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METROPOLITAN GOVERNMENT OF NASHVILLE AND DAVIDSON COUNTY

JOHN COOPER OFFICE OF THE MAYOR
MAYOR METROPOLITAN COURTHOUSE
NASHVILLE, TENNESSEE 37201

PHONE: (615) 862-6000

EMAIL: mayor@nashville.gov

Dear Nashville,

You can’t keep good people —or great ideas —down. That’s a truth I’'ve come to appreciate
even more deeply in my first year as Mayor of Nashville and Davidson County.

Together, we confronted the challenges of a natural disaster and a global pandemic.

We also held fast to our vision for the future of Nashville beyond these unprecedented times
— a Nashville that works for everyone.

That’s why I’'m so pleased to present my Transportation Plan.
This plan was built with all of us, working together.
Nearly two dozen community groups and organizations contributed to what you will read here.

We hosted eleven public listening sessions to hear from Nashvillians who will be directly
impacted by our transportation strategy.

In addition, we received more than 2,700 comments and responses to our plan.

The result is a people-first transportation plan that positions us competitively for grant
opportunities so we can make resources go further. This plan gives us a blueprint to focus on
safety, smart technology, and equity for the future of transportation in our great city.

And with this plan, we have a ready platform to leverage upcoming federal and state funding
opportunities and partnerships.

I’'m proud of this work and proud of how we came together, listening to one another and
celebrating great ideas, to get it done.

Sincerely,

Y fetn

John Cooper
Mayor
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Executive
Summary

Mayor Cooper is delivering on his
commitment to produce a new people-
first fransportation strategy within his
first year of office: Metro Nashville’s
Transportation Plan proposes $1.6
billion in critical projects for community
resilience, neighborhood livability, shared
prosperity, and system preservation and
performance.

The plan is informed by 11 public Listening
Sessions held throughout Davidson County

this year, along with targeted discussions with
stakeholders and all 40 Metro Councilmembers.
Many of you have been contributors and shapers
of this effort.

Metro Nashville’s Transportation Plan proposes
core categories for investment that reflect our
communities’ and the region’s stated priorities:
Mass transit, neighborhood infrastructure
(sidewalks, bikeways, greenways), a “state

of good repair” for roads and bridges, traffic
operations and signals, and safety/Vision Zero.
Projects within the plan will be advanced via
individual, opportunistic funding strategies,
while more comprehensive, dedicated revenue
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streams—via the IMPROVE Act’s authorizing
mechanism for referendums, or other available
legal framework—can be pursued in a future
year once America’s economy recovers from the
pandemic-induced downturn. This plan offers the
transportation choice and options for any post-
COVID-19 scenarios that may develop.

In addition to a depth of contemporary
feedback gathered from Nashvillians in 2020,
the plan also rests on many years of careful
study and community engagements through

VISION STATEMENT

A multimodal system for all
that offers choice and better
connects neighborhoods,

residents, and businesses to
the places that they need
and want to go to in a safe
manner.



Metro’s adopted modal plans (nMotion, Access
Nashville 2040, and WalknBike). The strategic
approach to the transportation plan achieves
a “right size” level of investment placing
approximately 92% of our population and 94%
of our employment within a half mile of an
improvement.

Details of the plan include proposed investments
in:

* Adramatic increase in frequency and span
of service for the bus system, as outlined in
WeGo’s Better Bus proposal—including up to
ten Neighborhood Transit Centers that would
enable access to new crosstown routes;

* 13 miles of Bus Rapid Transit on
Murfreesboro Pike, from downtown to
Antioch/Hickory Hollow;

* 6.9 miles of Rapid Bus on Clarksville Pike,
from downtown to Bordeaux/King’s Lane;

* Infrastructure to support more trips and a
smoother ride on the WeGo Star commuter-
rail line;

» System-performance measures such
as: more sidewalks and crosswalks, a
Traffic Operations Center and signal
synchronization, bikeways, greenways, and
safety fixes to aggressively drive down traffic
injuries and fatalities;

* Maintaining a state-of-good-repair for existing
bridges, culverts, and roadways;

* Anbicycle/pedestrian-accessible Interstate
cap to reconnect the bifurcated west and east
sides of Historic North Nashville at Jefferson
Street;

» “Test bed” corridors for green infrastructure/
sustainability along Gallatin Pike, and for
innovation/emerging-vehicle technologies
along Charlotte Pike;

» A comprehensive planning effort for better
mobility in and through downtown Nashville,
including curb-space management, smart
parking, and transit priority, and

+ Downtown Neighborhood Traffic Project,
which is intended to advance with identified
funding within the first 18 months of this plan.

These projects form the solid foundation that will
enable expanded transportation options, such
as rail, to become a reality in the future as our
system matures.
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Metro Nashville Transportation Plan
Project Highlights

Transit
Better Bus Service Expansion $180M?
Murfreesboro Pike Bus Rapid Transit $413.3M
Clarksville Pike Rapid Bus $92.9M
WeGo Star Commuter Rail Improvements $139.6M3
Total Transit  $825.9M'

Traffic/Multimodal/Safety
Sidewalks $200M
State of Good Repair $200M
Jefferson St. Multimodal Cap/Connector $175M

Restoration & Resiliency, State Routes, $117M
Partnership Funding, and Innovation/
Sustainability corridors

Safety/Vision Zero/Traffic Calming $75M

Active Transportation/ $35M
Bikeways/Greenways

Traffic Management System/ $15M
Signal Upgrades

Downtown Neighborhood Traffic Project $1M
Traffic/Multimodal/Safety Total $818M
All Projects Total $1.6439B

Notes:

'Total annual operating $32M

2 Annual operating $29M, which also includes Murfreesboro Pike BRT
and Clarksville Pike Rapid Bus annual operating

$Annual operating $5.71M

METRO NASHVILLE TRANSPORTATION PLAN



This page intentionally left blank

METRO NASHVILLE TRANSPORTATION PLAN



Our

Transportation

Priorities

Nashville Mayor John Cooper’s
commitment to a new people-first
transportation plan during his first year
in office has advanced even with the
challenges Metro has faced in the past
months. His campaign transportation
commitments and focus areas included:

* Upgrading the bus system,

« Tackling traffic and modernizing our traffic
management system,

+ Investing in neighborhood infrastructure
including sidewalks, bikeways, and
greenways,

» Improving safety and advancing the Mayor’s
Vision Zero Action Plan, and

» Exploring the creation of a Nashville
Department of Mobility and Infrastructure to
enhance efficient, effective management,
performance and accountability

Prior to COVID-19 limitations on in person
meetings, the Mayor’s staff hosted 11 community
listening sessions, individual meetings with
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each individual council member, and held
numerous in-person and virtual stakeholder
group meetings. The results from more than
2,600 participants showed their highest priorities
being transit, sidewalks, state of good repair, and
from a technical analysis perspective the traffic
management modernization foundational to all.
We also heard from council members and the
community of the importance of improving the
safety for all users of our transportation system.
The Vision Zero Action Plan initiated by Mayor
Cooper is now under development. Additionally,
the plan considers equity in design at the project
level to build a system serving all of Metro
Nashville as well as discussion of supportive
affordable housing strategies.

The plan projects will be advanced with individual
funding strategies while more comprehensive
dedicated funding possibilities are reserved for
possible future consideration. We also relied
upon the value of existing studies, plans and
programs from WeGo, Metro Public Works, Metro
Planning and others to leverage the value of
previous initiatives and we performed general



cost estimate and scope validation updates. It is
important to note that while detailed, this plan is
a living document and will be updated over time
as our community opportunities and challenges
evolve.

Although this plan’s projects likely seem very
familiar, as we leveraged community and
resource investments already found in previous
plans and studies, you will also see refreshed
approaches such as the Charlotte and Gallatin
Innovation Corridors. Additionally, efforts like

the traffic system modernization and project
development design and delivery with the Equity
in Design tool, construction management manual
and the robust analysis of funding strategies,

in addition to the parallel development of a
Department of Mobility and Infrastructure, bring
new value to Mayor Cooper’s commitment in the
Metro Nashville Transportation Plan.

Transit

Better Bus Public Transportation
Service Expansion

WeGo Public Transit’s “Better Bus” program
seeks to build a fixed-route bus transit system
that is more convenient, competitive and reliable.
Service levels would begin to approach peer city
per capita service levels, by establishing an all-
day, all-week network; promoting spontaneous
transit use; reducing travel times; and making
transit easier to understand.

The Better Bus program can be implemented
incrementally as funding sources become
available but would need to follow a logical
sequence for maximum success. Major features

include longer service hours on major bus
routes, new and improved crosstown routes

and improvements to frequency of bus service
(particularly during evenings and weekends),

as well as infrastructure upgrades to improve
system reliability, safety and dignity of customer
experience. This would entail an increase in bus
service hours of approximately 30%, requiring an
expansion of the existing bus/van fleet.

Beyond bus fleet expansion, additional capital
investments will be necessary to gain maximum
leverage from the Better Bus program. Up to 10
Neighborhood Transit Centers would serve as
convenient and pleasant locations to transfer
between bus routes but would also serve as focal
points for a multitude of possible mobility options
such as rideshare services, bikeshare services,
micro-mobility devices, carshare, private shuttles
and better pedestrian connections to surrounding
neighborhoods.

A “SoBro Transit Hub” would be developed as

a larger transit center anchoring the southern
section of Downtown Nashville. Although smaller
in scale than WeGo Central at 4th and MLK, this
facility would serve as a hub for services entering
Downtown Nashville from the southern and
western sections of the City and would anchor the
northern terminus of the proposed Murfreesboro
Pike Bus Rapid Transit project.

Tied directly to this facility would be the
identification of a transit priority corridor through
Downtown Nashville connecting the SoBro Hub
and WeGo Central to facilitate a faster, more
reliable connection of transit service through
Downtown Nashville. This would reduce the
frequency of required transfers through the
creation of more “through-routing” opportunities
among WeGo Public Transit route pairs. These

METRO NASHVILLE TRANSPORTATION PLAN



combined projects would enhance connections
between neighborhoods on opposing ends of the
Downtown Core and enhance the attractiveness
of public transit services for Downtown users
(workforce, students, tourists, etc.).

Among the highest priority project requests
from users and Metro Council Members is an
expansion of the passenger waiting shelter
program. This program identifies a total of 68
current locations that warrant new shelters
based on boarding activity, and an additional
25 sites that need to be expanded due to being
undersized based on current usage.

Access service for persons with disabilities would
also be expanded and improved through the
extension of available service hours county-wide,
expansion in Access service capacity to reduce
travel times and improve on-time performance,
and expand the span of the very popular “Access-
on-Demand” same-day service option.

Finally, “Mobility on Demand” zones would be
established in eight outlying sections of the
county to provide on-demand feeder service to
individuals, connecting less densely developed
neighborhoods to adjacent neighborhood transit
centers and/or stations along frequent transit
network routes.

Better Bus Public Transportation Service Expansion Summary
(CAPITAL -$180M)
Annual operating - $29.5M

Bus fleet & service-hour expansion to
meet increased frequency, new cross-
town/circulator routes, and AccessRide
improvements

Neighborhood Transit Centers
Downtown Transit Priority
SoBro Transit Hub

Bus-stop shelters
(68 new; 25 expansions)

Access/Mobility-on-Demand Improve-
ments

Fare capping
(Best Value pricing for all riders)

Better Bus Total

METRO NASHVILLE TRANSPORTATION PLAN

Capital Investment

$21.1M
(expanded bus/van
fleet)

$92.6M

Annual Operating

$21.4M
(in addition to current
service level funding)

$3.2M

$10M -

$40M
$16.4M

(included in overall

$0.8M
$0.3M

$3.0M

bus/van fleet expan-
sion above)

$180.1M

$0.8M

$29.5M




The Better Bus improvements will be
transformational to existing Metro wide

WeGo service and are generally targeted at
improvements that have been requested for
years. In the future, dedicated lanes, transit
priority and a significantly enhanced pedestrian
environment will also boost the ridership gains
further that may be made with bus system
improvements including cross connectivity and
neighborhood transit stations currently absent
in the transit landscape. The shelter expansion
project is about equity as well as quality of our
service and experience for all who use it.

Generally, the impact of Better Bus is expanding
the numbers of opportunities folks must access
things like jobs, education, recreation, medical
care, and commerce in a reasonable amount

of time. In that sense, the real economic return
is not to WeGo Public Transit in the form of

fare revenue, ridership, or cost recovery; it is to
the people who use it in the form of expanded
economic opportunity.

Better Bus Expanded Detail

Service Investments

Better Bus service improvements will touch
almost every current WeGo Public Transit route
and service and will also create new travel
opportunities. Access to more frequent service,
more direct connections and more comfortable
and convenient transfers will radically expand the
economic opportunities of those Nashvillians who
choose — or have no choice but to use — public
transportation. This is accomplished through:

1. Longer Service Spans — Even the busiest
WeGo bus routes typically operate between 5
a.m. and 11 p.m. Monday through Friday, with

shorter hours on weekends. In the Better Bus
program, the nine-busiest routes (serving over
70% of all current riders) will operate between
4:15 a.m. and 1:15 a.m. on Weekdays, 5:15
a.m. and 1:15 a.m. on Saturdays and 5:15 a.m.
and 11:15 p.m. on Sundays. In a service-sector
economy such as Nashville, this will significantly
expand the number of employment opportunities
available to residents.

2. Improved Weekend and Evening Service —
The most frequent service request among current
customers is better night and weekend service,
when wait times can be excessive; compounding
the challenges one faces when a transfer is
required. Better Bus would come closer to
providing an “all-day/all-week” network, with
frequency of 20 minutes or better on the nine-
busiest routes and upgraded off-peak frequency
of 30-45 minutes on many other local routes.

3. Improved Frequency — A “Frequent Transit
Network” — WeGo Public Transit’s nine-busiest
routes (3 and 5-West End; 7—Hillsboro; 22—
Bordeaux; 23-Dickerson Pike; 50—-Charlotte
Pike; 52—Nolensville; 55—Murfreesboro Pike;
56—Gallatin Pike; and the portion of the 4—Shelby
between Downtown Nashville and Shelby at 11th
Street in East Nashville) would see enhanced
frequency, making service along these corridors
more convenient, and also reducing travel times
for individuals who transfer to these services from
other local and connector routes. Peak frequency
of between 10 and 20 minutes would be offered,;
with 20-30-minute off-peak frequency or better
frequency at night and on weekends.

4. Improved Service on Other Routes —
Although not part of the envisioned Frequent
Transit Network, other local routes would see
improvement in span and frequency. When
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combined with routes targeted for upgrade in the
Frequent Transit Network, 95% of current riders
would see some improvement in their service.

5. Strategic Route Extensions — Although the
WeGo Public Transit route network rates highly
with respect to overall coverage of service areas
likely to generate transit ridership, the Better

Bus program would extend several routes to
serve emerging Neighborhood Transit Centers to
facilitate more crosstown connections. Examples
include an extension of the 17—12th Avenue
South route to the planned Hillsboro/Green Hills
Transit Center adjacent to Hillsboro High School
(where it would meet the 7—Hillsboro route);

and extensions of the 9—Metro Center and
21-Wedgewood to the planned North Nashville
Transit Center where they would connect with the
22-Bordeaux, 25-Midtown and 42-St. Cecilia/
Cumberland routes.

6. New and Improved Crosstown and
Neighborhood Connections — A new
crosstown is planned along Trinity Lane,
connecting the planned North Nashville Transit
Center at 26th Avenue North and Clarksville
Pike with Gallatin Pike in East Nashville (where
it would connect with the 56—Gallatin Pike and
4-Shelby routes) via Clarksville Pike and Trinity
Lane, with mid-route connections to the 14—
Whites Creek, 41-Golden Valley, 23-Dickerson
Pike and 43—Hickory Hills routes. In addition,
existing crosstown services including the 21—
Wedgewood and 25-Midtown would be improved
with respect to span and frequency.

7. Access and Access on Demand — Access
services for persons with disabilities would be
improved by expanding available service hours
to match the expanded fixed route span (4:15
a.m. — 1:15 a.m. on weekdays), by extending

METRO NASHVILLE TRANSPORTATION PLAN

the available service hours for the very popular
“Access on Demand” same-day service to nights
and weekends, and by increasing the number of
vehicles assigned to the Access fleet to reduce
travel times and improve on-time performance.

8. First Mile/Last Mile Mobility Zones — Many
areas of Davidson County display demographic
characteristics that warrant public transportation
service (e.g. lower income levels, low rates of
auto ownership, higher populations of senior
citizens and persons with disabilities, etc.),

but lack both the density and the pedestrian
access network to make traditional fixed route
public transit practical. The Better Bus program
contemplates seven “First Mile/Last Mile
Mobility” zones that would provide discounted
“on-demand” trips (via either paratransit carriers
like Access or rideshare partners such as Lyft
and Uber) based on user choice. However,
rather than carry these customers for a complete
trip, which would be extremely expensive,

these services would “feed” higher frequency
fixed bus routes at locations that had sufficient
passenger infrastructure (e.g. neighborhood
transit center, Star Rail Station, passenger
waiting shelter) to allow them to complete their
trip. An initial pilot test of the concept is being
planned for the Antioch area, with the following
additional locations demonstrating promise

for future expansion of the program based on
their demographic characteristics, development
patterns and complementary fixed bus routes:
Goodlettsville/Madison, Bordeaux, Bellevue,
Donelson, and Old Hickory.

9. Fare Capping/Best Value Pricing — WeGo
Public Transit's emerging account-based fare
collection system (enabling both mobile payment
and “touchless” smart card payment) features the
capacity for “fare capping.” Traditionally, WeGo



Public Transit has offered several discounted fare
products (such as day passes, seven-day passes
and 30-day passes) that offer larger discounts
with greater use of the system. The higher price
points for many of these products have presented
a barrier to low income users, who seldom have
enough money to purchase the better value
product, even if their system use would make it a
“better deal.” Under fare capping, any user could
open an account and load cash onto that account
as they had it - $1.00 at a time, or $50 at a time.
As trips are taken on that account, usage patterns
are recorded and the customer automatically
“upgraded” to the next higher value fare product.

As an example, a user might load $5 onto their
account. When they “tap” the card for their first
ride, $2 (the base fare) is deducted. When they
tap a second time on the same day, another $2 is
deducted. At this point, they will have reached the

Fig. 1: Better Bus

investment allocations:

additional annual

operatoins and 3%
maintenance expense

($29.5 million total)

Access improvements/mobility on demand

Improved weekday frequency

Transit center maintenance

]

Improved local & connector routes

Improved crosstown connections

Extended span of service

[]
[ ]
[]
[]

$4 price point for a day pass, and any additional
“taps” on that service day would not be charged.
This scenario would continue to the price points
for seven-day and 30-day passes. Projected
annual savings by current WeGo Public Transit
riders is estimated at $800,000, but would likely
be higher as even greater use of the system
would be encouraged.

The projected annual operating expense
investment in service expansion is $29.5 million,
broken down in Fig. 1.

The result of these investments is the emergence
of a transit network that is stratified by service
type to address a range of needs — from high
density/high ridership corridors to low-density
and lifeline services. This service stratification is
broadly categorized as follows:

I:I Route extensions

- Fare capping (best value)
- Shelter maintenance

Improved evening/weekend frequency
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Frequent Service Network — The nine high-
ridership corridors that currently carry over 70%
of existing WeGo Public Transit ridership. They
include Dickerson Pike, Gallatin Pike, Shelby
Street, Murfreesboro Pike, Nolensville Pike,
Hillsboro Pike, West End Avenue, Charlotte
Avenue, and Clarksville Pike. Service is
characterized by “straight-line” routing, and

the highest levels of frequency and span in the
system. This is the backbone that the remainder
of the network is built around.

Local Service Network — Typically radial routes
from Downtown Nashville that carry significant
levels of ridership, but do not reach the threshold
of ridership (at this time) for consideration in the
frequent service network. These includes routes
such as Lebanon Pike, Herman Street, Jefferson
Street, and EIm Hill Pike/Airport, among others.
Under Better Bus, almost all local service network
routes would see some improvement in span and
frequency.

Connector Network — These are generally
crosstown routes and neighborhood circulators.
They are typically lower in ridership than frequent
or local network routes, and do not generally
travel into Downtown Nashville. They often serve
as feeders from neighborhoods to the frequent
service network. They are often characterized by
more circuitous routing and the use of smaller
vehicles.

Express Routes — These are limited service,
limited stop routes that generally serve park and
ride lots and cater to a nine-to-five downtown
office workforce.

First Mile/Last Mile Mobility Zones —
Geographic zones in outlying areas of the county
that would be serviced by a “general public”
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demand-based system (using the WeGo Access
service resource or transportation networking
companies like Lyft or Uber) to connect low-
density neighborhoods to adjacent frequent
service network routes. Users of this system
could use it to travel within the zone, or to a
station on a frequent service network route for
connections to the broader transit network.

Access and Access on Demand — WeGo
Public Transit’s door-to-door service for persons
with disabilities. Access is a one-day advance
reservation system, where Access-on-Demand
provides for same day travel at a premium
price. This service is available to all locations in
Davidson County.

The Fig. 2 network map on the next page
illustrates the distribution of this service network
geographically. The advantage of this approach
to service enhancement is, as conditions
change, service can transition up or down in the
network categories to service types that are best
suited to the nature of demand. For instance,

as population, development, and demographic
characteristics of a neighborhood change, a
local service route may warrant upgrading to a
frequent network route. As patterns of demand
in a mobility-on-demand zone area emerge and
grow, permanent connector network type service
could emerge.

Transit Infrastructure Investments

Improved bus service as described above is at
the core of the Better Bus program but can only
achieve its true potential with complementary
capital investments. Investments in both transit
infrastructure but also in associated segments
of the citywide transportation plan such as an
expanded sidewalk network, Vision Zero Safety



Fig. 2: Better Bus Service Network — Access/Access on Demand Operate County-Wide
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improvements, and investments in expanded
greenways and bikeways. However, proposed
capital investments in the transit portions of the
plan will be critically important to the success of

planned service enhancements.

Neighborhood Transit Centers

The plan contemplates the completion (and
eventual maintenance and operation) of up to 10
Neighborhood Transit Centers.

A common complaint about the WeGo Public
Transit bus network is that almost all trips require
travel into the downtown core and back out again,
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regardless of the direction of a destination. With
increasing congestion in the downtown core (and
no transit priority) this is also a leading cause of
deteriorating on-time performance. This form of
“timed transfer/radial” system is quite common for
smaller transit agencies, where service resources
are insufficient to mirror all significant travel
patterns. As service grows, the model becomes

antiquated as it

* Forces too much bus traffic into the
downtown core, and the transfer facilities that
serve it;

* Increasing traffic congestion into and out
of the core make travel times increasingly

unreliable; and
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» Travel patterns in a changing and rapidly
growing city will typically generate sufficient
“crosstown trip” volume to make more direct
service viable, allowing the transit agency
to evolve to a more “decentralized” service
model.

Fig 3. illustrates the difference between a pure
radial transit model and a more decentralized
model with outlying transit centers.

Over the past 10 years, WeGo Public Transit
has added several crosstown and neighborhood
circulator routes that do not travel to Downtown
Nashville (typically our 70 series routes).
However, their effectiveness has been limited
due to (1) service that is insufficiently frequent to
allow for a relatively quick transfer, and (2) a lack
of sufficient infrastructure to make for a safe and
comfortable transfer. As a result, an individual in,

Fig. 3: Transit model comparison - Point-to-Point vs Outlining

DOWNTOWN
POINT-TO-POINT MODEL

Service to fewer locations

Outlying Transit Hub
- Transit Route

let's say Berry Hill, who may have a faster trip to
Antioch by using the 77 — Thompson Connector
to the 55 — Murfreesboro to get to Antioch will
more typically travel through Downtown Nashville
because they know they will have a much more
comfortable and safe experience at WeGo
Central than trying to navigate the intersection of
Thompson Lane and Murfreesboro Pike on foot.

For WeGo Public Transit, this plan identifies
strategies to increase the number of crosstown
and community circulator services, connecting to
core radial services into Downtown Nashville at
a network of neighborhood transit centers (see
Fig. 4). Candidate locations for transit centers are
where two or more individual bus routes meet.
However, in addition to strictly being transfer
locations for two bus routes, transit centers
should be designed to act as local and regional
“mobility hubs” that provide connections between

DOWNTOWN

OUTLYING TRANSIT HUB MODEL

Service to more locations

(thickness proportional to ridership)

Market too small to warrant point-to-point serivce
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local services, between local and regional
services, and between downtown and non-
downtown locations. In addition to bus service,
they should safely and conveniently incorporate
other mobility options to fill out the transportation
“menu” for a neighborhood. Depending on the
location and context for a particular center, this
could include park-and-ride spaces, strong/

safe pedestrian connections to surrounding
neighborhoods, bikeshare and bicycle parking,
space for taxi/private shuttle/transportation
networking company (Lyft, Uber, etc.) pick-up and
drop off, and space to accommodate emerging
mobility options such as scooters. They can
(and should) also be constructed in conjunction
with surrounding development in a manner that
supports both.

With respect to passenger amenities, centers
should include some level of climate-controlled
waiting facility with upgrades such as Wi-Fi,
wayfinding information for the transportation
system and the surrounding neighborhood, and

Fig. 4: The illustration
(right) depicts a
schematic of an “off-
street” transit center,
but “on-street” centers
are also common

real-time travel information. Public restrooms
may be considered but are often left out of
such centers due to the extremely high cost of
maintenance and security. However, employee
restrooms and break facilities would generally
be included in these centers to accommodate
Bus Operators and other agency employees
who would not otherwise have access to such
facilities. Centers would also incorporate security
features such as emergency call boxes and
digital video surveillance.

WeGo Public Transit currently has two such
centers in active development — one at Hillsboro/
Green Hills in partnership with Metro Nashville
Public Schools and their overall Hillsboro High
School renovation project (an “on-street” center);
and one in North Nashville adjacent to the
intersection of 26th Avenue North and Clarksville
Pike (an “off-street” center). This plan includes
these two sites, and programs eight additional
locations which have yet to be identified.
Following the “opportunistic” theme of this plan,
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these facilities may arise in conjunction with other
project in much the same way that the Hillsboro
Green Hills and North Nashville/Clarksville Pike
projects have — excellent locations, proximity to trip
generators, and willing development partners.

Conceptually, WeGo Public Transit would like to
locate such facilities in areas like:

* Antioch (near Hickory Hollow, serving routes
55 and 73, as well as potential RTA regional
service)

* Berry Hill (Near 100 Oaks serving routes 8, 21,
and 77)

» Dickerson Pike (Near Skyline Medical Center
serving routes 23, 41 and 43, as well as
potential RTA regional service)

* Madison (Along Gallatin Pike serving current
routes 56 and 76)

* North Nashville near Tennessee State University
(serving routes 21, 29 and possibly 19)

* The Nations (Along Charlotte Pike serving
current routes 50, 3, and 19)

*  West End near Vanderbilt University (serving
routes 3, 5, 7 and 25)

Larger, regional centers (such as Hickory Hollow
or Dickerson Pike) could also be planned to
accommodate park-and-ride capacity.

SoBro Transit Hub

WeGo Central occupies a strategic location on
the northern end of Downtown Nashville, adjacent
to several government complexes such as the
Courthouse and State Capitol. However, with
Downtown jobs (and other activities) moving
increasingly south of Broadway, the “single hub”
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system is becoming more and more problematic.
First, as both service and ridership levels have
increased, this facility is becoming increasingly
overtaxed. On an average weekday, between 15,000
and 17,000 people travel through WeGo Central
and over 2,200 bus movements occur. As large

as this facility is, it is rapidly reaching its capacity,
particularly during peak travel hours. Service
resilience has also proven to be an issue, as twice
over the past several years appearances by the
President at the Municipal Auditorium next door
has led the Secret Service to completely shutter
the facility, forcing a temporary transfer location at
significant expense to WeGo Public Transit, and a
major inconvenience to customers.

Simultaneously, increasing traffic congestion through
the Downtown core has made travel times through
downtown extremely unreliable and unpredictable.
During peak travel times, WeGo bus service
traveling south from WeGo Central averages less
than four miles per hour through the downtown core
form — about the speed of a brisk walk.

Through partnership with the Convention Center
Authority, land has been acquired in the rapidly
growing SoBro section, immediately across
Lafayette Street from the current Greyhound Bus
Terminal. The development of a SoBro Transit

Hub (significantly smaller than WeGo Central, but
larger than planned neighborhood transit centers)
would serve as a southern hub for service, and the
northern anchor for the proposed Murfreesboro Pike
Bus Rapid Transit line.

Given its location and site configuration, this project
would be an ideal candidate for some type of public
private partnership, with air rights development over
a surface transit facility.
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Downtown Transit Priority

The afore mentioned degradation and
unpredictably of downtown traffic and travel times
has become an increasing barrier to reliable
transit service. This is true in all major cities with
one exception — in those increasing numbers of
cities who have developed transit priority corridors
through their downtown cores. This plan does
not propose a specific downtown transit priority
corridor, but does set aside relatively modest
funding for its establishment after an appropriate
planning and public engagement process.

Development of a transit priority corridor
(dedicated lanes, downtown “stations” and

other upgrades) would further enhance the
attractiveness by improving transit travel time

and trip predictability. It would also promote more
convenient and faster service through the enabling
of “through-routing.”

Presently, all downtown-bound routes terminate
at WeGo Central. This is essential for current
service reliability as the layover time that can be
programmed at WeGo Central due to its terminal
location also serves as recovery time for trips
delayed by downtown traffic. Transit priority
through the downtown core will facilitate more
through-routing configurations. For instance, the
55 — Murfreesboro bus might be connected to the
56 - Gallatin, allowing for more people to have
direct travel.

Downtown Transit Priority and the SoBro Transit
Hub will be essential components of any eventual
Murfreesboro Pike Bus Rapid Transit project,

as ridership generated only to the edge of the
downtown core will be insufficient to justify
significant Federal investment. Development of a
Downtown Transit Priority Corridor (as well as the
SoBro hub and existing WeGo Central) will also

significantly simplify future high capacity corridor
development in the long-term along corridors
like Gallatin Pike, Nolensville Pike and Charlotte
Avenue.

Shelter Program Expansion

Over the past five years, WeGo Public Transit
has more than doubled the number of passenger
waiting shelters system-wide. There are now over
200 such facilities throughout the City. However,
this is still not enough, as 68 current bus stops
have been identified that board an average of
over 25 passengers per day (the threshold for
consideration of a shelter). An additional 25
locations have been identified that already have
shelters, but where those shelters are undersized
based on average daily boardings.

Under this program, these shelters (with
associated site work and pedestrian infrastructure)
would be constructed. Fig. 5 illustrates the
distribution of these structures. Details on specific
location needs are available upon request.

Benefits of the Better Bus Program

The value of a good public transportation system
cannot be measured solely by ridership numbers,
farebox collections or cost recovery. At its core, a
good public transportation system affords access
to opportunity for those who have very limited
options. Ideally, those people who do have a
choice to drive or to ride transit will choose transit
in increasing numbers due to convenience, better
travel time reliability, cost or environmental factors.
But the increased opportunities that a good

public transportation system offers those with low
incomes, those who have disabilities, or those who
simply can’t drive is the difference maker in their
lives. By expanding the hours of service, more
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Fig. 5: New and expanded passenger waiting shelter sites

WeGo Shelter Improvements
® New
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people can accept 2nd or 3rd shift employment, Figs. 6 through 9 illustrate some of the

or overtime assignments on their current job. “quantifiable benefits” of Better Bus. However,
By improving service frequency and crosstown charts, graphs and numbers will never explain
connections, the number of jobs available to the benefits as well as the individual stories of
someone from a particular neighborhood can the people who will benefit directly from these
expand exponentially. improvements.

Similarly, these improvements can offer the gift Coverage of the bus network and more direct

of time for a high school student traveling modest routing through approaches like crosstown routes
homes and neighborhoods to a magnet school are important to convenience and usability of the
for a gifted program. Time not spent waiting for bus network. But the real game changer is high-
infrequent and indirect bus service that could be frequency service in key corridors and safe and
better spent studying or in part-time employment. comfortable points to transfer onto the service. In

addition to frequency improvements, additional
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Fig. 6: Population with access to transit
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Fig. 8: Low income with access to transit
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service hours have been the top priority for transit
riders in Nashville for several years. The two
charts below provide a comparative look at the
span and frequency of transit service in Nashville.
Fig. 10 illustrates the current service network, and
Fig. 11 illustrates what is programmed into the
full Better Bus service improvement program.

Worldwide, the common myth that people will
not transfer to use transit being disproven — if
transfers are of high quality. That is — fast and
comfortable. If you must wait for a connecting
bus route for 30 minutes in a drainage ditch,
you won't use it. If, however, you wait less than
10 minutes in a comfortable station with seating
and climate control, it suddenly becomes more
dignified and civilized.

Fig. 7: Minority population with access to transit
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Fig. 9: Jobs accessable by transit
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Beyond comfort and dignity, access to
opportunity can expand exponentially in some
neighborhoods. The following charts demonstrate
the impact that the Better Bus service
improvement program would have in significantly
increasing the reach of the transit system from
many neighborhoods. That is to say, “where can |
get from here within an hour?”

Improvements contemplated in the Better Bus
service expansion and improvement program
would certainly increase ridership — as well as

the numbers of people who would find transit to
be attractive (particularly when combined with
infrastructure investments and transit priority
measures). However, the true value of the system
will be measured through the enhanced access
to opportunity afforded to those in our community
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Fig. 10: Existing frequencies and spans by route
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Fig. 11: Draft network frequencies and spans by route
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who are typically overlooked. The opportunity

of access to jobs, education, medical care and
affordable housing — with reasonable travel
times. We can make some attempts to quantify
these improvements to society but, for those who
directly benefit, they are priceless.

Murfreeshoro Pike BRT

From Downtown/SoBro to Hickory Hollow at
Bell Road — 12 miles

The project will originate at the Hickory Hollow
commercial center in Antioch and will generally
operate along Bell Road and Murfreesboro Pike
to Downtown Nashville, terminating at the SoBro
Transit Hub at 4th Avenue South and Ash Street.
It will connect with Nashville International Airport,
Thompson Lane, and Downtown Nashville south
of Broadway (SoBro). It will follow existing MTA
55-Murfreesboro Pike (Fig.16) bus route, but will
terminate at the SoBro Transit Hub instead of
WeGo Central.

Buses running in majority dedicated lanes with
iconic stations, off-board fare collection, platform-
level boarding, high-capacity buses, and fast and
frequent operations. Project cost also includes
significant roadway, safety, traffic management/
ITS, pedestrian crossing, and sidewalk
improvements.

This corridor was selected to advance the first
bus rapid transit in Metro receiving a “BEST”

in constructability as well as overall favorable
rating from the nMotion recommendations

and associated High Capacity Transit Study.
Additionally, Murfreesboro Pike uniquely offers
access to service jobs and other employment
at the Airport and connects the Tier 1 Center at
Hickory Hollow identified in NashvilleNext for
“grow with intention”. In addition to providing
access to jobs at the airport there is opportunity
for funding partnership as was identified in Let's
Move Nashville for participation by both the
Airport and Convention Center Authority.

Murfreesboro Pike BRT — CAPITAL - $413.3 million ($32 million per mile)

Federal Local

103.325 million
(25%) (75%)

Operating

$309.975 million  Additional operating and maintenance costs to support
expanded service incorporated into “Better Bus” service

expansion program

(4 a.m. - 1a.m.; 7 days per week; 10-minute peak; no
worse than 20-minute headways off-peak)

METRO NASHVILLE TRANSPORTATION PLAN
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Fig. 16: Murfreesboro Pike BRT project would generally follow existing route 55-Murfreesboro Pike

Clarksville Pike Rapid Bus

From downtown to Bordeaux at King’s Lane —
6.9 miles

The project will generally operate along the
existing 22-Bordeaux (Fig. 17) bus route, serving
the Haynes Park, Bordeaux, North Nashville and

Buena Vista neighborhoods. It will connect with
the North Nashville Neighborhood Transit Center
at Clarksville Pike and 26th Avenue North.

The Clarksville Pike Rapid Bus project will serve
North Nashville with a Rapid Bus system that will
include many of the amenities in a Gold Standard
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Clarksville Pike Rapid Bus — CAPITAL - $92.9 million ($13.5 million per mile)

Federal Local
$23.225 million

(25%) (75%)

Operating

$69.675 million  Additional operating and maintenance costs to support
expanded service incorporated into “Better Bus” service

expansion program

(4 a.m. -1 a.m.; 7 days per week; 15-minute peak; no
worse than 20-minute headways off-peak)

BRT project minus dedicated lanes. Infrastructure
upgrades where feasible, will include features
such as queue-jump lanes, transit signal priority,
off-board fare collection, enhanced stops/stations,
pedestrian safety upgrades, high-capacity buses,
and fast, frequent service.

This corridor’s improvements for rapid bus will
particularly leverage the planned Neighborhood
Transit Center at Clarksville Pike and 26th
Avenue North, which will serve as a key station
for Rapid Bus service in the Bordeaux-Clarksville
Pike corridor, and a connection point to other
WeGo Public Transit services. At this Center,
riders on Clarksville Pike Rapid Bus service will
be able to connect to the Jefferson Street corridor
via the 25 — Midtown route; the neighborhoods
of North Nashville via the 42 — St. Cecilia/
Cumberland route; the jobs of Metro Center

and Germantown via a planned extension of

the 9 — Metro Center route; Tennessee State
University and the West End via a planned
extension of the 21 — Wedgewood route;

and a possible connection to East Nashville
(including service along Dickerson and Gallatin
Pikes) via a new Trinity Lane crosstown route,

METRO NASHVILLE TRANSPORTATION PLAN

called out in WeGo Public Transit’'s Better Bus
plan. This Neighborhood Transit Center will
also promote connections to other mobility
options such as rideshare operators, carshare
operators, bikeshare, etc. Customers will see
significant upgrades in amenities, including a
climate-controlled waiting area, fare product
vending machines, and real-time digital travel
information. The Clarksville Pike Rapid Bus
will serve destinations such as the McGruder
Family Resource Center, Cumberland View
Housing Complex, Nashville Farmers Market,
and emerging affordable housing options along
Clarksville Pike.

WeGo Star Commuter Rail

The WeGo Star is Middle Tennessee’s only
fixed guideway transit service, providing riders
with reliable travel times along the 32-mile
route between Lebanon and Riverfront Station
in Downtown. The WeGo Star is a service of
the Regional Transportation Authority of Middle
Tennessee (RTA), which also offers commuter
bus service in six additional regional travel
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Fig. 17: Clarksville Pike Rapid Bus would generally follow the existing rotue 22-Bordeaux

corridors. In spite of the fact that the Nashville

— Wilson County corridor is only the fourth-
busiest of these seven travel corridors in terms of
population and interstate highway traffic volumes,
the Star “punches above its weight” with respect
to the share of daily commuters it carries:

» The Star carries over half of the total average
daily passenger volume in the seven RTA
regional commuter corridors.

The Star carries over three times as many
daily riders as the second highest ridership
corridor in the region (Nashville — Rutherford
County, which is the “busiest” regional
commute corridor in terms of population and
interstate highway traffic volumes).

On a “per-trip” basis, the Star carries 10
times as many riders as the average of all
regional commuter bus services — 130 v. 13.
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One of the biggest limitations of the Star (and
the single most frequently requested service
improvement from riders) is the limited
number of trips it offers — only 3 daily trips in
each peak direction.

In addition to its role in carrying the
Downtown workforce, the Star is often
deployed to serve large scale special events
such as the New Year’s Eve celebration
downtown, 4th of July Fireworks, and

Tennessee Titans home football games.
These trains often “sell-out,” carrying 400-700
people per trip.

The attractiveness of the Star (despite its limited
service) comes from two characteristics lacking
in the regional bus corridors: (1) reliable travel
time, due to the fact that it does not operate in
mixed traffic on the regional highway network as
RTA Regional Buses must; and (2) well located,
“purpose-built” park and ride lots that provide a

WeGo Star Commuter Rail Improvements CAPITAL -$139.6 million)

Annual operating - $5.71 million

Project Capital Investment Annual Operating

Creation of a “Downtown-Adjacent” railcar
layover yard

Double-tracking/passing siding improve-
ments

Intersection improvements to create ad-
ditional “protected crossings”

Crossing upgrades to allow for additional
‘quiet zones”

Park-and-ride capacity expansion
Possible infill stations:
-Central Pike (Davidson)

-Golden Bear Parkway (Wilson)
-Expo Center (Wilson)

Rail vehicle shop/yard upgrades

Rail fleet expansion to provide additional
trips

Positive train control system
Operation of additional service

(4 additional daily peak direction trips each
EV)

WeGo Star Improvements Total

METRO NASHVILLE TRANSPORTATION PLAN

$14 million

$9 million
$6 million
$8 million

$12 million

$5 million
$5 million
$16.5M

$2.5 million
$31.6 million

$30.0 million
N/A

$139.6 million

$0.08 million

N/A
$0.15 million
$0.08 million

$0.12 million

$0.08 million
$0.08 million
$0.62 million

N/A

N/A (included in service
operation)

$0.5 million
$4.0 million

$5.71 million




32

safe and convenient location for commuters to
park and catch the train.

Despite its advantages, the Star still under
performs with respect to ridership compared to
other commuter rail services across the nation.
This is largely because service is limited, and

the line is not immediately adjacent to higher
population centers. This plan proposes to
address the capital and operating shortfalls that
would allow for additional trips to be operated.
However, to fully recognize the potential that the
Star might offer, these investments must be made
in concert with deliberate efforts to generate
more “transit-oriented development” (TOD) in the
corridor. There is strong evidence that the market
in Middle Tennessee is ready for this approach,
most vividly demonstrated by significant private
sector investment surrounding the Hamilton

Project
Creation of a “Downtown-Adjacent” railcar layover yard X

Double-tracking/passing siding improvements

Springs Station in Lebanon, and the Mt. Juliet
Station (both in Wilson County).

NashvilleNext, the most recently adopted
Comprehensive Plan for Nashville and Davidson
County, anticipated this type of growth as the
neighborhood surrounding Donelson Station
was identified as a “Tier 1 Center,” and the
area surrounding Hermitage Station as a “Tier
2” Center. In much the same way that public
and private sector leadership developed the
Hamilton Springs Station and Hamilton Springs
development as the first “infill” station since the
Star opened, there may be similar opportunities
for an infill station adjacent to Central Pike.

In concert with planning for the capital and
operating improvements that would position the
Star for additional trips and improved service,

Shared Davidson Wilson

X

Intersection improvements to create additional “protected

crossings”

Crossing upgrades to allow for additional “quiet zones”

Park-and-ride capacity expansion

Possible Infill Stations:

-Central Pike (Davidson)
-Golden Bear Parkway (Wilson)
-Expo Center (Wilson)

Rail vehicle shop/yard upgrades
Rail fleet expansion to provide additional trips
Positive train control system

Operation of additional service
(4 additional daily peak direction trips each way)
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this plan proposes to engage in a collaborative
planning process with the neighborhoods
adjacent to Davidson County Star Stations
(Donelson, Hermitage, and a potential Central
Pike infill station) to examine the types of
development that could be attractive, and
increase the return on investment that Nashville
receives from the Star. This is in keeping with the
NashvilleNext theme of “Growth with Intention.”

The proposed investments in this plan would
facilitate the operation of more trips on the
Star, providing for a much more convenient
and attractive option for residents. Among
these investments would be the installation of
a Federally mandated “Positive Train Control”
(PTC) system. The current lack of PTC on the
line prevents the operation of any additional

weekday trips on the schedule. In addition to
opening up the schedule for more commuter-
oriented service, this investment would also allow
the Star to be deployed for more large-scale
special events to help relieve congestion and
pressure on downtown parking facilities.

Because this project represents the only
multi-county transit investment in this plan, it

is important to understand that the ultimate
responsibility to identify funding for these capital
and operating projects cannot fall solely to
Nashville and Davidson County. Wilson County
and the cities along the line (Mt. Juliet and
Lebanon) will also need to play a large role, as
will the State of Tennessee and the Tennessee
Department of Transportation if these projects
are to become reality. As with all other projects in

Summary of Public Transportation Investments

Program Element

Better Bus service and facil-
ity expansion program

Murfreesboro Pike Bus
Rapid Transit

Clarksville Pike Rapid Bus

WeGo Star Commuter Rail
Line Improvements

Total public transportation
investment

METRO NASHVILLE TRANSPORTATION PLAN

Capital Investment

$180.1 million

$139.6 million

$825.9 million

Annual Operations and
Maintenance Cost

(In addition to current service
level spending of approxi-
mately $90 million annually)

$29.5 million

$413.3 million N/A

$92.9 million N/A

$5.71 million

$35.21 million
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this plan, funding will be sought “opportunistically”
from as many potential sources as possible
(including the Federal Government and the
private sector).

Some of the specific projects identified above
represent “shared infrastructure” between
Davidson and Wilson County, and both would
need to contribute in some fashion. Positive
Train Control, Rail Vehicle Fleet Expansion, and
Rail Vehicle Shop/Yard Upgrades are examples
that fall into this category. Even if a project is
located within a specific county (improvements to
the rail vehicle shop/yard in Wilson County and
creation of a “downtown-adjacent railcar layover
yard” in Davidson County, for instance), they are
considered “shared” projects because they are
essential to the overall operation of the line.

Other specific projects would become the
responsibility of the county in which they are
located. Examples here include specific station
improvements and quiet zone and protected
crossing upgrades. In all cases, local funding
would be required to leverage other available
funds from private sources, State and Federal
government.

The table on the previous page breaks the
projects listed above into “Davidson,” “Wilson,”
and “Shared” categories.

Traffic/Multimodal/Safety

Funding buckets described below represent the
prioritization of investment levels of projects and
project types. The projects that will be included in
these programs are organized by Council District
and presented in the Appendix.

S$200M Sidewalks

The project funding plans to address 80% of
the remaining priority sidewalk needs across
the county. There are approximately 75 miles of
sidewalk to be repaired and installed across the
county. Metro Public Works began addressing
these priority needs in 2016 and oversees
assigning priority to sidewalk projects. Metro’s
sidewalk priorities are defined in Chapter 5 of
WalknBike, the city’s bicycle and pedestrian
master plan. An update to WalknBike and the
current Metro Public Works sidewalk prioritization
process will be undertaken within the next 18
months.

$200M State of Good Repair

The project funding plans to covers the current
gap in fully funding the annual paving and
sidewalk repair budgets. It also fully addresses
the backlog of paving needs and needed culvert/
bridge repairs and brings approximately 30% of
non-ADA compliant sidewalks into compliance.

$175M Jefferson Street
Multimodal Cap/Connector

From Nashville Civic Design Center’s Plan
of Nashville, shown in Fig. 18, and the U.S.
Department of Transportation’s Every Place
Counts Challenge, a cap over |-65/1-40 could
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better connect the west and east sides of North
Nashville with Jefferson Street serving as its
anchor. The Jefferson Street bridge over [-40
(National Bridge ID: 19100400057) carries
approximately 14,000 vehicles per day. It was
built in 1967 and was last inspected in 2013. At
that time, it was rated to be in good condition,
but narrow, cracked sidewalks and 24-foot-
wide travel lanes create a hostile pedestrian
environment on this bridge. As this bridge ages
it will be important to ensure a state of good
repair, seek opportunities to reconnect bifurcated
communities, and expand access to social and
economic activities.

The negative impacts of 1-40 predicted by
community members have been validated

by numerous academic studies and local
observations by professional planning staff in the
years since 1-40 was constructed through North
Nashville. An intervention, like a freeway cap,
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Fig. 18: Jefferson
Street cap as
proposed during
US DOT Ladders
of Opportunity;
Every Place Counts
Design Challenge,
Summary Report

\

et
2N a
ﬁ’,

could create new affordable office or retail space,
supply shared parking, or support affordable
housing for parcels made undevelopable because
they were narrowed by the construction of the
highway. Such an intervention could yield safety
and placemaking benefits, generating economic
value for neighbors and bridge users.

For planning purposes, an eight-acre cap
(348,480 square feet) was assumed at $500/
square foot, for a total of $175M. As illustrated
above, the cap is located over I-65/1-40 and
extends from Jefferson Street to Jackson Street.
This provides improved connections along
Jefferson and Jackson and “new” east and west
connections via Meharry Boulevard and Phillips
Street. Mixed use investments are shown along
Jefferson Street and a park with pedestrian and/
or bikeways occupy the remainder of the cap.

35



36

$117M Restoration & Resiliency,
State Routes, Partnership Funding,
and Innovation & Sustainability
Corridors

Restoration & Resiliency

The project funding plans to provide for ongoing
infrastructure restoration and resiliency efforts in
the North Nashville, Germantown, East Nashville,
and Donelson areas hardest hit by the recent
storms. Resiliency may focus on those efforts to
harden infrastructure to better withstand future
events.

State Routes & Partnership Funding

This funding category will also allow for future
partnerships with TDOT on needed State
Route/Interstate improvements including those
addressing freight and congestion in Metro, other
federal/state/public private partnership funding,
emerging needs and opportunities arising over
the life of the program.

TDOT is in the process of identifying how best to
address growing congestion and mobility needs
within the 5-County Middle Tennessee Region
(Davidson, Rutherford, Sumner, Williamson,
and Wilson counties). While these plans are
still under development, there are a number of
project concepts that relate to better managing
our roadways in and around the Inner Loop, as
well as along major commuting corridors (such
as West End) that serve and support Nashville-
Davidson County as well as the region’s
surrounding counties.

The concepts of the plan focus on management
solutions relative to freeways, arterials, and

transit.. In addition to regional coordination with
all of the partners, current project commitments
identified within the IMPROVE Act are also
considered to determine could leverage and
partnership opportunities to best respond to the
region’s growing congestion and mobility needs.
Although many of these needs are beyond
available existing funding, there may be some
potential opportunity to leverage funding for
some of these projects (either associated with
IMPROVE Act projects and/or other existing
funding programs). Transit solutions and other
operational solutions will be heavily dependent
upon local funding and/or federal discretionary
fund

A partnership effort with TDOT specifically related
to Inner Loop and the West End corridor notes:

» Areconfiguration of the Inner Loop to
address weaving and conflict points including
creating a better collector-distributor roadway
system on either side of the Inner Loop

» For major commuter arterial corridors
(which includes West End) improvements
focus on bottleneck intersection locations.
Improvements at these locations range from
turn lane improvements and signal timing
changes to reconfiguration of intersection
geometrics.

» Transit investments cross both interstate and
arterial roadways. Building upon previous
transit plans within the region as well as the
congestion analysis undertaken by TDOT, 5
interstate corridors (I-24 E, 1-65 S, 1-40 W,
[-24 W, and 1-65 N) and 8 arterial roadways
(Charlotte, Broadway/West End, 21st Ave/
Hillsboro Pike, Dickerson Pike, Nolensville,
Pike, Gallatin Pike, and Clarksville Pike) were
identified for transit investments. Investments
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in park-and-ride lots, transit signal priority,
and sidewalk and transit stop improvements
are also envisioned with this category of
improvements.

» This funding category specifically includes
$6M of partnership funding for design
necessary to advance capital improvements
considered by TDOT for high capacity
transit on West End Avenue from downtown
to 31st. Avenue. Additional coordination
with Vanderbilt University recognizes the
necessary partnership for the transportation
and land use vision for West End Avenue.
Vanderbilt University has committed to
partner with the city and other stakeholders
to foster this conversation and develop
a transportation and land use vision that
appropriately accommodates the regional
employment growth in this area.

In addition, there are a number of other program
area considerations. These include:

» Investing in Regional Traffic Operations
to improve traffic flow by upgrading
infrastructure at 900+ traffic signals on state
routes and actively managing daily demand

* Investing in Transportation Demand
Management (TDM) programs to expand
commute trip reduction programs such as
ridesharing, carpooling, alternative modes,
and other travel demand management
strategies

« Exploring additional funding support for Non-
Motorized Investments for local bicycle and
pedestrian infrastructure and the continued
filling of gaps on the state highway system

» Partnering with regional and local transit
agencies to identify funding that would
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Support Transit Operations on the state
highway system

» Consulting with freight partners to determine
opportunities or technologies that would
result in reduced truck traffic through
downtown Nashville

TDOT’s congestion study effort not only supports
recommendations within the Metro Nashville
Transportation Plan but are integrally to the
success of both efforts. Additionally, Vanderbilt's
FutureVU plan equally aligns with the strategies
TDOT has identified and that of Metro’s draft
Plan. Collectively, we will work with other major
employers like Vanderbilt within the region to
support investments that allow use all modes
(that are convenient, safe, and reliable) and best
work to manage demand in a way that allows for
continued economic growth of the region and
state.

Innovation & Sustainability Corridors

Seven million dollars is set aside for the Martin
Luther King, Jr. Boulevard/Charlotte Avenue
Innovation Corridor & Gallatin Sustainability
Corridor serving as living labs for technology

and sustainability pilots and demonstrations
including smart signals, crosswalks, parking, CAE
(computer-aided engineering) vehicles, green
infrastructure, solar powered features such as
crosswalks, lighting, native species right-of-way
plantings, and others.
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MLK Jr. Boulevard /Charlotte Avenue
Innovation Corridor

The MLK Jr. Boulevard/Charlotte Avenue
Innovation Corridor fronts the State’s Capital
building and continues as a densely developed
corridor with 88,000 jobs and 16,000 residents
living within a half mile of the corridor (within
the segment between Downtown Nashville and
White Bridge Pike). The corridor follows Route
50-Charlotte Pike (Fig. 19) from WeGo Central
on 5th Avenue North to I-40 near Nashville West
shopping center. Specific project limits will be
determined as the project design, including
project phasing that is likely, advances.

Several large medical complexes, Centennial
Park and Art Center occupy the corridor

and most notably, Vanderbilt University, with
12,000 students and 8,000 faculty and staff are
within a half mile of the corridor. The existing
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Fig. 19: Charlotte Pike Innovation Corridor will generally
follow route 50 Charlotte Pike from Downtown Nashville to
[-40 at Nashville West.

56

Gallatin Pike

Fig. 20: Gallatin Pike Sustainability Corridor will generally
follow route 56 Gallatin Pike

development and diversity of uses as well as
potential partnership with Vanderbilt University
engineering make this an optimum location

for pilots demonstrating how technology can
improve and balance mobility needs which is

a noted goal for the Charlotte Avenue Corridor
Study adopted in October 2018 by the Metro
Planning Commission. Additionally, as was done
in Chattanooga, honoring Dr. King with a corridor
that advances our future mobility is a fitting
action.

Gallatin Sustainability Corridor

The Gallatin Sustainability Corridor will leverage
all sustainability activities deployed in the
corridor including transit, bike and pedestrian
improvements, solar, native plantings and
landscaping, stormwater runoff management,
potential cool street pavement and other
technologies to demonstrate sustainability
practice and value. This corridor follows Route 56
Gallatin Pike (Fig. 20) and extends from WeGo
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Central on 5th Avenue to the RiverGate Mall.
Specific project limits will be determined as the
project design, including project phasing that is
likely, advances.

$75M Safety/Vision Zero/Traffic
Calming

This program of funding would serve to address
the existing backlog of traffic calming requests
maintained by Metro Public Works as well as

to address operational safety improvements
supporting the Vision Zero Action Plan, which
is currently under development, addressing the
highest accident locations and safety initiatives.
This program fully funds all traffic calming
requests and provides ongoing maintenance of
traffic calming devises. It also addresses 10-15
major arterial issues per year.

$35M Active Transportation/
Bikeways/Greenways

This program funds approximately seven miles
of new bikeway every year, growing our network
by 20% over five years. Specific greenway needs
are to be determined.

$15M Traffic Management System/
Signal Upgrades

This funding category implements the
recommendations of the Traffic Management
System Evaluation currently underway.
Significant reductions in travel time delay and
safety improvements through improved traffic flow
and management are anticipated. Modernizing
our traffic signal networks are a key component
for all improvements in all modes, including the
Better Bus initiatives.
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 Full intersection detection upgrade — $30K —
20 intersections per year — $600K per year

+ Partial detection upgrade — $20K — 10
intersections per year — $200K per year

« Communications — $500 per cell modem per
year — assumes 500 modems per year —
$250K per year.

» Traffic Control Center — 1.5 million in year
one towards repurposing facility at Howard
School complex and 4 staff each year upon
commissioning at $250K per year

« Timing development and traffic-responsive
equipment implementation — $3K per
intersection — 200 intersections per year
$600K

« CCTV installations — $6K per location — 50
locations per year — $300K

» Connected vehicle and new technology
testing — $10K per location — 20 locations per
year — $200K

* Intersection rewiring — $50K per intersection
— 20 intersections per year — $1M

$1M Downtown Neighborhood
Traffic Project

Metro Nashville, with a population of over
694,144 in 2019, includes one of the most visited
downtowns in America with a vibrant business,
travel and tourism and music industry. Over 16
million out of town visitors came to Nashville in
2019 including almost five million at downtown
events. Home to major and minor league teams,
sporting events also draw large crowds of
supporters to the Downtown. As the pandemic
lessens, a return to vibrancy for Downtown is
anticipated.
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To support these activities, as of the second
quarter of 2020, Downtown Nashville boasts
9,381 hotel rooms and an additional 6,923
under construction or planned. The downtown
resident population is numbered at 13,000 and
2,861 residential units are under construction.
As of 2019, more than 72,000 employees work
in downtown including well-known brands such
as Amazon, Sony and Hospital Corporation of
America. With continuous activity and cranes on
the skyline, curb space in Downtown Nashville
has been in great demand with loading/unloading,
rideshare, micro-mobility and parking 24-hour
activities.

Downtown is a unique neighborhood of
businesses, employees, institutions and
residents with delivery and service vehicles, cars,
transit, rideshare services, scooters, bikes and
pedestrians all competing for mobility.

Key areas of Downtown activity including
Broadway, the influence of institutions such as
Vanderbilt University, high growth west side
corridors as well as initiatives such as the Coord
pilot curbside infrastructure management pilot,
parking modernization and transit needs must be
considered in a strong community engagement
project so that the weighting and prioritization

of these demands is determined and this study/
project sets forth the necessary framework for
design and implementation, including downtown
transit priority.

Total $818M Capital

Total Operating $2.063M additional over
current funding for DOT functions

OVERALL CAPITAL $1.6439B

OVERALL ANNUAL OPERATING $37.273M
additional for transit and all other

REGIONAL AND STATE COORDINATION
THROUGH GNRC AND TDOT. The plan
recognizes that our Metro-focused efforts are
mindful of regional collaboration opportunities

in the Improve Act and Regional partnering
opportunities identified in Appendix 7. Inner Loop
Study and evaluation of how technology may

be used to manage truck traffic on our freeway
system. Coordination for potential Amtrak service
to Atlanta. Appendix 7 provides a list of multiple
opportuntities.

DOWNTOWN NASHVILLE infrastructure
improvements will be undertaken through
“bucket” categories including traffic management,
safety, sidewalks and others as well as Better
Bus programming defined through the Downtown
planning effort underway including curbside
infrastructure and parking management as well
as the specific Downtown Neighborhood Traffic
Project.

AFFORDABLE HOUSING STRATEGY:

Includes the 2% funding of local capital detailed
in the transit section above and commitment

to an inventory of those corridors for existing
affordable housing, forecasted need and
identified opportunities/areas for development.
This strategy draws from the Transit and Housing
Affordability Task Force chaired by former
Nashville Mayor Bill Purcell and Davidson County
Clerk Brenda Wynn.
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ESTABLISHED METRO MOBILITY PLANNING GOALS

Mobility investments presented in the Mayor’s
Plan are fully nested within NashvilleNext,
the region, and state overall framework of
policies and planned investments. It does not
start from scratch. In order to create a plan
that’s right sized for Nashville in 2020, it used
the public listening sessions to help prioritize
among the scores of new investments
recommended in adopted studies and plans

NashvilleNext envisions building a high-
capacity transit system to make necessary
densities achievable without disruption to
quality of life. Realizing the vision relies on a
dedicated financial commitment to improving
transit.

NashvilleNext Guiding Principles

»  Ensure opportunity for all

»  Expand accessibility

»  Create economic prosperity
»  Foster strong neighborhoods
» Advance education

»  Champion the environment
» Be Nashville

Access Nashville 2040, a component
of NashvilleNext, identifies a comprehensive
framework for the city’s multimodal
transportation future, providing a coordinated
approach to improving our transportation
network through 2040

Goal Statement. By 2040, efficient land
use policies and strategic investments in
Nashville’s transportation network will link
all road users, regardless of their mode of
transportation, with meaningful access to
social and economic opportunities.
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Major and Collector Street Plan
(MCSP), a part of Access Nashville
2040, guides public and private investment in
the major streets that make up the backbone
of the city’s transportation system. Emphasis
is placed on designing streets that serve

all people and reflect the character of the
neighborhoods and centers through which
users pass.

Goal Statement: The MCSP aims to help
Nashvillians “complete the trip” by increasing
the quality of streets in Nashville, meeting the
needs of all users, people who walk, bike,
take transit, move goods, and drive cars, in a
manner that respects the context and users of
the street.

WalknBike, Nashville’s bicycle and
pedestrian master plan, identified priority
bicycle and pedestrian networks that form
the basis for investment in these modes
through 2040, recognizing their importance
in connecting neighborhoods to the high-
capacity transit corridors.

Goal Statement. The Nashville bicycle
and pedestrian system will be a network of
high-quality, comfortable, safe sidewalks and
bikeways, connecting people to opportunity.
The system, inclusive to users of all ages and
abilities, will promote and encourage safety,
health, education, and active transportation.

Plan to Play, Nashville’s parks, recreation
and greenway master plan recommended
multi-use paths, greenways, that connect
parks, communities and jobs.

Goal Statement: Nashville’s parks and
greenways offer life-enriching everyday
experiences that are central to the city’s
identity as a green, active, diverse, creative,
thriving, and healthy community.
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How We
Got Here

Nashville has always been a refuge
for dreamers with heart and ambition
exceeding their often-difficult
circumstances.

It was for Americans venturing west from the
crowded coasts during the early 1800s in search
of a new life. It was for those who gained their
freedom and searched with hope for a better
future for their children following the Civil War
and through Reconstruction. It is for musicians
in search of others willing to hear their stories.
It is for immigrants in search of peace and a
living wage. It is for recent graduates starting
their careers or moving on to post-secondary
education. It is for men and women with the
wild idea of starting a business. It is for the
marginalized who courageously stood up to
inequality bringing us ever closer to realizing
our ideals of inclusion and equality for all. In all,
Nashville is a collective of villages populated
with residents of diverse backgrounds and
points of view searching for something better.
It's a collective formed over generations as
communities joined to face the challenges of their
time. In doing so, each generation finding hope
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that yielded progress and creativity for years to
come. Nashville is not just a place; rather, it is a
state of mind, a state of reinvention, and a state
of bouncing back, stronger than ever.

At the start of 2020, optimism abounded in
Nashville. Our voters had overwhelmingly elected
a new mayor. Our home property values had
soared. We had been attracting new, good-
paying jobs and were welcoming new residents
by the thousands. More tourists than ever filled
our hotels, convention center, music venues,

and other attractions. Many of our colleges and
universities were experiencing record growth. We
had record-low unemployment. Our health care
and music industries were on track for another
great year. Metro government was shoring up

its budget and getting back to the basics while
preparing for long-term, sustainable services to
our residents.

Meanwhile, the consequences of Nashville’s rapid
growth had also become ever more apparent.
Our roadways were pushed to their limits. While
most agreed we had to do something to address
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worsening traffic congestion, agreement on

how had historically been difficult to find. As a
result, multiple efforts — big and small — aimed

at addressing our mobility woes failed in recent
years. It's in that environment that Mayor Cooper
launched a new people-based transportation plan
that promised tangible outcomes. The time had
arrived to move the needle in a positive direction
and get things done.

Recovering to Build a
Stronger Nashville

Then in early March, everything changed. On the
evening of March 2nd and into the morning of
March 3rd, a series of tornadoes touched down
across Tennessee, including a National Weather
Service-rated EF3 storm that landed northeast of
Pegram. Over the course of an hour, the storm
cut a gash across Davidson County from Bells
Bend to Hermitage, ravaging neighborhoods

in between and beyond. The storm killed two
Nashvillians, injured 150 others, destroyed nearly
200 buildings, and left a record-breaking 100,000
without electricity.

A week later, with tornado recovery blazing
forward as neighbors helped neighbors in
droves, the COVID-19 pandemic arrived. This
unprecedented health and economic crisis
demanded a collective response. Under the
leadership of Mayor Cooper, Metro took bold
steps to mitigate virus spread. While effective in
taming spread, our tourism economy suffered as
tourists stayed home. We now faced rebuilding
from a tornado during a global pandemic, along
with all the interruptions to normal life that
entailed.

While we adjust to the changing world around
us, we know waiting for a return to normal to
prepare our roads and transit for the future is
not an option. As Nashville recovers from this
series of events, it is more critical than ever to
plan in a way that reflects the changing needs
of our streets to help essential workers reach
their jobs, to help unemployed workers find new
opportunities, and to ensure the successful
return of businesses and tourism. This plan
represents a path toward that end in order to
connect Nashvillians to jobs, services, and play.
It is tailored to achieve equitable outcomes that
prepare all Nashvillians for success, creating
opportunities to grow, thrive, and participate in
the recovery and renewal of prosperity.

Our Mobhility History

We cannot understate transportation’s impact
on our progress as a community. Transportation
shaped the character, functionality, and
framework of Nashville as rapidly advancing
technology gave way to new opportunities.

We evolved from steamboats to streetcars to
railroads to buses to private automobiles to
shared mobility.

Much of Nashville’s built environment is new
relative to older cities like Philadelphia, Chicago,
and St. Louis. Those cities largely developed
before cars replaced walking, bicycling, and
transit as the primary way of getting around
town. Before driving a personal automobile
became the primary mode of transportation,
Nashvillians walked more as shops, schools,
churches, and other daily destinations were built
an easy walking distance from homes. Corner
stores and other conveniences were woven into
neighborhoods, and the absence of fast cars
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made it safe for anyone, regardless of age or ability,
to get around safely and conveniently. This human-
scaled city form made walking the obvious choice.
The traditional street grid, with small city blocks,
meant that most people got adequate exercise in
their daily routines.

Railroads arrived to take us from a sleepy pioneer
town into an economic behemoth of trade,
manufacturing, and finance before and after the
arrival of Federal troops during the Civil War. Freight
moved on the Louisville & Nashville Railroad.
Starting with the first horse-drawn streetcar line in
the 1860s came a new frontier.

Towards the end of the 19th century, Nashville
was viewed as a southern model community of
mass transit use through its horse-drawn and later
electrified streetcar system operated by private
entities including the Nashville Railway and Light
Company (now known as the Nashville Electric
Service). During the 1890s, Nashville was one

of the first cities to welcome electrified trolleys
during a time when electric-powered devices were
greeted with mass paranoia as similar systems
opened in Boston and elsewhere.! Neighborhoods
within the old city limits grew and encircled

around streets which featured streetcar service.
Creating businesses and residences within walking
distance to stops happened organically without any
aforementioned planning.

Nashville’s early transportation system did not offer
all residents’ equal service. In 1905, a statewide
segregation law went into effect that resulted in a
streetcar boycott that lasted for two years, longer
than any other boycott of that era, including the
Montgomery bus boycott in the 1950s. Several
African American community leaders, refusing to
accept such unfair treatment, opened their own four-
line streetcar known as the Union Transportation
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Company. However, by 1906, after a lack of support
by the Nashville Rail and Electric and a new city tax
on privately owned streetcars, the company was
unable to continue service. The boycott, however,
lasted for another year.?

The predominance of dirt roads proved problematic
for the first private vehicles and entrepreneurs

took it upon themselves to establish toll roads, or
turnpikes, which were macadamized facilitating
cross town travel to the new suburbs. The use of the
shared commons between buildings, also known
as the public “right-of-way,” shifted dramatically as
the new vehicles shared space with pedestrians,
streetcars, and bicyclists leading to the construction
of Nashville’s first sidewalks, traffic signals,

and signage as a means to maintain safety and
organization.

Like other Sunbelt cities, the introduction of the
automobile transformed the Middle Tennessee
region as Nashvillians were no longer tethered to
interurban lines or travel within walking distance
from their place of employment or shopping and
could now choose to live wherever they could

park a car. As Nashvillians embraced cheaper
gasoline-powered vehicles, so too did private transit
operators. Throughout the 1930s and 1940s, transit
operators phased out streetcar lines in favor of
buses with services consolidating into the Nashville
Transit Company.

After World War I, Nashville’s footprint expanded
as government, banking, real estate, and other
forces promoted the car-centric suburban growth
that’s since remained the prominent pattern of
development in Davidson County. In doing so, we
razed historic buildings to build storage for cars.
We built offices, shopping centers, and schools on
busy highways that would grow more disconnected
from our neighborhoods by the decade. We even
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separated types of housing that once lived
happily side-by-side, segregating apartments
from single-family homes. In this quest to
suburbanize, we also used our transportation
infrastructure to build barriers and divide us,
rather than unite, on pathways to progress,
opportunity, and prosperity.

Community investments decentralized just as the
cost of maintenance and upkeep for new roads
grew exponentially. Meanwhile, the automobile
exacerbated problems related to “white flight”

as communities in the urban core were unable

to participate in the prosperity of a rising middle
class. This new era of suburbanization ultimately
led in 1963 to the consolidation of the City of
Nashville and Davidson County to a Metropolitan
Government.

As families left the original city limits for a slice
of the American Dream, Nashville was left

with a declining tax base and overburdened
parks and public facilities. Since the private
automobile was viewed as the way of the future,
the new Metropolitan Government abandoned
requirements for sidewalks in developing
neighborhoods, decommissioned its streetcar
lines, and assisted the Federal Government with
the creation of the Interstate system.

Interstates further expanded vehicular mobility
in conjunction with “urban renewal”. Our
transportation “progress,” however, often
failed in offering equitable benefits. Many
infrastructure projects were detrimental to
people of color and the natural environment.
Road designs of the 1960s, especially our
interstates, disproportionately disrupted minority
communities. In Nashville, I-40 and what was
then [-265 (now known as [-65) divided North
Nashville and forever harmed Jefferson Street.

Approximately 16 blocks of quality housing
stock and commerce along Jefferson Street
were removed in areas where black businesses
historically prospered. Much of it occurred under
the guise of urban renewal. This severed cultural
and economic African American centers in North
Nashville and Edgehill. Capitol Hill was also
impacted similarly by urban renewal.

Buses experienced diminishing travel times as
a result of operating in mixed traffic and their
revenues declined. With the allure of personal
automobile ownership, what was once a private
bus company sold its assets to Metro Nashville
Davidson County in 1973.3

As communities embraced each new travel
mode, the city’s physical form changed to
accommodate by spreading out. lronically, just
as Americans flocked to the automobile after
viewing it as the symbol of personal freedom
portrayed in movies, songs and advertisements,
they are now viewing the auto-centric
environment an impediment to their livelihoods
due to longer commutes and time spent in traffic.
Now neighborhoods near Downtown, such as
Germantown, Wedgewood-Houston, and East
End, are experiencing mixtures of prosperity and
displacement as a result of families returning to
the central city.

As part of a greater national phenomena,
working-age adults and young people now place
higher incentive (than previous generations) on
walkable neighborhoods with urban amenities,
access to mass transit, and connectivity to
greenways. An increase in population and density
makes room for scooters, electric bicycles, and
other micro-mobility options that have brought
new challenges as well as new opportunities.
More recent infrastructure investments such as
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building Korean Veterans Boulevard and the
Cumberland River Greenway have catalyzed new
development and enhanced access to community
resources.

At a Crossroads — Why
This Plan Exists

Why does Nashville need another transportation
plan? That’s a fair question many have asked.
We have certainly not fallen short on visioning
and planning for a multimodal future. In other
words, we have a lot of transportation plans but
not a lot to show for it. Based on that history, it
surprised no one that communities we engaged in
2020 did not ask for more planning. They asked
for results that change their lives for the better.

While supported in concept by many Nashvillians,
we have a spotty history when it comes to
implementation of infrastructure efforts and to
supporting expanded public transportation. In
recent years the list of now infamous efforts

has grown to include the AMP and Let's Move
Nashville. In the meantime, our needs continue
to grow just as material and labor costs for
construction skyrocket.

Now in the COVID-19 era, we must accomplish
more with less, even as needs mount. We
have made strides in shifting our focus to
moving people rather than moving cars. Many
Nashvillians want complete streets that make
room for everyone, not just those driving cars.
We want room for us to safely walk, bike, ride
transit, drive cars, and ride scooters. Nashvillians
want us to address the need for investment

in sidewalks as well as a backlog of repairs to
bridges, railroad crossings, and traffic signals.
They want us to deliver an equitable, 21st
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Century transportation system linking them to
jobs, education, and affordable housing that also
accommodates newcomers. They want a system
ready and able to lead us to a future where

all Nashvillians have the tools and access to
opportunity that they need to reach their dreams.

Innovation is common, but so is public opposition
to innovation. With each leap in the evolution of
new modes of travel, many Nashvillians have
pushed back against new transportation modes.
For example, years ago some opposed the
electrification of streetcars that replaced horse-
drawn transit. More recent are disagreements
among neighbors on the addition of new bicycle
lanes. While disagreements over use of public
space and right of way are normal and welcome,
pushing our vulnerable populations to the fringes
of society through systemic discrimination is not.

Much is left to do to prepare for a successful
future. Our transportation system needs to
provide everyone, regardless of their ability to
drive or their economic means, safe access to
work, education, and other destinations so that
equitable opportunity for economic independence
and prosperity is available to all. All of this while
the national movement for racial equality seeks
change that addresses past injustices, including
our investments in mobility and use of public
spaces. Equity goes beyond jobs, attainable
housing, and educational opportunities. It also
means ensuring that our streets treat all modes of
travel with equal care.

Here we are. We still need a transportation
system that can reliably take us — all of us —
where we want to go. This plan seeks that
outcome. With a people-first plan and multimodal
approach, this plan aims to equitably balance
investments in walking, cycling, and public
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transit with surgical improvements to aid
congested streets and high-crash locations.
The plan also aims to reduce greenhouse gas
emissions, lower per capita spending on vehicle
fuel and maintenance costs, widen access to
public transit, and preserve our historic and
environmentally sensitive resources. Better
streets, transit, bikeways, and sidewalks not
only bring Nashvillians to economic opportunity,
they bring our communities closer together by
increasing interactions and engaging public
space. This plan exists to remedy long-standing
problems that affect all of us, regardless of how
we currently get around or want to get around.
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Challenges

We Face

Our community’s extraordinary growth
has not come without challenges. All
the reasons that have attracted new
residents and jobs — things that make
Nashville such a great place to live —
have also increased traffic and strained
our transportation network.

More neighbors and businesses also mean more

demand for municipal services and infrastructure.

In addition, the influx of new residents and jobs
has forced the question: how can we build a
future city on the foundation of Nashville’s history
and identity, while recognizing that it must evolve
in order to survive? That fundamental question,
and the tenuous balance it forces us to strike, is
at the heart of our vision for the future of getting
around Nashville. Addressing these concerns
was already complicated; now we also face the
ongoing health and economic crises. It is in this
adversity that the true scale of Nashvillians’ grit,
perseverance, and imagination will be measured.

Equity & Trust in
Government

Our transportation system needs to provide
everyone, regardless of their ability to drive or
their economic means, safe access to work,
education, and other destinations so that
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equitable opportunity for economic independence
and prosperity is available to all. All of this while
the national movement for racial equality seeks
change that addresses past injustices, including
our investments in mobility and use of public
spaces. Equity goes beyond jobs, attainable
housing, and educational opportunities. It also
means ensuring that our streets treat all modes of
travel with equal care.

Nashville originally developed at a walkable
scale. Access brought by streetcars later

made walkable suburbs possible. When the
personal automobile arrived, though, we raced

to accommodate them. This happened often at
the expense of those who depended on walkable
streets and reliable public transportation to work
and live. We had plenty of company as the same
story played out city by city across the nation. In
building this car-focused pattern, especially in the
case of the interstate system and urban renewal,
we physically divided black neighborhoods,
disrupted black-owned businesses, and generally
disproportionately impacted and marginalized
communities. More than 50 years later,
skepticism and distrust remain in our impacted
communities.

Our car-centric development pattern still colors
much of Nashvillians’ car-centric behaviors as
well as the functions of streets buses use to
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connect their riders. For example, many of our
arterials are lined with excessive driveways,

pull in parking, and vast parking lots that reduce
their efficiency and safety. While redevelopment
has shifted that paradigm — building sidewalks
and bringing active storefronts to the edge of
the sidewalk — the positive change comes as
patchwork, and many feel that government is
overlooking what’s needed or not prioritizing
needs.

Many residents, after the last decade’s growth,
feel a sense of loss — that growth has left them
behind without offering benefits. As driving costs
grow and congestion makes travel time less
reliable and creates stress, our people need
more options to get where they need to go.
Neighbors grow upset at the lack of sidewalks
on their residential streets despite new homes
being built and more people in the area. Bus
riders wait at stops in ditches without street
lighting or shelters while watching cars race by.
Meanwhile, lower income families experience
the cost burden and inconveniences of available
transportation options especially hard, limiting
their access to employment, education, and
attainable housing enjoyed by families of higher
means. Engendering our people’s trust in
government takes us ensuring that new growth
makes us all beneficiaries.

Beyond physical infrastructure, operating for
years without a dedicated funding source

for transit and other transportation system
infrastructure has meant, compared to peer cities,
fewer routes, lower bus frequency, and fewer
Nashvillians with comfortable and safe transit
near where they live and work. This exacerbates
an already inequitable society by creating barriers
to education, work and climbing out of poverty.

Outdated Street Designs

We are losing too many precious lives to crashes
on our roadways. In 2019, we broke records

for pedestrian and car crash fatalities. Between
2010 and 2019, 150 people died while walking
on our streets and another three while biking.
Meanwhile, car crashes killed 530 people in
Davidson County.

After years of under funding infrastructure,
safety upgrades, and low investment in complete
streets along arterials, Nashville is falling short.
WalknBike, Nashville’s bicycle and pedestrian
master plan that was completed in 2017,
identifies 1,800 total miles of missing sidewalks,
nearly 33 miles of missing sidewalks in priority
areas that connect to transit and schools or
high-crash areas. Filling the 33-mile gap has

an estimated price tag of $174 million, making
long-term funding challenging while further
entrenching car-centric attitudes and behaviors.
WalknBike also identified 153 miles of missing
priority bikeways to mandate that 2.12% of all
trips are made by bicycle.

Nashville streets designs have evolved in recent
years to accommodate more users and focus

on creating complete streets. The fact remains
that as streets are currently built, too few

streets accommodate the growing needs of all
Nashvillians of abilities. Indeed, access to public
resources and business remains an obstacle for
the disabled. Even on streets with sidewalks,
utility poles, mailboxes, dumpsters, driveways
with parked cars, and other blockages which
impede the travel of those in wheelchairs and
assisting devices are a common sight. Retrofitting
old sidewalks for ADA compliance, as well as
building new sidewalks in general, is complicated
by tight urban rights-of-way. Finding room to

METRO NASHVILLE TRANSPORTATION PLAN



accommodate the furnishing zone space for
maintaining a clear path of travel requires buying
more right-of-way from private owners — an often
costly and time-consuming effort.

Longer & Less-reliable
Commutes

Nearly 80% of Nashvillians drive alone to work.
Today’s commuters travel farther and spend more
time in traffic than ever before — a daily average
of 25 minutes.* Overall, our drivers annually lose
nearly 90 hours in traffic. That's a cost of $1,221
per driver.®

Our longest travel delays for all modes, hands
down, occur along the |-24 East corridor

where volume has increased by more than

60% since 2005. Like other corridors, WeGo’s
buses fight the same traffic as freight and cars
on Murfreesboro Pike and I-24. Existing high
occupancy vehicle (HOV) lanes available on |-24
from 1-840 in Rutherford County north to 1-40
permit buses and carpooling. Theoretically, the
7:00 a.m. to 9:00 a.m. northbound and 4:00 p.m.
to 6:00 p.m. southbound HOV lanes presence
should improve trip-time reliability for both modes.
Lack of HOV lane enforcement removes this
opportunity, allowing HOV lanes to operate as
general travel lanes during peak hours.

Without significantly shifting our mode split, by
2040 traffic volume will grow by more than 86%
and miles driven in congested conditions will
increase by 162%.8 Commute times will more
than double and freight traffic will grow by 141%
by 2040 without an intervention.” We've tried to
solve this problem with previous investments in
roadway capacity. Many still want that. However,

METRO NASHVILLE TRANSPORTATION PLAN

data-driven research tells us that a road
widening-only strategy only induces demand,
encouraging more people to drive due to the
perceived amount of new traffic capacity, often
at great costs to the communities they serve. A
wider road after expansion quickly attracts so
many drivers from other more congested routes
that it wipes out the benefits of the investment.

Public transit in Nashville was already struggling
long before the pandemic as Metro and its local
and state partners failed to provide dedicated
funding for new transit facilities and vehicles. The
lack of a targeted funding source creates annual
unpredictable challenges as the transit agency
competes for limited revenue with MNPS, MNPD,
Metro Parks, and other municipal departments.
As WeGo is unable to meet growing demands of
our growing neighborhoods, the transit agency
must make difficult decisions to reduce and/or
cut services. Limited local funding also prevents
the transit agency from competing for state and
federal grants due to the lack of local funding
matches. Less money directly earmarked for
transit overall means less reliable and convenient
services for Nashvillians. Continued deferred
funding and lack of financial support from local
and state governments for transit means that
Nashvillians will drive not because they want to,
but because they must.

The current system does not serve Nashvillians
efficiently or usefully as most transit riders

must ride buses to WeGo Central in Downtown
Nashville in order to transfer to get to their
ultimate destination. Service is not frequent,
meaning that riders wait longer for each bus to
reach their stop. As traffic congestion grows,
reliability on transit drops and service slows for
customers. It also increases WeGo’s operating
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Fig. 21: Comparison of 2019 annual revenue miles per
capita among peer and aspirational cities
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costs and makes it harder for new customers to
justify using transit (“why take transit if | just get
stuck in the same traffic?”). Even in more urban
areas near our frequent service routes, lack

of sidewalks and crosswalks create significant
barriers to and dangerous conditions for
accessing transit. While not directly a part of the
Better Bus service plan, accompanying efforts by
Metro to improve the pedestrian experience on
major corridors and adjacent neighborhoods, will
be critical to improving access to transit.

Finally, WeGo faces similar struggles with the
perception of safety during the COVID-19 era
as riders who normally would ride transit do not
want to put their health at risk. While ridership
has declined with many riders staying at home,
ridership is not the only measure of transit’s
success. Even during the pandemic, transit has
continued to play a critical role in connecting
essential workers to jobs. To date, there has
been little to no evidence of significant spread
of the virus related to transit. Many places with
much higher transit ridership than Nashville have
been able to control the spread of virus while
maintaining significantly higher transit ridership.

While multimodal improvements hinge on our
success to overcome the pandemic and limited
funding, traffic management holds promise. A
prime example is TDOT’s I-24 SMART Corridor
investment in physical, technological, and
operational improvements that will improve
access and capacity while also increasing

the speed of first responders and emergency
vehicles to assist with faster lane clearances
following vehicular crashes. The project will also
install ramp metering to ease the merging of
vehicles and emergency pull offs that will ensure
that drivers traveling along the route have safe
areas to exit without impeding moving traffic. Still,
more is needed to improve and maintain travel
time and reliability between Nashville and
Murfreesboro.

Additionally, investments in expanding the
number of lanes within the median of 1-440 further
improves the reliability and speed of moving
traffic, resolving long-overdue congestion relief
without causing impacts to adjacent residential
areas. Completion of the Interstate 440 widening
project greatly expands the capacity of vehicular
travel from West Nashville to Interstate 24,
relieving traffic from surface streets particularly
along Woodmont Boulevard and Thompson Lane
however, challenges remain in reconnecting
neighborhoods divided by the Interstates.

More broadly, construction of routes such as the
Downtown Loop, which serves as the confluence
of 1-40, |-65, and I-24, in the 1960s and 1970s
severed street connections that previously linked
Downtown Nashville with neighborhoods in,
Buena Vista, McFerrin Park, Watkins Park, East
End, Chestnut Hill, Edgehill, among others. While
construction of the Interstates facilitated easier
commuting from the urban core to the growing
suburbs, closures of several streets created
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bottlenecks in which Nashvillians traveling by
car, bus, bicycle, and other modes compete with
one another for limited space, a challenge felt
especially hardest during the evening rush hour.
Not only did the placement of the Interstates
create difficulties in maneuvering into and out
of downtown and Midtown, it also established
new barriers separating predominantly black
communities from enjoying in the prosperity of
the growing city.

Lastly, many commuters lack awareness of
options beyond driving alone. Transportation
demand management efforts — like Nashville
Connector, TMA Group’s Van Star, and MoveVU
at Vanderbilt — need more allies to raise public
awareness to let commuters know that more
sustainable commute options are available now.
Our response to the COVID-19 pandemic shifted
an unprecedented number of jobs from offices to
homes, forcing employers to invest in technology
to facilitate. Many employers and employees
alike now recognize the many benefits of such
an arrangement. With commute times being
replaced with healthy and productive activities,
employees may be reluctant to return to long
commutes. Considering our growth and traffic
projections, coupled with data on the productivity
and other benefits of telework, employers may
consider allowing employees to continue to work
from home one or more days a week.

Economic & Population
Growth

Davidson County’s population soared to 694,144
in 2019 — adding 67,463 new net residents in nine
years.® Projections show we will exceed 804,488
by 2040.° Prior to COVID-19, we had experienced
an 18.4% increase in jobs — 76,000 new jobs to
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reach nearly 490,000 jobs. Daytime population
increased to a total of 884,320'°, a statistic that
accounts for Davidson County residents who
leave the county each day for work in local job
markets in Williamson, Wilson, Sumner, and
Rutherford counties.

While welcomed in many ways, growth does
have impacts that Metro must confront head

on. Ensuring we can still move freely from place
to place is central to protecting the general
welfare of our community. To make matters more
complicated, changing demographic patterns

in Nashville also constitute evolving community
preferences for mobility.

Better transit and more sidewalk connectivity are
increasingly sought by retired Baby Boomers
when driving themselves is no longer feasible.
Similarly, Millennials and Gen Z desire living
within walking and biking distance of work and
school. They support frequent transit service
much more than previous generations. Gen Xers
increasingly look to better walkability and safe
access to parks and community centers as their
families grow and mature. This generation is
expected to take the mantle of the aging Baby
Boomers as they open businesses, raise families,
shaping political decisions moving forward.

This phenomena of the changing commuting
and recreational needs is reflected in the new
development pattern of housing being densely
packed, closer to the urban core, and with

less square footage relative to a conventional
suburban single-family house with a large yard.
Nashville, like other growing American cities, will
continue to attract more infill accessory dwelling
units, stacked flats, and townhouses — each
presenting new opportunities and challenges to
our transportation system.

53



54

Despite Nashville’s overall income growth, more
and more of our residents cannot find housing
they can afford that meets their needs due to
the home real estate demand/supply imbalance
caused by rapid growth. We grew so quickly that
our housing supply couldn’t keep up. Median
home values have grown more dramatically than
household incomes. In Davidson County, 46%
of our residents live within a quarter mile of a
bus stop. Almost 70% of jobs are also within a
quarter mile of a bus stop. However, only 11% of
residents and 34% of jobs are within a quarter
mile of frequent service (every 15 minutes or
better).™

Transit providers and planners generally consider
a quarter mile the distance typical transit

riders will walk to a bus stop, though many will
walk farther for frequent service. As close-in
neighborhoods become less and less affordable
and people seek housing in lower-density areas
farther out, it often becomes harder for people
to access transit. Funding for the Better Bus
program will address many of these issues, but
an even more effective and sustainable strategy
would be increased investment in affordable

housing near major corridors with frequent transit.

One of the most consequential outcomes of
Nashville’s development boom has been rapid
change within core neighborhoods, including
the corridors that connect them. Neighborhood
character and historic institutions shifted with the
changing times and evolution of communities
with new commerce, workers, and families. Part
and parcel come the effects of gentrification that
nudges long-time residents from their historic
neighborhoods with higher rents and property
values. Many relocate to older suburban areas
without quality sidewalks (or have no sidewalks
at all) and less direct access to reliable public

transportation. Under this scenario, people trade
housing costs for transportation costs, in terms of
money, time, and quality of life.

Balancing Competing
Demands on Our Streets

Nashvillians now demand more of our streets
than at any point in the city’s history. People
moving in cars, delivery trucks, buses, bicycles,
scooters, and walking all compete for scarce
space. They need the space to park and store
vehicles, drop off and pick up passengers, and
reclaim space for trees and for small parks

and plazas. To further exacerbate the issue,
private companies use the public right of way for
financial means using transpotainment vehicles,
valet stands, food deliveries, and soon straight
out of science fiction, autonomous delivery
robots which threaten to increase congestion and
delays for Nashvillians. Since there is no room
to accommodate everything, communities must
work together to prioritize sharing of our streets.

The successful design of public rights of way into
a supportive public realm for all results in a safer
and more pleasant community. Good design can
help lower traffic and pedestrian-related injuries,
increase walkability, increase the use of bicycles
and other forms of active transportation, and
provide enhanced access to transit. During the
community engagement phase of NashvilleNext,
Nashvillians expressed a clear desire to add
reliable transportation options like transit,
walking, and biking to our current auto-oriented
environment.

Freight movement that moves through the city

via the Cumberland River, interstates and other
roads, and rail also creates challenges. Where it
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was once straightforward, transportation planners
are now evaluating how freight enters the densest
parts of the city, considering regulations, both by
vehicle size and by time of day.

Overall, for the greater part of our city’s history,
Nashville’s streets have operated as a wild
west, in which any use of the street is tolerated
without the thought of how it would impact other
users of the public right of way. This laissez
faire approach was okay when Nashville was

a less-bustling town. Given today’s demand for
space on our streets to maximize the movement
of people and goods, this approach is no longer
realistic. Nashvillians welcome tourism, but not
at the expense of frustrating traffic snarls caused
by pedal taverns and other transpotainment
vehicles during rush hour. Nor is it appropriate
to surrender entire block faces for free on-street
parking rather than install dedicated bus lanes
that would have the ability to provide reliable,
frequent transit service.

Health

Public health and transportation are inextricably
linked. Opportunities for active transportation
provide a critical ingredient for a healthy
population. A community’s transportation system
impacts many health factors, including the
prevalence of chronic disease, exposure to
vehicle emissions, and injuries and fatalities due
to crashes. Simply put, when we drive more, we
exercise less, we feel the effects of traffic stress,
and we cause more pollution from car exhaust for
all to inhale. For many Nashvillians, life is made
up of multiple daily car trips sitting sedentary
behind the wheel waiting for the light to change or
waiting for traffic to clear up. Those who are not
able to drive or cannot afford a personal vehicle
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experience an inequitable burden of risk having to
navigate on two feet a city made for four or more
wheels. They often risk their lives to cross multi-
lane, high speed roads without sidewalks just to
get to work, school or the grocery store.

Partly due to an environment that is not built for
active transportation, 58% of Davidson County
adults are obese or overweight and 24.8% of
adults do not exercise.'? Physical inactivity is
associated with increased risk of many health
problems, particularly obesity, diabetes, heart
disease, and mental health." Poor diet and
physical inactivity is the second-highest cause
of preventable death in the U.S., behind only
tobacco use.™

Studies show that better walking and bicycling
options help people meet recommended physical
activity levels.' In Nashville, it also gives us
access to health facilities and world-class parks
and greenways. Better access to parks via bike
lanes, sidewalks and greenways would help
connect the 60% of Davidson County residents
who live more than a half mile from a park, which
may also lower the obesity rates.®

More walking and biking trips in place of driving
cars would mean less air pollution. As of 2018,
28% of U.S. greenhouse gas emissions were
attributed to the transportation sector'” and
personal vehicles accounted for 62% of all
transportation emissions. Replacing automobile
trips with biking/walking trips improves air quality
and decreases public health concerns such as
asthma where in Davidson County more than
38,000 adults and almost 12,000 children suffer
from the disease.®
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[ [
Deteriorating
Infrastructure & Cost of
Upkeep
While building new infrastructure gets most
of the attention, the ongoing maintenance of
existing roads, bridges, and sidewalks often
goes underfunded. Multiple organizations share
planning, funding, maintenance, and operations

responsibilities for more than 2,600 lane miles of
roadway in Nashville.

Of the 1,119 bridges on the public road system in
Davidson County, TDOT owns the vast majority.
Metro owns and maintains 326 bridges. In 2020,
Metro Public Works’ analysis of bridge and
culvert conditions show that five bridges and 792
culverts are rated “poor” condition. While annual
bridge maintenance costs range between $6-8
million, Metro’s budget typically only provides
roughly half that figure. This means maintenance
is often deferred even as we anticipate higher
traffic volumes.

Our sprawling car-focused development pattern
exacerbates both the costs of new construction
and maintenance. A 2015 joint study by the
Victoria Transport Policy Institute and the London
School of Economics estimated the cost of
sprawl in the United States at over $1 trillion.
This is because low-density development yields
lower tax revenue, demands more water, road,
and utility infrastructure, and results in more
daily miles driven per person. The remedy does
not need to be high density everywhere, but
targeted density along transit lines to provide
non-driving options, and thoughtful mixed-density
developments with easy connections to transit.

Obsolete Traffic Signals &
Management Systems

A major source of multimodal travel deficiencies
is the outdated and under built traffic signal
system administered by the Nashville Traffic
Control Center (NTCC). Under the NTCC, which
is housed under Metro Public Works, the group is
responsible for:

» 865 traffic signals on local and state routes

» 440 flashing beacons at school zones,
unsignalized midblock pedestrian crossings,
and fire halls

« 20 reversible lane signals located along
Hermitage Avenue and James Robertson
Parkway

* An ever-growing list of pedestrian-actuated
signals and beacons at crosswalks

Signal staff must cover a geographic area of
approximately 526 square miles, much of which is
highly populated in a dense urban environment.

It is often congested, especially in the peak hours
and during special events, much like our peer
cities that were evaluated. To effectively manage
their assets across this area, many peer agencies
use remote monitoring and control to maximize
their limited resources and enhance response
times.

Historically, funding has been lacking and
inconsistent for traffic signal infrastructure
maintenance and upgrades. Insufficient staffing,
sporadic and unreliable capital funding, and
deferred maintenance have degraded our
existing traffic signal infrastructure. From 2016
to 2019, Metro Public Works undertook a
controller upgrade project that upgraded nearly
all of Metro’s signal controllers. Metro’s previous
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signal controllers were manufactured in the late
eighties and early nineties and used an obsolete
technology with limited capabilities. While the
controller upgrade project moved Metro forward,
most of our existing signal infrastructure still
requires significant capital investments in order
to provide active traffic management and reliable
operations and communication.

Difficulty Serving Rapidly
Growing Areas

Previously quiet, rural communities in southeast
Davidson County and elsewhere have
experienced rapid residential growth in recent
decades. Many of these new neighborhoods
must rely on two-lane country roads for access to
jobs and services. As undeveloped areas fill in,
they stress the network since these roads were
not designed to carry suburban traffic volumes.

It often leads to frustrating traffic backups and
safety conditions that are not idea.

While these new subdivisions may have wide
streets lined with sidewalks internally, they
connect to narrow roads that lack a complete
network of sidewalks or bike lanes, with outdated
drainage systems, inadequate street lighting, and
high posted speed limits. Our neighborhoods
deserve better.

Metro has rarely, in recent decades, dedicated
funds to construct new arterial and collector
roadways in these areas. Metro leans on
developers to deliver new infrastructure that
mitigates impacts of each individual development
as they are built. While this works well enough
for accommodating infill in established areas

or along our corridors, it often leads to growth
outpacing capacity in areas of new greenfield
development.
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Currently, State law prohibits Metro from
collecting contributions from developers for larger,
longer-term projects that address the cumulative
impact of multiple projects. Developers can

only be required to build improvements

that address the impacts they have on the
transportation system. These are typically smaller
improvements, such as turn lanes or traffic
signals. This means new development does not
typically create the fundamental infrastructure
improvements needed to keep pace with
development, such as upgrading the full length

of a major road from a rural to an urban cross
section.

New Infrastructure Takes
Time to Design & Build

A common question that is asked repeatedly by
the general public, news outlets, developers,
and basically everyone, is “why does it take

so long for Metro to get things done?” While

the costs of construction and resources which
prolong the rollout of planned infrastructure and
services are beyond our collective control, our
decentralized structure of governance certainly is
something Metro could control. Currently, traffic
engineers, transportation planners, researchers,
financial managers, public information
specialists, urban foresters, and other staff

are spread across multiple Metro departments
and intergovernmental agencies within offices
scattered throughout Davidson County. Other
communities such as Seattle, Boston, and
Denver, addressed similar issues by creating
new departments that focused specifically

on transportation. They focus full time on the
growing needs of our mobility infrastructure and
to spearhead new initiatives that improve the lives
of all Nashvillians.
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Business Community’s
Challenges & Support

Nashville’s economic prosperity stands in
contrast to our inability to craft a cohesive

mass transit system, sidewalk network, and
bikeway routes. The challenges of Middle
Tennessee’s under investment in transportation
infrastructure and programming is not lost

on the business community. Increasingly, the
working-age population (most predominantly
amongst Millennials and Gen-Z) want to live

in walkable communities with safe access to
reliable, time-competitive, frequent public transit.
Indeed, creating a transit network with dedicated
lanes, frequent service with 10-minute or less
headways, and routes which reduce barriers for
riders from all backgrounds is a common goal
shared throughout Middle Tennessee.

As such, business groups, including the Nashville
Area Chamber of Commerce, coalesced around
crafting partnerships and educating the public on
the value added by a dedicated funding stream
for transit. Organizations, universities, hospitals,
corporations, and non-profits have increasingly
joined forces under the umbrella of Connect Mid-
TN, the Transit Alliance, and Moving Forward to
continue the momentum of helping to create a
21st century transit system.
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Engaging
communi

When Mayor Cooper set out to create
a new transportation plan for Nashville,
he did so aware that Nashvillians had
participated by the thousands during the
preparation of NashvilleNext and other
strategic plans under its umbrella.

He also knew well issues surrounding
previous attempts to fund transportation ideas.
Nashvillians have time and again voiced their
concerns over the growing city; rising inequality
and household costs, coupled with rising
commute times. Indeed, traffic-related issues
from the lack of sidewalks for their children to
walk to school to unsynchronized traffic signals
won the day.

Mayor Cooper positioned this process to work
more as applying lessons learned from previous
efforts — good and bad. The major focus,
however, is on listening to what Nashvillians have
to say. Since the previous transportation efforts,
we have learned that with broad participation

and right-sizing solutions, our community can
face our issues and apply solutions. As such, the
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approach for the Metro Nashville Transportation
Plan differs greatly from previous transportation
initiatives in the following ways:

Decisions are made across Metro
Departments and partner stakeholders

Information and project selection have been
led in concert among the Mayor’s Office and
Metro councilmembers with community and
stakeholder inputs directly reflected in the
recommendations.

Improvements will improve existing
infrastructure while also expanding mobility
options throughout Davidson County.

Ensuring that the investment in previous
efforts, studies, and plans are leveraged
are leveraged so that the value of those is
recognized in this new plan.
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Public Input from Metro
Planning Studies

The mobility investments presented in this plan
are fully nested a cascading framework of policies
and planned investments NashvilleNext, the
region, and state overall framework of policies
and planned investments. It does not start from
scratch. Recognizing that many of the pieces of
a city mobility plan have been studied numerous
times by local, regional, and state agencies,

the Metro Nashville Transportation Plan pulls
together their recommendations to form a holistic,
achievable program that will improve mobility in
Nashville.

Thousands participated to develop the city’s
overall vision described in NashvilleNext, in
addition to subsequent strategic plans for

bicycle and pedestrian, parks and greenways,
and regional public transit. The foundation for
each strategic plan was NashvilleNext, ensuring
alignment of city priorities. Collectively, these
plans accommodate population, job and tourism
growth and lay the foundation for the Metro
Nashville Transportation Plan. In order to create
a plan that’s right sized for Nashville in 2020,
input from the public listening sessions helped set
priorities amongst the scores of new investments
recommended in adopted studies and plans.

A clear message woven throughout
NashvilleNext, nMotion, and WalknBike is
ensuring Nashvillians can access opportunity
via expanded mobility options, including public
transportation, that link our city’s areas most
ready for growth. Future affordable housing and
job growth will concentrate within major centers
like Downtown and Midtown, and along major
corridors like West End Avenue and Gallatin,
Dickerson, Murfreesboro, Clarksville, Nolensville,
and Charlotte Pikes. NashvilleNext envisions

building a high-capacity transit system to make
necessary densities achievable without disruption
to quality of life while recognizing that vision relies
on a dedicated financial commitment to improving
transit.

Since adoption of NashvilleNext in 2015, Metro
Planning Department staff has completed

and launched several corridor and local area
studies to implement land use policies along our
high capacity transit corridors. Each provided
opportunities for future transit-supportive land
use mixes and outlined infrastructure investments
to support a more walkable community.
Communities participating in recent corridor

and local area studies have expressed several
common themes. These community themes laid
the foundation for this strategy. They outlined
action items that must be addressed to ensure
that Nashvillians’ voices are being heard and
that a modern transportation network works for
everyone. Themes included:

* Most concerns arising from new development
are related to traffic and parking: The
availability of parking being threatened by
new neighbors and businesses, congestion-
caused delays, vehicular speeding
along residential streets, limited access
management that increases conflicts between
cars and people walking/biking, and the idea
that new street connectivity will generate “cut
through traffic.”

»  Common understanding that building
additional capacity for automobile lanes
on existing roads mainly encourages more
people to drive.

» The construction of additional density for
new housing and commercial development
should be placed where transit and sidewalk
infrastructure are already built or where new
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development can help build out a complete
sidewalk network.

« Constructing greenways is not only beneficial
for recreation and the natural environment,
but also for serving as opportunities to
promote sustainable mobility choices.

« Bikeways serve a critical role in our
communities if routed effectively to where
people are and want to go. Protected
bikeways that are designed for low stress,
comfortable travel for all users should take
precedent.

» Traffic calming in our neighborhoods is more
important than ever.

» Higher posted speed limits along our pikes
and commercial corridors is directly related to
crashes and reinforces perceptions of “weak
places” in need of improvement.

* Alack of safe pedestrian crossings across
our busiest streets through the utilization
of crosswalks and signalized intersections/
crossings is unsafe and impedes the use of
mass transit and economic development.

Community & Stakeholder
Listening Sessions

Beginning in January of 2020, under the
leadership of Mayor Cooper’s team, Metro
launched the first in a series of eleven community
listening sessions and intended to capture as
much input as possible in community centers
located throughout Davidson County. The events
shown in the sidebar entitled "Community
Listening Sessions" were held in which Metro
staff and partners were able to solicit feedback in
an information-gathering, in-person format:
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COMMUNITY LISTENING

SESSIONS

Jan. 9 - Antioch
Southeast Community Center

Jan. 16 - Donelson
Fifty Forward Donelson

Jan. 23 - Bordeaux/
Bordeaux Library

Jan. 28 — North Nashville
Lee Chapel AME Church

Jan. 30 - Joelton
First Baptist Church of Joelton

Feb 6 — West Nashville
West Police Precinct

Feb. 11- Bellevue
Bellevue Library

Feb. 18 - Downtown
Downtown Library

Feb. 20 - Green Hills
Church of Christ of Green Hills

Feb. 24 - South Nashville
Plaza Mariachi

Feb. 27 — East Nashville/
Madison
Studio 615
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All were invited to participate in three separate
activities that were held at each of the sessions
in which attendees were able to come and go as
they pleased:

* Project priorities — Attendees were given
$20 of “play” currency to spend on their

transportation priority options that included
Safety/Vision Zero, Bikeways, Signals/Traffic
Operations, Transit, Greenways, Working
with TDOT on Interstates/State Routes

and Freight Movement, Sidewalks, Traffic
Calming, and establishing a State of Good

LISTENING SESSION EXERCISE —
PRIORITY SPENDING CATEGORIES

Bikeways - Projects that enable the
construction of facilities such as bicycle lanes
which provide safe and comfortable routes
for users of all abilities as outlined in Priority
Biking Network in WalknBike

Greenways - Projects that enable the
expansion of the greenway network and
improvements to existing facilities as outlined
in Plan to Play

Signals/Traffic Operations - Projects
that fund the improvement of existing
signalized intersections, warning beacons,
and pedestrian crossings as well as the
construction of new facilities

Safety/Vision Zero - Projects that
specifically provide targeted interventions to
reduce the incidence of fatalities and injuries
for people walking, bicycling, and/or driving

State of Good Repair for Road &
Bridge Maintenance - Projects that
prioritize the upkeep and reduction of wear
and tear for existing infrastructure

Traffic Calming - Projects that support
Metro’s Neighborhood Traffic Calming
Program to prioritize the construction

of facilities that reduce and mitigate the
amount of speeding vehicles in residential
areas

Transit - Projects that support short- and
long-term infrastructure and programming
needs for transit as specified in nMotion

Working with TDOT on
Interstates/State Routes and
Freight Movement - Projects that
provide spot improvements for access
to state routes and interstates as well
as upgrades to facilities that support the
movement of goods through Davidson
County

Sidewalks - Projects that enable the
construction of sidewalks in more places
and improve ADA needs on existing
sidewalks as outlined in the Priority
Sidewalk Network in WalknBike
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Repair for Road and Bridge Maintenance
(see Listening Session Exercise — Priority
Spending Categories table below).

» Open-ended questions — Participants
responded to “What would a transit
system need to offer for you to choose
to ride WeGo Public Transit” over their
current mode of travel as well as their
perspective on “what a transportation
system that works for everyone” looks
like.

+ Maps of the entire County as well as
applicable council districts were provided
in which attendees offered place-specific
comments, identified areas of concern,
and chimed in on specific infrastructure
issues that they wanted to bring to
Metro’s attention.

A clear pattern emerged from the public
listening sessions as Nashvillians gravitated
towards similar competing transportation
priorities (Fig. 22) Improving public transit
was top priority at all but one listening
session. Even more noteworthy, participants
from every corner of Davidson County
strongly advocated for more public funding
for transit regardless of how far from the
urban core they lived and/or worked. More
resources for transit was supported strongly
by Nashvillians living/working in Antioch,
Green Hills, and downtown. Nashvillians
also vocalized support for more funding for
the construction of sidewalks most notably in
Bordeaux, Green Hills, and West Nashville
indicating high demand for more sidewalks in
suburban communities. Maintaining systems
in a state of good repair and maintenance
for roads and bridges was also prioritized,
particularly in Joelton, Bordeaux, North
Nashville, and Bellevue.

METRO NASHVILLE TRANSPORTATION PLAN

STAKEHOLDER GROUPS
LISTENING SESSIONS

Mayor's Office held or has planned listening sessions
with each organization below.
A Voice for the Reduction of Poverty
American Muslim Society
Creatives Day
Crossings Nashville Action Partnership
Disability Coalition
Downtown Honky Tonks
Downtown Musician's
Downtown Partnership
Greater Nashville Realtors
Greenways for Nashville
iHeart Media
Interdenominational Ministers Fellowship
Latino Stakeholders with Conexion Americas
Metro Arts Commission
Metro Nashville Police Dept. Command Staff
Metro Nashville Public Schools
Kurdish community
Moving Forward general membership
Moving Forward’s coordinating cte.
American Muslim Society
NAIOP
Nashville Area Chamber of Commerce
Nashville Business Council
Nashville International Airport
Nashville Organized for Action & Hope
Nashville Predators
Neighbor 2 Neighbor
One Nashville
Stand Up Nashville
Tennessee Titans
The District
The Equity Alliance
Transit Alliance of Middle Tennessee
Walk Bike Nashville
WeGo Youth Action Team
Worker's Dignity (Music City Riders)



Fig. 22: Listening session prioritization exercise results by location

Antioch
Donelsonr | | -
Bordeaux
N. Nashville
Joelton
W. Nashville
Bellevue
Downtown | ]
Green Hills
S. Nashville
E. Nashville/
Madison . L J
$0 $500 $1,000 $1,500 $2,000 $2,500
Transit Working with Signals/ Greenwavs
- State of I:I L?ecr);—t;tgs/ I:I gsgrigtions % Bikewa y
Good Repair State Routes v
[] Sidewalks & Freight [] Safetyl Traffic
Movement Vision Zero Calming

Fig. 23: Results from online exercise

Fig. 24: Total from listening sessions
and online exercises
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August/
September

2019

October

November

December

January

2020

February

March

April

May

June

July

August

September

October

November

December

Mayor Cooper Sworn In

Plan starts

Councilmember listening sessions

Councilmemeber listening sessions
Stakeholder Meetings
Traffic signal study

Stakeholder Meetings

Analysis of existing plans, programs
and projects, including preliminary scope
estimate and scope validation

Traffic signal study

Community Listening Sessions
Traffic signal study

Additional online community participation
Traffic signal study

Stakeholder listening sessions begin
Metro Council Budget

Financial strategies development
Traffic signal study

Stakeholder listening sessions
Metro Council Budget

Financial strategies development
Traffic signal study

Financial strategies development

Financial strategies development

Draft Document Complete
Project coordination with Metro
Councilmembers

Mobility Plan released to the public

HUB survey for public comment

Schedule for plan action to be developed
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Online Survey

Additionally, digital versions of the public
listening sessions in survey format were
distributed to groups and organizations
from throughout the County with a total of
2,608 respondents echoing their needs
for a 21st century transportation system.
The survey was open to the community
beginning in February of 2020 and open
through the summer. Transit ranked first
among the survey respondents, which

matched input from the listening sessions.

Maintaining roads and bridges ranked
second. Funding for projects working with
TDOT on interstates/state routes and
freight movement ranked third, followed
closely by sidewalks. This input is also
summarized in Fig. 23.
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A Plan that
Works for

Everyone

A modern, 21st Century transportation
system links communities, people and
opportunities for economic success. We
use it to access both civic life and vital
city services. With complete streets,
those that accommodate safe travel for
walking, biking and driving, it brings
new vitality and new life to streetscapes
making safe public spaces for the most
vulnerable residents.

Nashvillians should be equipped with the
necessary tools to succeed at every opportunity.
We all rely on our streets and sidewalks to get to
jobs, schools and homes. Implementation of the
Metro Nashville Transportation Plan will deliver a
more equitable, responsive, resilient and reliable
transportation system to get Nashvillians where
they need to go. A variety of demographic, social,
and economic factors result in people having
different experiences while using the same mode
of transportation or mobility service. Equity is

not an afterthought or standalone task, but a

key consideration at each stage of a project

— in visioning, community outreach, technical
analysis, and presentation of results.
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Recovery & Restoration

While the triple whammy of the tornado,
pandemic, and recession that followed have
stretched the city to the limit, it's not the first time
we’ve faced and overcome adversity. In addition
to the Civil War, the Great Depression, and both
World Wars, Nashvillians have faced an influenza
pandemic, fires, floods and tornados.

The East Nashville fire of March 1916 engulfed
35 blocks, destroying more than 600 buildings
and leaving 3,000 homeless. Troops returning
home from World War | in 1918 brought Spanish
Flu home with them. Mass gatherings such

as theaters, movie houses, churches, and
schools all shut down as eventually one in four
Nashvillians (total population was approximately
120,000 in 1918) ultimately tested positive and
more than 1,300 perished.

A New Year’s Day flood in 1927 killed two and left
more than 10,000 homeless. An F3-rated tornado
in 1933 killed 11 people and caused extensive
damage." Another F3-rated tornado in 1998
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damaged office towers in downtown as well as
extensive damage in East Nashville and points
east, caused $100 million in property damage,
injured 60 people and killed one.?° Lastly, the
catastrophic flooding of May 2010 inundated
large swaths of the city and killed 10 people.?!

Throughout these tragic events, Nashvillians
from all walks of life came together and rebuilt a
stronger, more resilient city. In response to the
1916 fire, college students from Fisk worked to
secure housing for black and white victims.?
From the ashes, the city created a new park
and also invested in fire prevention.? After the
devastating 1927 flood, the U.S. Army Corps of
Engineers constructed new dams to manage
water flow.

The 1998 tornado recovery effort ushered in a
new and prosperous era in East Nashville. And
finally, after the May 2010 flood, Nashvillians
volunteered in droves to assist with an
inspirational recovery effort. Rebuilding revved
up the local economy, leading to a surge of
prosperity unseen previously. Meanwhile, Metro
started purchasing flood-damaged homes and
repurposed the land for greenspace to assist in
flood mitigation.

Our city’s perseverance and strength in times

of trouble have nurtured a culture of neighbors
helping neighbors and a community striving for

a better tomorrow. While Nashville is currently
experiencing another round of rebuilding and
recovery, our people have already proven that
defeat is not an option. They're confident that
Nashville will, once again, channel the tragedy of
a cataclysmic event for positive purpose.

Equitable Transportation
Network

Delivering an equitable transportation network is
about focusing our efforts to improve the way the
transportation system works for every Nashvillian
every day. As we rebuild, it is tempting to fall

into previous behaviors of reacting instead of
preparing for the unknown. However, we should
not repeat the mistakes of prior generations. Our
recovery cannot succeed if we prioritize simply
building infrastructure over responding to the
well-being and justice of the underrepresented.
Mistakes such as the levelling of historic black
communities for convenient interstates or the
disparities of funding and political support for
suburban commuter rail systems over intercity
bus networks haunt us now.

It is not surprising that some of the most
important moments in the fight for equal rights
throughout this country’s history have taken place
on buses, bridges, and streets. A transportation
system that does not work for those at the fringes
of our society works for no one. Similarly, as put
forth in the 8 80 Cities movement?*, if we build our
public spaces and transportation system to work
for both eight-year-olds and 80-year-olds, then
they will work for everyone, regardless of age,
ability or income level.

When we provide equitable access to jobs,
affordable housing, healthcare, social activities,
and education to our community, we offer
access to opportunity for all. Without accessible
transportation options we limit people’s ability to
prosper. Our neighbors who are either unable to
drive or do not have reliable access to a car feel
this the most by pay a higher percentage of their
incomes on housing and transportation. They're
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also more likely than the general population to be
killed or seriously injured by people driving.

Ensuring transportation equity includes
addressing unequal and inadequate access

to high quality, reliable, safe and affordable
transport options. Our transportation system
should protect children and seniors from traffic
violence by building a better sidewalk network
that gives everyone real choices about how to
get where they need to go, whether by bus or
bike, car or scooter, wheelchair or stroller. Along
with that, strategies to ensure affordable housing
close to jobs is necessary in addressing the “drive
until you qualify” issue of having to move farther
and farther from the urban core to be able to find
affordable housing opportunities. The additional
driving time and the necessity of each person in
a household needing a personal vehicle means
less income and time is available for family
responsibilities and efforts to better financial
circumstances.

Safety

Three percent of the workers and 6% of
households do not have access to a vehicle

and may be more dependent on walking and
bicycling to get around.?® The Nashville Area
Metropolitan Planning Organization conducted a
health and equity analysis to understand areas
where higher-need populations reside. The 2040
Regional Transportation Plan expressed its
commitment to prioritize transportation projects
that incorporate health, safety, and social equity
considerations and that allow communities to
grow sustainability. These factors include the
following measures:

METRO NASHVILLE TRANSPORTATION PLAN

* Households in poverty
*  Unemployed population
* Households without access to a vehicle

» Aging population (greater than 65 years of
age)

People who are low-income, over the age 65,

or do not own a car tend to have poorer health
outcomes.? Additionally, they are at the same
time, the most dependent on transit, pay the most
for it, and are most at risk of death and serious
injury from transportation, overall. Transportation
is intrinsically both a measure of, and an indicator
of equity.

This plan creates a pathway for improvements
to the transportation network that increases
resources for public transit, bikeways, and
pedestrian infrastructure to support those who
may not have access to a personal vehicle. The
City will continue to build its streets and provide
access to all Nashvillians regardless of their
income or ability to attain.

Finally, the City needs to make improvements
to some of its most dangerous intersections,
locations which are the source of countless
vehicle-to-vehicle and vehicle-to-person
walking crash incidents. Metro Public Works,
in partnership with the Mayor’s Office, created
a list of the 15 most-dangerous intersections
to prioritize resources to targeted safety
interventions. Several projects are underway
through strategic interventions such as

the replacement of traffic signals, sidewalk
construction, improving street lighting, and the
repaving of roadways.
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Despite the limited levels of funding, Metro has
made great strides by making targeted, small
scale improvements and will continue to do

so with the Vision Zero Action Plan initiative
estimated to be completed in 2021

Access to Jobs, Housing, & Services

Equity impacts are not only connected to health;
they directly correlate to how easily people are
able to access housing, jobs, and other needs
such as school, childcare, fresh grocery options,
and parks. People must often choose between
exorbitant housing costs or transportation costs.
As gentrification pushes long-time residents out
of urban neighborhoods and into cheaper housing
at the city’s periphery, they spend more money
and time to reach jobs they need.

Reliable Transit System that
Treats Everyone with Dignity

One of the most fundamental methods of
transforming how Nashvillians see and connect
with transit is by focusing on the dignity of transit
riders. Bus stops with no shelters or sidewalks,
signs next to only ditches, and bus routes whose
times and frequencies are inconsistent day-to-
day hurt the people using transit and soils the
public’s image of transit generally. This reduces
transit's competitiveness with driving and inhibits
WeGo’s ability to attract new riders and maintain
the dignity of current riders.

Building Out the Street Network in
Growth Areas

Metro uses its Major and Collector Street
(MCSP) plan to guide build out of its roadway
network through review and permitting of private
development. The MCSP provides a context-
sensitive approach for each segment within its
network by identifying right of way needs and
building setbacks for new construction. It also
identifies the location of needed arterial and
collector connectivity.

For the city to accommodate all our new
neighbors, businesses, and visitors, we must
fully program and build out our roadway network
with complete streets. Metro has continued to
investigate innovative strategies to upgrade
public roads in ways that help growth pay for
itself. Nashvillians should not be solely on the
hook for costly infrastructure needs. Partnerships
that leverage private development to provide for
improvements such as sidewalks, transit stops,
traffic signals, and bikeways are encouraged.

The City also has made great strides through

its coordination with GNRC and TDOT for

new multimodal transportation projects

such as for new sidewalks along Dickerson

Pike and new capacity upgrades to roads
including Nolensville Pike and Burkitt Road. In
coordination with regional planning efforts like
the Regional Transportation Plan, the Congestion
Management Plan, and the state plan to deliver
projects promised by the IMPROVE Act, Metro
has opportunities to address multimodal capacity
needs on state routes.
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Complete & Green Streets

While our streets are all public resources that

get us from one place to another, each street
serves different land use and locational needs.
Designing streets based on their contexts and
how they relate to the greater multimodal network
are key principles for “complete streets,” which
are public rights of way that provide safe and
accessible movement for all users regardless of
their mode of travel.

In addition to considering the use of the street for
people walking, biking, riding transit, carpooling,
and driving alone, several neighborhoods
throughout Nashville experience occasional
flooding and/or feature waterways which are

in poor, polluted condition. As such, it is also
critical that our streets take into consideration
infrastructure that reduces flooding, restores
our creeks and rivers, and support wildlife
conservation through the construction of “green
streets.”

Green and Complete Streets promote

access, mobility and health for all people,
regardless of their age, physical ability, or

mode of transportation. They fairly balance the
accommodation of all users of the transportation
system, by prioritizing the needs of people

who walk, bike, take transit, drive, transport
freight, operate emergency vehicles, or own
adjacent land, in that order. Nashville has

had a Green and Complete Streets Executive
Order in effect beginning in 2016 under Mayor
Dean and renewed under Mayor Barry, with a
goal of designing Nashville streets to prioritize
the needs of the most vulnerable people first.
Furthermore, they should improve environmental
quality through the inclusion of green-street
elements such as street trees, swales, native
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plants and grasses, that reduce stormwater
runoff, optimize stormwater quality, and enhance
natural environments. Access Nashville 2040 and
its component plans, including, but not limited

to the Major and Collector Street Plan, has

been adopted by the Planning Commission as a
component of the General Plan.

Metro Departments are instructed to implement
Nashville’s Complete Streets Policy to
accommodate all users, regardless of age, ability,
or mode of transportation in all contexts and
community character types, prioritizing those who
are most vulnerable.

While green and complete street designs may
differ in various contexts, the goal of prioritizing
people who are most vulnerable remains
constant—and should be prioritized over moving
private vehicles and subsidizing areas for them to
be parked. Indeed, there is a growing nationwide
movement to foster the improvement of public
streets not just for all users by mode and/or the
natural environment, but also through the lens of
equity and environmental justice. To ensure that
no person is left behind or that capital projects
negatively affect vulnerable populations, several
states and communities require environmental
review of projects depending on the scale of their
impact.

Overall, the Green and Complete Streets
Executive Order has been effective in reshaping
new streets in Nashville, such as the 28th/31st
Avenue connector, the Division Street extension,
and Deaderick Street, to name a few. But major
gaps in wider and more uniform application still
exist. An opportunity exists to strengthen the
policy guidance to also incorporate environmental
justice impact mitigation to ensure that new
capital projects meet equity targets. Green and
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complete streets should guide all transportation
decisions in Nashville. Doing so will reshape
transportation itself in the city, further increase
economic prosperity for all, and save lives.

Managing Traffic Demand

Decades of experience have shown that road-
widening-only improvement programs often fail to
relieve congestion over time. Having more drivers
on the road makes it harder to walk and bike.

By managing demand, we can shift trips from
driving alone in rush hour to carpooling, public
transit, and telecommuting or even encouraging
work trips during off peak hours. The combination
of infrastructure investment and supportive
programs and policies has yielded great results in
cities such as Seattle and Denver—and can here
in Nashville as well.

Nashville Connector, a free Metro resource to
connect commuters and employers to sustainable
commute options through marketing, behavior
changes and development review has given

life to managing transportation demand in
Nashville. Successful demand management
employs multiple efforts at once — private sector
engagement and participation, parking reform,
transit improvements, transportation demand
management supportive policies, and alignment
of land use and transportation planning with
capital spending.

Nashville Connector, in collaboration with the
Nashville Area Chamber of Commerce and the
Downtown Partnership, engages the private
sector through working with large employers
to assess commuting habits and make
recommendations on shifting trips to non-drive
alone based on home and work locations.
After struggling with increasing parking costs,

recruitment and retention issues and employee
requests for better commute options, most
employers are happy to have help in establishing
transportation benefits programs. They are eager
to connect with WeGo Public Transit’'s Easy Ride
program, the TMA Group’s Van Star program

and other strategies. The annual Commuter
Challenge gives employers an opportunity

to jump in and try new modes in a friendly
competition.

Vanderbilt University, Middle Tennessee’s

largest employer launched MoveVU in 2019

with a goal of reducing the current drive alone
rate of the university students and employees
from 77% to 55% by 2025. Gaining consensus
on a bold and ambitious but realistic mode-shift
goal helps to motivate and mobilize community
leaders, decision makers and commuters around
a common vision while providing a visual tool

to measure progress. Davidson County’s drive
alone rate was 78.8% in 2018.%” A reasonable
goal to work towards by 2023 would be reducing
this percentage to 77.5% with an ideal goal
being to reduce it to 66.4% but this would require
investment in transit and an aggressive TDM
program. These goals were derived from Census
ACS Worker Counts for 2018 and were based on
comparisons with peer cities.

In order to reduce and maintain a lower drive
alone rate, the commuter experience must be
convenient, affordable, enjoyable and safe.
Nashville Connector, housed in the Metro
Planning Department, works closely with land
development and Metro Public Works staff

to ensure that new development is built and
designed to advance multimodal connectivity and
to encourage future active transportation.

Balancing our transportation system is critical in
order to deliver on the needs and issues voiced in
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the Mayor’s Transportation Listening Sessions. It
is not economically, financially, environmentally or
geographically sustainable to continue to invest

in a transportation system that prioritizes driving
to the detriment of all other modes and TDM has
helped many communities make this important
and necessary cultural shift.

Parking Management

We can meet multiple community goals

through better parking management. Emerging
technologies and shifting consumer preferences
have allowed cities to develop healthy parking
systems that generate revenue and reduce
congestion. There are many strategies that have
been successfully used to manage parking wisely
rather than letting parking dictate community form
and function.

Contrary to conventional wisdom, parking is not
actually free. Employers, developers, property
owners, and renters pay these fees. Taxpayer
dollars often subsidize parking. According to a
2020 Victoria Transport Policy Institute study
the average construction cost of a basic parking
structure in 2015 in Nashville cost almost
$17,000 per space with an average nationwide
cost ranging from $24,000 to $34,000 per space
plus the cost of operation and maintenance. At
the same time, Downtown Nashville’s average
monthly parking rate has approached $200 per
month. This often inflates development and
housing costs — exacerbating an already acute
affordability crisis.

We need parking policies that minimize, rather
than maximize, the number of parking spaces,
especially in Downtown, Midtown, and Music
Row. Nashville Connector encourages incoming
developments to provide active transportation
amenities, connections to transit, greenways
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and sidewalks and adopt longer term strategies
such as decoupling parking from housing costs.
Working with the development community to
address the issue of market demand and financial
lenders requiring excessive parking embedded

in new development projects is also needed in
Nashville as we transform from a community that
has prioritized the car to one that has a strong
market demand, financing opportunities and
supportive public policy for walkable, bike friendly
and transit connected developments.

Nashville employers often provide parking at no
cost to employees as part of a benefit package.
Replacing the employee parking benefit with

a transportation benefit of the same value

is a compelling way to encourage walking,
bicycling or taking transit to work. Even better
for employees is for their employer to join
WeGo Public Transit’'s Easy Ride program or
subsidize a vanpool program. With less need
for parking, employers can replace some spots
with secure indoor bike storage, showers and
lockers and other amenities to encourage active
transportation.

In tandem with TDM initiatives with employers,
Nashville is currently working on updating and
modernizing its on-street parking system and
curb space. As Nashville has evolved into a
major tourist destination as well as a home for
corporate headquarters and large employers,
pedestrian and vehicular mobility have been
choked by an increasing number of user groups
competing for curb space. Pedestrians, cyclists,
scooters, buses, rideshare vehicles, valets,
delivery trucks and service vehicles all compete
for valuable space causing congestion and
frustration. Replacement of parking meters with
valet zones for businesses as well as low parking
fines for on street parking and parking meter
violations have resulted in a loss of revenue to
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Metro and enforcement issues. Several strategies
are underway to address this issue including
updating existing parking meter contracts and
partnering with technology providers to bring the
latest digital tools to Nashville.

TDM Ordinance & Evaluation

Nashvillians want the freedom to move about
easily by driving, walking, rolling, cycling or taking
a bus. Obtaining such a goal requires that we
establish clear, consistent and predictable land
development review policies designed to mitigate
the traffic impact generated by new development.
These policies would include incorporating
measures to enhance mobility into site design
and ongoing building management as well as
requiring existing large employers to increase
employee non-drive alone trips to work.

Our most recently documented drive alone rate
from 2018 is close to 80%?2® which could be
reduced by adopting a Trip Reduction Ordinance
(TRO). TROs have been used successfully
nationwide to address congestion and parking
issues, improve air quality, and encourage
sustainable and connected communities.

Nashville has taken the first steps towards

this by implementing the Traffic Impact Study
Guidelines, endorsed in 2004, that require
developments that generate 1,000 or more peak
hour trips to complete a TDM plan. Although
this has been on the books since 2004, it was
not implemented until Nashville Connector was
established in 2018. Since then, more than

30 new developments have been reviewed by
TDM and Public Works staff to include TDM
recommendations. Other developments are
reviewed as part of the land development
process and if a developer is requesting more

than existing regulations permit, staff may request
TDM measures as a condition of the approval.

Using lessons learned, we would benefit from
adopting a Trip Reduction Ordinance that
outlines a clear policy that is applied consistently
and fairly to all new development as well as
existing large employers to help them reduce
single occupancy vehicle trips generated by
their development by incorporating strategies to
encourage active and sustainable trip options.

According to Establishing an Effective Commute
Trip Reduction Policy in Massachusetts,?® a
2014 report published by A Better City, common
measures used in successful programs included
requiring developers or employers to document
TDM strategies that they will use to reduce their
SOV mode share and a staff focus on working
to help businesses comply rather than enforcing
strict penalties.

Common factors that the most successful
programs share include having broad support
from state and local leaders with everyone
working towards meeting a goal of reducing
congestion and improving air quality, adequate
staffing to work with employers, developers
and other departments, a streamlined process
appropriate for the local community and an
evaluation process to track employer and
development progress towards meeting mode
share goals.

Curbside Management

Overall, for the greater part of our city’s history,
Nashville’s street curbs have operated as a
wild west. This laissez faire approach was okay
when Nashville was a small, sleepy town but
given the amount of traffic on our streets and
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needs to maximize the movement of people,

this approach is no longer realistic. Nashvillians
always welcome our guests from out of town

and ensure that they have the best possible time
when visiting us, however that does not mean
that pedal taverns and other transpotainment
vehicles should be allowed on our streets during
rush hour. Nor is it appropriate to surrender entire
block faces for free on-street parking rather than
install dedicated bus lanes that would have the
ability to provide reliable, frequent transit service.

An appropriate strategy for regulating curbside
access, or curbside management, should follow
these guiding principles:

« Align with broader planning goals within
NashvilleNext as they pertain to Ensuring
Opportunity for All, Expanding Accessibility,
and Creating Economic Prosperity;

» Prioritize the throughput of people instead of
the movement and storage of cars;

* Meet the transportation network goals
established in nMotion and WalknBike;

» Vary by adjacent land use context and time of
day; and

» Use pricing to incentivize what we want and
disincentivize what we don’t want.

» Continue work towards a public-private
partnership in which parking meter equipment
can be modernized with minimal public
expenditure.
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Leveraging Investments
with Opportunities

Transit Ready

Transformative investments in transit
infrastructure requires more than new travel
lanes, sidewalks, crosswalks, and stations. For
the transit to succeed, development along the
routes need supportive development patterns
that allow for more housing, mixed use, and
opportunities to coordinate investments in
transit with housing and other quality of life
improvements. Doing so increases ridership and
reduces auto traffic, ensuring the biggest public
benefit from these major investments.

Therefore, being transit ready is key for the
Murfreesboro Pike Bus Rapid Transit and
Clarksville Pike Rapid Bus investments. So
how do these corridors currently stack up?
Both corridors have land use policy generally
supportive of mixed use and other transit
supportive development. However, more

work is needed to ensure that the regulatory
framework for redevelopment is appropriate.
Existing suburban zoning districts, in place for
decades, limit opportunities for walkable, transit
supportive development. As projects advance,
they will include public engagement about the
future development patterns along the corridor,
which will include analysis of existing zoning
for the area and the potential opportunities that
come with rezoning. Below, highlights and key
opportunities for affordability are identified for
the two transit investments. Additional analysis is
available in the technical appendix.
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Murfreesboro Pike Bus Rapid Transit
Corridor

Described in detail in Part 1, the Murfreesboro
Pike Bus Rapid Transit project would link
Downtown Nashville to the Global Mall at Hickory
Hollow with predominantly dedicated transit lanes
running along Lafayette Avenue, Murfreesboro
Pike, and Bell Road. With this investment will
come significant opportunities to encourage
redevelopment along the corridor to create
welcoming, vibrant areas around each station
and to maintain and supporting housing that is
attainable for all Nashvillians. Major opportunities
exist at potential station locations at intersections
with Thompson Lane and Bell Road, as well as at
the Global Mall.

Quality of life opportunities

Sidewalk and bike lanes are spotty along this
route. However, with BRT investment would come
new pedestrian infrastructure to provide safe
routes to transit stations. Only a small portion is
built out with sidewalks now. New investment can
be leveraged to address sidewalk connectivity off
the corridor, address flooding issues associated
with Mill Creek, make use of the proposed
Browns Creek segment of the Central City
Greenway, provide park opportunities in areas
that lack usable public greenspace, and provide
improved, reliably access among Downtown,
Trevecca Nazarene University, Nashville
International Airport, the Dell campus, and Global
Mall at Hickory Hollow, including the library,
community center, and Nashville State campus.

Property owners and developers have begun
proposing projects with new amenities along

this corridor. These proposals, and some recent
projects, are creating walkable, mixed use places
that support the surrounding community. The

large, suburban sites that characterize major
intersections on the corridor are opportunities
to bring additional community services and
gathering spaces to neighborhoods with aging
commercial districts.

Key opportunities for affordability

While large suburban undeveloped or
underutilized sites offer opportunities for new
growth in general, they also provide opportunities
for meeting housing needs for transit customers
that rely on access to reach work, school, or
other services. In addition, Nashville has ongoing
efforts to improve and expand affordability close
to the urban core. Ongoing efforts and new
opportunities include:

» Envision Napier-Sudekum reconstruction that
will add new market-rate housing but will not
reduce the overall number of units available
for low income families.

« MDHA Promise Zone covers Murfreesboro
Pike out to the Airport.

* Global Mall at the Crossings (potential public-
private partnership).

» Preservation of existing aging apartments to
ensure affordable opportunities remain while
new development occurs.

Clarksville Pike Rapid Bus Corridor

Described in detail in Part 1, the Clarksville Pike
Rapid Bus project would link Downtown Nashville
to Buchanan Street, the planned North Nashville
Neighborhood Transit Center, and the Bordeaux
Public Library with rapid bus service running
along Rosa Parks Boulevard, Garfield Street,
Buchanan Street, Dr. D.B. Todd, Jr. Boulevard,
and Clarksville Pike. Opportunities to leverage
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redevelopment along the corridor places special
emphasis on maintaining and supporting housing
that is attainable for all Nashvillians. Areas along
the corridor located south of the Cumberland
River do have some redevelopment constraints
due to the depth of available land fronting the
route. North of the river has more opportunities
and, in recent years, has seen renewed interest
from housing developers that support the
community’s effort to build a market for additional
retail and services.

Quality of life opportunities

The Buchanan Street portion of the rapid bus
route is a distinctive arts and black-owned
business district that has been evolving over the
last decade. While many competing ideas exist
about how it should move forward, rapid bus
offers an opportunity to facilitate that conversation
during development of this project. Nearby, the
McGruder Center is a social service hub that has
recently begun expanding its services.

In addition, North of the river, programming
Mullins Park could be a quality of life
improvement and a catalytic investment,
particularly for Fairview Center on Clarksville Pike
and the western portion of the Haynes Trinity
small area plan.

Key opportunities for affordability

North Nashville also has several ongoing
investments and programs to support affordability.

* The North Nashville Promise Zone reaches to
the river.

« Clarksville/26th Barnes Fund affordable
housing project being developed at
Clarksville Pike/26th Avenue North
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+ Some Metro sites, such as the North Police
Precinct could be an opportunity for creative
incorporation of housing to its existing
configuration or through redevelopment,
subject to community support.

Technology &
Partnerships

The more types of vehicles we add to our system,
and the more we tie land use to transportation,
the greater the need for supportive technology
solutions. Many vehicles come equipped with
sensors and automatic functions such as self-
parking — likewise, our built environment needs

to be modernized to prepare for the growing
congestion of our streets. Embracing technology
to improve bus boarding, fare collection, and
pedestrian crossings is critical to increase the
throughput of people using roads which will be
over capacity in the coming years. If we cannot
leverage new innovative systems as well as
regional and national partnerships, Nashville is
doomed to face its problems alone within an ever-
connecting world.

In the coming decades, as vehicles become
increasingly connected and autonomous, these
investments in technology will allow for real-time
communication between on-street infrastructure
and the people using it, saving time, and again,
saving lives. This scenario only works, however,
with an unflinching commitment to transparency
between partner agencies and the citizens that
we collectively serve.
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Signal Modernization & IT/56
Capabilities

Internal-facing improvements include updating,
upgrading, and/or replacing signals and equipping
infrastructure with fiber and 5G capabilities. However,
preparing this framework is a major undertaking because
currently many of these components are very outdated.
Metro Public Works utilizes a combination of Time
Based Coordination (TBC) and Time of Day strategies to
manage traffic at its signalized intersections, processes
which are slowly being phased out in favor more
advanced systems nationwide.

Furthermore, Nashville’s reliance on twisted-pair copper
communication cables is problematic given its age

and inability to transmit large bundles of information

as quickly as newer communication systems such as
fiber optic cables and 4G/5G cellular communications.
The City currently has no functional CCTV cameras
dedicated to monitoring traffic operations that are
communicating back to the NTCC. When compared to
its peers, the City has the lowest percentage of active
functional CCTV cameras for the purposes of monitoring.

When considering traffic management strategies for a
diverse city like Nashville, the safety and operational
performance for all roadway users must be considered
when allocating funding and setting transportation
priorities. Multimodal considerations must include
motorists, pedestrians, bicyclists, and slow-moving
vehicles inside the downtown core such as scooters, golf
carts, and pedal taverns. In recent years, capital funding
for non-motorized modes (sidewalks and bikeways)

has significantly outpaced spending for traffic control
equipment and maintenance. Without question, Nashville
has a lot of ground to make up in sidewalk construction,
but the lack of investment in the signal system has

put our city behind in an area where technology has
changed rapidly.
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A modern and resilient traffic management system will
increase safety, travel time reliability, and operational
performance for all users. Some examples include:

» Atraffic signal system with upgraded detection can
be used to monitor bicycle and pedestrian usage
which can help engineers plan and implement better
bike and pedestrian facilities where needed.

* A more responsive signal system can facilitate
additional pedestrian street crossings while
minimizing delay to vehicles.

« Effective traffic progression can maximize the
capacity of an existing corridor. In some cases, this
may allow for a reduction in street width that can
then be returned to non-auto uses while maintaining
or improving vehicle flow.

* Monitoring major corridors can help set operational
parameters aimed at keeping speeds at an
appropriate level — a safety benefit for all road users.

» Special bike signals can be used to provide
dedicated intersection access for this vulnerable
type of user.

Real-time Transit Information

We must upgrade infrastructure on and under streets,
as well as the communication tools used by specialists
to diagnose and communicate real-time with partners

at the local, regional, and state level, as well as with

the general public. Identifying, communicating, and
eventually predicting where crashes will take place,
allows for more target interventions and will also literally
save lives.

Being able to understand traffic patterns—including how
they are affected by weather, special events, crashes,
etc.—will also allow WeGo, Nashville’s transit provider,
to more accurately communicate real-time transit
information to riders. Armed with real-time bus arrival
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times, WeGo riders can move more freely and
reach jobs, services, and other necessities of life
in a more reliable, timely manner.

Transparency

New innovations in our transportation systems
enable our community to report data and project
reporting in real-time, making it easier for
neighbors to work with Metro. Recently, the City’s
ability to collect more data is leading to more cost
savings, stronger reporting online in the form of
project detailing and tracking, and formalized
context-sensitive approaches rather than applying
a one-size fits all strategy. We can standardize
our outreach to neighborhoods as well as

how information is relayed to the development
community.

Metro is currently in the process of establishing

a new construction manual which will dictate

how public capital projects are designed based
on best practices and new federal guidelines. As
Metro further enhances its construction details

to make sure that development is building the
infrastructure that the City needs, Metro must
ensure that public investments are setting the bar
moving forward.

Most importantly, Metro Public Works’ new
construction manual will also create new
opportunities for Nashvillians to engage with

city staff for input and project tracking, which

in turn increases accountability for projects to
meet goals of each respective initiative using
performance measures. By reorganizing its
operations and department resources, Nashville
will in turn, craft performance measures based on
metrics for equity and project delivery.
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Sustainability & Climate

Action

In February of 2020, Mayor John Cooper
announced a 48-member Sustainability Advisory
Committee to advise his administration on
sustainability and help advance related proposals
through legislation, executive orders, and other
policy changes. The Committee is working

with Metro staff to produce Climate Action

and Adaptat