and
public as compatible with abe charaoter of tIle neighborhood.
o Designing a project that is compatible with the surrounding Pearl Highlands neighborhttd

will take a nuanced approach that looks both at allawable zoning standatfin and specific site
conditions.

Design excellence can persuasively overcome slakehelder concerns. The Avenue Business
Association initially expressed doubts about replacing the surface parking lots with a parking
structure. However, the developer was ubtz to economically and efficiently configure the large
garage into the mixed-use setting, minimizing ins visual impact and also making it readily
accessible for both cars and pedestrians.

Parking should be placed within the interior of a development site end lined by active uses to
minimize its visual impact end to creele a strong, attractive pedestrian realm.
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Overview

located in Charlotte, North Carolina, Southborough, completed in 2009. is a mixed-use project
located along a new rail line and surrounding a big-box retail store. Developed by the
locally-based CenformityCorporetion, Soothborough provides en example of hawthe censtruction
of a leiqe-format retail store in an existing neighborhood can be mitigated through a higis-quality
housing and commercial develspment that enlnancesthe urban fabric, Southborough includes:

n 69 renidential elms
A 30,000 square-foot liner commercial building
A 140,000 square-foot Lowe’s home improvement store

Working with developer Confortniry Corporation, lowe’s has built a unique store with rooftop
parking. The I.owe’s building also inclodes a16,000 square-feot rooftop garden: a 30,000 square-
tootgarden centeç asd a 4,200 sqeare-foot oatdeor living center.

Planning

Prior to the project. eh& City of Charlotte had created special transit-oriented zoning to promeee
high-density residential and commercial development projects, Mien the projecnwas announced,
it immediately created concern winhin the historic Oilworth neighborhood, which borders the site
on Iwo sides. The Dilworth Community Development Association oppssod the rezening ofthe site. I
arguing that a big-box store did not reflectthe character ofohe neighborhood orsrrrounding
areas, Other community concerns included the size of the retail center, ehe volume of tratfc to be
generated, and the impact of ongoing store operations.

Representatives of Lowe’s and the development teem opened an expansive dialogue with the
neighborhoetl, cleysfaff. and oeherstakeholden. Over a dozen meetings were held to review
plans, discuss options, and generate feedback that was incorporated into subseqeerot site plan
revisisns, The neighbsrhssd assooiaeion also tented a commiteoe than assisted with the design
end rezoroing process, Ultimately, an innovative design solution emeegedihat satisfied community
concerns and folfilled the besiness needs of Lowe’s and the developer.

Soethue,w00. ‘Aa,,e Thom
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The key eo the design was use of the project’s residential com~snents, combined with landscaping
end green spaces, to effectively camouflage the big-box store. The ininial plan was radically
revined to place townhsmes end flats en the two sides of the site that face the Dilworth

i neighbsrheed. The townhomes sin along the streets while, behind them, lisa flats wrap the stare
end face outward toward the other residential units eo create an urban village atmosphere. Each
unit has a garage that ensures parking for residents and minimizes visual impact. Fountains,
generoos landscaping end plantings, end green spaces and courtyards all contribute to the village
atmosphere and farther screen the retail center from the adjacent neighborhood. The result is en
innovative erban infill project thae meets the reeds of Lowe’s and the developer and ceexists with
the adjacent historic neighbsrheod,

Financing

The Soalhborough developwent was entirely privately financed, Lowe’s assembled Ihe 11-acre
sine from a number of steelier parcels that incleded a variety of indusariat uses end several
older homes.

Recognizing the challenges of getting a traditional store approved, Lowe’s decided to engage a
developmenn partner to help mitigate the impact on the neighborhood. They isseed an RFP, and
Conformity Corpsratien was selected as codeveloper. A concession that Lowe’s made was to
provide rooftop parking, which was necessaty no offset the aceeage told en Conformity. But this
concession also reduced reqaired surface parking in front ofthe store.
Conformity’s winning proposal was to develop residential buildings along a narrow band of the
overall site to buffer the Lowe’s store from the Dilworth neighborhood. In effect, rather than
looking an the back and side ofihe big-box store, the view from Lrpdhurst and Magnolia Avenues
would be of residential townhomes and flats.

TIne approvals process incteded dozens of meetings with the Dilworth Community Development
Association and other neighberhnod and Cityentilies. The final development plan net onlycreated
a buffer between !the Lowe’s store and the neighborhood, but also a connection from Oilwo,lh no
the South ted neighheeheod across South Baulevard.
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lessons Learned PEARL HICHLANDS
Sincethe beginning of planning anddesign, it was itnpsrtanssothe developer thatSoulhbsroegh 5T~TION ARUr PLA~
be marketed as a part of the Oilwarth neighborhood.

Integration of new development with the surrounding neighborhood will be important at the
Pearl Highlands station in creating a successful district with a strong regional identity.

Southberough is a successful example of designing and developing a mixed-use project with I
significant physical constraints, while keeping it competitive in the market, Filling housing units
on a veey narrow site with grade changes, while also masking Iwo sides oI a big-box retail store,
was a significant challenge, and Southbarnugh provides a good model in this respect.
o Site challenges in the Pearl Highlands station area irclude grade differencesand oddly-shaped

prepertieslhae can ba dealt with through good urban design and architecture.
Winning approval from the neighborhood board was a delicate process. The devaloper knew that
although Oilworth residents were not necessarily the target market, and while they did not have
a direct financial slake in the project, they had to be satisfied with the projaces appearance and
impact on the neighborheed. Meanwhile. Conformity had to designand price tales en be successlat
in the marketplace.
o Uevetopment in Aiea and Pearl Oiey wilt also have to be well-received and accepted by ihe

surroundingneighborhsod. Thellrsteransit-orienled developments in the area wilt be especially i
important in fostering support for future projecls.

Besides the obvious challenges inherent in designing a mixed-use development on a c$nstrainnd
site and keeping a strong neighborhood group happy, the greatest chatlnnga forthe devetoperwas
selling nails and leasing space daring a recession. Althongh initial sales were strong, Confermily
had to go en great lengths to ndjast the pricing of both residential units and office space in order
te meet new market realities.

Flexibility wilt be a key ingredient for successful developments in the Pearl Highlands station
area. Allowing a wide mixture ofuseswithin a high qualityurben frameworlcwiltallowprojects I
to successfully mold themselves to the overall market,
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The following case studies are summarizedfrnras various sources includingihe Urban l.and Institute
and Congress for New Urbanism and are focused on builttransit-oriented dtveloptnents. Thocase
studies have been selected based on shared characteristics with the Kamehameha Drive-In site
and Peariridge Center. Aspects of the case studies that are particutarty relevant to the Pearlridge +

station area are designated in bold. A summary of appticabte lessons earned fottuws eech case
study.

LE,

Overview
Rockvillo Town Square, completed in 2009, is an isrlaaa mixed-use mull project anchored by
restaurants, shops, public buildings and open spaces, and residences, It provides a now
focal point for Rockville, Maryland, an mel-ring suburb of Washington, D.C. The project, which
has boon a catalyst for further redevelopment in tho area, features four new mid-rise boildings t
that include:

180,000 square feet of retail and restaurants
644 for-sale and rental residences, including 94 affordable units
100,000-square-foot public library
40.000-square-feet arts and business innovation center

2,000 parking spaces in three garages, on several
surface lots, and at short-term meters

Al the center of Roclmille Town Square is a large 28,000-square-fool landscaped plaza (roughly
the size of afnntball fleldl featorirg paved areas, green space, trees, a pavilion and interactive
fountain, ‘sculptsres, a seasonal ice’skating rink, and a rock garden and play area. The plaza,
which is set directly acress frum the development’s six-story clack cower, serves as a major urban
gathering space, as well as a setting for community events and concerts, Wide sidewalks with
plantings. benches, and rentaurant seating border the plaza.

Raclo4lle Town Square was developed through a public/private parteaemliip among retail
partner tederel Really Invesomont Tnisl IFRITI, the City of Rockvillo, Montgomery County. and
private sector owner/developer RU Reclcoille, LIE.

The site is easily accessible by several forms of transit via the combined Reckvillo Metrorail and
~etrak slatisn, located ene block to the southwest, Existing streets connect the site In Ruclmuille

l City Hall and several ocher municipal, county, and slate government buildings. The project is
surrounded by existing strip retail, offices, end pHblic buildings, and by several historic
landmarks. -

Planning

Rockville Town Square grew out of a community-based planning process that began soon after
the City demolished (lee faifed Rockville Mall in 1995 and evolved from informal, unofficial
discussions and a city-sponsered visioning process. In 2t00, the Ciay began workicg with several
consallants and slakebslders in what became an li-month-long community process,
Numerous os-site seruclures had to be razed before construction could begin. The project also
required redirection of are existing creek bed, a process that had to be orchestrated with the U.S.
ArmyCorps offngineert, Old utility lines were removed and relscated, and new lines were run into
the site as the new buildings and streets were constructed.
Planners recognized early on ohat the lack or a sfzaetgrid was a major impediment to the site’s
redevelopment and proposed eslending Maryland Avenue several blncka north to create a new
Main Streel”fnrehe city, ThePlanhascreateda strong urban pedestrian-friendlyedge byplacisrg
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all buildings within 15 feet aistreets, Acoive streee’level relail w’ith detailed storefronts set
against wide, tree-lined sidewalks with benches and inlaid paving patterns add character and
provide a human scale,
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Lessens LearnedDesign priorities were determined as they related to a hierarchy of experiences, ranging from
pedestrian (primary) through vehicular (secondary) and ieahind’the-scenos” (teetiary). I
Higher levels of architectural details—including turrets, detailed brick’vork, and intnicare i
feneslration—were incorporated at significant corners and bays. Civic buildings, parking
structures, and access points all were placed in locations that enhance the pedestrian experience.
Pedestrian and vehicular access points, including gateways and walkways, are prominantly
marked, making it easier fervisilors to navigate the cite beth by carand on fool.

The plaza’s location althe center ofthe site—ratherthan altny an auterial road-—has made it
a hidden jewel, one that is unseen byanyone simplydriving past the project. Once people discever
ehe plaza, Ihey view it as a safe, welceming, and appealirg public space.

Financing

Aggregating the land so that ie could be developed in a single phase required the efforts of
many public agencies and individuals. Prior to its redevelopment, the site housed an aging but
still operating 100.000’sqieare’foot strip shepping ceneer on its western side, as well as
a gas station, and some cownhooge-style offices on the northern and eastern sides. The City.
which already owned approximately 4.5 acres at the center of the site, was able to assemble the
entire site by reaching settlement agreements with each preperty owner. The City also
providedsignificant assistance to the businesses affected, spending between $1 million and
$8 million to help all ofthern relscate elsewhere. Several ofthese businesses eventuatlyreopened
in Rockville Town Square.

The project benefited trom ~pproximately$lDOmillion in public financing (oeotoi$352 millien
overall).TheCityprsvidedaboue$6gmillion, inctudingmurethan$4Omillisnfarssreets, sidewalks,
and public parkieg garages. The County provided approximatety$27.5 million to build the library it
atsoconlribaeed anoeher$l2 million tohelp with the cesu ofthe project’s infrastnjcture. In addition,
the projece received several million-dollars in state fending—both from the gtvernor’s capital i
budget and from bond bills—including a $1 million grant to the City to help pay for tnt of the
public parking structures, The City also received some federal funds far pedestrian improvements.

PEARLRIOGE
STATION AREA PLAN

PEARLRIOGE
STATION AREA PLAN Publicfinancing is critical to the suxess oftransil-eriented developments. Without the City-financed

public streets, garages, and arts and innovation center—and the County-financed library—the
Town Square wauld not have been ecorssmically viable because the private improvements could
not bear all ofthese extraneous costs. A project like Rockville Tuwn Square also has a significant
impaceon the surrgundingcommtnttyand wunicipalities.Thaarea’spropenty.sales. and iacome
tax revenues all have risen since she project was completed. As a result, ohe project’s public
sector costs will he preney much recouped withia a decade.

Public invastment that assists private development can be a win-win fer beth sides, The
Pearlridge station area has a sremendous opportunity to create value for the City while tt the
same time isrrprovicg the overall noighborhsod.

There was a great deal of tnsse and cooperation between the public and private partners. The
mayor of Rockville viewed the private partners as a teem that woe implementing the City’s
plan, rather than as opponaats. Seth the public and private partners tusk significant risks—
including spending mam than $3 million even before the development aqreementwas signed—
and made significant contributions to the project.

The City mast work hand-in-hand vdth developers to achieve the goals and principles outlined
in this Naighborhoud TOO Plato. The old way of choosing sides in a development battle will nut
crea(e successful TOD for the Pearfiridge rreighbedsood.

The commitment and continuity of elected officials also can have a subsrantial posielve impact
on a public/private project like Ruckville Town Square. Larry Giammo served as a member of the
Rockville Planning Commissiun from 1996 through 2~W and led the City’s Town Center Land Use
AdvisuryCommittee before hawas elected mayorin Novemberuf2000. Giammo.whs seivadthree

I terms as mayor, was iavolaed with the project on a daily basis. This continuity ofi leadership
helped the project move forward as smoolhly as possible.

Leadership from elected officials and key decistcn makers will also ho key in accomplishingl
realizing the goals af the Neighburhsad TOD Plan.
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Paste Colorado. a transit’orianted development created in 2002, is located directlyadjacent to the
Old Pasadena district. The project was developed by TrizecFlahn Development Corporation, with
Post Properties, Inc., as the residential developtr. tt was designed as a three-block ~urban vitlage’ i
and replaces an enclosed shopping mall built as past eat a 1970s redevelopment effort.
Pasao Colorado was developed through a public/private partnership, with the City of Pasadena
providing partial financing and othersuppon. The development includes:

56 retail shops
A full-line Macy’s department store

O 7 deslinatien restatrants
o 6 quick-servica cafés
O a health club
o adayspa
0 a supermarket

a 14-screen cinema
387 units of rental housing
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Planning
lThe original Plaza Pasadena, which opened in 1980, was in all respects, except its location, a
suburban mall. With three department store anchors, the mall was almost completely inwardly
focused, leaving a two-block-long retail dead lane along Colorado Uzzlevard.

1The City formed the Civic Center Task Force in 1997, which formulated the lallowing objectives for
the Plaza Pasadena site:

Restore the city street grid, in particular the Garfield Avenue view corridor

10 Rtintrodace retail activity to Colorado Boulevard
Jo Provide for pedestrian circulation and gathering spaces

]o Offer a mix of uses, inclading housing ard retail

mt Paseo Colorado concept. which entailed the damolition of everything above the subterranean
parking structure, except the Mary’s depautmeno store, is divided into several ‘neighborhoods,’
respsnding In ils urban contaxt and mixed-rise program requirements. Inspired by Old Pasadena,
Paseo Colorado has both street-fronting retail space en Colerado Baulovard and interior block
walkways lined with more intimalaly scaled shops. The blank brick facade efthe Macy’s store
was set back sufficiently to allow for retail shops to be built in front of it, thus continuing
the facade lint of Paseo Colorado and providing an additional increment of street activity. Pasto
Colorado was built directly on top of the existing 3000-car underground parking structure.

The interior mid-block walkway is called ‘tha Paseo Running parallel to Coterado Satulava,d, the
open air Pasto is a slightly curving walkway that varies in width from 43 feet down to just 18 feet.

‘The narrow Paseo design results in a more intimate space, and the curving plan invites exploration.
as one epd cannot be stun fully from the other.
The 387 housing units art grouped into two structures. The larger building, which includes 276

jluuury apartments, overlooks Fountain Court. The second structure, which overlooks Euclid Court,
contains 111 left-style units. Residents have been attracted to the urban lifestyle that Paseo

lCoterado affords, especially the convenient shopping and tnteatainraenO epportonities. Moving in
free Pasadena and surrounding communities, the residents are mainly singles and couples ranging
in age from young professionals to empty neslers.
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Financing PEARLREOGE
As the proiect was structured, the City contributed $26 million in linancing to the project in STATION AREA PLAN
the ferns of cereilicates of participation backed by the tease on the center’s parking structures.
TnizecHahn maintains an ownership interest in the airriglots above the parking, and Post Properties
owns the air rights above the two-level retail podium.
Retail teasing for Paseo Colorado was compticated by the fart that the City of Pasadena had
political end financtat interests irothe adjacent retail areas ot Otd Pasadena.the Playhouse Oiktrict,
and Lake Street.The City’s mendatetothe devetoperwas in effect: provideanactive end successful
mix of retailers, but do not sleet fmm other Pasadena venues. Many’s, the one tenant to remain
from the originet malt, invested epprortisnatetySi million to remodel its stom, converting the space
from a discoant outlet to a full-tine stom.

Lesson’s Learned
Pesao Colorado has replaced the inward-toeking malt previously built on the site with a project
that reintroduces retail uses to street Imnougos. restoms the urban block pattern, and provides
for a mm of uses and inserior mid-block retail space. The success of the project is even spurring
proposals for developmene of lung-neglected vacant parcels adjacentto the cite,

By re-orienting existing retail, encoismying new uses and impreving the ovemlt pedestrian
experience, Peartridge Centercan become a mom vital end seccesoful shopping destination, as
welt as anew town center forAiea atd Pearl City,

Deseinatioio reseauraiots appear to lou a successful anchor concepe at Paseo Colorado.
‘People go to the food,’ notes the developer, and the clustering of major restaurants adds to the
anchor destination appeal.

A redeveloped Peaniridge Center can bring in new conetmero by creating destination food
options.

Secend-foor commercial uses can be successful, bus access in critical. At Paseo Colorado, access
is achieved by several gmnd stairways and visible second-level plazas, as well as by multiple
elevators end escalators throughoue the project.
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Exhibit 8

Cetnrnetst Sheet
AIEA•EARL C[~h’ Neighborhood TOO Plan — PRO Comments and DPP Responses (February 2014)

Note: Revisions from the 2010 PRO to the 2014 Dm0 Final are shown 00 BOLD.

Comment S heet
AIEA-PEARL CITY Neighborhood TOD Plan — PRO Comments and DPP Responses (Februaty 2014)

No. Date Commentor Comment Action

~E ?1” Aba Resident I Resident suggests additional Improvements to The Ptan recommends a bus transfer facility at the
2011 increase access to the rail stations for those Peartridga sislion to provIde commanisy fendorse vice

who live too lar in walk or bike, to and from the station. The Plan has been amended
to strengthnn language about bus access at
sos lions.

2, Recommends public park-and-eidefurility on The City is only providing pathiag In this ares at the
Karnehameha mire-In site Pearl Highlands and Aloha Stadium ststons. Them Is

nothing to prevenl tha pdvata prodsion of parking near
any of tire nil stations.

3, Recommends elevated pedosthan connecters While the TOD Plan does not ea4alidliy recommend
In the ataton ama between the station, elevated pedesbian oonntcih na in tha station area,
Peaniridgo Center and the Kamehameira Dntra— them may be opporhtnities for elevated crossings
In sits between uses that have upper level deetnalions, such

as the staton, the new Kamehameha Olive-In
deeelopnent and Peadridge Center.

4, Recommends strategies to manage parldng In The section srI shared psrldng and parking diaffices
the staten area to maximize availability for the recommends aslmilarst’ategy, and distict managed
cetstomem efurea basianssot parking Is being considered across the rail coetidor.

- The Plan has been amended to recommend time
restrictions to avoid parking abuse by transli
riders. -

5. A shtng connection should be made between Then Plan has been amended to recommend
the station and the Pali Momi Medical Center. nhuette service between the stutlon and Patt Momt.

0. Jan Ales Resident 2 Resident is coocemed about Plan’s The Dntve”insite Is a valuable opporlunityeor’TDD in
2011 recommendation to upzone Kamehemeha the area. Using ike propertyfor mixed-use

Drive-tn site. Alto reentons test this developriteett mtherthan a single-use shopping center
developmeat should seek io attract those who eidstng zoning) will actually reduce traffic demands
will actually ride the rail system, and create additional ddership stthePeartddga

station. The Plan has been amended to specify the
types et transportatIon d emsnd management
(1DM) strategies thetshould be required of large
developments, such as free transit passes,

— bikeshare stations, and reduced parking.

No. Date Commenter Comment Action

YE — Concerned about impact of TOD on views The 60’ height limit makai ofeiamehametra Highwuyis
inlended tn preserve views of Peart Harbor
Immediately adjacent to thn station, this can go up to
00’ with provision of community beneiits bonus.

0, Feb Pearl The proposed changes to the Pearl Highlands Ownership 01 the Center has changed, and the Intent
2011 Highlands Center are not likely to happen in the nearor and lnvesknentobjaclives ot the rewowners am not

Cestnv mid-terre given long-teem tenanl leases, yet known,
(former owner) stsctuural design, and the Inveatnent

ob(ecthet of the Center.
9, June Councuiniembnr Expand dincnission regarding compliance sith The Plan has been amended so add discuss Ian of

2013 Ntdn,soe the Genemi Plan, the Central Oahu Its consisthncy with the General Plan, the Central
Susrainsble Cornmtsnites Plan, and the Cahtt Sustainshle Communities Plan, end the
Primaty Urban Center Development Plan. Primary Urban CenterDevelopment Plan.

AGENCIES
10, March Depeof HDOT supports the complete streets approach The Plan has been amended to expttclty refer to

2011 Transportaton outinodin the Plan. Conflict points shotid ho proposed muttimodal tmprovements as consistent
minimized to reduce hazards, with the “complete streets” sppreach.

Ii, Oestmanageenrent puuctces forstmrnwster Language on LID added to existing Green Streets
management and low-impact development section.
(LID) should be a,rdlnd in the TOD areas.

12. Dec UH Urban Replace tee proposed path down the middle ot The pmposed path has been relocated from the
2010 Garden Caster the Urban Garden Centerwith a path on the renter of the Urban Gerden Centhr to the Ewa side

Ewa side ofWaiswa Sfl’eam. ofWeiawa Stream.
13. Concerned that motorists will use the propoted The TOO Plan has been amended to add language

resd through the Home Depot parking lot as a that this roadway ahould be designed wIth traffir
bypass of b’affc signals on Kannehameha calming measures that discourage its Mae ass
Highway bypasa route,

14, Feb Dept of The TOD Fl an seems to ovudook achools and School capadty, the location of new schools; and the
2011 EducatIon the impsct of new development, particularly malleability ofsh’eels around there direccy Impact

wor*forte rousing, on the need tor raw or neighborhood teability. Language to th Is effect has
- expanded school facilities, been added to several sections of the Plan.



Comment Sheet
AIEA-PEARL CITY Neighborhood TOO Plan— PRO Comments and OPP Responses (February2tl4)

No. Date Commentor Cos~ment Action

15. Mardi Dept of Design With increased residental development, park The Plan recommends signitcant new park space in
2011 & Conseuction dedication requirements are not adequately all the aiatorr areas. The Plan has been clarified to

addressed. identify the numberofacres ofpubllc and private
open space envisioned in each station area. A new

. aeclion on open space has been added to Chapter
IX. and languages bout park dedication and
ptsbticlyacceaetble spell space have been added
to each station area chapter.

le. Neighborhood and community parks seed to The parks proposed in the Plan are generally 0.5 Ia 5
he aminim am of4 togs acres In size and acres in size duels limited land availahiity is this area.
accorsmodate belitelds end playcourts. Th sac smaller perks are appropriate for dense erhan

areas near transit and are consistent with City
standards. This language has been added to the
new section on Olsen space in Chapter IX.

17. The TOO Plsn shosid recommend The Plait mcommerds newirails and impmnemenis to
opportunities to separate pedestrians and the Pearl Harbor HistoricTrail. In otherriaces, the
blcydiafa 1mm vnhloilar traffic. Plan recommends complete streets improvemsnts to

— Improve the safety of all modes of iravel.
10. March Dept or Suggested edits to Transportation Assessment Var]ous minoredits made to the Transposlation

2011 Transportation technical memorandum (Appendix I) Assessment technicet memorandum (Appendix I)
Services

1~ March ResIst of Developmentin the Leeward Commasity Memorandum on Infrastnactum tmpttcseions
2011 Watersupply College (LCC) station ama will require (Appendix I) has been updated torenectaneed to

signecosewatersyatsm upgrades. upgrade the LCC session areewater system. This
issue has also been Identified In a newsecelon that
bntetlyaummsrizes infrastruceum capacity In the
s~tienemas.

20. The Plan should mcommend water lnfrastnrclure memo (Appendix) has been
conservation measures. updated to recommend waterconaelvitlon

measures.
21. Peb Dept er The Plan should address how City agencies ‘TheTOD Plan has been amended to add a section

2011 Faciliiisa will delemli no maintenance msponsihiliiy for on Maintenance ofPubtic Improvements, including
Maintenance proposed City-owned improvements, a recommendatlonto develop memoranda of

understanding between agencies.

Comment aheei
AIEA-PEARL CITY Neighborhood TOO Plan — PRD Comments and DPP Responses (February 2am)

No. Date Commonisr Comment Action

22. — Improvemenis briltrelihin he City right-or-way This recommends lion has been added to else
— should be consbrjclsd Is Cilystandsrds. section on Maintenance of Public Improvements

23. March Deptor The Wslmalu erea has sewercapacily Issues. Infhastnjcture memo (Appendix I) has been
2011 Environmental updated to reflect the need ror system upgrades in

Services this area. Language about sewer capacity
constraints In the Pearlridge area hen also been

— added to the new section on Infrastructure.
24. Nor Land Use The Plan mcomrneadasons miated to Them maybe noes appropriate mechanisms for

2015 Permiis affordable hoosing, street design, ‘green lmplsraenling tease recommendations, as Chapter IX:
Division. DPP shasta,’ and other Implementation strategies Zoning Recommendations was amended and re

am not necesaarilyappropnlate forindusion In organbe d as Chapter IX: lmpismentation
the Land Use Ordinance (the City’s zoning Recommendations.
coda).

25. Feb Plmning Research indicates there Is little chance of Tho map in ihe Plan Is taken directly from the Pearl
2011 Divielon, DPP restoring historic rail operations on the Pearl Harbor Historic Trail Master Plea, and it is not

Harbor Hisionic Trail, and referencss to it appropriate to modify It In the Neighborhood TOO
should he removed. Plan. Language has been added to the Plan

clarifying the challenge ofreanoring historic rail
operations duets utilities in the night.ef’way.

28. — Fioure 8 is difficult to read. image has been rotated and enlargod.
OTIIF.R RE”PSIONS OF NOTE
27. haRT As a resell efvalue engineering, lt~T is no The Plan has been revised toshowapedestrian

longer providing a pedeahian bridge brldg econneciian as sacommonded but not
connection he Peed Highlands station with currently planned.
Kuata Street.

28. inlgmal Staff 5 The Plan has been amended to recommend new
development oboes the park-and~rtde facIlity at the
Pearl Htnhiands station. -

25. Inremal Staff The Plan teas been amended to recommend new
- development (preferable affordable houaing) at the

bus transfer raelllty at the Peaelridge atstion and
expansIon ofthe makal transit plaza to connect the
atatlon with the Pearl Harbor HistoricTrail.

30. Intemel Staff The Public Review Draft did non set a capon The Plan has been amended to set a maximum



Con meet Sheet
A1EA.PEARL CITY Netghboli’ood TOO Plan — PRD Comments and OPP Reap Gnats (February2ol4)

No. Date Cemmetator Comment Action
— litwrnaxlmtm heights achievable through a height oFgO in the ICC statIon area, 250’ in the

community benefits bonus. Pearl Highlande station area, and 350’ In the
Peariridge station area.

31. Internal Slsff The Plan has been amended Ce encourage green
buildings and site p tans and building designs that
consider the best available science on climate
change and sea level rise.

32. Internal Staff The implementsil on case stu dtes have been
moved from the main body of esch stall en area
chapleraoApçendlx I.

33, leismal Staff Since the Public Review Draft was pibliutied. The hypotlaellcal phasing sequence forthe Pearl
cossiiuctien has begun on, The Plaza at Pearl Highiands station area has been updated Is rellect -
City assisted living tacirityca Kuala Sheet, construction ofehla prsject on pmvlosslyvacant

parceis.
34. lstemai Staff The vlsi en slatement for the ICC statIon area has

been amended Ce also include ‘new businesses.”
35. internal Staff ma Cilyis cutaeeeywotldeg an a The prevteusiyrecenarnended percen sages and

comprehensive affoevisbie housing policyfor Income limits have been removed from the Plan,
the enem TOO corridor, as well as tile one acre site tlureshhold. Language

has also been added to encourage rental
afferdabie unts.

36, iriemal Slat! Sitce the Public Review Craft was psbiished, The proposed minimum common tpen apace
ha Cilyhas pmgmssed on its davelepinett of requirement has beenchanned to a

en open space policyforthaToO corridor. recommendatan for publicly accessible open space
far all newdevelapmcnes on parcels of 20,000
square feel or larger.

~r Internal Staff The project overview has been amanded to add
additional desert’ptien of howthe TOO plan will be
Impiemented over time.

3t. Inlemal Staff Clarity and simriiy etiscession en permitted The Plan has be en amended to simpilty the
and prohibited I and uses in iha TOO Special discassien en land uses. ma uses envisioned within
Oluhict, the TOO Special Oisttlct am similar to those cerrerty

allowed erder BhVC’3 zorrine (with the exception of

Comment Sheet
AIEA’PEARi. CITY Neighborhood TOO plan — PRO Commenlt and OPP Reaponsea (February 2514)

No. Oaee Comnaenter • Comment Action
~ . anto’otienled ures).

30. irtemal Staff Clarity and simpiifr discuusios on pawing The Plan has been amended to almplify the
reqaimmeets Is the TOO Special District, discussion on parking requirements. In Its areas

closest to the slaioa. the Pias recommends parking
- standards similar to those of the OMX-4 annino district,

40. eternal Staff Clarity and simplify discussion on rmnt, side, The Plan has been awended to simplify the
and rearyard mquirementn in the TOO Speciai discussion on yards into one section.
Oisthcs.
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What is Honolulu Rail Transit?
The Honolulu Rail Transit system will serve 21 stations 
between East Kapolei and Ala Moana Center. Over 60% of 
Oahu’s population currently lives within this transit corridor, 
and the population in the corridor is projected to continue to 
grow faster than the rest of Oahu. Over 40% of Honolulu jobs 
are within the corridor.

Rail transit provides an opportunity to help reduce the growth 
of traffic congestion by taking cars off the road; improve 
travel reliability; shorten travel times for most riders between 
home and work; and increase transportation options by transit, 
bicycle, and on foot.

How Can We Prepare For It?

The Department of Planning and Permitting (DPP) is preparing 
neighborhood transit-oriented development (TOD) plans to 
help integrate land use and transportation planning around the 
rail stations in anticipation of the rail project. The plans are 
intended to address opportunities for new development and 
plan for orderly growth and improved accessibility around the 
stations.

Each plan begins by looking at lands within one-half mile of the 
proposed transit stations. Land use, mobility, urban form and 
open space elements are addressed in every plan but result 

in different outcomes in different neighborhoods, including 
TOD district boundaries that relate to topographic and other 
physical parameters. The City intends to complete plans for 
the 19 station areas under its jurisdiction by the end of 2015.  
Two stations are under the planning jurisdiction of the State 
Hawaii Community Development Authority. The transit system 
itself is projected to be completed in 2019.

Successful TOD depends on participation and broad-based 
support from government, residents, businesses, community 
organizations, landowners, developers, and the financial sector. 
Good TOD projects increase transit ridership, walking and 
bicycling, as well as respond to community concerns, needs 
and goals.

As has been the experience of other communities with rapid 
transit systems, no single TOD strategy works for all cities 
and communities. Each community must determine what type 
of development will work best given its specific strengths 
and assets, growth and population trends, transportation, 
infrastructure, and social needs. Development happens as the 
result of private investment in response to local market forces. 
The role of government is primarily to provide the policies 
and set the blueprint, define and offer strategic incentives, 
ensure that adequate infrastructure is available, and engage 
the community in helping direct private investment into public 
benefit.

PLANNING FOR RAIL TRANSIT

The Aiea–Pearl City Neighborhood Transit-Oriented Development Plan 
(the Plan) presents a community vision for the existing neighborhoods 
surrounding the planned Leeward Community College (LCC), Pearl 
Highlands, and Pearlridge rail stations. The goal of the Plan is to foster 
livable communities that take full advantage of transit—creating 
new transportation options while encouraging economic growth and 
attractive redevelopment. 

Although each has its own unique identity, needs and opportunities, the 
Aiea–Pearl City station areas are all envisioned as compact, pedestrian-
friendly environments that provide various housing, employment, and 
recreational opportunities. To achieve this vision, the Plan recommends 
appropriate strategies for land use, urban design, transportation, and 
parks and open space. 

The Plan is intended as both an overall framework for growth and a guide 
for local decision making around the three rail stations. It is conceptual 
in nature, showing possible improvements on both public and private 
property. In order to ensure positive change in the station areas, it is 
essential that stakeholders work together on future projects.

WHAT IS THE PLAN?
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An inclusive community-based planning effort elicited the goals and 
ideas of area stakeholders. This process included community workshops, 
a resident survey, an open house, local business outreach, and Advisory 
Committee meetings. The Advisory Committee, composed of individuals 
from a diverse range of interests and affiliations, serves as a sounding 
board for the project, providing essential guidance and encouraging 
community participation at the public workshops.

Beginning in July of 2009, the planning process included identification 
of issues, opportunities and constraints, the creation and refinement 
of alternatives, and development of preferred station area plans. The  
Plan also includes recommendations on phasing, implementation, and 
revisions to the Land Use Ordinance (LUO), including TOD Special District 
regulations for the areas around the three Aiea–Pearl City stations. (see 
Next Steps, p.12)

TOD recommendations for the Aiea–Pearl City corridor build upon the 
recommendations of previous planning efforts: Aiea–Pearl City Livable 
Communities Plan, Pearl Harbor Historic Trail Master Plan, Primary Urban 
Center Development Plan, and Central Oahu Sustainable Communities 
Plan.

What’s the Planning Process?

2009                     2010

Issues &
Opportunities

Community 
Workshop 1

Project 
Kickoff

Draft
Alternatives

Community 
Workshop 2

Refined
Alternatives

Preferred 
Plans

 
Community 
Workshop 3

Zoning &
Implementation

Public Review
Draft Plan

Community
Workshop 4

Final
Plan

PROJECT TIMELINE
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1.  Create Access and Views to Water and Pearl 
Harbor Historic Trail

Water has always played an important role in this 
area, from the ancient Hawaiian fishponds to sugar 
plantation irrigation to today’s military presence 
in Pearl Harbor. This principle links the station 
area neighborhoods to nearby streams, springs, 
wetlands, and shoreline. The Plan promotes creating 
new public spaces and revitalized neighborhoods 
along the waterfront as development occurs, 
enhancing view corridors from mauka areas, and 
improving the Pearl Harbor Historic Trail.

2. Encourage Workforce Housing

A mixture of housing choices around the transit 
stations is desired, including a variety of price 
options, housing types, and unit sizes to support a 
wide range of households. Much of the affordable 
housing currently located in Aiea and Pearl City was 
developed in the 1960s and 1970s and is in need 
of repair, renovation, or redevelopment. A Plan 
objective is to increase the quantity of workforce 
housing while also increasing the overall quality of 
the existing housing stock

GUIDING PRINCIPLES 
FOR AIEA & PEARL CITY TOD NEIGHBORHOODS
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3.  Create a Comfortable and Lively Pedestrian 
Environment

Current development in the area is primarily auto-
oriented. The introduction of rail transit can be the 
impetus for fostering a true multimodal environment. 
New sidewalks, street trees, street-level storefronts 
and activities, and streetscape amenities will 
make walking and biking more enjoyable. New 
neighborhoods can be built through “greyfield” 
redevelopment of existing parking lots such as those 
at LCC, Pearl Highlands Center and Pearlridge Center. 
A diversity of uses will help ensure that these areas 
are active and safe at different times of the day and 
week.

4.  Provide Multimodal Access to and from the 
     Stations

Rail transit will be part of a larger multimodal 
transportation network that connects communities. 
Residents and visitors will have transportation 
options, allowing them to choose the most efficient, 
economical, and enjoyable way to get around. 
Existing and new streets designed as “complete 
streets” will safely accommodate pedestrians, 
bicyclists, buses, drivers, kiss-and-ride drop-offs, 
and park-and-ride traffic. Off-street paths and 
trails also contribute toward creating a vehicle-free 
environment for walking, jogging, and biking.

5.  Develop New and Enhance Existing Open Space 
Amenities

Rail transit provides opportunities to create great 
public spaces at and near the stations. This principle 
recognizes the need for and creation of a connected 
network of public spaces that includes parks, plazas, 
paths, trails, and pedestrian-friendly streets.

COMMUNITY’S VISION
“Create an integrated, connected urban environment      
  that fosters healthy living and cultural identity.”

Pearl Harbor Historic Trail - Improved shoreline access and bike and 
pedestrian facilities

Pearl Highlands Center - Redevelopment of existing parking lot

Kaonohi Street - Bike lanes and pedestrian-friendly sidewalks

Pearlridge Center - Redevelopment oriented toward Sumida Farm, with  
overlook and pathway

LCC Neighborhood - New housing and park space
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area is envisioned as a college-oriented neighborhood catering to 
students and faculty from the adjacent college, entrepreneurial 
businesses, as well as current and new residents.

• New bicycle paths along the extension of Ala Ike Street and 
along Waiawa Stream

• Pearl Harbor Historic Trail improvements
• Mixed-use development on existing surface parking  

area mauka of LCC campus
• Central green park mauka of LCC campus
• Low-density housing diamond head of LCC campus
• Neighborhood mini park diamond head of campus  

in conjunction with new development
• Wider sidewalks and landscaping on existing streets
• Secondary access road connecting the station  

area to Farrington Highway

LEEWARD COMMUNITY COLLEGE STATION

PEARL HIGHLANDS STATION 
will be a major intermodal facility and connection point for riders 
coming from central Oahu and mauka directions. Ongoing infill and 
revitalization of the commercial district can carefully balance the 
needs of passengers and shoppers arriving via transit, walking and 
wheeling, and via automobile. 

• New bicycle paths along Waiawa Stream
• Tallest buildings in close proximity to station and  

lower development on perimeter
• Medium-density housing within 1/4 mile of the station  

and at the NW corner of Acacia Road and Kuala Street
• Neighborhood park on triangle property makai of  

Acacia Road
• Medium-density housing and neighborhood mini parks  

mauka of Walmart
• Low-density housing adjacent to Kanaeha Place  

and single-family housing along diamond head  
boundary of Plan area

• New Main Street within existing Pearl Highlands Center
• Development above rail transit station parking garage
• Improved public access and enhancements to UH  

Urban Garden Center

PEARLRIDGE STATION
are is a major urban center and regional destination with opportunities 
for new development, the regeneration of Pearlridge Center, and 
improved access to the Pearl Harbor Historic Trail and shoreline.

• Secondary shoreline path ewa of Kaonohi Street
• Pearl Harbor Historic Trail improvements
• Medium-density housing makai of Kamehameha Highway, 

potentially above proposed bus transfer facility
• High-density housing mauka of Kamehameha Highway 
• Low-density housing along Moanalua Loop
• Pedestrian trail along the upper perimeter of  

Sumida Farm with overlook
• New Main Street connecting Moanalua Road and Kaonohi Street
• Wider sidewalks and landscaping on existing streets
• Additional waterfront park along Pearl Harbor  

shoreline
• “Window to Pearl Harbor” shoreline park at the terminus of  

Kaonohi Street
• Neighborhood mini park mauka of Sumida Farm

PLAN HIGHLIGHTS

• New streets and sidewalks 
• Structured parking in conjunction with new mixed-use development
• Active transit plazas
• Affordable and workforce housing

Each station area is unique with its own set of plan recommendations, 
as noted in the sections below. However, the shared goal of 
becoming livable, transit-enhanced, and connected neighborhoods 
results in recommended improvements that are common to all 
three areas, including:
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Pearl Highlands
Station

Leeward Community 
College Station

FOR ILLUSTRATIVE PURPOSES ONLY

Pearlridge
Station

PEARL HARBOR

EXISTING ZONING



Pearl Highlands
Station Area

Pearlridge
Station

PROPOSED HEIGHT
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The recommendations contained in the TOD Plan would serve 
as the basis for modifying the current zoning regulations. Two 
levels of TOD zoning precincts are recommended:

• TOD Precinct is the core area, generally encompassing 
lands within one-quarter mile from each station

• TIZ (Transit-Influenced Zone) Precinct is the area 
roughly one-quarter mile to one-half mile from each 
station

While the recommended development standards may be similar, 
there is greater attention to design and increased intensity in the 
core area (TOD Precinct).  The TIZ Precinct provides a transition 
between the TOD Precinct and areas beyond, which are primarily 
lower-density neighborhoods.

Recommendations Include:
Land Uses
Similar to BMX-3 Community Business Mixed-Use District, allowing 
for a range of office, retail, business services, as well as multi-family 
dwellings

Floor Area Ratios (FAR)
TOD Precinct – Maximum FAR of 2.5 
(up to 3.5 with Community Benefit Bonus)
TIZ Precinct – Maximum FAR of 1.0 
(up to 1.5 with Community Benefit Bonus)

Building Area
No regulation on lot coverage, similar to business districts

Building Heights (Maximum)
Height limits vary based on existing land use patterns, community 
objectives, and market considerations. See the Proposed Allowable 
Heights Maps.

Affordable Housing
Projects with more than 29 housing units should be required to 
provide affordable housing.

Projects that provide additional affordable units may be granted 
height and density bonuses, as well as relief from development 
standards, such as minimum parking requirements. 

Incentives should be provided to encourage affordable rental units.

Parking
TOD Precinct – similar to the BMX-4 Central Business District
TIZ Precinct – similar to current requirements for use, with lowered 
requirements for housing, office and retail

On-street parking may be credited as required parking.

Publicly Accessible Open Space
New developments on parcels of 20,000 square feet or larger  
should provide publicly accessible open spaces or contribute an 
equivalent value toward public park improvements within the  
station area.
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The Aiea–Pearl City Neighborhood TOD Plan defines a future for 
the three rail station communities with increased community 
amenities triggered by new investment. Many of these 
amenities can be developed by the private sector through a 
community benefits bonus. In return for development bonuses, 
a project can incorporate any number of these amenities within 
the project, or off-site, to help support community values and 
goals. The likely development bonus could be higher building 
heights, higher density (floor area) or less required parking. 
Improvements created through a community benefits strategy 
should focus directly on the following key plan elements:

LEEWARD COMMUNITY COLLEGE STATION AREA
• Secondary access road
• Development of public gathering space adjacent  

to campus
• Pearl Harbor Historic Trail connection makai of campus

PEARL HIGHLANDS STATION AREA
• Pearl Highlands Center pedestrian improvements and 

bridge connection to rail station
• Access and improvements to University of Hawaii Urban  

Garden Center
• Creation of public park space

PEARLRIDGE STATION AREA
• Kaonohi Street pedestrian and bicycle improvements
• Transit plaza and pedestrian connection/view corridor 

from station to Pearl Harbor Historic Trail
• Pearl Harbor Historic Trail improvements
• Sumida Farm trail and overlooks

GENERAL 
• Local jobs/workforce training
• Student and faculty housing
• Affordable housing
• Locally-owned retail support
• Sidewalk and streetscape upgrades

Leeward
Community College

Station Area

COMMUNITY BENEFITS TOD ZONING

Leeward Community College - Existing parking lot Kaonohi Street - Existing conditions

Leeward Community College - TOD vision Kaonohi Street - TOD vision



Phase 3

Phase 4

Phase 1

Existing Conditions

Phase 2

PHASING
These sketches of development on the LCC campus parking lot are 
illustrative and intended to show that TOD does not occur overnight; rather 
it matures and evolves over time. The actual sequencing of development 
depends on numerous factors, including the real estate market of a particular 
neighborhood, the availability of financial incentives, and the interest of 
individual property owners. It will take several decades, even generations, 
for full “build-out.”

The first phase is the construction of the train station and complementary 
roadway improvements. The first developments are likely to be very close 
to the station and on a larger property. Later phases will see additional 
infill development, including outlying and smaller properties. The surface 
parking lots would be reduced or replaced with mixed-use buildings and 
parking garages.
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To realize the vision and principles expressed in the Aiea–Pearl City 
Neighborhood TOD Plan, a concerted, long-term public-private partnership 
effort is needed to upgrade the public realm. Public sector investments 
are primarily in the form of capital improvement program (CIP) projects. 
For Aiea and Pearl City, the following public realm investments have been 
identified for the three rail station areas. 

• A connected off-street trail network is a major component of 
the Plan. Recommendations include new trails along Waiawa 
Stream and around Sumida Farm, improvements to the existing 
Pearl Harbor Historic Trail, and connections between these 
facilities and area destinations.

• Existing streets throughout the station areas have narrow 
sidewalks and lack many amenities that would make them safe 
and comfortable for pedestrians and bicycles. Sidewalks near 
the stations should be widened, and streetscape elements 
should be added, such as street trees, bicycle lanes, places to 
sit, trash receptacles and adequate lighting.

• Development potential at Leeward Community College is 
currently limited by its single access point. A secondary access 
road connecting LCC with Farrington Highway in the ewa 
direction would improve connectivity and provide an impetus 
for new TOD. 

• New development should contribute to a vibrant and engaging 
public realm by orienting buildings and active uses to the 
sidewalk and situating parking behind buildings or within 
structures wrapped within active uses.       

• In conjunction with new development, new local street 
connections should be provided to break up large blocks, create 
more walkable station areas, and more evenly distribute local 
traffic.

• The Plan recommends a bus transit transfer facility makai of 
the Pearlridge station to provide easy connections between 
rail and local buses, improve access to surrounding residential 
neighborhoods, and remove queuing buses from the curb lane 
of Kaonohi Street where a bicycle lane is proposed. This project 
would require property acquisition and capital improvements, 
and should incorporate mixed-use development.

• New waterfront parks are proposed along the Pearl Harbor 
shoreline near the Pearlridge station to improve public access 
to water and open space, and to help re-establish this area as a 
waterfront neighborhood.

• Transit plazas with active uses are proposed for all three 
stations in Aiea and Pearl City.

Kuala  Street - Existing

Kuala  Street - TOD vision

PUBLIC REALM IMPROVEMENTS
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HONOLULU, HAWAII BILL 8,, 02

A BILL FOR AN ORDINANCE

RELATING TO TRANSIT-ORIENTED DEVELOPMENT.

BE IT ORDAINED by the People of the City and County of Honolulu:

SECTION 1. Findings and Purpose.

The council finds that Honolulu has initiated a major mass transit project that has
the potential to fundamentally reshape the form and character of Honolulu. The council
has selected a fixed guideway system and the Locally Preferred Alternative (“LPA”) for
the project under Ordinance 07-01.

A vital part of the mass transit project is the opportunity to develop and redevelop
key areas of Honolulu to provide additional housing and work opportunities in our
growing island. These efforts will allow the city to continue its goal of directing new
growth to designated areas while”keeping the country, country.” Appropriate transit-
oriented development (“TOD”) land use regulations along the alignment and around the
rapid transit stations will be crucial for these efforts and goals.

It has been consistently noted about successful TOD programs of other cities
that community-based input is an important element of TOD programs, and that one
specific set of regulations cannot adequately address TOD needs and opportunities
across all transit stations. Therefore, to assure that Honolulu will have a successful
TOD program, a general land use scheme must be created that provides for a
deliberate, inclusive process to plan for TOD so that weil-defined, meaningful, and
appropriate regulatory and incentive programs can be adopted for each area around a
transit station or type of station.

This TOO planning and implementation process will implement the Oahu General
Plan and applicable regional development plans. Specifically, it will help stem urban
sprawl across the city’s agricultural and open space lands; encouragethe development
of livable, walkable communities; and increase transit ridership, thereby promoting the
economic, social, and environmental well-being of the city.

With the potential for such a significant and positive change in development
patterns, it is crucial that proper planning guidance be given, well before the transit
stations are constructed. This will allow for timely community input and to put into place
appropriate regulations for TOD before redevelopment occurs.

The council, therefore, finds that to protect the public interest and welfare, the
Land Use Ordinance is to be amended to provide guidance on how to determine zoning

OCS/030909/03:421HM ~ 9 14



CITY COUNCIL ORDINANCE QQ~A
CITY AND COUNTYQF HONOLULU I ~ ~ ~

HONOLULU, HAWAII LuLL.. U J~

A BILL FOR AN ORDINANCE

regulations for areas around each transit station. The planning process shall be open,
inclusive and visionary, and shall strive to increase the quality of life through
rejuvenated community character, preservation and enhancement of historic, cultural,
scenic, natural and other community resources and landmarks, while understanding the
relationship between zoning, financing, and real estate market dynamics.

Pursuant to this ordinance, the council will establish special districts around rapid
transit stations, to be known as Transit-Oriented Development Zones, to foster more
livable communities that take advantage of the benefits of transit: specifically, reducing
transportation costs for residents, businesses, and workers. While taking advantage of
more efficient us&of land, TOD can provide more walkable, healthier, economically
vibrant communities, safe bicycling environments, convenient access to daily household
needs as well as special events, and enhancement of neighborhood character, while
increasing transit ridership. However, TOD should avoid loss of existing affordable
housing and gentrification of communities.

SECTION 2. Section 13-9.3, Revised Ordinances of Honolulu 1990, as
amended, is repealed.

‘[Sec. 13-9.3 Transit oriented development ordinance.

As used in this article, “transit oriented development ordinance” (“TOD
ordinance”) means an amendment to the land use ordinance regulating development at
and around transit stations. The TOD ordinance shall:

(1) Enable a mix of land uses;

(2) Enable higher densities;

(3) Eliminate or~ reduce minimum off-street parking requirements for such
development;

(4) Encourage travel by rail transit, buses, walking, bicycling, and other
nonautomobile forms of transport;

(5) Encourage development of a mixture of market-rate and affordable
housing;

(6) Encourage public-private partnerships in such development;

2
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(7) Utilize form-based zoning, exemptions, or other alternatives from existing
development regulations, and utilize other incentives to encourage such
development;

(8) Encourage activity at a defined community center; and

(9) Encourage public input in the design of each transit station so each station
reflects unique community design themes, history, or landmarks.]’

SECTION 3. Chapter 21, Article 9, Revised Ordinances of Honolulu 1990, as
amended, is amended by adding a new S?ction 21 -9.100 and accompanying Sections
21-9.100-1, -2, -3, and -4, to read as follows:

“Sec. 21-9.100 Transit-oriented development (TOD) special districts.

f~) The purpose of this section is to establish a procedure for the establishment of
special districts known as TOD Zones around rapid transit stations to encourage
appropriate transit-oriented development.

~) The regulations applicable to aTOD Zone shall be in addition to underlying
zoning district and, if applicable, special district, regulations, and may
supplement and modify the underlying regulations. Where a transit station is
located within or adiacent to an existing speãial district, the TOD Zone provisions
may be incorporated in the existing special district provisions. If any recjulation
pertaining to a TOD Zone conflicts with any underlying zoning district or special
district regulation, the regulation applicable to the TOD Zone shall take
precedence

Lc) As used in this section:

“TOD” means trahsit-oriented development.

“TOD Development Regulations” means the regulations establishing the
permitted uses and structures and development standards within a TOD Zone, which
shall be established by the council by ordinance, pursuant to the provisions of this
section. TOD Development Regulatidns shall be specific to each TOD Zone and may
include both zone and sub-zone specific provisions.

“TOD Zone” means the parcels of land around a rapid transit station subiect to
the TOD Development Regulations. Generally, the TOD Zone shall include the parcels
of land where any portion of each parcel is within 2,000 feet of a transit station, provided

3
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that for any such parcel, the entire parcel must be within one mile of the transit station;
provided further that the council, by ordinance, may include or exclude any parcel from
the TOD Zone either upon its own initiation or upon written request of the director.

Sec. 21-9.100-1 Creation of TOD Development Regulations.

For each TOD Zone, a set of TOD Development Regulations shall be created to
foster and encourage transit-oriented development and redevelopment of such TOD
Zone. The TOD Development Regulations shall include the minimum requirements in
Section 21-9.100-4, and may include any other provisions, incentives and restrictiona

Prior to January 1, 20101 the TOD Development Regulations for each TOD Zone
may be based on a neighborhood plan that addresses transit-oriented development
(“neighborhood TOD plan”). The plans may include more than one station, and may
address othercommunity concerns and opportunities. On or after January 1,2010, the
council may initiate proposed ordinances establishing a TOD Zone and TOD
Development Regulations applicable thereto where no neighborhood TOD plan has
been adopted; provided, however, that there shall be a recognition that the use of
neighborhood TOD plans shall be the preferred way to create TOD Development
Regulations for each TOD Zone and amendments to the Development Regulations
should be considered upon the completion of a neighborhood TOD plan.

Sec. 21-9.100-2 Neighborhood TOD plans.

{~) For each TOD Zone, the department shall prepare a neighborhood TOD plan
which serves as the basis for the creation or amendment of a TOD Zone and the
TOD Development Regulations applicable thereto. Each neighborhood TOD
plan shall address, at minimum, the followinâ:

Li) The general obiectives for the particular TOD Zone in terms of overall
economic revitalization, neighborhood character, and unique community
historic and other design themes. Obiectives shall summarize the desired
neighborhood mix of land uses, general land use intensities, circulation
strategies, aeneral urban design forms, and cultural and historic resources
that form the context for TOD.

~) Recommend parcels to be included in the TOD Zone, taking into account
natural topographic barriers, extent of market interest in redevelopment,
and the benefits of transit including the potential to increase transit
ridership.

4
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~) Recommended zoning controls, including architectural and community
design principles, open space requirements, parking standards, and other
modifications to existing zoning requirements, or the establishment of new
zoning precincts, as appropriate, including density incentives. Prohibition
of specific uses shall be considered. Form-based zoning may be
considered.

~4) Preservation of existing affordable housing and potential opportunities for
new affordable housing, and as appropriate, with supportive services,

Avoid gentrification of the community.

f~) General direction on implementation of the recommendations, including
the phasing, timing and approximate cost of each recommendation, as
appropriate, and new financing opportunities that should be pursued.

ik) The process of creating neighborhood TOD plans shall be inclusive, open to
residents, businesses, landowners, community organizations, government
~g~pcies, and others.

fp) The process sh~ll consider population, economic, and market analyses and
infrastructure analyses, including capacities of water, wastewater, and roadway
systems. Where appropriate, public-private partnership opportunities shall be
investigated.

f~) The neighborhood TOp plan shall be consistent with the applicable regional
development plan.

~) To the extent practical, the neighborhood TOD plan shall be consistent with any
applicable special area Plan or community master plan, or make
recommendations for revisions to these plans.

If) The neighborhood TOD plan shall be submitted to the council and approval of
the plan shall be by council resolution, with or without amendments.

Sec. 21-9.100-3 Processing of proposed ordinances establishing TOD Zones
and the TOD Development Regulations applicable thereto.

jgj If the council approves a neighborhood TOD plan, with or without amendments,
the director shall, within 120 days after the approval, submit to the planning

5
09—S



CITY COUNCIL ORDINANCE 0$ ~4
CITYANDCOUNTYOFHONOLULU BILL 10 (2008), CD2

• A BILL FOR AN ORDINANCE

cohimission a proposed ordinance establishing a TOD Zone for the applicable
neighborhood and the TOD Development Regulations applicable thereto.

fl~) If the council, pursuant to Section 21-9.100-1, initiates a proposed ordinance
establishing a TOD Zone and the TOD Development Regulations applicable
thereto where no neighborhood TOD plan has been adopted, the director shall,
within 120 days after adoption of the resolution initiating the ordinance, submit to
the planning commission a report accompanied by the proposed ordinance and
any alternative ordinance proposed by the director. The provisions of Chapter 2,
Article 24, relating to council proposals to amend the zoning ordinances and the
processing thereof by the department, shall not apply to council proposal~to
establish a TOD Zone and the TOD Development Regulations applicable thereto.

The director may request, and the council may approve, a 60-day extension of
the deadline to submit a report and proposed ordinance to the planning
commission under the following procedure:

fjJ Within the existing deadline, the director shall submit to the council a
request for an extension of the deadline and an interim report describing
the status of the director’s processing of the council proposal and the
reasons that additional time is needed for processing.

£2) The council may approve or deny the proposed extension by adoption of a
committee report. if the council fails to take final action on the proposed
extension within 45 days after receipt of the director’s request, or the
existing deadline, whichever occurs first, the extension shall be deemed
denied.

£3) (fan extension of the deadline is approved.by the council, the director may
thereafter request subseouent extensions of the deadline in accordance
with the procedure described above.

Sec. 21-9.100-4 TOO Development Regulations minimum requirements.

The TOD Development Regulations for each TOD Zone shall include, but not be
limited to, the following provisiàns:

~g) Allowances for a mix of land uses, both vertically and horizontally, including
affordable housing.

6
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~) Density and building height limits that may be tied to the provision of community
amenities, such as public open space, affordable housing, and comthunity
meeting space.

~ç) Elimination or reduction of the number of required off-street parking spaces,
including expanded allowances for loint use of parking spaces.

{gj) Design provisions that encourage use of rapid transit, buses, bicycling, walking,
and other non-automobile forms of transport that are safe and convenient.

~) Guidelines on building orientation and parking location, including bicycle parking.

jf) Identification of important neighborhood historic, scenic, and cultural landmarks.
and controls to orotect and enhance these resources.

fg) Design controls that require human-scale architectural elements at the ground
and lower levels of buildings.

ffi) Landscaping requirements that enhance the pedestrian experience, support
station identity, and complement adiacent structures.

0) Incentives and accompanying procedures, which may include minimum
standards and financial incentives, to encourage appropriate and necessai-y
transit-oriented development.”

SECTION 4. Section 2-24.1, Revised Ordinances of Honolulu 1990, as
amended, is amended to read as follows:

‘Sec. 2-24.1 Applicability.

This article shall apply to council proposals to revise or amend:

(1) The general plan;

(2) A development plan;

(3) The zoning ordinances[;], except as otherwise provided by Section
21-9.100-3(b); and

(4) The subdivision ordinance.”

7
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SECTION 5. Section 21-9.20-6, Revised Ordinances of Honolulu 1990, as
amended, is amended to read as follows:

“Sec. 21-9.20-6 Conflicting regulations.

If any regulation pertaining to the special districts conflicts with any provision
contained within Article 3, the more restrictive regulation shall take precedence[.]~
provided, however, that this section shall not apply to TOD Development Regulations
enacted pursuant to Section 21-9.100 and accompanying Sections 21-9.100-1, -2, -3,
and -4, which shall take precedence in the event of conflict with any underlying Article 3
provision or special district regulation.”

SECTION 6. Ordinance material to be repealed is bracketed. New material is
underscored. When revising, compiling or printing this ordinance for inclusion in the
Revised Ordinances of Honolulu, the revisor.of ordinances need not include the
brackets, the bracketed materials, or the underscoring.

8
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SECTION 7. This ordinance shall take effect upon its approval.

DATE OF INTRODUCTION:

February 14,2008

INTRODUCED BY:

~rharaMarshaIl (BR)

Honolulu, Hawaii

APPROVED AS TO FORM AND LEGALITY:

Councilmembers

Deputy Corporation Counset
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CITY COUNCIL
CITY AND COUNTY OF HONOLULU No

HONOLULU, HAWAII

RESOLUTION

APPROVING THE AIEA-PEARL CITY NEIGHBORHOOD TRANSIT-ORIENTED
DEVELOPMENT (TOD) PLAN.

WHEREAS, the Revised Ordinances of Honolulu (ROH) Sections 21-9.100
through 21-9.100-4 of the Land Use Ordinance, enacted by Ordinance 09-4, establish a
procedure for the creation of special districts known as transit-oriented development
(TOD) zones, and accompanying development regulations, around rapid transit stations
to encourage appropriate transit-oriented development; and

WHEREAS, ROH Section 21 -9.100-2 provides that for each lCD zone, a
neighborhood TOD Plan shall be approved by the Council and shall serve as the basis
for the creation or amendment of a TOD zone and the TOD development regulations
applicable thereto; and

WHEREAS, plans for the Honolulu rail transit project call for one station in Alea
near the intersection of Kamehameha Highway and Kaonohi Street (Peariridge station),
and two transit stations in Pearl City--one near the intersection of Kamehameha
Highway and Kuala Street (Pearl Highlands station), and another on the Leeward
Community College campus; and

WHEREAS, the Department of Planning and Permitting (DPP) arid its consultant,
Van Meter Williams & Pollack, have prepared the Aiea-Pearl City Neighborhood TOD
Plan (March 2014) tO serve as the basis for the creation of TOD zones around the
Pearlridge, Pearl Highlands, and Leeward Community College rail transit stations; and

WHEREAS, the process of creating the Aiea-Pearl City Neighborhood TOD Plan
was inclusive, open to residents, businesses, landowners, community organizations,
government agencies, and others; and

WHEREAS, the process considered population, economic, and market analyses
and infrastructure analyses, including capacities of water, wastewater, and roadway
systems; and

WHEREAS, the Aiea-Pearl City Neighborhood TOD Plan does not ignore past
planning for either communjty, but builds on the objectives of the Aiea-Pearl City Livable
Communities Plan (May 2004); and

DPPAPTOD.R14
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RESOLUTION

WHEREAS, the Aiea-Pearl City Neighborhood TOD Plan is consistent with the•
Primary Urban Center Development Plan and the Central Qahu Sustainable
Communities Plan established by ROH Chapter 24, Article 5; and

WHEREAS, the Council desires to approve the Aiea-Pearl City Neighborhood
TOD Plan; now, therefore,

BE IT RESOLVED by the Council of the City and County of Honolulu that,
pursuant to ROH Section 21 -9-1 00-2(f), the Council hereby approves the Aiea-Pearl
City Neighborhood TOD Plan (M~rch 2014) attached hereto as Exhibit A and
incorporated herein by this reference; and

BE IT FURTHER RESOLVED that, pursuant to ROH Section 21-9.100-3(a), the
Director of the DPP is directed to submit to the Planning Commission, within 120 days
of the adoption of this Resolution, a proposed ordinance establishing TOD zones for the
Pearlridge, Pearl Highlands, and Leeward Community College rail transit stations, and
the TOD development regulations applicable thereto; and
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CITY COUNCIL
CITYAND COUNTY OF HONOLULU No

HONOLULU, HAWAII

RESOLUTION

BE IT FINALLY RESOLVED that copies of this Resolution be transmitted to the
Mayor, the Director of the Department of Planning and Permitting, and the Honolulu
Authority for Rapid Transportation.

INTRODUCED BY:

DATE OF INTRODUCTION:. ____________________

Honolulu, Hawaii Councilmembers
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A. THE VISION

The Aiea–Pearl City Neighborhood Transit-Oriented Development (TOD) Plan (the Plan) presents 
a community vision for the existing neighborhoods surrounding the Leeward Community College, 
Pearl Highlands, and Pearlridge rail stations.  The Plan is intended as both an overall framework for 
growth and a guide for local decision making in the three station areas.  The Plan is conceptual 
in nature, showing possible improvements on both public and private property.  In order to ensure 
positive change in the station areas, it is essential that stakeholders work together on future 
projects.

Located along the rail transit line that will connect Ala Moana Center with the East Kapolei region, 
the Aiea–Pearl City station areas are envisioned as compact, pedestrian-friendly environments that 
provide numerous housing, employment, and recreational opportunities. Each station area plan has 
been developed through an inclusive community-based planning effort to ensure that the goals and 
ideas of area stakeholders have been integrated into the Plan.  

The goal of the Plan is to foster more livable communities that take full advantage of the benefits of 
transit—specifically, creating new transportation options while encouraging economic growth and 
attractive redevelopment. 

The Plan recognizes that traffic congestion on area streets and highways has become a very 
pronounced problem.   By improving and encouraging alternative modes of transportation in Aiea 
and Pearl City, both residents and visitors will have new mobility choices.  The impact of such 
transportation improvements will be even more pronounced when coupled with new development 
within walking distance of the rail stations.  Transit-oriented design uses land more efficiently 
and provides walkable, healthy, economically vibrant neighborhoods, safe bicycling environments, 
convenient access to daily household needs, and enhancement of local culture, history and character. 

EXECUTIVE SUMMARY

With improved access, maintenance and adjacent development,  
the Pearl Harbor Historic Trail could become a great community 
asset, much like the False Creek Trail in Vancouver, BC.

Pedestrian plazas at the entry/exit of train stations help activate 
the station area.
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      Plan Principles:
�      Create Access and Views to Water and Pearl Harbor Historic Trail

�     Encourage Workforce Housing

�  Create a Comfortable and Lively Pedestrian Environment

�      Provide Multimodal Access to and from Stations

�  Develop New and Enhance Existing Open Space Amenities

Each of the station areas provides unique development opportunities. The Plan aims to enhance the 
local identity of each station based on both current conditions and future needs:

� Leeward Community College (LCC) station area is envisioned as a college-oriented neighborhood 
catering to new residents and businesses, as well as students and faculty from the adjacent 
college.

� Pearl Highlands station will be a major intermodal facility and connection point for riders coming 
from ewa and mauka directions.  Ongoing revitalization of the shopping district can carefully  
balance the needs of passengers and shoppers arriving via transit, on foot, and via automobile.

� Pearlridge station area is a major urban center and regional destination with opportunities for 
new development, the future revitalization of Pearlridge Center, and improved access to the 
Pearl Harbor Historic Trail and shoreline.

While taking into account the individual needs of each station area, the overall vision of the 
Neighborhood TOD Plan is a connected urban environment that fosters sustainable living and 
neighborhood identity across the three station areas. 

Transit stations should be accessible by bus, car, foot, and bi-
cycle and include both housing and employment opportuni-
ties within walking distance.

Stores and restaurants that open to the sidewalk help to bring 
vitality and business activity to the pedestrian realm.
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B. LEEWARD COMMUNITY COLLEGE STATION AREA

� New bicycle paths along the extension of 
Ala Ike Street and along Waiawa Stream

� Pearl Harbor Historic Trail improvements

� Mixed-use development on existing surface 
parking area mauka of LCC campus

� Central green park mauka of LCC campus

� Lower-density housing diamond head of 
LCC campus

� Neighborhood mini park diamond head 
of campus in conjunction with new 
development

EXECUTIVE SUMMARY
� New streets and sidewalks within the 

station area in conjunction with new 
development

� Wider sidewalks and landscaping on 
existing streets

� Secondary access road connecting the 
station area to Farrington Highway

� Surface parking mauka of the station

� Structured parking in conjunction with 
mixed-use development

� Transit plaza adjacent to station

� Private open spaces on the interior of 
blocks

1. SUMMARY OF RECOMMENDATIONS

Leeward Community College Station Area Illustrative Plan

FOR ILLUSTRATIVE PURPOSES ONLY

A

B C

D

A See Pg. 9 for 
Key Plan Elements
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2. NEXT STEPS AND PRIORITY PROJECTS
The following steps should be taken cooperatively by the City and County of Honolulu in consultation 
with area stakeholders in the near (1–5 years) and midterm (5–10 years) in order to put the Plan 
into action and ensure the framework for TOD follows the vision and principles defined by the 
community.  Priority projects are labeled on the Illustrative Plan (page 8).

    Secondary access road

     Development of catalyst site (closest to station)

     Development of open space adjacent to campus

 Pearl Harbor Historic Trail connection makai of campus

EXECUTIVE SUMMARY

Existing green spine and surface parking mauka of LCC campus

A
B
C
D

Leeward Community College could integrate new active uses surrounding existing and new open spaces.

FOR ILLUSTRATIVE PURPOSES ONLY
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C. PEARL HIGHLANDS STATION AREA

EXECUTIVE SUMMARY 1. SUMMARY OF RECOMMENDATIONS
� New bicycle paths along Waiawa Stream

� Tallest buildings in close proximity 
to station and lower development on 
perimeter

� Medium-density housing within 1/4 mile of 
the station and at the NW corner of Acacia 
Road and Kuala Street

� Neighborhood park on triangle property 
makai of Acacia Road

� Medium-density housing and neighborhood 
mini parks mauka of Walmart

� Low-density housing adjacent to Kanaeha 
Place along diamond head border of Plan 
area

� New Main Street within existing Pearl 
Highlands Center

� New streets and sidewalks within station 
area in conjunction with development

� Structured parking in conjunction with 
mixed-use development

� Development above rail transit station 
parking garage

� Transit plaza at the NW corner of Pearl 
Highlands Center

� Improved public access and enhancements 
to UH Urban Garden Center

Pearl Highlands Station Area Illustrative Plan

FOR ILLUSTRATIVE PURPOSES ONLY

A

B

C D

A See Pg. 11 for 
Key Plan Elements
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EXECUTIVE SUMMARY2. NEXT STEPS AND PRIORITY PROJECTS
The following steps should be taken cooperatively by the City and County of Honolulu in consultation 
with area stakeholders in the near (1–5 years) and midterm (5–10 years) in order to put the Plan 
into action and ensure the framework for TOD follows the vision and principles defined by the 
community.  Priority projects are labeled on the Illustrative Plan (page 10).

    Pearl Highlands Center pedestrian improvements

    Access and improvements to University of Hawaii Urban Garden Center 

    Development of catalyst site (mauka of Pearl Highlands Center)

    Creation of triangle park

Existing view of Kuala Street looking towards Pearl Highlands Center

A
B
C
D

High density housing envisioned on Kuala Street within close proximity of Pearl Highlands station

FOR ILLUSTRATIVE PURPOSES ONLY



12

D. PEARLRIDGE STATION AREA

1. SUMMARY OF RECOMMENDATIONSEXECUTIVE SUMMARY
� New Pearl Harbor shoreline path ewa of 

Kaonohi Street

� Pearl Harbor Historic Trail improvements

� Medium-density housing makai of 
Kamehameha Highway, potentially above 
proposed bus transfer facility

� High-density housing mauka of 
Kamehameha Highway 

� Low-density housing along Moanalua Loop

� Pedestrian trail along the upper perimeter 
of Sumida Farm with overlook

� New Main Street connecting Moanalua 
Road and Kaonohi Street

� New streets and sidewalks within station 
area in conjunction with new development

� Wider sidewalks and landscaping on 
existing streets

� Structured parking in conjunction with 
mixed-use development

� Transit plazas on either side of 
Kamehameha Highway at station

� Additional waterfront park along Pearl 
Harbor shoreline

� “Window to Pearl Harbor” park at the 
terminus of Kaonohi Street

� Neighborhood mini park mauka of Sumida 
Farm

� Private open spaces on the interior of 
blocks

Pearlridge Station Area Illustrative Plan

FOR ILLUSTRATIVE PURPOSES ONLY

A

B

C

D

A See Pg. 13 for 
Key Plan Elements
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EXECUTIVE SUMMARY2. NEXT STEPS AND PRIORITY PROJECTS
The following steps should be taken cooperatively by the City and County of Honolulu in consultation 
with area stakeholders in the near (1–5 years) and midterm (5–10 years) in order to put the Plan 
into action and ensure the framework for TOD follows the vision and principles defined by the 
community.  Priority projects are labeled on the Illustrative Plan (page 12).

    Kaonohi Street pedestrian and bicycle improvements

    Development of catalyst site (Kamehameha Drive-In)

    New bus transfer facility, incorporating mixed-use development, a transit plaza, and     
   a pedestrian connection/view corridor from the station to the Pearl Harbor Historic Trail 

    Sumida Farm trail/overlook

Existing view of Kaonohi Street looking towards Kamehameha Highway

Proposed Kaonohi Street improvements would create an attractive pedestrian area, including new mixed-use development that activates the sidewalk.

A
B
C

D

FOR ILLUSTRATIVE PURPOSES ONLY
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A. BACKGROUND

1. PROJECT OVERVIEW 
The people of Oahu are making an important investment in their future by funding a $5.2 billion 

fixed guideway system connecting Aiea and Pearl City with East Kapolei to the west and Ala Moana 

Center to the east.  This project will give residents a fast and efficient alternative to the private 

automobile and curb the growth of an already burdensome traffic problem in this corridor. The rail 

transit system also creates an opportunity to address growth and development pressures on Oahu 

without consuming rural land or forcing residents to drive far distances to reach daily destinations 

such as jobs, schools, shopping, and services.  New infill development near the rail stations can 

help create compact, walkable neighborhoods that provide housing, travel, and lifestyle choices 

for generations to come. Household benefits of being located near rail include reduced housing 

and transportation costs, more time to spend with family and friends, more physical activity, and 

higher quality communities. This strategy of investing in and growing around transit stations—

often referred to as transit-oriented development or TOD—is the focus of this report.  

The Aiea–Pearl City Neighborhood Transit-Oriented Development Plan (the Plan) is one of a series 

of community-based planning efforts led by the Department of Planning and Permitting for station 

areas along the planned rail transit line.  The Plan focuses on the areas within 1/2 mile (roughly a 

10-minute walk) of the Leeward Community College, Pearl Highlands, and Pearlridge rail stations.  

The Plan offers an overall vision for TOD in Aiea and Pearl City and recommendations for each 

station area in terms of overall structure, connectivity and circulation, parks and open space, urban 

form, land use, prototypical phasing, and station area zoning.  These recommendations are based 

on research about current transportation, infrastructure, and real estate market conditions, as well 

as extensive public outreach and best practices for TOD.  The Plan will take decades to be fully 

realized and will be implemented in various ways: the Department of Planning and Permitting will 

create new TOD zoning districts; public agencies will invest in infrastructure improvements; and 

private landowners will redevelop their properties consistent with the vision and details laid out 

in the Plan. The Plan is illustrative and shows how the area could develop over time. For example, 

prototypical phasing strategies are given for each station area, but actual phasing will depend on 

variables such as available funding, land acquisition, community support, economic conditions, 

and more.  The goal of the Plan is to present the community’s long-term vision for how these 

station areas should grow and evolve around transit.

PROJECT OVERVIEW & 
EXISTING CONDITIONS
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� The Plan addresses 

connectivity and circulation, 

parks and open space, 
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2. LOCATION AND CONTEXT 
Aiea and Pearl City are centrally located within the island’s existing and planned urban areas. 

Businesses and residents have good access to downtown Honolulu, Central Oahu, Ewa, and 

Windward Oahu via the H-1, H-2 and H-3 freeways, Moanalua Road, Kamehameha Highway, 

Farrington Highway, and the City’s extensive bus transit system.

Aiea and Pearl City are excellent locations for:

� Residents working in Aiea and Pearl City, as well as those commuting to jobs in Honolulu, Ewa 

and Central Oahu

� Students attending Leeward Community College and UH West Oahu

� Military personnel and civilian defense workers living in the area and commuting to nearby 

military facilities

� Retail stores and office complexes serving Aiea, Pearl City and the surrounding region

The Aiea–Pearl City Neighborhood TOD Plan focuses on three rail transit stations: Leeward 

Community College (LCC), Pearl Highlands, and Pearlridge.   
 

� Leeward Community College is the western-most station addressed in this study.  This station 

will serve the campus and provide students with fast, frequent rail transit service to and from 

school.

� The Pearl Highlands station, situated along Kamehameha Highway north of the H-1/H-2 

interchange, will be a major park-and-ride location for the fixed guideway system.

� Pearlridge is the most urban of the three stations covered by the Plan.  The major attraction near 

the Pearlridge station is the existing Pearlridge Center, which is the largest indoor shopping 

center in Hawaii.  Pearlridge Center features a monorail system that transports customers 

between Uptown and Downtown Pearlridge Center and overlooks historic Pearl Harbor and the 

PROJECT OVERVIEW & 
EXISTING CONDITIONS

FIGURE 2 - Aiea–Pearl City Neighborhood TOD Plan Areas
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3. PROJECT SCHEDULE AND COMMUNITY PARTICIPATION 
The Aiea–Pearl City Neighborhood TOD Plan was developed through an extensive outreach 

process, including a series of four community workshops.  Beginning in June of 2009, the 

planning process included identification of issues and opportunities, the creation of draft station 

area alternatives, refinement of the alternatives, and creation of preferred station area plans.  

Additionally, the planning team has made recommendations on phasing, implementation, and 

revisions to development standards for the area around the three stations.   

A Project Advisory Committee, comprised of individuals from a broad range of interests and 

affiliations, was created to serve as an advisory body and sounding board to the City’s planning 

team.  The Committee also networked with the larger Aiea–Pearl City community to disseminate 

information and encourage attendance and participation at the community workshops.

Successful transit-oriented development depends on the participation of, and broad-based support 

from, government, residents, businesses, community organizations, landowners, developers and 

the financial sector.  High quality TOD projects emerge after listening to the concerns and needs of 

all parties and result from a common set of goals.

� The planning process was 

initiated in June, 2009.

� Community Workshop 1: 

October 21, 2009

� Community Workshop 2: 

December 1, 2009

� Community Workshop 3:  

April 21, 2010

� Community Workshop 4: 

November 17, 2010

PROJECT OVERVIEW & 
EXISTING CONDITIONS

The Aiea–Pearl City Neighborhood TOD Plan was developed through an outreach 
process that included a series of four community workshops.
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B. WHAT IS TOD AND SMART GROWTH?

Transit-oriented development is compact, mixed-use development situated near transit.  TOD 

concentrates a mix of land uses, such as residential, office, retail, civic uses and entertainment, 

within easy walking and biking distance of a transit station (generally 1/4 mile to 1/2 mile, or a 

5 to 15 minute walk). This mix of uses, combined with thoughtfully designed community spaces, 

plazas and parks, forms a vibrant village-like neighborhood where people can live, work, and play.  

Transit-oriented developments encourage transit ridership while discouraging sprawl, reducing 

impacts on the environment and helping to foster a sense of community.  Other benefits include 

reduced household transportation costs, healthier lifestyles, and the increased ability of seniors, 

youth and the disabled to reach goods and services.

“The urban design principles associated with TOD are:
Organize growth on a regional level to be compact and transit-supportive.
Place commercial, housing, jobs, parks, and civic uses within walking 
distance of transit stops.
Create pedestrian-friendly street networks that directly connect local 
destinations.
Provide a mix of housing types, densities, and costs.
Preserve sensitive habitat, riparian zones, and high-quality open space.
Make public spaces the focus of building orientation and neighborhood 
activity.
Encourage infill and redevelopment along transit corridors within existing 
neighborhoods.”     

 

 - Peter Calthorpe

    The Next American Metropolis

� Transit-oriented 

development is compact, 

mixed-use development 

situated near transit.

PROJECT OVERVIEW & 
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TOD contains a mixture of uses along with thoughtfully designed community 
spaces, plazas, and parks which form a vibrant village-like neighborhood.

Successful  TOD depends on participation of all stakeholders including 
government, residents, business and community organizations, landowners, 
developers, and the financial sector.
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C. ONGOING AND PREVIOUS PLANS

1. GENERAL PLAN
The General Plan for the City and County of Honolulu is a comprehensive statement of objectives 

and policies which sets forth the aspirations for the future of Oahu and the strategies to achieve 

them.  The General Plan addresses the following areas of concern: population, economic activity, 

the natural environment, housing, transportation and utilities, energy, physical development 

and urban design, public safety, health and education, culture and recreation, and government 

operations and fiscal management.  Policies support a diverse economy, public transportation 

options, affordable housing, adequate public facilities/resources and energy resources, well-

designed buildings and public spaces, safety from natural and man-made disasters, community 

health and education opportunities, multi-ethnic culture, and historic and cultural resources.

The General Plan also distinguishes planning areas within the island.  The communities 

addressed in the Aiea–Pearl City Neighborhood TOD Plan lie within the Primary Urban Center 

and Central Oahu planning areas.

2. PRIMARY URBAN CENTER DEVELOPMENT PLAN
The City’s Primary Urban Center (PUC) Development Plan (DP) consists of policies and guidelines 

intended to guide land use and infrastructure decisions in a manner consistent with applicable 

General Plan (GP) provisions.  It outlines the vision for Oahu’s most populous region, which 

stretches from Kahala to Pearl City.  The Pearl Highlands and Pearlridge station areas are 

located on the western end of the PUC (long-range land use patterns are show in Figure 3 on 

page 20).  The DP emphasizes retaining the qualities that attract both residents and visitors 

while encouraging the full development of the PUC, consistent with the General Plan projections 

showing the PUC accommodating approximately 46% of the island’s population by 2025.  As of 

2010, the actual population was 435,118 or 45.6%.  The TOD Plan projects roughly 1,400 and 

2,400 dwelling units could be shifted to the area around the Pearl Highlands and Pearlridge 

stations, respectively, from other areas.  Using an average household size of 2.61, the population 

in the station areas could increase by roughly 10,000.  However, it is important to note that this 

increase will be market driven and will occur incrementally over many years.  

The DP identifies several Aiea and Pearl City town centers where the focus is to stimulate a 

strong sense of community with people-oriented town centers.  The Pearl Harbor Town Center, 

which includes the Pearlridge station, should include a greater diversity of uses than the other 

town centers, integrating medium or higher-density residential and commercial development 

with proper transitioning to adjacent residential neighborhoods with compatible building forms 

and street connections.  The Pearl City Town Center, which includes the Pearl Highlands station, 

should serve as a more localized activity and service area.  The TOD Plan encourages mixed-use 

development with increased density nearest both station areas, and higher allowable heights in 

the Pearlridge area.  

Also, the DP calls for the creation of public open spaces along the waterfront and strengthening 

of the physical and visual connections to the water.  It recognizes the shoreline as a principal 

organizing element in the PUC, and sees waterfront development as an economic and social 

asset for the surrounding community.  The TOD Plan recommends new bicycle and pedestrian 

paths leading to the Pearl Harbor Historic Trail, with added parks and open space for community 

PROJECT OVERVIEW & 
EXISTING CONDITIONS

� The General Plan supports 

transit-oriented development.

� The Primary Urban 

Center Development Plan 

encompases the Pearlridge 

and Pearl Highlands station 

areas and supports TOD.
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recreation and waterfront access.  Mixed-use development with a housing emphasis is proposed 

between the waterfront and Kamehameha Highway.

The DP calls for the development of a balanced transportation system, offering pleasant and 

efficient travel choices.  Other travel modes, such as walking and bicycling, should be supported 

with proper facilities and connections to transit.  Complementary to the rail transit system, the 

TOD Plan encourages safe and convenient connections to and from each station to promote 

transit use, including new and/or improved streets, sidewalks, bicycle facilities, active transit 

plazas, and landscaping.

3. CENTRAL OAHU SUSTAINABLE COMMUNITIES PLAN 
The Leeward Community College (LCC) station area is situated just within the southeastern boundary 

of the Central Oahu Sustainable Communities Plan (SCP) (December 2002).  The SCP consists of 

policies and guidelines consistent with General Plan (GP) provisions that encourage residential 

development near employment centers, recreational and commercial uses.  The production of a 

range of housing choices is encouraged, including the provision of affordable rental housing.  

The SCP promotes the location of colleges and new development in urban areas near transit 

nodes, commercial centers, or high-density residential areas.  Focusing residential development 

near transit stations helps Central Oahu maintain its unique character and lifestyle, and supports 

economic opportunities along the rail corridor.  The TOD Plan recognizes the potential for an active 

college town community adjacent to the LCC station, including offices, businesses and services 

that could cater to the university’s needs.  In addition, approximately 820 multifamily housing units 

could be provided as a convenient housing option for students and faculty, which would also help 

to reduce overall vehicle usage. 

Transportation issues are also identified in the SCP as a primary concern that impacts the Pearl 

City and Aiea areas.  Central Oahu experiences traffic congestion and bottlenecks, especially 

where H-2 joins H-1 (near the LCC and Pearl Highlands transit stations).  Traffic volume on H-2 

at Kipapa is projected to increase almost 40% by 2020, and H-1 traffic is projected to increase 

by 10%.  The SCP suggests that projected demand for peak-hour transportation in Central Oahu 

should be met by increased use of transit.  The Plan states that “Central Oahu will be developed 

with a transportation system which provides easy access to transit, uses traffic calming design, 

and encourages people to walk and bike, reducing the need for the use of the automobile.”  The 

TOD Plan envisions rail transit as a part of a larger multimodal transportation network.  By creating 

better connected communities, residents and visitors will have a range of transportation choices, 

allowing them to choose the most direct, efficient, and economical way to get around.  The TOD 

Plan promotes new streets, paths, and trails to accommodate access by the appropriate mode.   

The GP also encourages opportunities for recreational and educational use and physical contact 

with Oahu’s natural environment.  The SCP recognizes the Pearl Harbor Historic Trail, envisioned to 

travel from Aiea to Nanakuli, as a recreational and cultural landmark for the area.  Consistent with 

its planning principle to create access and views to the water and Trail, the TOD Plan proposes new 

paths and enhancements to the trail from all three stations, allowing for increased pedestrian and 

bicycle recreation, as well as immediate views and access to the shoreline.  Appropriate mixed-

use development along the waterfront could increase access, usage, and safety of the waterfront 

trail and its adjacent open spaces.

PROJECT OVERVIEW & 
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� The Central Oahu 
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station area. It supports 

completion of the Pearl 

Harbor Historic Trail and 

focusing new development 

around transit.
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4. AIEA–PEARL CITY LIVABLE COMMUNITIES PLAN 
The Aiea–Pearl City Livable Communities Plan, completed in 2004, is a community-based Special 

Area Plan that focuses on transportation, community design, and implementation to lay out a vision 

for the future of these communities.  This plan is intended to “improve traffic-congested roadways, 

provide a more pedestrian-friendly environment, and revitalize the livability and character of the 

neighborhoods.”

Many key components of the Livable Communities Plan are consistent with TOD and are 

highlighted in Figure 4 on page 24.  Shoreline connections, both physical and visual, are promoted, 

especially pedestrian and bicycle connections across Kamehameha Highway.  Town centers are 

emphasized for establishing the desired small-town feeling in Aiea and Pearl City.  Urban trails are 

proposed to better utilize the streams and drainageways that run from mauka residential areas to 

the shoreline.  Landscape improvements and beautification of Kamehameha Highway and other 

major streets are proposed to help with traffic calming, pedestrian-friendliness, and a sense of 

community.  Expanded open space and views to the Pearl Harbor shoreline are desired, as well as 

expanded use of the Pearl Harbor Historic Trail.

Generally, higher density commercial and residential mixed-use developments are proposed 

mauka of Kamehameha Highway, while lower densities and building heights are desired makai of 

Kamehameha Highway to preserve views of Pearl Harbor.

Both the Aiea and Pearl City communities have identified specific areas as “Town Districts.”  Both 

communities wish to recapture and enhance the small town character, create a more pedestrian-

oriented atmosphere and create more open space around Pearl Harbor.  

The Aiea–Pearl City Livable Communities Plan identifies the Pearlridge 
station area as a regional town center.

Expanding use of the Pearl Harbor Historic Trail is an important 
component of the Aiea–Pearl City Livable Communities Plan.

PROJECT OVERVIEW & 
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�  The Aiea–Pearl City 

Livable Communities Plan 

is intended to “improve 

traffic-congested roadways, 

provide a more pedestrian-

friendly environment, and 

revitalize the livability 

and character of the 

neighborhoods.”
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FIGURE 4 - Aiea–Pearl City Livable Communities Plan
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5. PEARL HARBOR HISTORIC TRAIL MASTER PLAN
The vision laid out in the Pearl Harbor Historic Trail (PHHT) Master Plan (Figure 5, page 26) is 

to develop the historic Oahu Railway and Land Company (OR&L) right-of-way as a world-class 

heritage and recreational corridor that enhances and connects the communities from Aiea to 

Nanakuli.  This plan focuses on the community’s four key goals for the Pearl Harbor Historic Trail: 

outdoor recreation/physical fitness, historic preservation and education, economic revitalization, 

and environmental preservation and education. 

The trail connects several major urban centers with the natural resources surrounding Pearl Harbor. 

Traveling primarily along the coast, it is planned to weave through various existing and proposed 

attractions such as nature overlooks, historic fishponds, Rainbow Bay Marina, and the Pearl Harbor 

National Wildlife Refuge. The path comes within a block of the Pearlridge rail transit station, 

and this proximity could further strengthen the viability of alternate modes of transportation in 

this neighborhood. In addition, the trail is proposed to connect the Leeward Community College 

campus into the larger trail network. 

While the PHHT Master Plan proposes to restore the historic railway tracks and run train cars 

adjacent to the pedestrian/bicycle path, research indicates that exiting utilities in the right-of-way 

preclude restoration of historic rail operations. This plan also has a proposed ferry connection 

to take travelers across the harbor, which would provide another amenity for transit-oriented 

development near the Pearlridge station. 

The Pearl Harbor Historic Trail is an important regional amenity. The Pearl Harbor Historic Trail Master Plan identifies trail improvements 
in both Aiea and Pearl City.

PROJECT OVERVIEW & 
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� The Pearl Harbor Historic 

Trail Master Plan outlines 

a world-class heritage and 

recreational corridor that 

enhances and connects the 

communities from Aiea to 

Nanakuli.
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6. HONOLULU RAIL TRANSIT PROJECT 
The Honolulu Rail Transit Project involves the planning, design, and construction of an elevated 

rail line between East Kapolei and Ala Moana Center, with possible future extensions to Kapolei, 

University of Hawaii at Manoa, and Waikiki. The length of the corridor is approximately 20 miles. 

The project is being constructed in phases, with the portion of the corridor serving the Aiea–Pearl 

City neighborhoods being coperational by 2017. The final phase is expected to be operational by 

2019.

The Leeward Community College station will be located at the north west end of campus and 

the only at-grade station in the system.  The Leeward Community College station is not expected 

to have the high passenger access demands of other station locations because it is physically 

isolated and will have neither a park-and-ride lot nor a bus transit center nearby. No bus stops, 

taxis or other significant access provisions are anticipated at this station.

The Pearl Highlands station will include a 1,600-space parking structure on 11 acres of land west 

of the station. The station will be elevated above the road just east of the intersection of Farrington 

and Kamehameha Highways. The vehicle entrances to the parking structure will greatly influence 

local traffic circulation and TOD planning considerations. The Pearl Highlands station will also be 

served by numerous bus routes. About half of these routes are express bus services now serving 

the Alapai Transit Center. There will be a high volume of bus-related traffic combined with high-

volume peak-period vehicle traffic. Direct ramp connections with the H-2 freeway are likely to be 

for joint bus and high-occupancy vehicle use. 

The Pearlridge transit station will be elevated above Kamehameha Highway, and station entrances 

will be provided on both sides of Kamehameha Highway.  The station will be served by 12 bus 

routes using the planned bus transit center identified in the Aiea–Pearl City Livable Communities 

Plan. The bus transit center should be considered an integral part of station area TOD planning 

even though it is not being constructed as part of the rail project.

Significant redevelopment can occur within 1/4 mile of the rail stations.The rail transit line will run down the median of Kamehameha Highway.

PROJECT OVERVIEW & 
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FIGURE 6 - Existing Land Uses
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D. PLANNING AREA OVERVIEW

1. EXISTING LAND USES 
Within 1/4 mile of the Leeward Community College station, the primary existing land use is the 

educational facility which houses numerous buildings and parking lots near the H-1 freeway.  

Makai of the college are military land and open space.  Just makai of Waiawa Road, there are 

some scattered single family homes and agricultural properties.  The shoreline and the Pearl 

Harbor Historic Trail are within 1/2 mile of this station.

The Pearl Highlands station will sit in an area of vacant land where Kamehameha Highway and 

Farrington Highway meet.  Within a 1/4 mile of the proposed station location, there is a Home Depot 

(just diamond head) and a Sam’s Club and shopping center (just mauka).  Mauka of Kamehameha 

Highway, there is a multifamily residential community, while the makai side consists of scattered 

single family homes and some agricultural uses.  The Pearl Harbor Historic Trail, Walmart, a post 

office, more single and multifamily housing, and the UH Urban Garden Center are within 1/2 mile 

of this station.

The Pearlridge station is located at the intersection of Kaonohi Street and Kamehameha Highway 

near, Pearlridge Center.  On the mauka side of Kamehameha Highway, there is a mixture of single 

and multifamily residences, miscellaneous business services including automobile services and 

retail, and Sumida Watercress Farm.  The Pearl Harbor Historic Trail is within 1/8 mile of the 

transit stop and provides direct access to the shoreline.  Other uses makai of the transit stop and 

Kamehameha Highway include a Best Buy and other retail services, automobile repair services 

and industrial warehouses (adjacent to the Harbor), and some scattered multifamily residential 

buildings.

PROJECT OVERVIEW & 
EXISTING CONDITIONS

Both commercial and multifamily residential uses are found near the Pearlridge 
station.

Existing multifamily residential buildings are located adjacent to Pearl Harbor, 
makai of Kamehameha Highway.

� Leeward Community 
College station area: 
primarily educational

� Pearl Highlands station 
area: primarily retail and 
residential

� Pearlridge station area: 
primarily commercial
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2. EXISTING ZONING 
Land Use Ordinance (LUO) zoning designations are generally consistent with existing land uses in 

the station areas.  Existing zoning designations are shown below.  The Plan recommends changes 

to the LUO, as described in Chapter IX: Implementation Recommendations.

PROJECT OVERVIEW & 
EXISTING CONDITIONS

� Existing zoning encourages 
single-use districts.  The 
TOD areas should include 
new zoning standards 
to encourage mixed-use 
development.

FIGURE 7 - Existing Zoning
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PROJECT OVERVIEW & 
EXISTING CONDITIONS

Waimalu Shopping Center, while active and vibrant, suffers from poor pedestrian 
access.

Several shopping centers near the proposed transit stations will be key 
opportunity sites for TOD.

3. TOD ISSUES AND OPPORTUNITIES 
The issues and opportunities associated with transit-oriented development in Aiea and Pearl City 

are summarized below and represented in Figure 8 on page 32.  

The Leeward Community College station area is primarily one land use: the college.  With rail 

transit on the way, it is very important to plan for a mixture of uses that support the college, 

enhance transit ridership, and encourage placemaking.  This will require a new and innovative 

approach to campus planning.  The campus, perched on a bluff, offers great views of Pearl Harbor 

and could be connected to the Pearl Harbor Historic Trail and waterfront.  The expansive existing 

surface parking lot is a prime opportunity for new development.  With great visibility from H-1 

and Farrington Highway, this site has a lot to offer in terms of potential for transit-oriented 

development, but currently access is a hindrance to new growth.

The Pearl Highlands station area also has both TOD issues and opportunities.  A major constraint 

is the floodway, which runs east to west through this station area.  The proposed park-and-

ride facility adjacent to the station provides an opportunity for high intermodal activity in this 

station area, especially during peak hours but could also exacerbate existing traffic problems.  A 

pedestrian bridge is proposed from the station to the existing shopping area, which is crucial for 

successful TOD in the area of the touchdown.  Most development potential is within 1/2 mile 

of the station, however, Kuala Street and Kamehameha Highway bisect these areas.  The areas 

near Kuala Street could become a mixed use environment with an active, vibrant feel.  The larger 

area just makai of Kamehameha Highway, surrounding the existing Home Depot, might be better 

suited for commercial development with access and visibility from H-1 and Kamehameha Highway.  

It is important that both of these areas, identified as areas of opportunity in Figure 8, connect 

seamlessly to the town center district along Lehua Avenue that was envisioned in the Aiea–Pearl 

City Livable Communities Plan.  Additionally, development right at the station above the park-and-

ride facility should be explored.

� Leeward Community College 

station area: the surface 

parking lot is an opportunity.

� Pearl Highlands station 

area: a well-developed 

pedestrian connection is 

crucial for successful TOD.

� Pearlridge station area: has 

the most opportunity for 

TOD of the three station 

areas
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FIGURE 8 - TOD Issues and Opportunities
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The Pearlridge station area has the most opportunity for TOD of the three stations covered by the 

Plan.  This area, which includes both Pearlridge Center and Pali Momi Medical Center, is both a local 

and regional destination.  There are many areas suited for transit-oriented development.  These 

areas are called out as areas of opportunity on the map below.  The land makai of Kamehameha 

Highway and adjacent to Pearl Harbor offers access to the water, great views, and connections 

to the Pearl Harbor Historic Trail.  New development should be pursued in this area in conjunction 

with a planned bus transfer facility.  The areas mauka of Kamehameha Highway have potential for 

redevelopment in a dense, mixed-use pattern.  New jobs, retail and housing opportunities exist 

in this area.   Another opportunity is to take advantage of Sumida Farm by turning development 

towards this amenity, instead of away from it; restaurant lanais could overlook this urban oasis.  

Views of the mountains can be enjoyed from many parts of this station area.  Connections to 

the canal along the diamond head side of Sumida Farm could also be beneficial for walking and 

jogging.
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4. PRESERVATION AND CHANGE 
Development of the rail transit system and stations creates an opportunity for change, but not 

everything will change or should change.  Figure 8 shows the areas of greatest opportunity for 

positive change, but it also shows areas that will be preserved, including parks, floodways and 

most residential areas.  Typically, single-family neighborhoods and areas with small parcel sizes 

and a large number of land owners are least affected by change.  Community-oriented open 

spaces, historic buildings, and other cultural places should remain also relatively unchanged.  The 

alternatives that have been developed through the planning process focus primarily on the areas of 

opportunity while protecting adjacent single-family neighborhoods and other areas of preservation. 

Historically and culturally significant features within the planning area include the Waiawa 

Separation Bridges, the Waiawa Booster Pump Station and the Waiawa Stream Bridge near the 

Pearl Highlands station, and the Sumida Watercress Farm and Kalaulao Spring Bridges near the 

Pearlridge station.  These features are among those recognized as places to preserve for future 

generations.

5.  INFRASTRUCTURE 
Existing water and sewer infrastructure in the TOD areas is sized for current zoning, which is 

approximately equal to the proposed commercial and residential projections for TOD.  Exceptions 

include the Leeward Community College station area, which is zoned AG-2, however, the proposed 

growth in this area is modest.  Another exception is the Pearlridge station area where a modest 

increase in sewer flow will occur, and because of this, trunk sewers should be expected in the TOD 

overlay area to absorb additional flows.  

Industrial buildings makai of Kamehameha Highway could be transformed into 
new uses. 

Sumida Farm is an important community resource to be celebrated and 
preserved.

PROJECT OVERVIEW & 
EXISTING CONDITIONS

� A greater degree of change 

can be expected within 

1/4 mile of the stations, 

with less intensive effects 

moving outward toward the 

1/2 mile radius and beyond.
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6. MARKET DEMAND 
The market analysis completed for this study explains that Aiea and Pearl City are excellent 

locations for TOD due to their central location between Ewa and Downtown Honolulu and access 

to major freeways and arterials, as well as the addition of rail transit and extensive bus service.  In 

addition to its central location, Aiea and Pearl City serve students attending Leeward Community 

College and UH West Oahu, as well as military personnel and civilian defense workers.  Job 

creation and affordable housing will assist these demographics.  

7. TRANSPORTATION 
Existing transportation modes in the planning area include bus, private automobile, bicycles, and 

walking.  Pearlridge is the most bus transit-served station area due to Pearlridge Center and other 

area destinations.  Existing Pearlridge bus routes include: A, 11, 20, 32, 40, 42, 53, 54, 62, 71, and 

90.  Pearl Highlands and LCC are both served by the same routes, including A, 40, 42, 62, and 73.  

Currently, the only bikeway facilities in the Aiea–Pearl City area include the Pearl Harbor Historic 

Trail and bicycle lanes along the new Kuala Street extension in Pearl City.  The need exists for 

bicycle connections from residential areas to activity centers, schools, recreation areas, and major 

transit stops.  An integrated bikeway system is needed to link these places together and provide 

safe access for biking to be considered a viable transportation option.

Current pedestrian facilities are also lacking.  Sidewalks are provided throughout the Aiea–Pearl 

City area, although many of them are not adequate and need improvement to encourage pedestrian 

activity.  Safer pedestrian crossings are also needed in the TOD areas, especially near Moanalua 

Road and Kamehameha Highway in the vicinity of Pearlridge Center.

More detailed information related to existing transportation conditions is available in the Existing 

Conditions Report.  
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FIGURE 9 - Aiea–Pearl City Neighborhood TOD Planning Principles
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INTRODUCTION
The following plan principles were developed by community stakeholders, neighborhood residents 
and property owners through the Aiea–Pearl City Neighborhood TOD Plan process.  They are 
intended to serve as overall objectives for both the Plan and the subsequent TOD zoning regulations.  
Recommendations made in the Plan relate directly to these important principles for how the Aiea–
Pearl City neighborhoods should grow around the new rail stations:    

� Create Access and Views to Water and Pearl Harbor Historic Trail

� Encourage Workforce Housing

� Create a Comfortable and Lively Pedestrian Environment

� Provide Multimodal Access to and from Stations

� Develop New and Enhance Existing Open Space Amenities

Principles were developed early in the outreach process in order to set the goals and objectives for the overall neighborhood TOD vision and plan.

PLAN PRINCIPLES
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PLAN PRINCIPLES

Current condition of the Pearl Harbor Historic TrailPearl Harbor as seen from Pearlridge Center

1. CREATE ACCESS AND VIEWS TO WATER AND PEARL HARBOR HISTORIC TRAIL
Water has always been important to this area, from the time of the ancient Hawaiians to the 
sugar plantation era to the modern military presence in Pearl Harbor.  This principle recognizes the 
important link between the station area neighborhoods and the nearby streams, springs, wetlands, 
and Pearl Harbor shoreline.

Much of Aiea–Pearl City is directly adjacent to Pearl Harbor.  Over time, the area has generally 
developed mauka of Kamehameha Highway, leaving the shoreline areas for light industrial uses 
because access and flooding issues have limited development potential.  A main goal of the Plan is 
to reconnect the residents of Aiea–Pearl City to the incredible natural resource of Pearl Harbor.  The 
Plan promotes creating new open spaces along the waterfront, ensuring view corridors from mauka 
areas, ensuring improvements to the Pearl Harbor Historic Trail, and developing new waterfront 
neighborhoods along the shoreline.  The Pearlridge station area has the most potential to reconnect 
to Pearl Harbor Harbor, while Pearl Highlands and Leeward Community College can strengthen 
connections with new pedestrian and bicycle paths leading to the Pearl Harbor Historic Trail and 
protect existing view corridors to the water. 
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PLAN PRINCIPLES

A variety of housing types should be located within station areas, including 
workforce housing.

Housing density does not necessitarily entail high-rise towers. Low and mid-rise 
multifamily housing can provide adequate densities to support transit.

2. ENCOURAGE WORKFORCE HOUSING
This principle emphasizes a mixture of housing choices around the transit stations, which includes 
a variety of price options, housing types, and unit sizes to support a wide range of households.  
Much of the affordable housing currently located in Aiea–Pearl City was developed in the 1960s 
and 1970s and is in need of repair, renovation, or redevelopment.  A main goal of this principle is 
to increase the quantity of workforce housing, while also increasing the overall quality of these 
residences. 

Households living near the rail transit stations may be able to reduce vehicle usage or the number of 
cars that they would normally own and operate—possibly owning one car instead of two or three.  
A portion of the resulting savings in transportation costs can be applied to paying for a mortgage 
or rent on a home that may be larger and have more amenities than they would otherwise be able 
to afford.  The future mix of housing types near the transit stations is expected to be more diverse 
than is currently the case.  
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PLAN PRINCIPLES

The introduction of rail transit can be the impetus to creating a true pedestrian-
first environment.

Current developments in Aiea–Pearl City are typically auto-oriented.

3. CREATE A COMFORTABLE AND LIVELY PEDESTRIAN ENVIRONMENT
Current development in the area typically auto-oriented.  The introduction of rail transit can be the 

impetus for creating a true pedestrian-first environment. In the near future, residents and visitors to 

Leeward Community College, Pearl Highlands and Pearlridge will arrive at transit stations, without 

cars.  A more connected street system will enhance circulation by providing increased route options.  

New sidewalks, street trees, and streetscape elements will create a more comfortable walking 

environment.  Streetscape elements should be accompanied by new buildings with street level 

retail and other active uses, outdoor seating, and pedestrian-scaled features such as lighting and 

awnings.

It is important to have a diverse mix of uses in the station areas since different uses will ensure that 

these areas are active and safe at different times of the day and week.  Future development in the 

station areas will be designed in a way that focuses on the sidewalk and pedestrian realm while 

accommodating automobiles in parking structures or surface lots behind buildings.  New parks and 

open spaces will create destinations for walkers of all ages. 
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PLAN PRINCIPLES

By creating more connected communities, residents and visitors will have a range 
of transportation choices.

The new rail stations will be part of a larger multimodal transportation network.

4. PROVIDE MULTIMODAL ACCESS TO AND FROM THE STATIONS
The new rail stations will be part of a larger multimodal transportation network that should be 
enhanced in the surrounding neighborhoods.  Existing streets should be improved and new streets 
designed to accommodate access by the appropriate mode, which could include pedestrians, 
bicyclists, kiss-and-ride drop-offs, park-and-ride traffic, and local through traffic.  Off-street paths 
and trails are also important for creating vehicle-free environments for walking, jogging, and biking.

By creating more connected communities and employing “complete streets” design principles, 
residents and visitors will have a range of transportation choices allowing them to choose the most 
efficient, economical, and enjoyable way to get around. The Plan emphasizes that rail, buses, cars, 
bicycles, and pedestrians be accommodated in safe and convenient ways. 
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PLAN PRINCIPLES

The green network should include parks, paths, trails, and shaded neighborhood 
streets.

The introduction of rapid transit provides the opportunity to create great public 
spaces at the stations.

5. DEVELOP NEW AND ENHANCE EXISTING OPEN SPACE AMENITIES
Rail transit and TOD provide the opportunity to create great public spaces at the stations and in 
nearby neighborhoods.  This principle emphasizes the creation of a network of public open spaces 
and linkages through the station areas.  This network should include parks, plazas, paths, trails, and 
shaded neighborhood streets in order to soften development and provide opportunities for residents 
to feel more connected to the natural environment.  The increase in families living within the station 
area communities may necessitate the expansion of existing schools or new school facilities, which 
should also be integrated into the neighborhood open space network.



43

DRAFT STATION AREA ALTERNATIVES
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Pearlridge Station Area - Alternative C: “Edge”

Pearlridge Station Area - Alternative A: “Corridors”

Pearlridge Station Area - Alternative B: “Nodes”

Leeward Community College Station Area - Alternative C: “Campus Extension”
Pearl Highlands Station Area - Alternative C: “Special Districts”

Leeward Community College Station Area - Alternative A: “Campus Village”
Pearl Highlands Station Area - Alternative A: “Corridors”

Leeward Community College Station Area - Alternative B: “Transit Village”
Pearl Highlands Station Area - Alternative B: “Nodes”
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1. LEEWARD COMMUNITY COLLEGE STATION AREA
1. Alternative A: “Campus Village”
� Focuses high-intensity development on the existing surface parking lot mauka of Leeward 

Community College and adjacent to the transit station. The proposed high-intensity development 
will be mixed-use in nature and help to form a “campus village” around a new community 
green.

2. Alternative B: “Transit Village”
� Focuses high-intensity development on the existing surface parking lot mauka of Leeward 

Community College and offers a new park adjacent to the transit station, linking the college to 
transit both visually and physically.

3. Alternative C: “Campus  Extension”
� Creates an extension of Leeward Community College.  This scenario would encourage the 

school to grow towards the transit station instead of locating temporary buildings on valuable 
open space on the makai side of the current campus.

2. PEARL HIGHLANDS STATION AREA
1. Alternative A: “Corridors”
� Focuses high-intensity development along the Kuala Street corridor mauka of the Pearl 

Highlands station and along the Kamehameha Highway corridor diamond head of the station to 
the proposed town center along Lehua Avenue, as identified in the Livable Communities Plan.

2. Alternative B: “Nodes”
� Locates high-intensity development at the intersection of Kuala Street and Acacia Road to 

create a new mixed-use node within a five-minute walk of the station.

3. Alternative C: “Special Districts”
� Focuses high-intensity development along the Kuala Street corridor mauka of the Pearl Highlands 

station. This alternative incorporates existing shopping centers into future redevelopment 
concepts.

3. PEARLRIDGE STATION AREA
1. Alternative A: “Corridors”
� Focuses high-intensity development along the important corridors of Kamehameha Highway 

ewa and diamond head of the station and Kaonohi Street mauka of the station.

2. Alternative B: “Nodes”
� Focuses high-intensity development directly adjacent to the new rail transit station along 

Kamehameha Highway and around the existing Pearlridge Center. In this alternative, Pearlridge 
Center would be preserved as a regional shopping destination and enhanced with infill 
commercial uses.

3. Alternative C: “Edge”
� Focuses higher-intensity development immediately adjacent to the station at the intersection of 

Kamehameha Highway and Kaonohi Street.  Development would include mixed-use commercial 
(office above retail) and/or mixed-use residential (residential above retail) buildings.

DRAFT STATION AREA 
ALTERNATIVES

DRAFT STATION AREA ALTERNATIVES

� The Draft Station Area 

Alternatives were presented 

to the Aiea–Pearl City 

community at Workshop 2 

on December 1, 2009.

� Elements of the Draft 

Station Area Alternatives 

have been incorporated into 

the Plan for each station 

area. 
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PLAN OVERVIEW
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FIGURE 10 - Aiea–Pearl City Neighborhood TOD Plan Overview

PEARLRIDGE STATION

PEARL HIGHLANDS STATION

LCC  STATION
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The Aiea–Pearl City Neighborhood TOD Plan outlines a long-term vision for three vibrant station area 
nodes along the proposed rail transit line at the Leeward Community College, Pearl Highlands and 
Pearlridge stations. The Plan outlines a long-term vision for focusing development intensity within 
a 1/4 mile of each station (also referred to as the TOD Precinct) in order to create highly walkable 
and attractive transit communities. These core areas provide the foundation for each station area’s 
unique but integrated identities.  Each station area provides varied development opportunities. The 
Plan aims to enforce the local identity of each station area based on both current conditions and 
future needs:

� The Leeward Community College (LCC) station area is envisioned as a college-oriented 
neighborhood catering to new residents and businesses, as well as students and faculty from 
the adjacent college.

� The Pearl Highlands station will be a major intermodal facility and connection point for riders 
coming from ewa and mauka directions.  The station should be tied to a revitalized shopping 
district which carefully balances passengers and workers arriving via transit, on foot, and via 
auto.

� The Pearlridge station area is seen as continuing its role as a major urban center and regional 
destination through new development opportunities, regeneration of Pearlridge Center, and 
improved access to the Pearl Harbor Historic Trail and the shoreline.

The areas between 1/4 mile and 1/2 mile from the stations (also referred to as the transit influence 
zone or TIZ Precinct) would experience less intense but still active and diverse development since 
they are within walking distance of rail transit. The development will step down in both building 
height and intensity to be compatible with the less dense, residential neighborhoods surrounding 
the station areas. 

The density and diversity of proposed uses would contribute to a pedestrian environment and strong 
sense of place, both qualities that allow residents and visitors to travel to many nearby destinations 
without an automobile, including schools and open spaces. Streets will need to be designed to also 
support bicycles and low speed traffic. 

PLAN OVERVIEW

� The Neighborhood TOD 

Plan envisions three 

vibrant nodes along the 

proposed rail transit line 

at the Leeward Community 

College, Pearl Highlands 

and Pearlridge stations.

PLAN OVERVIEW
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LEEWARD COMMUNITY COLLEGE
STATION AREA PLAN
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FIGURE 11 - Leeward Community College Station Area Illustrative Plan

FOR ILLUSTRATIVE PURPOSES ONLY
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A. OVERALL STRUCTURE

Leeward Community College (LCC) station area is envisioned by the community to become a college-
oriented neighborhood with educational facilities, residences, and retail and services catering to 
students and faculty from the adjacent college, as well as new residents.  The current LCC Master 
Plan envisions a new educational building on the diamond head side of campus.  Tremendous 
potential exists for new transit-oriented development due to the large surface parking lot that 
currently serves all students and faculty.  With a new rail station serving the college, many visitors 
will be able to easily arrive by train, potentially freeing up space in the surface parking lot for new 
uses.  

The overall structure of the station area plan is focused around a new central green park, as well as 
a transit plaza adjacent to the station.  Medium-density mixed-use development would surround the 
green, mauka of the existing campus.  This area would have a mix of educational facilities, housing, 
office, restaurants, and convenience retail.  

Currently, the area just diamond head of the campus is used as overflow parking.  In the future, 
this area is envisioned as a new lower density neighborhood of townhouses and apartments.  This 
area will provide needed housing for singles and families, helping to fulfill the plan principle of 
“Encourage Workforce Housing.”

LEEWARD COMMUNITY 
COLLEGE STATION 
AREA PLAN

Leeward Community College should integrate new active uses surrounding existing and new open spaces.

  LCC Program (Existing)

� Total Site Area: 27.3 Acres

� Total Residential: 0 Units

� Total Institutional: 48,000 SF

  LCC Program (TOD Plan)

� Total Residential: 820 Units

� Total Institutional and Commercial: 88,000 SF 

(including retail/office/industrial)

� Leeward Community 

College station area will 

be a college-oriented 

neighborhood catering to 

students and faculty from 

the adjacent college, as 

well as new residents.



54

FIGURE 12 - Leeward Community College Station Area Circulation Diagram

WAIAWA ROAD

ALA IKE ST.
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B. CONNECTIVITY & CIRCULATION

Along with the rail line and station, the primary circulation improvement that is recommended in 
this area is a secondary access road connecting the LCC area with Farrington Highway in the ewa 
direction.  This secondary access would improve connectivity to Leeward Community College, as 
well as the adjacent rail maintenance facility.  The secondary access will also provide an impetus 
for new transit-oriented development surrounding the campus while helping to fulfill the plan 
principle of “Provide Multimodal Access to and from the Stations.”  The secondary access road 
could be combined with the maintenance facility driveway and should be designed as a complete 
street for use by pedestrians, bicyclists, and automobiles.

There are currently 1,200 parking spaces in the existing surface parking lot mauka of the LCC 
campus.  The proximity of this parking lot area to the rail transit station makes it an opportunity 
for new development in the future.  A new proposed street pattern would help to break up the 
large surface parking lots into smaller blocks for new development, and new buildings with active 
ground floor uses would help create visual interest for pedestrians walking between the station 
and campus.  

A new bicycle path is recommended along the proposed extension of Ala Ike Street on the ewa 
side of campus traveling makai alongside the rail maintenance yard and past Waiawa Road to 
the Pearl Harbor Historic Trail and Waipahu High School.  Another bicycle path is proposed along 
Waiawa Stream in order to connect the Pearl Harbor Historic Trail to the Pearl Highlands area.  
These improvements help to fulfill the plan principle of “Create Access and Views to Water and 
the Pearl Harbor Historic Trail,” among others.

Mauka of the transit station is an area that will become more isolated from the rest of the campus 
area due to the rail infrastructure.  The Plan envisions this area as a good location for new surface 
parking.  The rail line  will pass through this block, but access can be provided for cars to use this 
lot as dedicated or overflow campus parking or transit parking.  The new surface parking mauka 
of the station, as well as new parking structures, could accommodate and replace 85% of the 
existing spaces (a 15% reduction factor was applied due to the introduction of new transit service).

LEEWARD COMMUNITY 
COLLEGE STATION 
AREA PLAN

� The primary circulation 

improvement recommended 

in the LCC station area 

is a secondary access 

road connecting LCC with 

Farrington Highway in the 

ewa direction.

New streets should be designed for pedestrians, automobiles, and bicycles.New bicycle paths are recommended within the station area.
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Proposed neighborhood mini park overlooking Pearl Harbor and surrounded by lower-density residential development

Existing view of Pearl Harbor from area diamond head of campus

FOR ILLUSTRATIVE PURPOSES ONLYFOR ILLUSTRATIVE PURPOSES ONLY
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C. PARKS & OPEN SPACE

In order to fulfill the plan principle of “Develop New and Enhance Existing Open Space,” the Plan 
envisions several new parks and gathering spaces in proximity to the Leeward Community College 
campus.

A new mixed-use environment with a central green and private courtyards is recommended to take 
the place of the large existing surface parking lot.  This development would create new gathering 
space for both campus users and residents to enjoy.  The existing campus spine should be retained 
and incorporated into the larger open space network.  This concept is consistent with the current 
LCC Master Plan.  

In tandem with lower-density residential development east of campus, a new one-acre neighborhood 
mini park is proposed to provide open space and views to Pearl Harbor.  The new bicycle paths 
described in the previous section will enhance connections to the Pearl Harbor Historic Trail 
and help to create regional bicycle access to both the LCC campus and the rail station.  These 
improvements are intended to fulfill the plan principle of “Create Access and Views to Water and 
the Pearl Harbor Historic Trail.”  

A transit plaza is proposed adjacent to the station as both a gathering place and a gateway to 
the LCC area.  The transit plaza would open up views and access to the LCC campus, making the 
college prominent from the rail station.  This transit plaza should be an active space for students, 
residents, faculty, and visitors.  Directly connected to the existing green campus spine, this plaza 
should include wayfinding devices and amenities such as a fountain and public art.

Park dedication and publicly accessible open space requirements should be contingent on specific 
development proposals within the station area.

LEEWARD COMMUNITY 
COLLEGE STATION 
AREA PLAN

Proposed lower-density residential area adjacent to campus, surrounding a neighborhood mini park - before and after illustrations from the perspective of 
the red arrow above are shown on page 56.

� A new mixed-use  

environment with a central 

green and private courtyards 

is recommended to take the 

place of the large existing 

surface parking lot.

�  The Plan proposes 

approximately two acres of 

public open space (including 

the transit plaza) and two 

acres of semi-public and 

private open space in the 

LCC station area.
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View of the proposed campus spine with surrounding mixed-use development

Existing green spine and surface parking mauka of LCC campus

FOR ILLUSTRATIVE PURPOSES ONLY
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D. URBAN FORM

The intent of the proposed urban form in the Leeward Community College area is to encourage 
the plan principle of “Create a Comfortable and Lively Pedestrian Environment.”  The Plan 
conceptualizes buildings around a new central green in order to create a lively and vibrant college-
town atmosphere.  

Quality building design is essential to achieving this vision.  Buildings should relate directly 
to their surroundings and should be oriented to both existing and planned parks and public 
spaces.  Entries should be clearly defined from the sidewalk, and corner elements should be 
given prominence through additional height or massing.

Buildings should be oriented to the sidewalk and pedestrian spaces.  Shade should be 
provided both by landscaping and architectural elements such as awnings and overhangs.  

Parking for new development should be situated within structures wrapped with active uses 
or behind buildings in order to create an attractive and safe streetscape.

LEEWARD COMMUNITY 
COLLEGE STATION 
AREA PLAN

Proposed mixed-use development and open spaces mauka of the main campus entrance - before and after illustrations from the perspective of the red arrow 
above are shown on page 58.

� The Plan focuses buildings 

around a new central green 

in order to create a lively 

and vibrant college-town 

atmosphere.
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FIGURE 14 - Leeward Community College Station Area - Proposed Land Uses

FIGURE 13 - Leeward Community College Station Area - Existing Land Uses

FOR ILLUSTRATIVE PURPOSES ONLY
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E. LAND USE

LEEWARD COMMUNITY 
COLLEGE STATION 
AREA PLAN

The proposed land uses described in this section are based on the plan principles and 
direct community feedback on early versions of the Plan.  The land uses described below are 
recommendations; the TOD zoning developed for the station area will allow a flexible mix of urban 
uses.  Proximity to a new transit station, multiple proposed access points to the Pearl Harbor 
Historic Trail, and excellent access to H-1 and Kamehameha Highway will make the station area a 
strong location for new workforce housing, helping to fulfill an important plan principle.  

Two mixed-use residential blocks are envisioned mauka of the LCC campus.  These blocks could 
include active uses such as non-profit organizations and college-oriented retail, restaurants, and 
coffee shops at strategic locations.  Ground floor uses could also include services such as banks, 
college offices, and other educational facilities.  Upper stories could include for-sale housing, 
apartments, student housing, and office uses for LCC and businesses that want to take advantage of 
faculty, students and technology transfer.  Small courtyards and private open space are envisioned 
within these blocks for residents to enjoy. Parking structures, shown on the interiors of blocks,  
could accommodate the parking requirements for this development, as well as some replacement 
parking for LCC students and faculty. 

An Education Department building is planned by Leeward Community College directly diamond 
head of the existing campus and is incorporated into this Neighborhood TOD Plan.  The long, 
slender building will be an extension of the campus spine and adjacent to the existing Performing 
Arts building plaza.  This building will house classrooms and offices, as well as a green roof with 
an outdoor lanai/reception room.

Envisioned just makai and diamond head of the new campus building is a lower-density residential 
neighborhood between the college and existing multifamily housing to the east.  The topography 
of this area slopes toward Pearl Harbor.  A neighborhood mini park is proposed at the terminus of 
a new street.  This park should be surrounded by residential uses on both sides, which will help 
to provide “eyes on the park” and enhance safety.  The placement of the park should allow for 
uninterrupted views of Pearl Harbor in the distance, creating a unique community space which ties 
directly to the surrounding natural environment.

� The proximity to a new   

transit station, multiple 

proposed access points to 

the Pearl Harbor Historic 

Trail, and excellent access 

to H-1 and Kamehameha 

Highway will make the 

station area a strong 

location for new workforce 

housing.

Lower-density development is proposed diamond head of campus.Mixed-use development is envisioned adjacent to Leeward Community College.
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FIGURE 16 - Leeward Community College Station Area: Phase 1

FIGURE 15 - Leeward Community College Station Area: Existing Conditions
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Appropriate development phasing will maximize investments in infrastructure and guide 
development in critical areas while accomplishing the plan principles.  Below is a sample phasing 
program for a prototypical block in the LCC station area.  The goal of the hypothetical phasing 
study is not to show a specific design but to illustrate how development can occur in an area over 
time.  While the LCC property is used as an example, the phasing strategies described below can 
be applied to similar blocks throughout Aiea and Pearl City.

EXISTING CONDITIONS
The Existing Conditions diagram at left (Figure 15) shows the large surface parking lot adjacent to 
Leeward Community College.  It also shows the nearby H-1/H-2 interchange and how it isolates 
the LCC area from the surrounding Pearl City neighborhood.  The large expanses of surface parking 
are all owned by Leeward Community College (State of Hawaii). 

PHASE 1
Phase 1 (Figure 16) involves the construction and opening of the rail transit station (the only 
at-grade station in the entire system).  The rail guideway will be elevated over the H-1/H-2 
interchange towards the intermodal Pearl Highlands station to the east.  The LCC station will be 
just mauka of the west end of the LCC campus, replacing several temporary structures currently 
in the area.  Ideally, Phase 1 would also include the new transit plaza, helping to connect the 
campus to the station and acting as a gateway and gathering place.  Creating a strong connection 
between transit and the college will make riding the train an attractive alternative to driving to 

LCC, potentially freeing up a portion of the current surface parking area for higher and better uses.

F. PROTOTYPICAL PHASING

LEEWARD COMMUNITY 
COLLEGE STATION 
AREA PLAN

New pedestrian improvements should help connect the station to the LCC 
campus.

The transit plaza should be an active gathering place.

� The goal of the phasing 

study is not to show specific 

development design, but to 

illustrate how development 

can occur in an area over 

time.
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FIGURE 18 - Leeward Community College Station Area: Phase 3

FIGURE 17 - Leeward Community College Station Area: Phase 2
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PHASE 2
Phase 2 (Figure 17) illustrates the first mixed-use development, ideally directly adjacent to the 
rail station.  The new mixed-use buildings could provide housing and space for commercial or 
educational uses while still preserving a large portion of the current surface parking lot.  Along with 
the mixed-use buildings, a parking structure would provide spaces for the residents and businesses 
of the new development, parked at a lower ratio than traditional auto-oriented development.  

Along with new development, new circulation routes should connect to the transit station and 
provide access on the diamond head side of campus.  The roadways along both sides of the parking 
lot should be upgraded into a complete street for automobiles, pedestrians, and bicyclists.

Phase 2 also illustrates the a new central green directly in front of the main LCC entrance.  This 
green space could become a major focal point for the campus, as well as an amenity for new uses 
in the area.

PHASE 3
Phase 3 (Figure 18) depicts the second block of mixed-use development on the diamond head side 
of the central green.  By completing this block, the park would have active edges on all sides, 
creating a sense of enclosure and intimacy for the space.  Because of reduced parking usage and 
the structures built in phase 1, the development of the second block could occur without providing 

additional parking.  

LEEWARD COMMUNITY 
COLLEGE STATION 
AREA PLAN

Phase 3 includes additional mixed-use development.Phase 2 includes a new central green and mixed-use development.
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FIGURE 19 - Leeward Community College Station Area: Phase 4
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LEEWARD COMMUNITY 
COLLEGE STATION 
AREA PLAN

Phase 4 illustrates a full build-out of the surface parking lot.-Active uses should front the central green.

PHASE 4
Phase 4 (Figure 19) illustrates build-out of the LCC surface parking lot with new development 
surrounding a second parking structure.  Mixed-use development would front onto the current LCC 
campus and create an attractive edge and pedestrian environment.  The buildings could contain 
uses such as housing, retail, restaurants, and educational facilities and offices.  

The parking structure shown in Phase 4 would function as a shared parking facility for the 
surrounding development and Leeward Community College uses, including theater patrons, 
students and faculty.

The full build-out of this site represents a dynamic and cohesive transit-oriented development.  
Commercial uses are supported by both residents and visitors, and streets are pedestrian-friendly 
and activated throughout the day.  
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FIGURE 20 - Leeward Community College Station Area - Recommended TOD Special District
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G. DISTRICT BOUNDARIES

LEEWARD COMMUNITY 
COLLEGE STATION 
AREA PLAN

The TIZ Precinct includes areas diamond head of the LCC campus.The large surface parking lot adjacent to LCC is located in the TOD Precinct.

The Plan recommends a TOD Special District intended to ensure the community vision for the station 
area through zoning standards that enable and promote transit-oriented development.  Figure 20 
illustrates the recommended boundaries of the TOD Special District for the Leeward Community 
College station area.  Recommended zoning standards for each station area are described in the 
Implementation Recommendations chapter.

The recommended Special District boundaries around the Leeward Community College station 
take into account distance from the transit station, natural topographic and man-made barriers, 
extent of market interest in development, planned land uses, and the overall benefits of TOD, 
including the potential to increase transit ridership. 

The TOD, or transit-oriented development, Precinct is generally within 1/4 mile of the LCC station 
and includes the areas with greatest development potential.  These areas will likely be redeveloped 
in the near (0-10 years) to mid-term (10-20 years) and should include larger buildings and higher 
intensity mixed-use environments.

The TIZ, or transit-influence zone, Precinct is located beyond the TOD core between 1/4 mile to 
1/2 mile from the Leeward Community College station.  The TIZ Precinct should be less intense by 
nature, generally stepping down from the higher-density TOD precinct.  Properties within the TIZ 
Precinct are more likely to develop in the long-term (20-30 years) and should be compatible with 
the existing lower-density residential neighborhoods on the periphery.

� Special District boundaries 

take into account distance 

from the station, natural and 

man-made barriers, market 

interest, and planned land 

uses.

� The TOD Precinct is 

generally within 1/4 mile of 

the LCC station.

� The TIZ Precinct is generally 

located between 1/4 and 

1/2 mile from the LCC 

station.
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150’

60’

60’

40’ 60’

60’

60’
25’-30’

FIGURE 22 - Leeward Community College Station Area - Proposed Allowable Heights

FIGURE 21 - Leeward Community College Station Area - Existing Allowable Heights

  EXISTING HEIGHT DISTRICTS
25’-30’ DISTRICT

60’ DISTRICT

PROPOSED HEIGHT DISTRICTS
40’ DISTRICT

60’ DISTRICT

90’ DISTRICT WITH 
COMMUNITY BENEFITS 
BONUS
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2. EXISTING ALLOWABLE HEIGHTS
There are currently two height limit zones surrounding Leeward Community College station:  a 
height limit of 25’-30’ for the majority of the campus site and 60’ for the existing residential area 
diamond head of campus.

3. PROPOSED ALLOWABLE HEIGHTS
New buildings in the station area should generally be taller near the station and step down in 
height further from the station.  Stations should serve as focal points and hubs for more intense 
development.  

The Plan recommends two base height zones surrounding Leeward Community College.  The first 
zone, which recommends a maximum of 40’, is restricted to the area envisioned for multifamily 
housing diamond head of campus.  The existing surface parking lot, which is envisioned to transform 
over time into a mixed-use “campus village,” and the existing campus have a recommended base 
height limit of 60’.  A community benefits bonus for hatched areas on Figure 22 would allow 
greater heights in exchange for community amenities, as recommended in the Implementation 
Recommendations chapter.  These amenities could include a central green to preserve views and 
create an identity for campus.

LEEWARD COMMUNITY 
COLLEGE STATION 
AREA PLAN

The TIZ Precinct is recommended for lower-density development.The recommended base height in the TOD Precinct is 60’.

� The Plan recommends base 

height limits of 40’ and 60’ 

within the planning area.
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PEARL HIGHLANDS STATION AREA PLAN
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FIGURE 23 - Pearl Highlands Station Area Illustrative Plan

FOR ILLUSTRATIVE PURPOSES ONLY
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A. OVERALL STRUCTURE

The Pearl Highlands station will be a major intermodal facility and connection point for riders coming 
from ewa and mauka directions.  The station area is envisioned as a revitalized shopping district 
that carefully balances passengers and workers arriving via transit, on foot, and via automobile.   

Over time, the Pearl Highlands station area could transition from a suburban commercial center 
to a thriving pedestrian-friendly district complete with a mixture of commercial, residential, and 
community uses.  The intent of the Plan is to demonstrate how this auto-dominated area can 
redevelop in the future while retaining many of the recently built “big-box” stores along Kamehameha 
Highway and Kuala Street.  Along with how to retrofit existing stores to encourage pedestrian use, 
the Plan also identifies possible catalyst sites for new high, medium and lower-density housing 
around the Pearl Highlands station.  While some of the current property owners may not have plans 
to redevelop their properties, it is anticipated that in the long run, retail activities will cater to both 
auto-based and transit-based customers.

PEARL HIGHLANDS  
STATION AREA PLAN

  Pearl Highlands Program (Existing)

� Total Site Area: 100 Acres

� Total Residential: 90 Units

� Total Commercial: 985,000 SF (retail/office/

industrial)

  Pearl Highlands Program (TOD Plan)

� Total Residential: 1,500 Units

� Total Commercial: 1,105,000 SF (retail/office/

industrial)

� The Pearl Highlands station 

area is envisioned as a 

thriving pedestrian-friendly 

district.

High-density housing envisioned within close proximity of the Pearl Highlands rail station
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FIGURE 24 - Pearl Highlands Station Area Circulation Diagram
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B. CONNECTIVITY & CIRCULATION

A critically important plan principle for the Pearl Highlands station area is to “Provide Multimodal 
Access to and from the Stations.”  The Pearl Highlands station will serve as a major park-and-ride 
location along the rail transit line,  with access to H-1, H-2, Kamehameha Highway and Farrington 
Highway.  The park-and-ride will have 1,600 parking spaces and a bus transit facility serving 10 
bus routes, resulting in rail ridership estimated at 22,000 riders per day.  The station will also be 
connected to the H-2 freeway via a dedicated off-ramp.  

The Plan envisions a new bicycle lane along Kuala Street that will link riders to the Pearl Highlands 
station from the upland neighborhood.  New multi-use paths are also proposed from the station, 
along Waiawa Stream, connecting to the Pearl Harbor Historic Trail and LCC.  A new walkway 
along the edge of the UH Urban Garden Center could also connect to the proposed Waiawa Stream 
path.  All of these improvements would help to fulfill the plan principle of “Create Access and 
Views to Water and Pearl Harbor Historic Trail.”

The station area is divided by heavily trafficked Kamehameha Highway.  Pedestrian upgrades, such 
as improved sidewalks and crosswalks with pedestrian countdown signals, are recommended to 
help increase safety in the area.  Pedestrian upgrades are also important for students walking 
between the station area and Pearl City Elementary School on Waimano Home Road. 

New street connections are envisioned to be built as development occurs over time.  These 
improvements will help to create a complete streets network that allows multiple travel routes and 
modes, alleviating some of the local traffic on Kamehameha Highway.  New street connections 
should be designed for slow speeds with traffic calming measures that deter their use as a bypass 
of higher capacity roadways, such as Acacia Road and Kamehameha Highway.

To provide a safe and attractive pedestrian connection to the Pearl Highlands station, the Plan 
recommends a direct bridge connection from the station into Pearl Highlands Center.  By routing 
pedestrians in this manner, existing businesses such as shops, restaurants, and the movie theater 
will benefit from direct customer access.  This pedestrian bridge would also encourage employees 
of Pearl Highlands Center to arrive via transit.

PEARL HIGHLANDS       
STATION AREA PLAN

A trail along Waiawa Stream could connect the station area to the Pearl 
Harbor Historic Trail. 

New street connections should be multimodal in nature.

� The Pearl Highlands station 

will serve as a major park-

and-ride location along the 

rail transit line.
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Pedestrian gateway to the UH Urban Garden Center envisioned along with adjacent infill development on existing surface parking lot

Existing view of the Home Depot parking lot and mauka boundary of the UH Urban Garden Center

FOR ILLUSTRATIVE PURPOSES ONLY
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C. PARKS & OPEN SPACE

The Plan envisions new and enhanced open spaces in the Pearl Highlands station area.  As a 
centerpiece to neighborhood redevelopment and improvement of the overall green network, the 
Plan recommends improvements to the existing UH Urban Garden Center.  The Garden Center is 
a tremendous resource and an oasis of beauty and green space that is currently underutilized 
by the surrounding community.  It is recommended that the Center be enhanced by providing 
safe pedestrian access through the current Home Depot parking lot, creating a connection to the 
proposed Waiawa Stream trail, and allowing new development to highlight the Center.   Providing 
additional public access to the Garden Center will allow the University of Hawaii to promote 
awareness of their agricultural programs while helping to create a strong identity and amenity for 
the surrounding area.

Additionally, new neighborhood mini parks are proposed mauka of the station to serve as 
community gathering places and small recreation areas.  A larger open space is envisioned on the 
triangle-shaped parcel at the corner of Kuala Street and Acacia Road that could act as a new front 
yard for adjacent transit-oriented development.  The intent of the illustrative Plan is to generally 
show where new parks are recommended, not necessarily specific locations or designs.

The Plan also envisions a new transit plaza at the northwest corner of Pearl Highlands Center.  
This important neighborhood gateway could be an outdoor open space, as illustrated in the Plan 
on page 81, or an interior connection through the Center.  The transit plaza should be an active 
environment, with people coming from and going to the station throughout the day.  

Park dedication and publicly accessible open space requirements should be contingent on specific 
development proposals within the station area.

PEARL HIGHLANDS  
STATION AREA PLAN

Improvements and public access to the UH Urban Garden Center - before and after illustrations from the perspective of the red arrow are shown on page 78.

KAMEHAMEHA HIGHWAY

� As a centerpiece 

to neighborhood 

redevelopment and 

improvement of the overall 

green network, the Plan 

recommends access 

improvements to the UH 

Urban Garden Center.

�  The Plan proposes 

approximately 4 acres of 

public open space and 3 

acres of semi-public and 

private open space in the 

Pearl Highlands station 

area.
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A new Main Street environment is envisioned, helping to keep the Center vital in the future and creating a direct link to the rail station. 

Existing view of Pearl Highlands Center looking west towards the Pearl Highlands rail station

FOR ILLUSTRATIVE PURPOSES ONLY
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PEARL HIGHLANDS  
STATION AREA PLAN

D. URBAN FORM

The recommended urban form in the Pearl Highlands station area encourages the plan principle of 
“Create a Comfortable and Lively Pedestrian Environment.” 

A pedestrian-first environment is the intent of a new Main Street concept envisioned within 
the existing Pearl Highlands Center.  By creating a direct connection from the station, a more 
pedestrian-friendly environment can be created and the Center can benefit from new customers.  
This concept would help Pearl Highlands Center adapt for the future, when many customers will 
arrive by rail transit.  The Plan focuses on creating a stronger identity for the Center and ensuring 
a true sense of place.  

Other shopping centers and “big box” retail in the area are also encouraged to create stronger 
connections to transit in order to adapt a suburban auto-oriented environment into an urban 
pedestrian-oriented community.  As new, walkable development in the area emerges, surface 
parking can be replaced by structured parking and new mixed-use buildings can be constructed 
along street edges to enhance the pedestrian nature of the station area.

The creation of a new Main Street environment within Pearl Highlands Center, including a direct connection to the Pearl Highlands station - before and after illustrations 
from the perspective of the red arrow are shown on page 80.

PEARL HIGHLANDS STATION

� A pedestrian-first 

environment is illustrated 

by a new Main Street 

within the existing Pearl 

Highlands Center.
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FIGURE 26 - Pearl Highlands Station Area - Proposed Land Uses

FIGURE 25 - Pearl Highlands Station Area - Existing Land Uses

FOR ILLUSTRATIVE PURPOSES ONLY
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The proposed land uses described in this section are based on the plan principles and community 
feedback on draft alternatives.  The land uses described below are recommendations, and the TOD 
zoning developed for the station area will allow a flexible mix of urban uses.   

The Plan focuses the most intense high and medium-density development within 1/4 mile of the 
Pearl Highlands station.  Medium and lower-density housing is envisioned further away, mauka of 
Walmart.  Generally, housing densities and building heights should step down as they approach 
existing single-family neighborhoods.  Workforce and senior housing should be incorporated 
throughout the station area.

The Plan envisions many of the existing and newly-constructed retail establishments in the area to 
remain for the foreseeable future yet growing and adapting over time.  Retail and mixed-use infill 
development is envisioned along Kamehameha Highway, Kuala Street, and Acacia Road to create 
a more lively pedestrian environment and provide new jobs and services for area residents.

PEARL HIGHLANDS  
STATION AREA PLAN

E. LAND USE

� The Plan focuses the most 

intense high and medium-

density development 

within 1/4 mile of the Pearl 

Highlands station.

Medium-density housing on smaller infill sites can help to create a vibrant 
neighborhood.

Retail liner buildings at the sidewalk can help to create an attractive pedestrian 
edge for larger big box stores
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FIGURE 28 - Pearl Highlands Station Area: Phase 1

FIGURE 27 - Pearl Highlands Station Area: Existing Conditions

PROPOSED PEDESTRIAN 
BRIDGE
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F. PROTOTYPICAL PHASING

Triangle lot at the corner of Kuala Street and Acacia RoadPreviously vacant lot along Kuala Street mauka of Pearl Highlands Center (now 
the site of The Plaza at Pearl City assisted living facility)

PEARL HIGHLANDS  
STATION AREA PLAN

Appropriate development phasing will maximize the investments in infrastructure and guide 
development in critical areas while accomplishing the plan principles.  Below is a sample phasing 
program for a prototypical block in the Pearl Highlands station area.  The goal of the hypothetical 
phasing study is not to show a specific design but to illustrate how development can occur in an 
area over time.  While the Pearl Highlands area is used as an example, the phasing strategies 

described below can be applied to similar blocks throughout Aiea and Pearl City.

EXISTING CONDITIONS
The Existing Conditions diagram at left (Figure 27) shows an existing apartment complex along 
Acacia Road, previously vacant parcels along Kuala Street (The Plaza at Pearl City assisted living 
facility has since started construction), and the surface parking lot at the corner of Acacia Road and 
Kuala Street.  These sites offer opportunities for new housing and mixed-use development while 
creating a public amenity that acts as a gateway and gathering space for the community.

PHASE 1
Phase 1 (Figure 28) begins with the construction and opening of the rail transit station.  The Pearl 
Highlands station will be a major intermodal facility and will have an automobile off-ramp from 
the H-2 freeway.  The station will sit in a small valley, separated from the station area by high-
speed roadways. Therefore, an an elevated pedestrian bridge is proposed to help connect to the 
mauka side of Kamehameha Highway.  This bridge could touch down at the northwestern corner of 
Pearl Highlands Center.  During Phase 1, a new pedestrian pathway could also be created to help 
connect the existing multifamily housing mauka of Kuala Street to the new rail station.

� The goal of the phasing 

study is not to show 

specific design, but to 

illustrate how development 

can occur in an area over 

time.
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FIGURE 30 - Pearl Highlands Station Area: Phase 3

FIGURE 29 - Pearl Highlands Station Area: Phase 2
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Higher-density housing should include new public open spaces.Pedestrian walkways should help to connect residents to area amenities.

PEARL HIGHLANDS  
STATION AREA PLAN

PHASE 2
Phase 2 (Figure 29) illustrates infill of the previously vacant parcels with higher-density housing 
and mixed-use development.  A new residential tower is envisioned adjacent to the existing twin 
towers.  The new tower could step down from the existing 400’ towers at approximately 250’.  
A second building could include a parking structure to accommodate the parking needs for both 
buildings.  Access could be provided by a new street, which is proposed in the following phase to 
connect to Acacia Road.  To provide access to natural spaces for residents, the existing drainage 
canal should be restored to its natural state and enhanced with a pedestrian pathway.  Also during 
Phase 2, Kuala Street streetscape upgrades should be incorporated to create a safer and more 
attractive pedestrian experience near the Pearl Highlands station.  Phase 2 should also include 
improved pedestrian crossings of Kuala Street.

PHASE 3
Phase 3 (Figure 30) could entail redevelopment of the existing apartment complex on Acacia 
Road.  The units could be replaced with higher-density development, creating more housing for 
area residents.  Using lower parking standards than typical development due to direct transit 
access, Phase 3 would include a parking structure to accommodate the parking needs for the two 
additional buildings.  The new street that bisects the property could be completed in this phase 
to connect Kuala Street and Acacia Road.  Also in Phase 3, a new triangle park could provide a 
gathering space for area residents.
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FIGURE 31 - Pearl Highlands Station Area - Recommended TOD Special District
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G. DISTRICT BOUNDARIES

The TIZ Precinct includes more outlying areas, including properties makai of 
Kamehameha Highway.

The TOD Precinct includes the immediate station area.

The Plan recommends a TOD Special District intended to ensure the community vision for the station 
area through zoning standards that enable and promote transit-oriented development.  Figure 31 
illustrates the recommended boundaries of the TOD Special District for the Pearl Highlands station 
area.  Recommended zoning standards for each station area are described in the Implementation 
Recommendations chapter.

The recommended Special District boundaries around the Pearl Highlands station take into account 
distance from the transit station, natural topographic and man-made barriers, extent of market 
interest in development, planned land uses, and the overall benefits of TOD, including the potential 
to increase transit ridership. 

The TOD, or transit-oriented development, Precinct is generally within 1/4 mile of the Pearl 
Highlands station and includes the areas with the greatest development potential.  These areas 
will likely be redeveloped in the near (0-10 years) to mid-term (10-20 years) and should include 
larger buildings and higher intensity mixed-use environments.

The TIZ, or transit-influence zone, Precinct is located beyond the TOD core, between 1/4 mile to 1/2 
mile from the Pearl Highlands station.  The TIZ Precinct should be less intense by nature, generally 
stepping down from the higher-density TOD Precinct.  Properties within the TIZ Precinct are more 
likely to develop in the long-term (20-30 years) and should be compatible with the existing lower-

density residential neighborhoods on the periphery.

PEARL HIGHLANDS  
STATION AREA PLAN

� Special District boundaries 

take into account distance 

from the station, natural and 

man-made barriers, market 

interest, and planned land 

uses. 

� The TOD Precinct is 

generally within 1/4 mile of 

the Pearl Highlands station.

� The TIZ Precinct is generally 

located between 1/4 and 

1/2 mile from the Pearl 

Highlands station.
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FIGURE 33 - Pearl Highlands Station Area - Proposed Allowable Heights

FIGURE 32 - Pearl Highlands Station Area - Existing Allowable Heights

  EXISTING HEIGHT DISTRICTS
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PROPOSED HEIGHT DISTRICTS
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60’ DISTRICT

90’ DISTRICT WITH 
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150’ DISTRICT

250’ DISTRICT WITH 
COMMUNITY BENEFITS 
BONUS



91

2. EXISTING ALLOWABLE HEIGHTS
There are currently three height limit zones surrounding the Pearl Highlands station: a height limit 
of 60’ for the majority of the area, a height limit of 150’ mauka of Pearl Highlands Center, and a 
height limit of 25’-30’ for the existing residential areas diamond head and ewa of the core station 
area.  Adjacent to Pearl Highlands Center are two residential high-rises of approximately 400’ (40 
stories).  These buildings greatly exceed both the existing and proposed allowable heights.

3. PROPOSED ALLOWABLE HEIGHTS
New buildings in the station area should generally be taller near the station and step down in 
height further from the station.  Stations should serve as focal points and hubs for more intense 
development.  

The Plan recommends that the 150’ height limit zone be expanded to include Pearl Highlands 
Center and areas mauka of Kuala Street in order to incentivize transit-oriented development.  
Also envisioned is a 90’ height limit in areas immediately north of the station.  The surrounding 
housing area should have a height limit of 40’ while areas mauka of Acacia Street along the Kuala 
Street corridor should have a maximum height limit of 60’, stepping down to 40’ diamond head of 
Walmart.

The hatched areas on Figure 33 are recommended for higher allowable heights in exchange for 
community benefits, as described in Chapter IX: Implementation Recommendations.

PEARL HIGHLANDS  
STATION AREA PLAN

Areas mauka of Walmart are generally proposed to have a height limit of 60’.Taller buildings may be appropriate within the TOD Precinct.

� The Plan recommends 

base height limits of 40’, 

60’, 90’, and 150’ within 

the planning area.
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PEARLRIDGE STATION AREA PLAN
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FIGURE 34 - Pearlridge Station Area Illustrative Plan

FOR ILLUSTRATIVE PURPOSES ONLY
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A. OVERALL STRUCTURE

The Pearlridge station is located at the intersection of Kamehameha Highway and Kaonohi Street 
in Aiea.  The nearby Pearlridge Center is the second largest mall in Hawaii and a major economic 
driver for this area.  The Plan envisions the Pearlridge station area as a major urban center and 
regional shopping destination.  

Central to the Plan’s recommendations is improvement to the pedestrian and bicycle experience 
on Kaonohi Street, a key mauka–makai connection between the transit station, Pearlridge Center, 
and existing higher-density upland neighborhoods.  

In addition to public improvements, the Plan identifies a major opportunity site at the previous 
Kamehameha Drive-In at the intersection of Kaonohi Street and Moanalua Road.  This site has the 
potential to reposition regional shopping opportunities in the neighborhood while also providing 
much needed housing in the Pearlridge area.

A major goal of the Plan is to “Develop New and Enhance Existing Open Space” in this station 
area.  Two primary open spaces identified for enhancement include Sumida Farm and its immediate 
environs and the Pearl Harbor shoreline, including the existing Pearl Harbor Historic Trail connected 
to a new transit plaza.  Blending new development with quality public space will create a truly 
unique and livable urban center.

PEARLRIDGE     
STATION AREA PLAN

  Pearlridge Program (Existing)

� Total Site Area: 180 Acres

� Total Residential: 460 Units

� Total Commercial: 2,900,000 SF (retail/office/

industrial)

  Pearlridge Program (TOD Plan)

� Total Residential: 3,900 Units

� Total Commercial: 2,990,000 SF (retail/office/

industrial)

� The Plan envisions the 

Pearlridge station area 

as a major urban center 

and regional shopping 

destination.

The Plan envisions new development and a pedestrian pathway overlooking Sumida Farm.
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FIGURE 35 - Pearlridge Station Area Circulation Diagram
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B. CONNECTIVITY & CIRCULATION

A primary principle of the Plan is to “Provide Multimodal Access to and from Stations.”  The 
City envisions that the Pearlridge rail station will experience heavy pedestrian-based ridership.  
Streetscape improvements, including wider sidewalks, street trees, crosswalks and seating areas 
along Kaonohi Street and Kamehameha Highway, are essential to creating safe and convenient 
connections to area jobs, shopping, and residences.

The Plan also recommends a bus transit facility makai of the station.  This facility will provide 
easy connections between rail and local buses, improving access to surrounding residential 
neighborhoods.  A pedestrian and bicycle path should connect through the bus facility directly to 
the Pearl Harbor Historic Trail, and mixed-use development above the facility should be explored.

Other bicycle facility improvements are also recommended throughout the area.  A dedicated 
bicycle lane is proposed along Kaonohi Street to provide a safe biking experience from mauka 
neighborhoods to the station.  The Pearl Harbor Historic Trail should be improved to create a more 
attractive environment for pedestrians and bicyclists along the shoreline and to re-affirm the trail 
as a “special place” and regional amenity.  Maintenance is especially important in ensuring that 
the trail remains clean and safe, helping to draw new users and encouraging healthy activity for 
neighborhood families.

New streets are recommended in tandem with redevelopment in the station area.  One of the most 
important of these is a new Main Street connecting from Moanalua Road and the Pearl Ridge 
Elementary School, through the old Kamehameha Drive-In site, across Kaonohi Street, and through 
the Pearlridge Center parking lot back to Moanalua Road.  This Main Street has the potential 
to provide a strong identity for transit-oriented development, as well as a pedestrian-friendly 
connection through the neighborhood. 

It is recommended that a strong connection also be provided from the station to the Pali Momi 
Medical Center, including a shuttle service for seniors and the disabled.

PEARLRIDGE     
STATION AREA PLAN

Strengthening connections to the Pearl Harbor Historic Trail is a key element of 
the Plan.

Sidewalk and streetscape improvements can help to create a more attractive 
pedestrian environment.

� Streetscape improvements, 

including wider sidewalks, 

bicycle lanes, street trees, 

crosswalks and seating 

areas, along Kaonohi 

Street and Kamehameha 

Highway are essential 

to creating safe and 

convenient connections to 

area jobs, shopping, and 

residences.
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Improvements to the trail, as well as adjacent properties, could create a valuable waterfront gathering place.

Existing view of Pearl Harbor Historic Trail, showing limited and unattractive access from adjacent housing

FOR ILLUSTRATIVE PURPOSES ONLY
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C. PARKS & OPEN SPACE
Central to the community’s vision for the Pearlridge station area is the principle of “Creating Access 
and Views to Water and the Pearl Harbor Historic Trail.“  It is the intent of the Plan to ensure public 
access and open space opportunities along the Pearl Harbor shoreline, helping to re-establish the 
Pearlridge area as a waterfront neighborhood.

The Plan envisions a new community open space at the terminus of Kaonohi Street—a “window 
to Pearl Harbor.”  Over time, as redevelopment occurs in the surrounding area, this view corridor 
should be created and protected to ensure a direct visual and physical connection with the heart 
of the Pearlridge area.

Station area open space opportunities should be enhanced by creating a pedestrian pathway 
around the existing  Sumida Farm.  The watercress farm is valued by the community as a cultural 
resource that should be recognized.  New development in the Pearlridge Center area is encouraged 
to provide an attractive edge along the farm with outdoor seating areas and windows to overlook 
this important amenity.  Improving visual access to the Farm will foster neighborhood identity 
while providing an important awareness of current agriculture practices and the area’s heritage.

In addition to these primary open spaces, new neighborhood mini-parks are proposed mauka of 
the station to serve as community gathering places and small recreation areas.  The intent of the 
illustrative Plan is the show generally where new parks are recommended to be incorporated into 
future development, not necessarily specific locations or designs.  The Plan also envisions two 
new transit plazas, one on each side of Kamehameha Highway.   The transit plazas should be 
designed as active spaces which will act as community gateways from the rail station.

Park dedication and publicly accessible open space requirements should be contingent on specific 
development proposals within the station area.

PEARLRIDGE     
STATION AREA PLAN

Pearl Harbor Historic Trail improvements and a new waterfront open space will help to connect the Pearlridge area to the waterfront - before and after illustrations 
from the perspective of the red arrow are shown on page 98.

� It is the intent of the 

Plan to ensure public 

access and  open space 

opportunities along the 

Pearl Harbor shoreline, 

helping to re-establish 

the Pearlridge area  as a 

waterfront neighborhood. 

�  The Plan proposes 

approximately 15 acres 

of public open space 

(includes transit plaza/

excludes Sumida Farm) and 

10 acres of semi-public 

and private open space in 

the Pearlridge station area.
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Proposed Kaonohi Street improvements would create an attractive bicycle and pedestrian environment, including new mixed-use development that activates the sidewalk.

Existing view of Kaonohi Street looking towards Kamehameha Highway, showing surface parking along the sidewalk and a lack of bicycle facilities

FOR ILLUSTRATIVE PURPOSES ONLY
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D. URBAN FORM

The intent of the recommended urban form for the Pearlridge station area is to encourage the 
plan principle of “Create a Comfortable and Lively Pedestrian Environment.”  The Plan focuses on 
creating a stronger identity for the neighborhood and a true sense of place.  By integrating this 
concept directly with transit, the area can gain vitality in the future, growing transit ridership, and 
establishing a pedestrian lifestyle.

Consistent with this vision, new development in the station area should be oriented directly to the 
sidewalk, placing parking to the rear or in wrapped parking structures. Buildings that abut Sumida 
Farm should be oriented to look out over it with lanais, cafe seating  and large windows.

New development at the catalytic Kamehameha Drive-In site should be mixed-use in nature, 
with internal connections, as well as attractive edges that integrate the development into the 
surrounding neighborhood.   

The existing Pearlridge Center should be re-oriented from a traditional shopping mall to a more 
urban, outwardly-focused mixed-use destination.  Anchor stores can remain vital while secondary 
areas are redesigned to create a town center atmosphere.

Also central to the Plan’s vision is a signature building adjacent to the station and a new 
waterfront neighborhood along Pearl Harbor.  By revitalizing existing buildings and encouraging 
new development, workforce housing can be created that embraces the existing Pearl Harbor 
Historic Trail and future park space along the shore.

PEARLRIDGE     
STATION AREA PLAN

Before and after illustrations of Kaonohi Street improvements, looking towards Pearl Harbor and the Pearlridge station, are shown on page 100.

PEARLRIDGE STATION

� The Plan focuses on 

creating a stronger 

identity for the Pearlridge 

neighborhood and a true 

sense of place.
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FIGURE 37 - Pearlridge Station Area - Proposed Land Uses

FIGURE 36 - Pearlridge Station Area - Existing Land Uses

KAMEHAMEHA HIGHWAY

KAMEHAMEHA HIGHWAY

KAONOHI STREET

KAONOHI STREET

FOR ILLUSTRATIVE PURPOSES ONLY
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The intent of the Plan is to encourage a mixed-use regional center surrounding the Pearlridge 
station.  Existing properties are typically single-use in nature with retail and commercial uses along 
Kamehameha Highway and Kaonohi Street and residential uses in the surrounding neighborhoods.

The Plan envisions mixed-use development along Kaonohi Street and Kamehameha Highway.  
Immediately adjacent to the station, new civic uses could help to emphasize the area as a major 
destination for the region.  

The Pearl Harbor shoreline is envisioned with medium-density housing and mixed-use residential 
development.

Pearlridge Center should remain the anchor for a vital retail district, enhanced by new shopping 
opportunities across Kaonohi Street at the Kamehameha Drive-In site.  High-density housing is also 
envisioned for the Drive-In site.  By providing additional residences in this area, workforce housing 
options will increase, transit ridership will improve, and nearby retail stores and restaurants will 
have a stronger customer base.

Areas adjacent to Moanalua Loop could also be redeveloped in the future with lower density 
residential uses, helping to transition to adjacent single-family neighborhoods.  

New residences will also increase the number of school-age children in the community and may 
require new schools or the expansion of existing facilities.  Schools should be centrally located and 
connect to surrounding neighborhoods with safe walking and biking routes.

E. LAND USE

Housing can be integrated with new commercial development in the Pearlridge 
station area.

Retail uses should be oriented to the sidewalk.

PEARLRIDGE     
STATION AREA PLAN

� The intent of the Plan is to 

create a mixed-use regional 

center surrounding the 

Pearlridge station.
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FIGURE 39 - Pearlridge Station Area: Phase 1

FIGURE 38 - Pearlridge Station Area: Existing Conditions

NEW INTERSECTION

FOR ILLUSTRATIVE PURPOSES ONLY
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F. PROTOTYPICAL PHASING

Sumida Farm is a tremendous open space asset to the Pearlridge area.Kaonohi Street currently lacks pedestrian amenities such as wide sidewalks, 
lighting, and seating areas.

Appropriate development phasing will maximize investments in infrastructure and guide 
development in critical areas while accomplishing the plan principles.  Below is a sample phasing 
program for a prototypical block in the Pearlridge station area.  The goal of the hypothetical phasing 
study is not to show a specific design but to illustrate how development can occur in an area over 
time.  While the Pearlridge area is used as an example, the phasing strategies described below 
can be applied to similar blocks throughout Aiea and Pearl City.

EXISTING CONDITIONS
The Existing Conditions diagram at left (Figure 38) shows the existing Pearlridge Center mauka of 
Kamehameha Highway.  The shopping center currently surrounds Sumida Farm and includes both 
surface and structured parking.  A monorail system connects the Uptown and Downtown portions 
of the Center.  Kaonohi Street provides the primary access to the Center from the station and is 
currently auto-oriented in design.

PHASE 1
Phase 1 (Figure 39) shows the introduction of the Pearlridge rail transit station into the neighborhood.  
The station, which will be located in the median of Kamehameha Highway, will include elevated 
walkways touching down on both the mauka and makai sides of the highway.  The initial phase will 
also include a bus transfer facility adjacent to the makai rail station, with potential for housing or 
mixed-use development above it, and an expanded transit plaza that connects to the Pearl Harbor 
Historic Trail.   In order to provide safer and more attractive access to the station from surrounding 
retail and residential uses, it is recommended that Kaonohi be redesigned in the short term (1-5 
years) to be a complete street that accommodates pedestrians, bicyclists, buses and autos while 
maintaining access to Pearlridge Center.  Another key short-term improvement is a new intersection 
at the existing driveway for Pearlridge Center on Kaonohi Street.  This intersection would allow the 
Main Street to connect through the Center and the Kamehameha Drive-In site in future phases.

PEARLRIDGE     
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� The goal of the phasing 

study is not to show 

specific design, but to 

illustrate how development 

can occur in an area over 

time.



106

FIGURE 41 - Pearlridge Station Area: Phase 3

FIGURE 40 - Pearlridge Station Area: Phase 2

FOR ILLUSTRATIVE PURPOSES ONLY
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PHASE 2
Phase 2 (Figure 40) incorporates new mixed-use development in the area closest to the station, 
adjacent to the existing Anna Miller’s restaurant.  This infill development would create an attractive 
pedestrian-focused environment for transit riders to explore and add shopping, dining, and living 
opportunities in the station area.  Along with new development, Phase 2 also envisions  a new 
multi-use trail overlooking Sumida Farm.  This trail would reinforce the Farm as an important 
neighborhood resource, while also providing an off-street pedestrian and bicycle route between 
Pearlridge Center and the station.  The final element of Phase 2 is infrastructure for the Main 
Street between Uptown Pearlridge Center and Sumida Farm.  It is recommended that the current 
parking lot drive be upgraded to street standards in order to create a physical framework for future 
infill development surrounding the Center.

PHASE 3
Phase 3 (Figure 41) envisions additional infill development along the newly-created Main Street.  
Commercial mixed-use development could be introduced into existing surface parking areas to 
create a town center character for Pearlridge Center.  Currently, most buildings in the area turn 
their backs to Sumida Farm.  A key element of new development in the area should be orientation 
of buildings to look out over Sumida Farm and the proposed multi-use trail.  Lanais, cafe seating  
and large windows should provide views of the Farm, the elevated rail, and Pearl Harbor.  This 
recommendation is consistent with the plan principle of “Creating Access and Views to Water and 
the Pearl Harbor Historic Trail.“ 

Housing above retail shops can help to create a more active mixed-use 
environment.

New retail uses would help preserve the Pearlridge area as a major regional 
shopping destination.

PEARLRIDGE     
STATION AREA PLAN
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FIGURE 42 - Pearlridge Station Area: Phase 4
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PHASE 4
Phase 4 (Figure 42) envisions the completion of Main Street to Moanalua Road, creating a new 
street connection from the existing higher-density residential areas through Pearlridge Center to 
lower Kaonohi Street and the rail station.  Phase 4 could include additional infill development at 
the Moanalua Road entrance to the Main Street, including a new parking structure.  Additional 
development is also encouraged along Moanalua Road, mirroring the existing residential uses 
acorss the street, and at the important corner of Kaonohi Street and Moanalua Road to create a 
front door to Pearlridge Center.  These prototypical phases illustrate the transformation of an auto-
oriented environment into a pedestrian-oriented place that competes economically with other 
regional shopping areas and provides neighborhood amenities that benefit local residents and 

workers.

Safe crossings would allow pedestrians to easily move across Kaonohi Street.Retail liner buildings can be developed on existing surface parking areas 
surrounding Pearlridge Center.

PEARLRIDGE     
STATION AREA PLAN
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FIGURE 43 - Pearlridge Station Area - Recommended TOD Special District
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The Plan recommends a TOD Special District intended to ensure the community vision for the station 
area through zoning standards that enable and promote transit-oriented development.  Figure 43 
illustrates the recommended boundaries of the TOD Special District for the Pearlridge station 
area.  Recommended zoning standards for each station area are described in the Implementation 
Recommendations chapter.

The recommended Special District boundaries around the Pearlridge station take into account 
distance from the transit station, natural topographic and man-made barriers, extent of market 
interest in development, planned land uses, and the overall benefits of TOD, including the potential 
to increase transit ridership. 

The TOD, or transit-oriented development, Precinct is generally within 1/4 mile of the Pearlridge 
station and includes the areas with the greatest development potential.  These areas will likely be 
redeveloped in the near (0-10 years) to mid-term (10-20 years) and should include larger buildings 
and higher intensity mixed-use environments.

The TIZ, or transit-influence zone, Precinct is located beyond the TOD core, between 1/4 mile to 
1/2 mile from the Pearlridge station.  The TIZ Precinct should be less intense by nature, generally 
stepping down from the higher-density TOD Precinct.  Properties within the TIZ Precinct are more 
likely to develop in the long-term (20-30 years) and should be compatible with existing lower-
density residential neighborhoods on the periphery.

G. DISTRICT BOUNDARIES

Areas makai of Kamehameha Highway are also within the TOD Precinct.Kaonohi Street is within the core of the TOD Precinct.

PEARLRIDGE     
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� Special District boundaries 

take into account distance 

from the station, natural 

and man-made barriers, 

market interest, and 

planned land uses. 

� The TOD Precinct is 

generally within 1/4 mile 

of the Pearlridge station.

� The TIZ Precinct is 

generally located between 

1/4 and 1/2 mile from the 

Pearlridge station.
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FIGURE 45 - Pearlridge Station Area - Proposed Allowable Heights

FIGURE 44 - Pearlridge Station Area - Existing Allowable Heights

  EXISTING HEIGHT DISTRICTS
25’-30’ DISTRICT

60’ DISTRICT

150’ DISTRICT

PROPOSED HEIGHT DISTRICTS

40’ DISTRICT

60’ DISTRICT

90’ DISTRICT WITH 
COMMUNITY BENEFITS 
BONUS

25’-30’ DISTRICT

90’ DISTRICT

150’ DISTRICT
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COMMUNITY BENEFITS 
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2. EXISTING ALLOWABLE HEIGHTS
Currently, the areas closest to the Pearlridge station primarily have a height limit of 60’.  Properties 
on the makai side of Moanalua Loop have a height limit of 150’, as do areas mauka of Moanalua 
Road near Kaonohi Street.  A small portion of the neighborhood adjacent to the Pearl Harbor 
Historic Trail, the area ewa of Kamehameha Drive-In, and a parcel mauka of Sumida Farm currently 
have height limits of 25’-30’.

3. PROPOSED ALLOWABLE HEIGHTS
In order to promote transit-oriented development within the station area, particularly along 
Kaonohi Street, height limits of 150’ are recommended.  Stepping down to Pearl Harbor, the Plan 
recommends a base height limit of 60’ makai of Kamehameha Highway.

In order to transition from the existing residential towers mauka of Moanalua Road, on the diamond 
head side of Pearlridge Center, the Plan recommends a base height limit of 90’ on the makai side of 
the road, stepping down to 40’ and 60’ closer to Kamehameha Highway.  

A portion of the residential area that currently has a 150’ height limit along Moanalua Loop is 
envisioned for lower density development with a height limit of 60’ in order to gradually step down 
to the adjacent single-family homes.  

The property near the intersection of Moanalua Road and Moanalua Loop is generally within a five 
to ten minute walk of the rail transit station and has a recommended height limit of 60’.

The hatched areas on Figure 45 are recommended for higher allowable heights with a community 
benefits bonus, as described in Chapter IX: Implementation Recommendations.

Buildings should step down in height away from the station to be compatible 
with the surrounding single-family neighborhoods.

Taller buildings and higher density development, as shown here outside of 
Washington, DC, should be clustered around transit stations.

PEARLRIDGE     
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� The Plan recommends 

base height limits of 40’, 

60’, 90’, and 150’ within 

the planning area.
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The Plan recommends a TOD Special District intended to ensure the community vision for the 
station areas through zoning standards that enable and promote transit-oriented development.  

1. APPLICABILITY
Special District regulations would be mandatory, not optional. The proposed TOD Special District 
regulations may supplement or modify the underlying zoning district regulations in the Land Use 
Ordinance (LUO). If any TOD Special District regulation conflicts with any provision contained 
in Article 3 of the LUO (Establishment of Zoning Districts and Zoning District Regulations), the 
more restrictive regulation takes precedence. A property owner must follow the provisions of 
the TOD Special District in order to develop property. In doing so, the property may be subject 
to different permitted and conditional uses and modified densities, building heights, yard, and 
parking requirements.  Increased entitlements, such as higher building heights, could be granted 
in exchange for providing community benefits or meeting  additional design-related criteria. All 
applications would be subject to design review.  

2. DISTRICT BOUNDARIES  
The recommended Special District boundaries around each rail station take into account distance 
from the transit station, natural topographic barriers, extent of market interest in development, 
planned land uses, and the overall benefits of TOD, including the potential to increase transit 
ridership. 

The TOD, or transit-oriented development, Precincts are generally within 1/4 mile of the stations—
areas with greater development potential. These areas will likely be developed sooner and should 
include larger building forms and higher-intensity mixed-use, employment, and residential options. 

The TIZ, or transit-influenced zone, Precincts are located beyond the TOD core, between 1/4 mile 
and 1/2 mile from the stations, and should be less intense in character. Properties within the TIZ 
Precincts will most likely redevelop over a longer time frame and should include smaller buildings 
that step down to meet surrounding lower-density neighborhoods. 

For specific TOD and TIZ boundaries, please see Section G for each station area.

3. LAND USES 
The station areas should contain a mix of complementary uses. Complementary land uses are those 
that offer goods and services at different times of the day and week and provide a consolidated one-
stop area for people to live, work, shop, and participate in entertainment and community activities 
in close proximity to one another. Complementary land uses located in a neighborhood designed to 
accommodate pedestrians, bicycles, buses and trains reduce dependence on the automobile and, 
thereby, the need for standard provisions of parking. This is consistent with the principle of “Create 
a Comfortable and Lively Pedestrian Environment” in the core station areas.  These uses can be 
mixed horizontally within a neighborhood or block and/or vertically in multistory buildings.

IMPLEMENTATION 
RECOMMENDATIONS

A. TOD SPECIAL DISTRICT

� The TOD Special District 

is intended to ensure the 

community vision for the 

station areas through 

zoning standards that 

enable and promote transit-

oriented development.

� Land uses are proposed to 

be similar to those set forth 

under the existing BMX-3 

Community Business Mixed 

Use zoning district.
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IMPLEMENTATION 
RECOMMENDATIONS

Within the TOD Special District, uses are proposed to be similar to those set forth under the 
City’s existing BMX-3 Community Business Mixed Use zoning district. However, the exclusion 
of auto-oriented uses should be considered, including automobile service stations, automobile 
sales, drive-thru facilities, and self-storage facilities. The TOD regulations would not eliminate 
the requirement for discretionary permit approval, including Plan Review Use (PRU) approval for 
certain uses such as for colleges and universities, as specified in the LUO.

4. DENSITY & FLOOR AREA RATIO 
According to the Primary Urban Center Development Plan, areas close to transit lines and the major 
east-west arterials should be zoned for medium-density residential, which may range from 13 to 
90 units per acre, or high-density residential mixed use, which may go up to 140 units per acre.  
Neighborhoods in these zones should also include uses which support resident lifestyle choices, 
such as convenience or neighborhood stores, dining establishments, professional and/or business 
services, and other similar activities.

�    Current underlying zoning does not specify FAR limits (floor area ratios, which limit development 
density) in the Leeward Community College TOD Special District.  It does, however specify a 
maximum building area of 10 percent of the lot. The low coverage standard is due to its current 
AG-1 (Agricultural, Restricted) zoning designation.  Overall intensities proposed in the Plan far 
exceed this current standard.

� Current underlying zoning specifies FAR limits in the Pearl Highlands TOD Special District in 
I-2 (Industrial, Intensive) zones (2.5 FAR).  A maximum building area of 50 percent of the lot is 
specified in R-5 (Residential) zones. Overall intensities proposed in the Plan exceed the current 
R-5 standard.

�   Current underlying zoning FAR limits in the Pearlridge TOD Special District are specified in I-2 
zones (2.5 FAR), B-2 (Business, Community) zones (2.5 FAR, up to 3.5 with open space bonus), and 
AMX-3 (Apartment, Mixed-use, High-density) zones (0.6-2.8 FAR). Overall intensities proposed in 
the Plan generally fit within these current standards. 

It is recommended that a maximum FAR of 2.5, or up to 3.5 with a community benefits bonus 
(as described in Section 9 - Community Benefits Bonus), be applied to all areas within the TOD 
Precincts.

It is recommended that a maximum FAR of 1.0, or up to 1.5 with a community benefits bonus, 
be applied to all areas within the TIZ Precincts.

Allowing a higher FAR in the station areas helps to promote the plan principle of “Encourage 
Workforce Housing” in the station areas.  The intent of the Special District FAR regulation is to 
focus more intense development in the TOD Precincts and less intensity in the TIZ Precincts. Greater 
allowable FAR should be considered as a community benefits bonus, as described in Section 9 - 
Community Benefits Bonus. 

� According to the Primary 

Urban Center Development 

Plan, areas close to transit 

lines and the major east-

west arterials should be 

zoned for medium and high-

density development.



118

5. MAXIMUM BUILDING AREA 
Transit-oriented development is most efficient when buildings optimize lot coverage in order to 
create active, urban street edges and opportunities for structured parking. Buildings set far back 
from the street within large open spaces or surface parking lots should be avoided. With this in 
mind, it is recommended that the maximum building area (coverage) standard not be regulated for 
the TOD Special Districts. This is consistent with the standard for the B-1 (Business, Neighborhood), 
B-2, BMX-3, and BMX-4 (Business, Mixed-use, Central) zones.

6. MAXIMUM BUILDING HEIGHTS
New buildings in the station areas should generally be taller near the stations and step down in 
height farther away. Stations should serve as focal points and hubs for more intense development. 

According to the Primary Urban Center Development Plan, allowable building heights should be 
based on view plane studies to preserve views of natural landmarks.  Otherwise, the maximum 
building height for districts zoned low-density apartment should be approximately four stories, or 
40 feet. For areas zoned medium-density apartment, the maximum desired building height should 
be either 60 feet, or the present height of the building occupying the lot. The Neighborhood TOD 
Plan generally incorporates these standards, with the addition of allowing additional height close 
to rail transit stations.

Greater allowable heights may be considered in exchange for community benefits, as described in 
Section 9 - Community Benefits Bonus.  For specific height recommendations, please see Section 
G for each station area.  

7. YARDS 
Yards should foster an attractive environment while relating directly to the principle of “Create 
a Comfortable and Lively Pedestrian Environment.”  The recommended yard standards proposed 
below for the Aiea–Pearl City station areas are generally consistent with existing standards set 
forth in the BMX-3 Community Business Mixed Use district. 

�     Front yards in the station areas should foster a strong pedestrian-oriented character. 

� New buildings should generally maintain a frontage with the building face adjacent and parallel 
to the front yard and should address or open directly on to the sidewalk. Small variations 
in yards should be used to create small open spaces, delineate pedestrian pathways and 
emphasize main building entries.

� Front yards for buildings with dining and retail uses on the ground floor should include 
additional pedestrian space and seating areas. It is recommended that outdoor dining and 
cafes be allowed in both the TOD and TIZ Precincts within the front yards in order to encourage 
an active, vibrant pedestrian environment. Retail uses on the ground floor should have a high 
degree of transparency with storefront windows, along with recessed building entries and 
glass doors.

� In order to encourage active street edges and create wide sidewalks buffered from traffic by 
street trees and planting strips near the curb, development may be allowed to provide the 
required landscaping within the public right-of-way fronting the site rather than within the 
front yard.

IMPLEMENTATION 
RECOMMENDATIONS

� New buildings in the 

station areas should 

generally be taller near 

the station and step down 

in height farther away.
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� Front yards for buildings with residential uses on the ground floor should include landscaping 
and entry walks, along with porches and stoops within the yard. Low transparent fences, no 
higher than 4’, should be allowed to help delineate public and private space within the front 
yards.

� Front yards for buildings with industrial uses on the ground floor should include landscaping 
along with ground floor windows along the front facades in order to avoid blank walls along the 
street.

� Buildings within the station areas should avoid blank walls facing streets or pedestrian 
pathways.

� To avoid the appearance of top-heavy buildings, development should step back on upper levels 
and include large lanais with transparent railings for both residential and office uses.

8. PUBLICLY ACCESSIBLE OPEN SPACE 
Open space is a key component of a healthy transit-oriented community.  Publicly accessible open 
spaces, gathering spaces, and parks with seating, recreation areas, shaded areas, and WiFi service 
are elements that help create a sense of place and community. 

The TOD Plan recommends that new developments on parcels of 20,000 square feet or larger provide 
usable, publicly accessible open space consistent with the neighborhood TOD vision.  Alternatively, 
payment to improve existing public park space in the station area is also acceptable.  Additional 
information is described in Section F - Open Space.

IMPLEMENTATION 
RECOMMENDATIONS

� Publicly accessible open 
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an identity and focus 
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as well as provide an 

important resource for the 

surrounding community.
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9. COMMUNITY BENEFITS BONUS 
The use of a community benefits bonus (CBB) is one of several development policies that can be used 
both to shape growth and development in the Aiea–Pearl City station areas and realize community 
values and goals.  In their most basic form, community benefits bonuses are a means by which new 
development is authorized to exceed a baseline level of FAR and/or building height in exchange for 
providing support for community goals.  A well-defined, but flexible, CBB program for transit-oriented 
development has the potential to provide a more predictable, efficient, and equitable process for 
development interests and more direct and meaningful benefits for the community. 

Community benefits need to relate to the amenities desired and/or needed by a community or in a 
specific area.  Improvements created through a community benefits strategy should focus directly 
on the following key plan elements:

Leeward Community College Station Area
� Secondary access road

�  Development of open space adjacent to campus

� Pearl Harbor Historic Trail connection makai of campus

Pearl Highlands Station Area
� Pearl Highlands Center pedestrian improvements and bridge connection to rail station

� Access and improvements to University of Hawaii Urban Gardens

� Creation of public park space

Pearlridge Station Area
� Kaonohi Street pedestrian and bicycle improvements

� Transit plaza and pedestrian connection/view corridor from station to Pearl Harbor Historic Trail

� Pearl Harbor Historic Trail improvements

� Sumida Farm trail and overlooks

General
� Local jobs/workforce training

� Student and faculty housing

� Affordable housing

� Locally-owned retail support

� Sidewalk and streetscape upgrades

As the community’s needs evolve over time, the bonus system should be reviewed and updated to 
meet the changing needs and wants of stakeholders. 

IMPLEMENTATION 
RECOMMENDATIONS
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Bonus systems are a widely accepted and integral part of many present day zoning and planning 
standards in urban locales throughout the US.  The following cities have developed different versions 
of community benefits bonuses, usually premised on a community’s specific priorities and needs.

� Seattle allows downtown residential buildings higher than 8 stories if developers contribute to 
an affordable housing fund at a certain cost per additional square foot.

� Austin is developing a model for a CBB as a menu system where developers can earn additional 
square footage for their buildings by providing certain predefined community benefits, including 
parks, open space and other urban amenities.

� Tyson’s Corner, VA has developed a basic matrix for community benefits as a way to achieve a 
livable, walkable community.

� San Diego is in the final stages of approving new municipal codes with incentives relating to 
workforce/affordable housing, urban open space, and employment uses.

� Miami offers incentives to encourage street-level retail.

� Anchorage provides incentives for climate-controlled courtyards.

� Cincinnati gives incentives for historic preservation.

� San Francisco offers zoning bonuses to encourage rooftop observatories.

Some benefits/amenities are simpler to qualify, value, and administer than others.  Many cities 
are separating administrative functions based on the level of review necessary in granting the 
bonuses.  Bonuses for easily quantifiable amenities can be made available on an as-of-right basis 
and approved without extensive site plan review.  The proposed project must demonstrate it will 
incorporate the bonus benefit/amenity and meet minimum design guidelines.  For those benefits/
amenities requiring consideration as part of complex design criteria, bonus incentive approvals 
will need to undergo more extensive site plan review.  

In exchange for these community benefits, the following bonuses are recommended:

� Allowing greater building heights over the maximums defined in Section G for each station 
area.  These additional allowable heights would need to strongly take into account adjacent 
properties and neighborhood context, as well as the principles defined in this Neighborhood 
TOD Plan.

� Allowing a density bonus (greater FAR) in both the TOD and TIZ Precincts, as described in 
Section 4 - Density and Floor Area Ratio.  

IMPLEMENTATION 
RECOMMENDATIONS
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10. PARKING REQUIREMENTS 
The Plan recommends reduction in the required number of off-street parking spaces in order to 
reflect lower automobile ownership in transit-oriented districts, as well as the negative impact 
parking facilities can have on urban quality.  Parking should also be reduced to encourage transit 
ridership, lessen urban runoff, and make more efficient use of land.  Additionally, lower parking 
requirements can lower overall construction costs, resulting in improved financial performance of 
development projects and more affordable housing development.

Reducing required parking promotes the plan principles of “Encourage Workforce Housing” and 
“Create a Comfortable and Lively Pedestrian Environment” in the station areas. 

Parking requirements in the TOD Precincts should be consistent with parking requirements in the 
existing BMX-4 Central Business Mixed Use district.

Parking requirements in the TIZ Precincts should be consistent with existing standards although 
requirements for housing, office and retail uses should be lowered.

11. MAXIMUM PARKING STANDARDS 
In certain transit-oriented developments it may be appropriate to implement maximum parking 
standards. Typically, maximum parking standards are equal to 125% of the minimum required 
amount, based on research from other communities.  Maximum parking standards can help to 
ensure that transit-oriented developments are not parked at suburban standards and that they focus 
on the principle of “Creating a Comfortable and Lively and Pedestrian Environment.”

It is recommended that a maximum parking standard in Aiea–Pearl City be studied in greater detail.

12. ON-STREET PARKING 
It is recommended that on-street parking in both the TOD and TIZ Precincts be counted towards the 
required guest parking spaces for multifamily housing, as well as the required off-street spaces for 
restaurant and retail uses. The spaces could be on either public or private streets and should be 
available for all uses in the area.

On-street parking is essential to creating Main Street retail environments and promoting the plan 
principle of “Create a Comfortable and Lively Pedestrian Environment.” By providing on-street 
parking along public and private streets, the more intense TOD uses in the station areas will have 
less need for costly on-site structured and surface parking.

On-street parking also provides an important buffer between the sidewalk and automobile travel 
lanes, thereby making the pedestrian realm more safe and comfortable. 

IMPLEMENTATION 
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13. SHARED PARKING & PARKING DISTRICTS 
Shared parking is publicly and/or privately-owned parking that is used by two or more distinct 
land uses without conflict. The success of shared parking depends on the specific uses and the 
interaction between them. In particular, shared parking works best when adjacent land uses have 
different peak activity periods (e.g., an office building and a cinema). 

District parking is the large-scale application of shared parking and is usually implemented in 
urban commercial and retail areas using multiple common parking facilities. District parking can be 
particularly beneficial to new development as it can reduce the marginal costs of new construction.  
When coupled with mobile app-based wayfinding and reservation systems, a district-wide approach 
can better manage existing spaces while improving traffic operations by reducing the number of 
people driving around to find an available space. 

District parking can also provide public or privately managed spaces for commuter park-and-ride 
use. This, along with time restrictions on other public spaces, can help avoid parking abuse by 
commuters.  Many districts allow developers to contribute a set amount of cash on a per space 
basis in lieu of providing parking themselves. It is recommended that a parking district be studied 
for the Aiea–Pearl City area, especially in the area surrounding the Pearlridge station.

14. BICYCLE PARKING 
To help foster a multimodal transportation network, bicycle parking should be provided in secure 
areas for workers, shoppers, and residents throughout the TOD Precincts. Bicycle parking should be 
located at transit stations and may include bicycle storage facilities and lockers. It is recommended 
that development in the TOD Precincts provide bicycle parking areas holding at least the equivalent 
of 10% of the required automobile parking.

IMPLEMENTATION 
RECOMMENDATIONS
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B. REVISION TO PREVIOUS PLANS

The design guidelines in the Aiea–Pearl City Livable Communities Plan should, where applicable, 
guide development in the Aiea–Pearl City TOD Special District, with one primary exception.  The 
TOD Plan recommends more intense development than the Livable Communities Plan makai of 
Kamehemeha Highway near the Pearlridge station. The TOD Plan recommends increasing the 
maximum building height from two stories or 30 feet to 60 feet (or higher with community benefits 
bonus), while still providing for Pearl Harbor vistas at mauka–makai view corridors.  The goal is to 
create an active, vibrant neighborhood that also provides additional value to the City to fund public 
improvements such as new sidewalks, street trees, parks, and open space.  A taller building above 
the bus transfer station would also mark the station location.

The Aiea–Pearl City Neighborhood TOD Plan is generally consistent with the principles of both 
the Central Oahu Sustainable Communities Plan and the Primary Urban Center Development Plan.  
According to the Primary Urban Center Development Plan, allowable building heights should be 
designated based on view plane studies to preserve views of natural landmarks.  Otherwise, the 
maximum building height for districts zoned low-density apartment should be approximately four 
stories or 40 feet. For areas zoned medium-density apartment, the maximum desired building height 
should be either 60 feet or the present height of the building occupying the lot. The Neighborhood 
TOD Plan generally incorporates these standards with the addition of allowing additional height 
surrounding the rail transit stations.

C. ENVIRONMENTAL DESIGN
1. CLIMATE CHANGE ADAPTATION
Development in the TOD Special District should take into account the best available science on 
climate change and sea level rise as it relates to on-site uses, building location and elevation, and 
the design of foundations, ground floors and mechanical and electrical systems. 

2. GREEN BUILDINGS
Green buildings are strongly encouraged within the TOD Special District to lower energy and water 
use, minimize utility costs, create healthier living and working environments, and reduce demands 
on public infrastructure systems.

IMPLEMENTATION 
RECOMMENDATIONS
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IMPLEMENTATION 
RECOMMENDATIONS

� Incentives may be 

offered for development 

of affordable housing 

around the transit stations, 

including both height and 

density bonuses and relief 

from strict development 

standards like minimum 

parking requirements.

The current affordable housing requirements for the City and County of Honolulu require that 30% 
of the residential units in all new developments, which require a zone change, must be affordable 
with:

 �    10% affordable to low-income households (earning no more than 80% of area median   
 income); 

� 10% affordable to low/moderate-income households (earning between 81% and 120% of area 
median income); and

� 10% affordable to gap group households (earning between 121% and 140% of area median 
income).

It is recommended that the City and County of Honolulu create an inclusionary housing requirement 
for all new housing development (for sale and rental) larger than 29 units within the TOD Special 
District boundaries.  As a community benefits bonus for developers who exceed this base level 
requirement, an increase of FAR from 2.5 up to 3.5 may be granted.  All requirements should 
incentivize the City’s preference for rental affordable housing. 

The affordable housing requirements for the station areas could be implemented through a special 
district zoning overlay or another mechanism.  As described above, incentives could be offered for 
development of affordable housing around the transit stations, including both height and density 
bonuses and relief from strict development standards like parking ratios. 

These incentives would provide flexibility and encourage smaller developers and landowners 
to redevelop their properties around transit without the financial burden of providing affordable 
housing, thus making these small, incremental infill projects more feasible. 

D. AFFORDABLE HOUSING
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E. STREETS AND CONNECTIVITY

1. TRANSIT-ORIENTED COMPLETE STREET NETWORK
In order to support the plan principle of “Provide Multimodal Access to and from Stations,” the local 
street network should reflect the philosophy of complete streets by accommodating automobiles 
while also encouraging rapid transit, buses, bicycling, walking and other non-automobile forms of 
transport in a safe and convenient fashion.  

Places where people take transit are places where people walk or bike. Every transit trip starts 
and ends with a walking trip, and places where walking and biking are comfortable and appealing 
have a larger catchment area for transit patrons who can access the system on foot or bicycle. For 
non-transit riders, active, walkable streets are one element of a park-once district, where walking is 
possible between multiple destinations. 

The Plan recommends a number of new streets to help create a highly connected street network. 
These streets would allow users to circulate freely and provide a structure for neighborhood 
development. Streets within both the TOD and TIZ Precincts should have frequent intersections 
and no dead ends.  It is envisioned that these street connections would be built over time as new 
development occurs in the area.  New streets can be either public or private and should help to break 
up large blocks and provide improved connectivity. Smaller blocks between 300’-350’ in length are 
ideal but not always realistic. Blocks created by new streets should be a maximum of approximately 
500’ in length between intersections. It is also recommended that new developments provide 
internal pedestrian pathways connecting to public streets. 

2. URBAN STREET STANDARDS
In addition to connectivity improvements, it is recommended that the City develop more urban 
street standards for use in TOD areas.  These standards would be implemented through various City 
agencies.  They should place a greater emphasis on the pedestrian and bicyclist by calling for wider 
sidewalks and bicycle lanes. The standards should also help to calm traffic by reducing automobile 
lane widths and encouraging on-street parking and physical barriers between automobile and 
bicycle traffic wherever possible.  

IMPLEMENTATION 
RECOMMENDATIONS

� The local street network 

should accommodate 

automobiles while also 

encouraging rapid transit, 

buses, bicycling, walking, 

and other non-automobile 

forms of transport.



127

� A “green street” is a 

street that uses vegetated 

facilities to manage 

stormwater runoff at its 

source.

IMPLEMENTATION 
RECOMMENDATIONS

3. GREEN STREETS
It is recommended that “green street” principles be adopted for new streets and major street 
improvements within the station areas. A green street is a street that uses vegetated facilities to 
manage stormwater runoff at its source. A green street is a sustainable stormwater strategy that 
meets regulatory requirements and resource protection goals by using a natural systems approach 
to manage stormwater, reduce flows, improve water quality, and enhance watershed health.

Green streets have the potential to:

� Reduce the polluted stormwater entering Aiea–Pearl City streams and Pearl Harbor

� Reduce impervious surface so stormwater can infiltrate to recharge groundwater and decrease 
surface water run-off

� Increase urban green space

� Improve air quality and reduce ambient air temperature and the urban heat island effect

� Reduce demand on the City and County’s stormwater collection system and the cost of 
constructing expensive pipe systems

� Address requirements of federal and state regulations to protect public health and restore and 
protect watershed health

To maximize these benefits, sustainable stormwater management best practices should also be 

applied at the site development level using Low-Impact Development design strategies.

4. TOD TRANSPORTATION ASSESSMENT
The City’s enabling TOD Ordinance requires that the adopted TOD Special District regulations 
include “design provisions that encourage use of rapid transit, buses, bicycling, walking and other 
non-automobile forms of transport that are safe and convenient.”  It is recommended that a broader 
Transportation Assessment approach, including use of Public Transport Accessibility Levels (PTALs), 
be used as the means to identify those design provisions rather than using the more narrowly 
focused Traffic Impact Assessment approach.  The Plan recommends basing these assessments 
upon international best practices.  

It is also recommended that TOD-related updates to the Land Use Ordinance require or incentivize 
transportation demand management measures, such as reduced parking, bikeshare and carshare 
stations, and free transit passes for homebuyers. Mode share targets should be established to 
demonstrate a commitment to achieve the TOD plan principles.  Each project developer should 
provide a means to assure that efforts to achieve the mode share targets are maintained, monitored, 
and revised as necessary.

The right type of transportation improvements need to be made in association with the public 
investment in the rail project for the public sector and the private developer to capture the full 
value of their investment. If properly crafted, the TOD Special District regulation will provide the 
necessary framework for a balanced relationship. 
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F. OPEN SPACE

The Plan proposes a series of new publicly accessible open spaces in all the station areas.  These 
improvements are intended to reflect the principle of “Develop New and Enhance Existing Open 
Spaces.”  Parks help to establish an identity and focus for new developments, as well as provide an 
important resource for the surrounding community.  Parks, plazas, and other public spaces should be 
sited and designed to be versatile, secure, and easily maintained.

1. MINI PARKS
The predominant form of new open spaces in the Plan are the neighborhood mini parks and urban 
plazas.  A mini park would generally be smaller than existing neighborhood parks in the Aiea–Pearl 
City area.  The mini parks should provide passive recreational and social gathering space with 
benches, landscaping, and picnic tables, as well as play areas for children.

The parks proposed in the Plan are generally 0.5 to 5 acres in size.  These smaller parks are 
appropriate for dense urban areas near transit and are consistent with standards for Community and 
Neighborhood Park facilities in urban areas, as recommended in the City and County of Honolulu’s 
2004 Standards and Design Precepts for Future Park Development.

2. FINANCING NEW PARKS, STREETS, AND URBAN INFRASTRUCTURE
The City and County of Honolulu requires park space dedication for all residential developments of 
more than one dwelling unit. In case these requirements (350 sf per single-family unit and 110 sf 
per multifamily unit) do not provide for the amount of park and open space called for in this plan, 
additional financing options are available.

Tools for raising park and open space revenues at the local level are diverse and expanding. In 
some cases, usual options, such as local income tax and cell phone tax, are being tapped. In other 
cases, traditional revenue sources, such as the sales and property tax, are being broadened. In 
Nevada for example, the state legislature recently authorized Carson City to impose a quarter-cent 
“quality of life” sales tax for park development and maintenance and open space acquisition. Private 
maintenance and management of park space is also gaining popularity as a means to provide high-
quality spaces in residential and commercial developments. 

Depending on the available options for infrastructure, the needs of the community, and the tolerance 
of the electorate, local public financing often takes the form of a pay-as-you-go measure, long-term 
borrowing, or a combination of the two. With the pay-as-you-go approach, government spends 
revenues from general appropriations or a dedicated funding source. This funding source, which can 
include property assessments, sales tax set-asides, real estate transfer taxes, and even one-time 
environmental fines and budget surpluses, can be attractive to debt-resistant voters and public 
officials. Pay-as-you-go means year-by-year accountability and no borrowing costs. It also means 
relatively small annual revenues (sometimes too small to pay for large capital projects) and funding 
that can be difficult to sustain as the politics and leadership of a community changes.

Borrowing presents its own set of opportunities and obstacles. On the opportunities side, it can 
provide a community with the revenue and flexibility it needs up-front to fund large-scale park and 
open space projects, the cost of which is less today than it will be tomorrow. Bonds are typically 
paid off over twenty years with low, tax-exempt interest rates. Financing charges are part of the 
package, however, and convincing voters of the merits of incurring debt can be challenging.  

IMPLEMENTATION 
RECOMMENDATIONS
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IMPLEMENTATION 
RECOMMENDATIONS

Often, the two techniques are combined by bonding pay-as-you-go funds in order to bring in more 
up-front cash. These revenue bonds can combine the most attractive elements of both methods.

Many taxing tools are increasingly being supplemented with non-tax sources such as user fees and 
impact fees, as well as different types of special taxing districts. With these techniques, the level of 
service can be increased according to special needs or the willingness or ability of park uses to pay. 
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To ensure the continued safety and quality of new public improvements, memoranda of understanding 
should be developed between various City agencies to determine maintenance jurisdiction of City-
owned improvements.  City maintenance resources will also need to be expanded for the additional 
infrastructure proposed in the Aiea–Pearl City station areas.

New public spaces and right-of-way improvements will also need to be constructed in accordance 
with City and County standards in order to be dedicated to and maintained by the City.

G. MAINTENANCE OF PUBLIC IMPROVEMENTS

IMPLEMENTATION 
RECOMMENDATIONS
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IMPLEMENTATION 
RECOMMENDATIONS

Like any other successful community project, high-quality transit-oriented development depends 
on the participation and support of all stakeholders. Innovation in building design, parking, public 
amenities, and financing are often part of successful TOD projects. Partnerships involving the public 
and private sectors make these new approaches possible. 

The following tables summarize the public and private partners that are required to realize the plan 
principles and specific plan recommendations for each station area. The black dots represent those 
partners with lead roles, and the white dots indicate those who must support them.

H. IMPLEMENTATION PARTNERS

FIGURE 46 - Leeward Community College Station Area - Implementation Partners

City and County State of Federal Private
of Honolulu Hawaii Govt. Developer /

Property Owner
LEEWARD COMMUNITY COLLEGE STATION AREA
Principle 1: Create Access and Views to Water and Pearl Harbor
New bicycle paths along the extension of Ala Ike Street and along Waiawa Stream
Pearl Harbor Historic Trail improvements
Neighborhood mini park diamond head of campus in conjunction with new development

Principle 2: Encourage Workforce Housing
Mixed-use development on existing surface parking mauka of LLC
Lower-density housing diamond head of LLC campus

Principle 3: Create a Comfortable and Lively Pedestrian Environment
New streets and sidewalks within station area in conjunction with development
Wider sidewalks and landscaping on existing streets

Principle 4: Provide Multimodal Access to and from Stations
Secondary access road connecting station area to Farrington Highway
Pearl Harbor Historic improvements
Surface parking mauka of station
Structured parking in conjunction with mixed-use development

Principle 5: Develop New and Enhance Existing Open Space
Central green mauka of LLC campus
Transit plaza adjacent to station
Private open spaces on the interior of blocks

 - Lead

 - Support
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City and County State of Federal Private
of Honolulu Hawaii Govt. Developer /

Property Owner
PEARL HIGHLANDS STATION AREA
Principle 1: Create Access and Views to Water and Pearl Harbor
New bicycle paths along Waiawa Stream

Principle 2: Encourage Workforce Housing
Higher-density housing within 1/4 mile of station and at corner of Acacia Road and Kuala Street
Lower-density housing mauka of Walmart
Low-density housing along Kanaeha Place
Single-family housing along diamond head edge of station area

Principle 3: Create a Comfortable and Lively Pedestrian Environment
Taller buildings in close proximity to station and lower development on perimeter
New Main Street within existing Pearl Highlands Center
New streets and sidewalks within station area in conjunction with new development
Wider sidewalks and landscaping on existing streets

Principle 4: Provide Multimodal Access to and from Stations
Direct pedestrian connection between station and Pearl Highlands Center
Structured parking in conjunction with mixed-use development
Bicycle lanes on Kuala Street leading to station

Principle 5: Develop New and Enhance Existing Open Spaces
Improved public access and enhancements to UH Urban Garden Center
Transit plaza at corner of Pearl Highlands Center
Neighborhood park on triangle property makai of Acacia Road
Neighborhood mini parks mauka of Walmart
Private open spaces on the interior of blocks

FIGURE 47 - Pearl Highlands Station Area - Implementation Partners

 - Lead

 - Support
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FIGURE 48 - Pearlridge Station Area - Implementation Partners

City and County State of Federal Private
of Honolulu Hawaii Govt. Developer /

Property Owner
PEARLRIDGE STATION
Principle 1: Create Access and Views to Water and Pearl Harbor
New Pearl Harbor shoreline path ewa of Kaonohi Street
Pearl Harbor Historic Trail Improvements

Principle 2: Encourage Workforce Housing
Medium-density housing makai of Kamehameha Highway
High density housing mauka of Kamehameha Highway and ewa of Kaonohi Street
Low-density housing along Moanaloa Loop

Principle 3: Create a Comfortable and Lively Pedestrian Environment
Taller buildings mauka of Kamehameha Highway
Pedestrian trail and overlooks along the perimeter of Sumida Farm
New Main Street connecting Moanaloa Road ewa and diamond head of Kaonohi Street
New streets and sidewalks within station area in conjunction with new development
Wider sidewalks and landscaping on existing streets

Principle 4: Provide Multimodal Access to and from Stations
Bus transfer center makai of transit station
Structured parking in conjunction with mixed-use development

Principle 5: Develop New and Enhance Existing Open Space
New "window to Pearl Harbor" park
Transit plazas on either side of Kamehameha Highway to station
Waterfront park along Pearl Harbor shoreline
Neighborhood park mauka of Sumida Farm
Private open spaces on the interior of blocks

 - Lead

 - Support










