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 The city of Fort Lauderdale has been working relentlessly to establish Uptown the 

neighborhood surrounding the Cypress Creek Tri-Rail Station into a transit hub. A true 

transit hub encompasses multiple modes of transportation in a centralized location for 

easy access and transferability. The Uptown neighborhood has been identified as an edge 

city, and problems commonly associated with such a designation threatens the success of 

the transit hub. Existing research reviewed in this report will offer valuable solutions on 

how to increase the performance of the Uptown transit hub, which in-turn would decrease 

the areas auto dependency. This report evaluates the City of Fort Lauderdale’s efforts to 

those of two case studies that have successfully redeveloped into a transit hubs.  
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Chapter 1: Introduction 

Topic and Importance to Planning 

Transit hubs are becoming more popular across the globe as cities 

become more urban and reliant on multimodal public transportation as a means 

of moving its residents and visitors. The auto-boom in the 60’s has forever left its 

mark on American cities and their urban form. However as cities continue to 

grow, adding more highway and road capacity to accommodate single 

occupancy vehicles, continual highway expansion is not a sustainable solution. 

The cost of requiring new right of way alone is over burdening. This report 

focuses on an edge city district in a northwest neighborhood of Fort Lauderdale 

and its affiliated transit hub.  

There are over 200 city districts defined by Gerreau as edge cities in the 

United States many of which have added transit hubs to their center as a form of 

traffic mitigation (Garreau, 1991). Some well-known edge cities include: The 

Galleria area- Houston TX, Maitland Center- Orlando FL, Silver Springs- 

Washington DC, Scottsdale- Phoenix AZ, Sherman Oaks- Los Angeles CA, 

Concord- San Francisco CA, and finally Bellevue- Seattle WA. Many of the 

above listed edge cities currently possess or have plans of including transit hubs 

in the near future within their respective boundaries. Identifying strategies to 

successfully promote these transit hubs, as well as address the range of transit 
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planning problems commonly associated with edge cities will be significant for 

the planning community moving forward.  

Purpose 

The City of Fort Lauderdale is located in Southeastern Florida in Broward 

County. Fort Lauderdale has an estimated population of 172,389 residents, but 

the city is a part of the Miami metropolitan region which boasts an estimated 

population of 5,762,717 and is one of the fastest growing regions in the nation. A 

revitalized economy has catapulted transportation into the forefront of managing 

and promoting further growth. The city is in the process of expanding its 

International airport with a new runway to accommodate larger international 

airplanes and new gates. This is in concert with an initiative to deepen the Port 

Everglades seaport to attract larger ships due to the Panama Canal expansion 

and push to be the busiest cruise ship terminal in the world.  

Within five years the city will have four fixed route mass transit passenger rail 

systems in operation. Those systems include the Wave Streetcar which is now 

proposed as a downtown circulator opening in early 2017 with proposed future 

extensions to the airport and local malls. The All Aboard Florida (AAF) high 

speed rail line which will offer inner city service from downtown Miami to 

downtown West Palm Beach, with a stop in downtown Fort Lauderdale. AAF is 

set to open in late 2017 it will also connect the South Florida region to the Central 

Florida region via Orlando with a possible future extension to destinations like 
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Coco Beach, Tampa, and even Jacksonville Fl. The South Florida Regional 

Transportation Agency is proposing the Tri-Rail Coastal Link which would be a 

commuter rail line connecting the South Florida cities east of I-95 from Jupiter to 

downtown Miami with over 13 stops in between connecting some of the most 

urban areas in the region. The Tri-Rail Coast Link will operate on the same line 

as AAF as a non-competitor service and will have at least three connections to 

the existing Tri-Rail. The last mode of fixed route passenger rail service in the 

City of Fort Lauderdale is the existing Tri-Rail commuter rail service. The Tri-Rail 

has 18 stations with over 4 million annual riders a year. 

This report will review how these transit services can encourage the use 

multimodal transportation and transit oriented re/development as the rail system 

builds out. I selected the Cypress Creek Tri Rail Station in the Uptown 

neighborhood as a starting point and central case study  Uptown is located in the 

northwest section of the city. Major roads near the station include East Cypress 

Creek Road and North Andrews Avenue. This site was chosen because it is one 

of only three of the abovementioned transit stations in operation today. The area 

surrounding the station is characterized by wide arterials, huge parking lots, 

dispersed commercial strip malls, midrise office buildings, and industrial 

complexes.  

According to Garreau in his book Edge City: Life on the new Frontier 

(Garreau, 1991), in an edge city, "Buildings rarely rise shoulder to shoulder. 
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Instead, their broad, low outlines dot the landscape like mushrooms, separated 

by greensward and parking lots" (p. 3). “Edge cities are tied together by jetways, 

freeways, and rooftop satellite dishes” (Garreau, 1991, p 4). Due to its location 

near Interstate 95, Fort Lauderdale Executive Airport, and the CSX rail lines, the 

area surrounding the Cypress Creek Tri-Rail Station has been developed with 

the characteristics of an edge city. The result is that the area around the Cypress 

Creek Station has few pedestrian destinations in close vicinity of the station and 

appears as unfriendly to users of public transit who depend on a pedestrian 

network and bus lines.  

Like many stations in Fort Lauderdale, the site has been severely constrained  

developing into a successful transit stop and transit oriented development district. 

This research document will analyze the Cypress Creek area in close detail and 

evaluate possible solutions to the core problems preventing the station from 

developing into a successful transit hub. The hope is that successful solutions 

from this study can be applied to other stations along the Tri-Rail line and future 

as well as transit stops on new lines.  

The Problem Statement 

The core problem surrounding the Cypress Creek Tri-Rail station is the 

current lack of a densely across the built urban environment within and 

surrounding the immediate station area. The area is characterized by wide 

arterials and roads, huge parking lots, and dispersed development. This 

dispersed development includes, single family housing, hotels, isolated auto-
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oriented retail, an airport with supporting facilities, a fire station, a stadium, 

factories and warehouses, and various governmental buildings and facilities. The 

area may currently be too dispersed and separated by distinct land uses to 

sustain a healthy multimodal transit network. A number of significant challenges 

are related to the general patterns in the station area and adjacent neighborhood. 

 

Figure 1 

  

First, the spread out nature and heavy traffic of the immediate area 

surrounding the Cypress Creek Station makes the area incompatible to 

expanded pedestrian travel and access. According to Nelessen's (Nelessen, 
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1994) research, pedestrians will walk about seven-hundred-and-fifty feet (750') to 

their destination comfortably (Nelessen, 1994, p. 154). He also argues that 

pedestrians require a secure and continuous network of walkways that is clearly 

defined by curb radius and crosswalks, ground texture, proper sidewalk width, 

clear edges, pedestrian scale lighting, signs, and bicycle paths - so as to 

separate the pedestrian realm from the automobile's (Nelessen, 1994, p. 159-

163). Cypress Creek Tri-Rail Station lacks these qualities. A poor pedestrian 

environment is detrimental because the primary mode of transportation from a 

public transit stop to a secondary destination is on foot.  

Second, the study areas road network has serious challenges of connectivity, 

ingress, and egress. The study area is located within a superblock; accessible 

through the main arterials Cypress Creek Road, Powerline Road, with North 

Andrews Avenue passing through the center. All secondary roads within the 

study area are dead end collectors that do not allow any through traffic across 

the rail road tracks or between other developments. This forces all internal traffic 

out onto arterials, and provides no alternate routes to destinations within the 

blocks. Furthermore, Cypress Creek Tri-Rail station is only accessible from 

Powerline Road, or Cypress Creek Road, through a 1,600 foot long dead end 

local collector. Due to this, the station is not visible from the main arterial 

roadway, and cannot be directly accessed from it. Meanwhile, North Andrews 

Avenue passes just 350 feet east of the station, however, there is no access to 

the station from the east side. The lack of visibility of the station from any major 
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road, and extremely limited access form the area road networks, are major 

inconveniences that cause the station to be disconnected from the urban fabric 

and hard to access by potential riders. 

Third, there is no residential housing in the immediate area west of I-95. As a 

result, safe pedestrian access is barred from the transit stop and all transit users 

must reach the Cypress Creek Station either by car or by bus. This is surprising 

and raises the issue of possibly developing affordable housing in this zone to 

accommodate blue collar workers who maintain the many offices and facilities of 

Cypress Creek. 

Fourth, the spread out nature of development, poor pedestrian networks, and 

the lack of housing within the study area, goes hand in hand with the high 

dependence on automobiles. The historic dependency on automobiles combined 

with the dearth of pedestrian, bike or connecting transit access discourages 

switches to transit use by the local residents and workers. 

Scope of the Problem 

A careful analysis of current conditions, including land use, access and 

amenities in this study area is crucial to revitalizing the existing business district 

which is rapidly deteriorating due to high traffic, poor public transportation, and a 

deficient pedestrian network. The dispersed and relatively dysfunctional 

development pattern of this area is harmful to both the environment and the local 

economy. This study will not only advance research on the topic of density and 
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connectivity for the City of Fort Lauderdale, but might also provide insights for the 

planning community as a whole in terms of transit oriented development and 

ridership improvements in urban areas with relatively low density and limited 

mixed land use.   

Research Questions 

The aim in this particular research is to address a central question followed by 

a series of secondary questions. This will allow the refinement of the hypotheses 

into a factual problem statement. In addition, it will enable the resulting 

recommendations to better address the problem(s) more effectively with a more 

accurate proposal.   

Central Question 

The central question for this research is: “What role does development 

density play in the performance of Cypress Creek Tri-Rail Station as a transit 

hub?” 

 Secondary Questions 

 How can area density best be measured - population, jobs or buildings, 

net or raw densities? 

 What are the basic elements of transit hub? 

 What indicators measure the performance of transit hub?  
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 How do density and land use measures relate to the various aspects of 

transit hub performance? 

 How does the lack of density and land use mix contribute to poor 

circulation and a lack of connectivity?  

 How density, land use mix and connectivity affect mode choice of travelers 

in the area? 

 
Figure 2 

 

 

Hypothesis and Proposal 
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It is hypothesized that the best way to analyze the role development density 

plays in the performance of Cypress Creek Tri-Rail Station as a transit hub is to 

evaluate the district as an edge city. Providing Transit Oriented Development 

(TOD) strategies within the study area is the hypothesized solution. These 

strategies would increase not only the physical density of the area, but also 

increase the density of the population throughout the area at various times of the 

day. A TOD initiative, combined with an improved secondary street network and 

a more pedestrian oriented environment, will increase pedestrian accessibility, 

activity, enhance the efficiency of the land use network, improve the performance 

of transportation system, and potentially reduce energy consumption and 

pollution. Previous research and case study evidence will be used to show the 

potential of a more aggressive transit oriented development strategy for this 

case.  

Structure of the Report 

This section briefly elaborates on the key questions addressed and the 

general structure of the report. Subsequent chapters will frame the arguments 

and build the rationale for a more aggressive transit-oriented development 

strategy for the study area:  

 Chapter 1 “Introduction” is an introduction reviewing the subject of this 

planning project. It will contain the purpose, problem statement, scope 

of the project, sub problems, questions, and the hypothesis.  
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 Chapter 2 “Literature Review” will review existing studies, reports, 

legislation, articles, papers, and books on the subject that are useful 

identifying key issues and to discovering solutions to the stated 

problems.  

 Chapter 3 “Research Methodology” contains the research 

methodology, analysis of the methodology, a detailed work program, 

and a presentation of methods used to address the problem(s) 

presented. 

 Chapter 4 “Analysis and Findings” is a review of the Cypress Creek 

Tri-Rail Station in the Uptown Fort Lauderdale neighborhood context 

and planning challenges. This includes status of plans, special studies, 

and the identification of needs. 

 Chapter 5 “Summary and Recommendations” will contain a 

recommendations based on the findings and analyses. It will then bring 

a close to the report and present further suggestions.   
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Chapter 2: Literature Review  

This chapter reviews the literature on the relationships between density 

land use mix and connectivity to transit choices and development options. The 

first topic is a clarification of the definition of an edge city and how the 

categorization as an edge city applies to the performance of Cypress Creek Tri-

Rail Station as a transit hub. It was found that categorizing Cypress Creek as an 

edge city has helped narrow the research and identify the problems in the area 

more easily. The second topic discusses the causes and effects of sprawl, and 

how these pertain to the study area. Finally, the study area will be analyzed from 

a transportation perspective, focusing on multimodal connectivity, and traffic 

patterns to gain further insight into how these networks affects the performance 

of a transit hub.  

Edge Cities 

The central question of this study asks: what role does development 

density play in the performance of Cypress Creek Tri-Rail Station as a transit 

hub? After initiating this project, it was almost immediately recognized that the 

Uptown community displays the characteristics of an edge city. Edge cities are 

known to have low density and traffic problems that negatively affect multimodal 

transit. The term “edge city” was created by Joel Garreau, who wrote the book 

titled “Edge City; Life on the New Frontier. In the book, Garreau listed the 

Cypress Creek area as an emerging edge city. According to Garreau “the 
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Uptown area did not qualify as a mature Edge City in the early 1990s, but he 

noted that was probably not a permanent condition” (Garreau, 1991). Over the 

past 20 years Uptown has evolved into a mature edge city and the largest 

corporate center between Miami and West Palm with over 70,000 employees 

(Uptown TAP Web Report Pdf).  

 Garreau defines an edge city using a five part test. Test 1, it must be 

determined if the area “has five million square feet or more of leasable office 

space" (Garreau, 1991). The Central Business District (CBD) in downtown 

Memphis is estimated to only have 5.4 million in total office space (Memphis 

Metro Market Research and Forecasting Report, Colliers International). Uptown’s 

has a large portfolio of companies including Citrix, FDOT, Nipro Diagnostic, 

Microsoft’s Latin American headquarters, and other technology oriented 

companies to name a few. However, rather than being densely clustered like in a 

traditional downtown, most of this office space is housed in mid-rise office 

buildings spread across a large area, as in suburban office parks. Test 2, states 

the area must have 600,000 square feet or more of leasable retail space. For 

comparison the Highland mall in Austin Texas was listed as having 575,334 total 

square feet of leasable space  Uptown has large retailers including BJ’s and 

Sports Authority; as well as many restaurants and entertainment centers. While 

the area is estimated to have well over 6 million sf of office space and the 

required 600,000 sf of leasable retail space, due to the unplanned nature of this 

community no exact counts where found at the time of this paper. The airport’s 
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industrial park alone has 1.5 million sf of leasable commercial space (Uptown 

TAP Report Web). 

Test 3 checks whether the area has more jobs than residents. When the 

work day starts, people living outside this district commute to this place, rather 

than residents leaving to work elsewhere.. Again, Uptown has upward of 70,000 

daily employees and no residential districts. Test 4 is determining whether the 

area is perceived by the population as a regional end destination for mixed use, 

rather than a starting point. Many people commute to Uptown for leisure 

purposes in addition to work. The area contains a sports stadium, movie theatre, 

and an indoor speedway to name a few attractors. Test 5 states, if the area was 

nothing like the term “city” as recently as thirty years ago, and development has 

taken over the area during this period, then the area may be an edge city. This 

final test's main purpose is to prevent a traditional downtown like that of San 

Marcos Texas from being identified as an edge city. To be an edge city, the area 

must be separate from a downtown no matter the size of the city; downtown Fort 

Lauderdale is completely separate from Uptown Fort Lauderdale. 

 There are several problems with the layout of edge cities, the lack of 

density and automobile dependency are the two top problems facing these cities 

when Garreau first wrote his book and today as well. Many edge cities form 

around a road network built to sustain agriculture and rural or suburban uses, not 

the heavy commercial uses that these areas eventually grow into. Many edge 
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cities therefore become are overdeveloped relative to their transit infrastructure, 

with overstressed arterials and incomplete secondary road networks. Some edge 

cities are master planned as commercial office parks; these usually fair better in 

terms of transportation efficiency.  

Uptown was not formally planned, and to date does not have a 

neighborhood master plan linked to it. Edge cities are notorious for widely 

dispersed, medium sized single use office towers with vast parking and little 

consideration for pedestrian or multimodal access. They were quickly built to take 

advantage of the suburban residential development (and their growing distance 

to downtown business districts), easy access to regional transportation (highway 

interchanges, airports, harbors, etc.), and cheaper land prices. Uptown’s 

strategic location surrounding the Ft. Lauderdale Executive Airport between I-95 

and Florida’s turnpike has allowed the area to develop into a business district. 

Wide thoroughfares disconnect the district, and buildings are set back within the 

site and surrounded by surface parking. Uptown’s suburban location, original site 

plans and street design where all developed catering to the private automobile; 

creating poor connectivity for more sustainable modes of transportation such as 

walking and biking.  

Accessibility Breakdown     

In an important synthesis of studies spanning the last decade, Reid Ewing 

and Robert Cervero discovered several “elasticity’s of travel demand” with 
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respect to density, diversity, design and regional accessibility (Ewing and 

Cervero, 2001). While transit use is most strongly influenced by proximity to 

employment and activity centers, three patterns of the built environment (land 

use, transportation/street networks and urban design features) were also seem 

as affecting travel behavior. In terms of land use patterns, the researchers looked 

at residential and employment density within neighborhoods and activity centers. 

Micro-accessibility, or the number of specific attractions within a given distance of 

neighborhoods, also came under scrutiny. Results across studies showed that 

increases in density measures within neighborhoods had a direct correlation to 

the number of commuters who chose to walk the first-last mile of their trips to the 

rail stations. Transportation access features were characterized by street 

connectivity, directness of routing, block sizes and sidewalk continuity. Grid like 

street networks, because of their higher levels of accessibility, provide a more 

direct route and accounted for higher levels of active (walking or biking) mode 

choice to transit hubs.  

Also influential is the level of pedestrian friendly features such as narrow 

streets, short blocks, traffic calming measures, and pedestrian refuge islands. 

Urban design features, although typically aesthetic in value, were also seen to 

have modest influence. Studies concerning building orientation, landscaping and 

pedestrian amenities have shown a connection between visually and spatially 

pleasing spaces between buildings and levels of active mode users. Conversely, 

an overabundance of parking lots has a negative effect on transit users’ choice to 
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either bike or walk to the station as a result of decreased levels of human 

interaction, natural surveillance and shelter from weather elements (Ewing and 

Cervero, 2001). 

Transportation Hubs 

According to Compare Infobase Limited’s website 
http://www.hubs.in/transportation/:  

“A Transportation hub can be defined as a location which handles several 
transport modes. Transport modes can be of various types like tramway, bus, 
automobile, ship, pedestrian, railway, metro or rapid transit, coach, truck, 
airplane and ferry. Thus, the term transportation hub; they can be used for both 
the freight transfers and passenger transfers. One can expect numerous 
advantages from transportation hubs. Transportation hubs offer higher frequency 
of services in respect to other locations. The next advantage is the impressive 
development of an efficient distribution system simply because transportation 
hubs can handle more traffic. Most transportation hubs make use of the shared 
transfer infrastructure, facilities and so, the people can avail higher quality 
infrastructures at lower costs. Transportation hubs can be discussed in 
international, national, regional, and local levels. Benefits vary based on the 
level. In terms of Cypress Creek, the transportation hub is centered on a fixed 
route commuter rail service. It is further strengthened by local bus and shuttle 
services as well as streamlined passenger drop off system.” 

 

Key Elements of Multi-Modal Connectivity 

There are many modes of transportation in the Uptown district; this research 

will look at the Cypress Creek Tri-Rail Station as a multimodal transportation hub 

within the district, where the train, automobiles, buses, shuttles, and the 

pedestrian interface with each other. In this section the research will look at 

traffic, transportation, and connectivity problems as they pertain to the area 

around the Cypress Creek Tri-Rail Station.  
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There are several variables that come into play when a commuter decides 

which mode they will use to get to and from a transit station. The most influential 

of these factors are trip frequency (how often during the week they use transit), 

mode choice (walk, bike, bus, car), trip length (amount of time it takes to cover 

the beginning and ending leg of their trip), and measures of travel demand (land 

use patterns, street network, and urban design features) (Ewing and Cervero, 

2001).The American Public Transportation Association (APTA), conducted a 

survey of transportation choices in 2007 in order to study travel choices near 

transit hubs. Of the study participants who used public transit, 70% reported 

using more than one transportation mode to get to their destination at least 3 

days a week. Of these individuals, nearly 60% walked to and from the nearest 

transit station. Commuters cited affordability, accessibility and time length as the 

most influential factors affecting their decision. (McLeod, 2001) 

Pedestrian Access 

As stated earlier, the area around Cypress Creek Tri-Rail station is 

characterized by dispersed single use developments, separated by wide streets 

and huge parking lots. Commuter rail passengers are dependent on a safe 

pedestrian network and a bus system to move around once they arrive/depart 

from stations. Low density in terms of building mass and separation of uses 

creates a number of issues for walkers. The main being if buildings are located 

further apart and away from transit, the longer a person has to commute and the 
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longer that person is exposed to the weather. The weather in South Florida the 

sunshine state can be harsh with an average 80 degree temperature year round 

an all but guaranteed daily down pour of rain in the summer.   

Single use development increases the total number of trips a person has to 

make.In a sprawling edge city such as Uptown that can be a very challenging 

barrier, as it is impossible for a person walking or biking to make multiple trips to 

far apart destnations. Signals that are not properly timed can increase travel time 

for pedestrians. Long block lengths and a lack of pedestrian activated crosswalks 

increases travel times also further dis-incentivizing walking. Segments of 

roadways get as large as 12 lanes in the area with speeds of up to 45mph with 

no landscape buffers between the streets and the sidewalks.    

 Some literature argues that a pedestrian friendly environment must be clearly 

defined in multiple ways. It goes on to say all safe pedestrian environments 

require a sidewalk, preferably one with plantings and street furniture, sidewalk 

dining and vendors, and a clear pedestrian walkway" (Dittmar, Ohland, & 

Calthorpe 2004, p 70). All sidewalks must be completely ADA accessible with 

detectable warnings. To be successful, buildings must be oriented toward the 

sidewalk with little to no setbacks, and the primary building entrance should face 

the street with clear connections to the sidewalk (Dittmar, Ohland, & Calthorpe, 

2004, p 70-71). There should be fenestration at ground level to encourage 

people to walk and special treatments to prevent blank walls. Block sizes should 
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be limited to a walkable distance (Dittmar, Ohland, & Calthorpe, 2004, p71).  

Nelessen agrees on this definition, and adds that pedestrian crossings should be 

clearly delineated and a network of walkways must be continuous and connect 

directly with all uses (Nelessen 1994, p. 159).  This definition contrasts starkly 

with the characteristics on-site. Around the Cypress Creek Station, blocks are 

large, and buildings are surrounded by huge parking lots, far away from the 

disconnected and non-continuous secondary street. Many buildings have no 

proper sidewalk connecting them, making them unfriendly to pedestrians. Add 

wide streets, a large traffic volume, no delineated crossings, and no separation 

between the sidewalk and road other than by a curb, and this becomes a 

potentially dangerous area for pedestrians trying to navigate to the transit hub.    

Bus Network Quality and Connectivity 

 A bus network often connects with a rail-line transit station such as Cypress 

Creek, and serves the purpose of extending the network of transit to more 

locations for pedestrians using transit. The location where the bus network and 

transit station meet is the transit hub or central nexus for movement throughout 

the site. However, "The bus systems in place are subservient to the automobile, 

because they use the same streets and contend with the same congestion, but 

do not perform as well" (Dittmar, Ohland, & Calthorpe, 2004, p. 4). Buses are 

often viewed as a last resort, because they are popularly deemed inconvenient, 

slow, and never on time due to the large sprawled out areas they serve. 
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According to Dittmar, Ohland, & Calthorpe, bus service has less influence on 

land-use patterns than fixed-rail transit (Dittmar, Ohland, & Calthorpe, 2004, p. 

4). Bus routes can change at will depending on supply (budget) and demand 

(ridership), developers are not willing to invest based on that uncertainty. Fixed 

rail encourages higher density and more mixed use development because it’s 

less likely to change or relocate; access to the station increases the closer a 

development is located. 

Street Networks, Auto Access and Connectivity 

 The private automobile ranks king among the all other modes of 

transportation in the United States. Automobiles are given the most attention by 

engineers and planners; most of government owned right-of-way is allocated to 

roadways. The automobile also dominates the area around Cypress Creek 

Station, where wide roadways prevail, and all developments - including the 

Cypress Creek Station - are surrounded by parking. Kaiser, Godschalk, and 

Chapin classify roadways as (Kaiser, Godschalk, and Chapin 1995, p. 231): 

1. Expressways or freeways - high speed, long distance traffic 

2. Arterials - move traffic between principal traffic generators 

3. Collectors - Serve internal traffic movements, connect it with the arterial 

system 

4. Local streets - provide access to adjacent land as their primary function 
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 The superblock around Cypress Creek Station is surrounded by the freeway 

I-95, and the arterials Cypress Creek Road, and Powerline Rd., and Commercial 

Boulevard. These arterials are heavily used and provide the area with quick 

access to and from far-away locations. Thus the high speeds and heavy traffic 

characterizing these roadways. Mazes of local roads, often disconnected from 

one another, and ending in cul-de-sacs, grant access to various developments 

including the transit hub, not all have sidewalks. Roads are inactive and fronted 

by large parking lots rather than businesses or residences. This suggests that 

that the study area is heavily dependent on private automobiles and poorly 

positioned for multi-modal activity of access to the rail line. The presence of 

Carpools, Park-n-Ride, Kiss-n-Ride, and taxi drop-offs also reassures the station 

car-centric nature but promotes the transit hub as well.  

Transit Connectivity and Transit Stations 

 Cypress Creek Station appears disconnected from the surrounding area 

visually y and physically. The characteristics associated with unfriendly 

pedestrian environments create mental barriers to potential bicyclist and 

pedestrians. Car dependent development and lack of multimodal infrastructure 

creates physical barriers. The diminished priority on buses as a continuation of 

the transportation network from the train station only worsens these conditions. It 

is assumed that most people would drive to sub-urban stations rather than walk, 

bike, or ride the bus. These stations are seen as primarily serving a regional 
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purpose (Dittmar, Ohland, and Calthorpe 2004, p. 5). The nearest residential 

developments to the Cypress Creek Station are well over a mile away or 

separated by the interstate. They go on to say because of this, many stations 

were surrounded by large surface parking lots rather than being integrated into 

the neighborhoods that they serve; these large parking lots or structures created 

barriers between the station and the community (Dittmar, Ohland, & Calthorpe, 

2004, p. 5). This description is in line with the Cypress Creek Tri-Rail station, and 

may help explain the area's failure to be compatible with transit users.  

Summary of Literature Review 

The purpose of this review of the literature is to delineate the key issues 

associated with the Cypress Creek Station. The literature suggests that single 

use zoning, poor access and connectivity, and absence of denser residential 

development in the area negatively affect transit use and transit oriented 

development prospects. The report will now analyze in detail how these factors 

limit transit choices and public transit use in the case area. From this literature 

review, the basic associations between land use connectivity and density and 

transit use have been outlined which can be applied to better understand the 

case and isolate possible solutions. 
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Chapter 3: Research Methodology Overview 

This chapter will discuss the two different research methodologies that will 

be used to create a solution for the central problem. The two different research 

methodologies chosen are as follows: 

1. Case Studies 

2. Content analysis 

 

Research Methodologies 

 After reviewing the information gathered so far in this report, it has been 

determined that only two different research methodologies is needed for this 

report. As mentioned earlier they consist of case studies and content analysis. To 

further elaborate, according to the text “the research methodology is the general 

approach the researcher takes in carrying out the research project” (Ormrod and 

Leedy, 2012). Combined, the two methods above cover both qualitative and 

quantitative approaches which in turn will strengthen the research and the 

solutions derived from it. 

Case Studies 

Case studies were chosen as one of the research methodologies to be 

used because it allows for a qualitative approach to complex problems such as 

the ones plaguing the transit hub. The plan is to review two current case studies 

on edge cities in America. The ideal candidates were selected from different 
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cities with similar problems as those found in the Cypress Creek area. In order to 

be considered there must have been a plan in place with actions taken towards 

achieving the goals, objectives, and policies listed in the plans. By using case 

studies, I will be able to gather actual facts on how the problem has been 

addressed in different areas across the country in terms of the past, present, and 

future plans and solutions. 

The comparative case studies selected were Tysons Corner-Washington 

DC region and Buckhead- Atlanta GA. Like Uptown, these are both edge cities 

located in the eastern US. These cities both are currently or at some point of time 

have been faced with the problem of lack density in the particular area listed. It’s 

how they addressed that issue that is of any interest here.  

Case Studies 

The following two locations have been selected as case studies: 

1) Buckhead Atlanta Georgia,  

2) Tysons Corner Virginia,  

 

After reviewing cases from across the country it was important to select 

promising cases that cover the country and not just edge cities in the state of 

Florida to see if any new design methods could be found. The content of the 

cases will be analyzed below and the results of the content analysis will be 

organized in a matrix to be included in this chapter. In this chapter, each case 
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study will explain how the information derived from the content analysis relates to 

this report. This information will be separated into three sections for each case 

study as follows; 1) Land Use, 2) Transit Options, and 3) Street Pattern, 

Connectivity and Design. The information found from the different case studies 

selected will be included as a matrix in this chapter.  

Content Analysis 

The next research method that will be used in this study is content 

analysis. “Content analysis is a detailed and systematic examination of the 

contents of a particular body of material for the purpose of identifying patterns, 

themes, or biases. Content analyses are typically performed on forms of human 

communication, including books, newspapers, films, television, art, music, 

videotapes of human interactions, transcripts of conversations, and internet blog 

and bulletin board entries” (Ormrod and Leedy, 2012). The following documents 

will be reviewed for content in reference to the Cypress Creek Station; County of 

Fairfax Virginia Comprehensive Plan for Tysons Corner, and the Buckhead 

Community Action Plan. These plans may lead to other existing or past plans on 

these different areas which shall also be review for this section. This content 

analysis will aid in identifying potential goals for the project, diverse interests of 

project stakeholders, and news relevant to the history of the study parcels in 

terms of planned developments and planned improvements. 
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After three case studies are selected to study, the content analysis approach is 

another qualitative approach method will then be applied to understand all of the 

data gathered thus far. By using this method I will then be able to review the 

three different case studies and formulate a list of features or improvements that 

have worked for the other areas selected across the country. I will look at any 

and all plans aimed at solving the problem of lack of density in these different 

areas and if they were successful or not, and why. I anticipate finding different 

precedents to set a new design standard for the area by determining which 

solutions were successful or not, in which areas of the country are they located, 

and why or why they were not so successful. In this section the main content I 

will be analyzing is the different plans from the three different case studies 

selected. 

1) Buckhead Atlanta Georgia 

Background 

Buckhead is a large neighborhood located in the City of Atlanta Georgia, 

which has been identified by Garreau as an Edge City in the book “Edge City Life 

on the New Frontier” (Garreau, 1991, p. 429). The Buckhead Action Plan was 

reviewed for most of the content found in this section. Unlike Cypress Creek, in 

1956 the area begun to experience rapid growth due to the development of the 

Lenox Square Mall, which was at the time the largest shopping center south of 

New York City. Buckhead according to Garreau’s would be considered a boomer 
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edge city as it was developed around both a major shopping center, interstate 

85, and toll road 400 resembling Cypress Creek. For this reason, the areas’ close 

proximity to downtown Atlanta, and the large amount of land that was available 

for development, the community experienced a period of rapid urbanization along 

the Peachtree Road corridor. Due to the community’s land use and zoning laws 

at the time, Most of the city’s commercial development growth was bounded to 

the Peachtree Road corridor. This is believed to be the reason behind the 

dispersed development pattern that can still be seen today. 

Land Use- 

According to the Buckhead Action Plan, the city wants to accomplish a 

number of goals for its land use section of the plan. The one of the first goals of 

the plan would be to reinforce the high density core in the community. 

Buckhead’s high density core is made up of a number of shopping centers, 

residential and mixed use office buildings. The Class A submarket in Buckhead is 

comprised of 47 buildings totaling 15.5 million square feet and representing 76% 

of the submarket’s inventory. Buckhead has over 9 million sf of total office space, 

and over 3 million sf of total retail space. Retail space is found thought the district 

in shopping malls like Lenox Square, and Buckhead Atlanta; as well as through 

numerous big box stores and outparcel retail sites. This high density core was 

established in previous plans and runs along Peachtree Road. It is more 

commonly referred to as the “Peachtree Spine” in the plan or the “Atlanta Line” in 
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pop culture. The high-density core should be complete with street front retail, 

landscaped pedestrian paths, dedicated bicycle routes, and easily recognizable 

as a signature street with a national and international sense of identify and urban 

design. The plan also wants to promote moderate density edges which will allow 

for a seamless transition into surrounding residential neighborhoods. According 

to the plan “from the high-density core, the physical environment transitions to a 

mid-rise, mixed-use environment creating a balance in the community between 

the high density high-rise buildings and low density single family homes” 

(Buckhead Action Plan, 2002). The Buckhead Action Plan also calls for planners 

to identify public gathering places within the community. Along with public 

gathering places they want to develop more green-spaces into the area. Last but 

not least, since most of the land inside the community has already been 

developed, one of the goals for the land use section is to enhance the pedestrian 

environment throughout the entire area. Most of the land inside of the Buckhead 

community boundary has either been zoned SPI (Special Public Interest), 

Commercial, Residential (single family or multi-family), and OI (Office 

Institutional). Every parcel land use must follow the city’s zoning ordinances.  

 

Transit Options 

Past plans focusing on transportation in the area has led to successful 

results in the community such as three Marta Metrorail stops, a toll interstate, 
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and a more pedestrian friendly street network connection. These achievements 

by the city has led to a huge increase in private investments in the area creating 

more residential, office, retail, restaurants, and other new developments in the 

area. One main goal for the Buckhead Action Plan is to further develop local 

transit options as a result. In recent years the city has added more bus stops to 

the area; introduced local circulators, and is expanding the Marta Metrorail 

system. The current transit hub is centered at the two Marta Metrorail stations of 

Buckhead and Lenox. Both stations are serviced by the “Buc” a local shuttle 

service, but Lenox Station is serviced by two additional bus routes than 

Buckhead Station. Lenox Station mainly serves as a gateway entrance to the 

adjacent mall. Currently the city offers many different Transportation Demand 

Management (TDM) strategies, with the goal of strengthening the 

abovementioned transit hub, reducing local streets and highways traffic. 

Street Pattern and Design  

Much like the entire city of Atlanta, the area has a very disconnected 

street network. The one of the goals of the Buckhead Action plan addressing this 

is to Improve Accessibility to and within Buckhead. The city recognizes these 

disconnects and is working on solutions to solve these problems. As for street 

design, the plan wants to reinforce Peachtree Road as a destination and a 

signature street. The plan calls for complete streets designs with bicycle lanes, 
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widen sidewalks, street furniture, streetscaping, and unified lighting. The goal of 

this is to enhance the safety of not just the streets but the entire area as a whole.  

 

Assessment 

 The content analysis section for the case study of Buckhead in Atlanta 

Georgia is relevant to this report because there is a section in the plan which 

talks about transit and how the community wants to improve the current MARTA 

train stations in the area. This particularly is important to the study because it is 

also one of the goals for the Cypress Creek TriRail Station as mentioned earlier 

in this report. The plan seeks to give Buckhead its own recognizable character 

and sense of place which I feel is what has made Buckhead a success. The plan 

promotes high-to-moderate and lower density and intensity of land uses and 

zoning. Finally, it encourages mix-use buildings, transit oriented development, 

and an interconnected road network. These are all elements that must be 

reviewed evaluated and considered for transit oriented redevelopment initiatives 

the Cypress Creek station area. 
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2) Tysons Corner Virginia 

Background 

Tysons’s Corner is another large neighborhood located in the Fairfax 

County Virginia, which has been identified by Garreau as an Edge City in the 

book “Edge City Life on the New Frontier” (Garreau, 1991, p. 429). Unlike 

Buckhead in Atlanta, Tysons has grown over the years to become one of the 

nation’s largest edge cities with a largely dispersed growth pattern. Just like 

Uptown, Tysons’s main problem seems to be a lack of density due to large 

parking lots and dispersed development. The area is described as having tall 

buildings, congested streets, and horrible highway traffic. This area was chosen 

as a case study because of its similarities to Cypress Creek, the content in the 

Fairfax Virginia Comprehensive Plan will be analyzed in this section.  

Land Use 

Just like the Buckhead Action Committee, Tysons established the Tysons 

Task Force as the leading local planning body. This agency is responsible for 

reshaping the disconnected Tysons that is seen today. The plan calls for adding 

higher density around the four planned metro stations. To date, Tysons is the 

12th largest central business district in America. Tysons has 28 million sq. ft. of 

office, 12 million sq. ft. of residential space, 6 million sq. ft. of retail, and 3 million 
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sq. ft. of hotel, industrial, car dealerships, etc. Problems debilitating Tysons 

includes: a poor jobs to housing balance with 105,000 jobs and only 17,000 

residents. The area has far too much parking with over 167,000 parking spaces. 

There is a severe lack of parks, public facilities and the area is dominated by 

Auto-oriented, single-use development.  

The goal is to implement more mix-use and affordable/workforce housing 

in the area. Currently there is almost no housing in the area at all, just spread out 

office and retail buildings surrounded by huge surface parking lots and freeways. 

An objective of their plan is to better facilitate transit-oriented development (TOD) 

and improve the functionality of the area as a whole. Finally the plan calls for the 

development of public spaces, public art, parks, and green networks in the area. 

Tysons also uses a high to moderate density approach for development to 

encroachment on surrounding neighborhoods. The urban design guideline 

section of the plan includes building heights, build-to-lines, and loser parking 

requirements aimed at fostering a new environment. The ultimate goal of the plan 

is to transform the area into a small urban downtown for Fairfax County in 

Virginia. 

Transit Options 

Tysons, unlike Cypress Creek and Buckhead did not have any local 

Metrorail stops for a long time. This made traffic in the area very congested 

especially during peak hours of the day. Realizing the need for a multimodal 
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transportation hub to reduce traffic, and improve the existing bus and shuttle 

network, Four Metro stations were planned and implemented as part of their 

plan. The four stations all opened in the Tysons Corner Urban Center in the 

summer of 2014: McLean, Tysons Corner, Greensboro, and Spring Hill. The 

arrival of Metrorail service provides an opportunity to transform Tysons yet again, 

from an “edge city” into a true urban downtown for Fairfax. Each station operates 

as a transit hub with other transit options adjusted around them. Transit systems 

including the Fairfax Connector, Metrobus, and the Tysons’s Circulator all 

strengthen and improve the performance of the four new transit hubs. With the 

addition of the new transit hubs Tysons is improving pedestrian access in the 

area as well. The local shuttle circulators are in place serve parts in the area that 

are outside of walking distances of the future metro stops. These circulators are 

free for everyone. The county hopes the circulators, existing and planned bicycle 

sharing stations, taxi cabs, and current bus routes will make the area more 

navigable without the use of automobiles.   

Street Pattern and Design  

 The amended Fairfax County Virginia Comprehensive Plan calls for the 

creation of many new streets for the creation of a grid network design. The 

comprehensive plan lists specific street design standards for each street 

classification. The different classifications include boulevards, avenues, 

collectors, locals, and service streets. These standards include lane widths, on 
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street parking, level of service (LOS) standards, street design, and much more 

information 

(http://www.fairfaxcounty.gov/tysons/transportation/download/transportation_desi

gn_standards_attachment_d.pdf). The main goal for the street pattern and 

design section for Tysons Corner is to encourage a more pedestrian friendly 

environment by implementing a grid to increase walkability and complete streets 

with a bicycle network to encourage alternative modes of travel and increase the 

performance of the transit hubs.  

Assessment 

Tysons Corner Virginia would be a great example of past plans that were 

unsuccessful, and also, future plans that offer promising solutions. The current 

plan aims to: Create a livable urban center with multiple multi-modal 

transportation hubs. The current plan focuses on urban design and the 

pedestrian realm and the creation of new transportation hubs with new 

transportation infrastructure coordinated with development. The focus with new 

development is improving the jobs to housing balance adding 200,000 new jobs 

and 100,000 new residents. Most importantly the plan aims to concentrate new 

growth at transportation hubs with 75% of growth within 1/2 mile of a transit hub.  

Additional goals of the plans seeks to Increase density, embrace smart 

growth and urban design, add parks and open spaces, implement complete 

streets and a gridded street network, attract more mix-use development, and add 

http://www.fairfaxcounty.gov/tysons/transportation/download/transportation_design_standards_attachment_d.pdf
http://www.fairfaxcounty.gov/tysons/transportation/download/transportation_design_standards_attachment_d.pdf
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more transit options into the area. The county has already begun to complete 

their first goal by bringing four DC Metrorail stops into the area. The community is 

well on its way to redefining itself as an urban activity center for Fairfax County in 

Virginia. Many lessons can be learned from the content analyzed during this case 

study and applied to Uptown.  
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Chapter 4: The Planning Context 

This chapter will begin by analyzing the Cypress Creek Station, and define an 

immediate study area around the station that will be the central focus of this 

study. It will continue with an overview of the planning history in the region. The 

comprehensive plan of Fort Lauderdale will be evaluated, as it pertains to the 

Uptown area and the Cypress Creek Station. Notable projects that are relevant 

and useful to the study will also be included and evaluated, including the Transit 

Oriented Development (TOD) project that is planned adjacent to the Cypress 

Creek Tri-Rail Station. 

The Tri-Rail was originally built as a temporary mitigation measure by the 

Florida Department of Transportation (FDOT) while they were widening nearby 

interstates I-95 and the Florida Turnpike during the late 1980’s. Tri-Rail was a 

huge success which has allowed it to outlast its temporary status and secure 

long term funding. As a result, much of the 70 plus mile system is parallel to the 

adjacent I-95 and connects all three major South Florida airports (http://www.tri-

rail.com/stations/cypress-creek-station). Recently the SFTRA has made it their 

primary objective to build a robust multimodal transportation system in order to 

improve economic, environmental and quality of life measures adjacent to 

stations. Their goals, outlined in the Regional Transit Oriented Development 

Plan, include several policy initiatives such as pedestrian-friendly urban design, 

mixed land use, and interconnectivity between transit stations and adjacent 
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properties. System-wide accommodations take into consideration the needs of 

bicyclists (complimentary lockers to provide security), person with disabilities 

(wheelchair lifts and discounted fares) and veterans/military personnel (free 

rides). 

The Study Area 

Cypress Creek Tri-Rail Station is located within the municipal boundary of the 

City of Fort Lauderdale. The station is located within the superblock that is 

defined by the arterials Powerline Road to the West, Cypress Creek Road to the 

North, Commercial Boulevard to the South, and the Expressway I-95 to the East. 

The immediate study area comprises of the Cypress Creek Station, as well as 

the immediate surrounding area. The immediate study area is characterized by 

generously spaced high-density office buildings surrounded by large parking lots. 

See figure III and IV on the next page. 
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Figure 3 

 
Figure 4 
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The secondary street network in the immediate study area is in disarray. The 

Station is accessible from both Cypress Creek Road and Powerline Road 

through Northwest 59th  Circle, which ends in a cul-de-sac at the station, over a 

quarter mile down the road from either arterial. The station itself is not visible 

from Cypress Creek Rd or Powerline Rd. Andrews Avenue passes through the 

northeastern corner of the previously defined superblock, and is the closet 

arterial to the Station. There is a small drop-off access point to the station as well 

as some handicap parking spaces from Andrews Ave due to the location of 

“Trade Center South”, a large office building adjacent to the station. See figure V, 

below for reference. 
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Figure 5 

 

Furthermore, as shown in figure III, the Tri-Rail rail line passes directly 

through the site at grade level. This effectively separates the site into two halves; 

there are no internal street connections between the two halves. The arterial 

Andrews Avenue is the second wedge that further splices the site into two 

distinctly separate halves. Nearly all roads within the study area are dead-end 

collectors. Dead-end collectors, widely spaced office towers, large parking lots, 

large roads that pass by and through the site disincentives biking and walking in 

the area. As well as the lack of internal street connections across the railroad 

tracks that impedes pedestrian connectivity. The existing conditions at the 

stations are inconvenient and dangerous for pedestrian travelers. This 
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inconvenience raises an issue of accessibility, visibility, and therefore public 

awareness of the station.  

The research found that this site has been identified as an edge city in the 

book Edge City: Life on the New Frontier (Garreu, 1991, p. 429). Cypress Creek 

is a commercial center, where the population increases during working hours and 

decreases after hours. Developments in an edge city are dispersed, with uses 

highly separated. This edge city has formed around the North Fort Lauderdale 

Executive Airport and I-95, and exhibits a development pattern where arterial 

roads divide land into superblocks.  

The south and east of the immediate study area are bordered by further 

commercial and industrial developments located within the block. To the east of 

the immediate study area, across I-95, is a large residential area. It is 

characterized by single family homes on a grid street network. To the north, 

south, and west of the block containing the site, is a continuation of commercial 

and industrial sprawl that characterizes an edge city. The nearby airport, and 

easy access to I-95, have fed this sprawl.  

The figure-ground diagram in figure VI helps visualize just how dispersed the 

immediate study area's development pattern is. It is noteworthy that the large 

residential area in the bottom right quadrant is completely cut off from the station 

area by the highway and major interchange. As stated earlier, vast areas are 

allocated to parking lots, while little space is actually occupied by the midrise 
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office buildings.  This pattern of development is incompatible with those who use 

the transit station and depend on a pedestrian network and bus lines to move to 

their secondary destinations. This is further compounded by an incomplete 

network of sidewalks, heavy traffic on arterials in and around the focus area, poor 

pedestrian signage, sidewalk shading, street furniture, or pedestrian amenities 

other than the bare minimum. Figure VII on the next page shows how nearly the 

entire commercial area is within a 750 foot walking radius. Being within this 

walking radius makes the immediate focus area great for redevelopment as a 

Transportation Oriented Development (TOD). 

 
Figure 6 
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Figure 7 

 

The City of Fort Lauderdale Comprehensive Plan 

The core problem surrounding the study area around Cypress Creek 

Station is that it is situated in widely dispersed sprawled out office park. The 

means of addressing this problem is to redevelop the underutilized parking areas 

surrounding the station. However, further analysis reveals that the Cypress 

Creek Tri-Rail Station has a poor secondary street network, which has been 

identified as an important aspect of the access problem. The City of Fort 

Lauderdale comprehensive plan also came to this conclusion, confirming this 

barrier identified in the site analysis. The plan reveals that the station has a poor 

circulation system in place. The plan also highlights problems such as ingress 
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and egress to the station, signage, and the need for an increase in transit user 

parking spaces. In addition, there is a shortage of one additional bus to meet 20-

minute headways at the station (Transportation element of the comprehensive 

plan, p.89). Therefore, the need to upgrade the pedestrian and transit 

infrastructure is a necessity for the area. 

As reflected in the transportation element (page 113) of the 

comprehensive plan, the city has also proposed four new land use regulations in 

regard to Transit Oriented Development and Mixed Uses (Transportation element 

of the comprehensive plan, p.113).. Firstly, the transportation plan proposes 

Transit Oriented Corridors (TOCs), where mixed use development will be placed 

along transit service corridors. Second, the plan asks for the creation of Transit 

Oriented Developments (TOD), which permits mixed-use developments in major 

transit hubs, such as (Tri-Rail) and intermodal transportation centers. Third, the 

city proposes Mixed Use Residential zones (MURs), which permit development 

in areas that don't necessarily have direct connections to a present or future 

premium transit stop. Lastly, the proposed land use regulation is the Local 

Activity Center (LAC) which deals with a mixture of different activities by taking 

into account the characteristics that generates efficient neighborhoods. This 

includes implementing the necessary infrastructure in close proximity 

neighborhoods to promote walkability, and better circulation pattern to mass 

transit facilities. 
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Current transit access includes feeder buses as shown in the table I below that 

served the various areas around the community that linked the Tri-Rail station 

and the Fort Lauderdale Air Port Passengers terminals (Fort Lauderdale, 

Comprehensive Plan) The Cypress Creek station is currently serviced by BCT 

fixed Routes 60 and 62; However, there is a shortage of one bus to 

accommodate for a 20 minute delay, which makes service reliability and issue.  

 
Table 1 

Programs and Funding 

This section provides a quick overview of funding sources that are 

highlighted by the Fort Lauderdale Comprehensive Plan Transportation Element. 

There are several sources of funding for transportation projects. A Transportation 

Improvement Program (TIP) provides funding for transportation related projects. 

The TIP is a six year financial program offered by the Federal Government that 

provides funding for all modes of transportation, as well as transit capital and 

operating costs, and is updated for each fiscal year. A Capital Improvements 

Program (CIP) may provide up to four-hundred-and-fifty thousand dollars a year 

to complete capital improvements projects and purchase equipment. FDOT 
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Strategic Intermodal System (SIS) provides funding only for projects associated 

with the Florida SIS. This includes facilities and services of statewide and 

regional significance, which move people and goods between modes of 

transportation, to form an integrated (intermodal) transportation network. A New 

Starts FTA Section 5309 funding program and the New Starts Transit Program 

(NSTP) focus on mass transit options such as rail and bus lines in support of 

growth management plans. Finally, the Transportation Regional Incentive 

Program (TRIP) is a State funded program that focuses on significant 

transportation projects.   

Proposed Cypress Creek Transit Oriented Development Opportunity 

DTZ Rockwood is a real-estate broker hired by the Florida Department of 

Transportation (FDOT) and Broward County to offer the opportunity of the 

construction of a Transit Oriented Development (TOD) to potential developers. 

The proposed property for the project is 11.54 acres of parking lot and 

undeveloped open space owned by FDOT, who would lease the property to the 

developer for 90 years.  

FDOT and Broward County seeks the development of the site with an office 

tower of up to 730,000ft2, a conference center hotel of 400 rooms with ancillary 

hotel retail space of 100,000ft2, and prime retail space of 40,000ft2. In support of 

this development, Broward County argues that the site is a prime location in the 

"esteemed" Cypress Creek market. For one, the area is developing as a fast 
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growing population hub. More importantly, the site is strategically placed near 

downtown Fort Lauderdale, with easy access to all points of South Florida 

through connections with I-95, Tri-Rail, Broward Transit Buses, and Florida's 

Turnpike, as well as the Fort Lauderdale Executive Airport. View figure VIII for a 

view of the proposed site's boundaries.  

 
Figure 8 

 

The proposed site and project presents an opportunity for this research to 

continue finding and promoting development opportunities for this site as it 

pertains to the project. The site could be significant to re-developing the 

functionality of the Cypress Creek Tri-Rail Station, helping to integrate it into the 

urban fabric.  
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Summary of Planning Context 

 By analyzing the previous research, the project has gathered useful 

information about previously identified problems, facts, and solutions - such as 

the implementation of a better street network, as well as the use of a TOD to 

improve the transit hub. Through reference to existing planning documents and 

an analysis including site maps the main challenges associated with increasing 

transit access and transit oriented development have been identified. These 

include scattered single use commercial in the surrounding area, very poor 

access and street and sidewalk connectivity and the absence of close-in 

residential development. The proposed TOD plan for a portion of the area is 

outlined and the potential for a broader, transit supporting redevelopment will be 

further elaborated below.  
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Chapter 5: Summary and Recommendations 

 In conclusion, this report has identified the uptown neighborhood as an 

edge city and highlighted various issues associated with this designation. 

Throughout this report, the lack of residential densely, and limited mixed land 

uses in the urban environment effects on the Cypress Creek Tri-Rail Station 

performance as a transit hub in a number of ways. The six previous chapters in 

this report provided an introduction of the topic and its relevance to planning 

community as this is problems threatening urban centers across the country. A 

review of the literature and case studies proved that poor street networks, single 

use zoning, and large isolated parking lots have negative effects on the 

performance of transit hubs in terms of transit use and prospects for transit 

oriented development. An analysis of site showed many commercial buildings 

are auto-oriented and spread out, heavy traffic on local roads and highways is a 

problem for prioritizing multimodal improvements, wide roads create dangerous 

street crossings for pedestrians, lack of visibility and access is effecting transit 

ridership, and bad signage in the area does not help to mitigate traveler 

confusion in the area.  

The research has shown within the immediate study area, mid-rise office 

buildings dot the landscape like mushrooms, surrounded by large parking lots, far 

from the disconnected and non-continuous secondary streets and their 

sidewalks. These characteristics make for a poor pedestrian and traffic 

connectivity; when the primary means of traversing to and from a transit hub is 
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on foot. To promote the transit hub and allow for an efficient multimodal transit 

system, all modes of transportation must co-exist and efficiently connect with 

destinations. The pedestrian environment must be improved in order to create a 

functioning transit station, where users may reach secondary destinations on 

foot. Other modes of transportation must be easily accessible, and seamlessly 

interface with one another. Streetscapes and building designs has to be 

reconfigured to allow for more internal mixed uses, a more efficient interface 

between modes of transportation, and easier, more efficient access to uses.  

 The recommendations compiled in this chapter are based on the research 

and seeks to promote Cypress Creek Station as the transit hub for Uptown. Sub 

problems addressed include lack of connectivity throughout the site as well as 

sprawled out single use development as an Achilles heel to the transit hub. To 

promote the transit hub the area needs to first establish design guidelines to 

dictate a denser, more pedestrian friendly development pattern for future 

development. The area also needs to redesign a more functional street network 

and incorporate multimodal improvements to the bike and pedestrian system. 

Finally the area should take advantage of vacant land directly adjacent to the 

transit hub by establishing a TOD district, in the area to act as a catalyst for 

future development.  



52 
 

Section 1: Design Guidelines 

 The Uptown needs a clear vision for how the district should reshape itself in the 

future. The vision should guide the design all future growth and development in 

the area. These guidelines should create a more livable, sustainable, mixed use, 

transit-oriented community. With rumors of a possible major league soccer team 

relocating to the area, and a potential new water-park; Uptown has the 

opportunity to establish itself as the ideal entertainment district in Broward 

County. Uptown is currently one of the least dense (figure ground wise) 

communities in the city. The vision of any plan should aim to create a community 

for all ages, backgrounds, and lifestyles, thriving together in an urban 

environment. To enable these changes to take effect, new zoning regulations 

and boundaries will have to be first established by the local, regional, and state 

agencies respectively.   

Sidewalk Design Guidelines and the Pedestrian Realm 

 A continuous bicycle and sidewalk network needs to be provided that 

connects directly with all uses. The pedestrian realm must be clearly delineated 

from the automobiles’. The aim is to improve the quality, functionality, level of 

service, safety, and aesthetics of local streets in the Uptown community. 

Currently sidewalks in the area vary in width and condition. Some are ADA 

compliant, while others are not. In order to promote walking as the primary travel 

mode in the area sidewalks should be a minimum of 7 feet wide and completely 



53 
 

American Disabilities Act (ADA) compliant. 7 feet is the recommended with 

based on the new PROAG ADA standards FDOT has just adopted. To ensure 

continuity, sidewalks should be located on all local streets including service 

streets but not alleys, and the sidewalk path must be kept clear of obstructions 

per ADA requirements. 

 

Figure 9 

 

The image above shows many gaps in the sidewalk network leading 

to/from the transit hub. To encourage first/last mile travel to and from the transit 
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hub, streets in Uptown should have tree plantings, pedestrian scale lighting, and 

street furniture (like benches, and trash receptacles). These items are severely 

lacking in parts of the community. They provide much needed comfort in the form 

of shade on sunny day, safety at night, a safe resting place, and keeps liter off 

the streets. If possible sidewalks should have a ground texture other than 

asphalt, as well as a raised curb, to define them as part of the pedestrian realm, 

and not the automobile's realm. The area should have proper pedestrian signage 

and way finding to pedestrians navigate throughout the transit hub.  

Bicycle infrastructure is missing from the site. Designated bicycle lanes 

should be provided through out in a systematic way. Since the nearest residential 

neighborhood is separated from the transit hub by Interstate 95, bicycles are a 

viable alternative to those residents reaching the station. Bicycle lanes should be 

at least 4ft wide where possible and include a smooth ground texture that is 

marked, and painted green. To encourage pedestrians to navigate through their 

district Tysons provided mid-block street crossings on secondary streets where 

possible. Mid-block street crossings should only be provided where blocks are 

longer than 300ft and the street is designed for speeds in excess of 25mph. Most 

of these principles will be incorporated through Fort Lauderdale’s comprehensive 

plan which includes complete street initiatives. 
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These images are complements 

of the Fairfax Virginia Comprehensive plan Article II Tysons Corner Transportation section. 
They provide an adequate adaptation of how Uptown streets Should look. 

 

Building Design Guidelines 

 The City of Fort Lauderdale has a downtown master plan which does a 

great job of providing building design guidelines. Similar provisions should be 

adopted for the Uptown area as it is truly the city’s central business district. The 

main intent of including building design guidelines the way Buckhead did in the 

past is to generate activity on the sidewalks by placing active uses directly on the 

sidewalk edge, and regulate parking for a more efficient land development. 

Currently the transit hub is surrounded by large parking lots and inactive 

sidewalks.   

Figure 10 Figure 11 
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To activate the transit hub Tysons is requiring all new buildings to be 

oriented towards the sidewalk of the secondary street, with the primary entrance 

facing the street and opening directly onto the sidewalk. They are reducing their 

parking footprint by encouraging developments with a parking requirement of 

more than 45 spaces to locate excess parking within a multi-story parking garage 

or meet their need with on-street-parking, either in collaboration with other 

adjacent developments, or within their own. Blank walls along streets are 

discouraged in Tysons as well as downtown Fort Lauderdale. Common mixed 

use buildings have ground floor walls along retail areas that are at least 60% 

opulent or incorporate public art to activate the pedestrian realm. Other common 

building design guidelines include providing shade by awnings, arcades, or 

shade trees and outdoor seating for restaurants.  The use of sustainable 

materials and LEED principles are always encouraged in Tysons’s plans.  

Section 2: Functional Secondary Street Grid Network and TOD 

 Background: Direct access to the Tri-Rail station is currently made difficult 

due to poor visibility. The station is located in the middle of the superblock, with 

two access points from Cypress Creek Road (12 lanes) and Powerline Road (8 

lanes) that have poor signage. The two streets converge after around 1,600 feet 

of travel, and end in a cul-de-sac. There is a need to create a third route to 

access the station and improve its performance as a transit hub.  Furthermore, 

the incomplete secondary road network forces all internal traffic outside of the 

superblock and onto arterials which allows for no alternate routes. This increases 
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traffic loads on the already laden arterials but reduces cut through traffic.  The 

secondary street network internal to the superblock must be completed to 

improve ingress and egress to the area. 

 

Figure 12 

 Similar to the way Tysons Corner addressed their connectivity problem 

shown above; Uptown has to do the same. A grid of new streets should be 

incorporated into the superblock, where possible, that will complete the 

secondary road network, and eliminate dead ends. This recommendation also 

comes from Tysons Corner where they are faced with the same problem. A new 

grid will allow through traffic, alternate routes of travel, and internal trip 

distribution, within the superblock. Signage and branding will improve the 

presence and visibility of the station. As mentioned earlier, any new streets 

should follow complete streets principles. Tysons is phasing their new street 
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network in through public access easements and as new development comes in. 

Establishing a denser grid network within the immediate study area the way 

Tysons has done address the problem of poor pedestrian access and street 

connectivity. A more complete grid will enable through traffic and alternate routes 

through multiple connections with all uses in the area. Figure XIV illustrates what 

a possible gridded network in Uptown. 

 

 
Figure 13 

Improve Station Visibility and Public Awareness 

 An improved secondary road network will improve visibility of the station 

by allowing more through traffic into the area, and making access to the station 

easier by alternate routes. New transit oriented development will further improve 

visibility and awareness of the station by increasing activity in the area. Proper 
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signage and branding as seen in Buckhead can be used to further promote the 

transit hub. Existing signs are small and unnoticeable and should be addressed 

in a signage plan for the entire area to highlight attractions like the stadium, 

movie theatre, and indoor race tracks.  

Transit Oriented Development (TOD) 

The intermediate areas surrounding The Tri-Rail station includes two 

parking lots of which one is owned by the Florida Department of Transportation 

(FDOT) and the other by the South Florida Regional Transportation Authority 

(SFRTA). The Tri-Rail Station is situated next to the SFRTA parking lot. The 

research completed has shown the best way to address the problem of the lack 

of density surrounding the Cypress Creek Tri-Rail Station, is to establish a TOD 

district. Under a TOD district the redevelop two underused parking lots 

surrounding the site can occur to further promote the transit hub. The parking lots 

have been sub-divided into three developable lots, lot A, B, and C. See figure XV 

for reference. These two parking lots will serve as a catalyst to create further high 

density development and redevelopment in the area. Along with the new 

functional street network, and urban design guidelines, these two development 

projects can add immediate density to the area and increase local activity at the 

transit hub. 
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Figure 14 

Section 3: Alternative Strategies 

TDM Programs 

In addition to physical improvements, cultural shifts must take place to 

successfully revitalize an edge city. Transportation Demand Management (TDM) 

programs must be implemented to reduce street traffic on local community roads 

and highways in addition to promoting the transit hub. A list of TDM strategies 

that can be implemented in Uptown has been included below.  
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Table 2 

 

Funding Strategies 

The implementation strategies available to the city include but are not limited to: 

• Tax Increment Financing 

• County, State and Federal funding 

• Improvement Districts 

• Community Development Authorities 

• Public-private partnerships 

• Private-private partnerships 

• Pro-rata contributions by landowners 

• Other forms of borrowing and grants 

• Land exchanges 

• Parking fees

 

Summary of Recommendations 

 I have taken a rather complex approach to an even more complex problem; a 

lack of a densely built urban environment surrounding the Cypress Creek Tri-Rail 

Station, which has prohibited the area from developing into a flourishing economic and 

transit hub for the city. I have divided my recommendations into three parts. They are 

only recommendations because the city will need to allocate funding and resources 

Alternative Work Schedules Park & Ride

Bus Rapid Transit Pedestrian Improvements

Cycling Improvements Pedways

Bike/Transit Integration Public Bike Systems

Car-sharing Ridesharing

Flextime Shuttle Services

Guaranteed Ride Home Small Wheeled Transport

Individual Actions for Efficient Transport Transit Station Improvements

Light Rail Transit Taxi Service Improvements

Non-motorized Planning Telework (Telecommuting, Distance-Learning, etc.)

Traffic Calming

Transportation Demand Management (TDM)

Definitions are Listed in index. 
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towards aggressively tackling the identified problems plus more. The first section is a 

set of design guidelines that research has shown can create a denser, more urban 

environment. The second section is the redevelopment the secondary street network 

into a more efficient grid pattern to allow a better flow of traffic and allow for transit 

oriented development to occur in the area. The third section briefly discussed alternative 

approaches such as TDM and potential funding sources. The Uptown district will need 

rezoning, rebranding, and reinvestment to become a more successful transit hub. 
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Appendix 

Case Study Matrix 

Amenities 
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Transportation       

Train Station / Metro rail       

Air port       

Buses       

trolleys       

Bicycling       

Business       

Hotels       

University       

Shopping center       

industrial       

Retail       

Office space       

Hospital       

Residential       
Single Family-Low Density        

Multi Family-low density         

Multi Family-medium Density       

Multi Family - high density       

Single room        

Studio apartments       

Mix-use       

Civic center       

Parks       

Library       

City Hall       

Fire station       

Community Outreach center       

Church       

Others       

Urban area       

Job opportunities       

Edge City       

Access  to major high way       
Table 3 
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