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EXHIBIT NO. - 

ORDINANCE NO. 

AN ORDINANCE to amend and reordain the 1992 Master Plan (2008 ed.) of the City of 
Alexandria, Virginia, by adopting and incorporating therein the amendment heretofore 
approved by city council to such master plan as Master Plan Amendment No. 2008-0008 and 
no other amendments, and to repeal all provisions of the said master plan as may be 
inconsistent with such amendment. 

WHEREAS, the City Council of the City of Alexandria finds and determines that: 

1. In Master Plan Amendment No. 2008-0008, the planning commission initiated on 
its own motion the amendment of the LandmarkNan Dorn Small Area Plan Chapter of the 1992 
Master Plan (2008 ed.) of the City of Alexandria, to include the LandmarkNan Dorn Corridor 
Plan, as variously described infra. 

2. The said amendment has heretofore been approved by the planning commission 
and city council after full opportunity for comment and public hearing. 

3. All requirements of law precedent to the adoption of this ordinance have been 
complied with; now, therefore, 

THE CITY COUNCIL OF ALEXANDRJA HEREBY ORDAINS: 

Section 1. That the LandmarkNan Dorn Small Area Plan Chapter of the 1992 
Master Plan (2008 ed.) of the City of Alexandria, be, and the same hereby is, amended to include 
the LandmarkNan Dorn Corridor Plan, as attached hereto and incorporated hlly herein by 
reference, with the amendments to said Corridor Plan adopted by City Council on February 2 1, 
2009. 

Section 2. That the director of planning and zoning be, and hereby is, directed to 
record all of the foregoing amendments of the LandmarkNan Dorn Small Area Plan Chapter of 
the 1992 Master Plan (2008 ed.) of the City of Alexandria, Virginia, to include the 
LandmarkNan Dorn Corridor Plan as amended by City Council. 

Section 3. That all provisions of the 1992 Master Plan (2008 ed.) of the City of 
Alexandria, Virginia, as may be inconsistent with the provisions of this ordinance be, and same 
hereby are, repealed. 

Section 4. That the 1992 Master Plan (2008 ed.) of the City of Alexandria, as 
amended by this ordinance, be, and the same hereby is, reordained as the 1992 Master Plan (2008 
ed.) of the City of Alexandria, Virginia. 

Section 5. That the city clerk shall transmit a duly certified copy of this ordinance to 
the Clerk of the Circuit Court of the City of Alexandria, Virginia, and that the said Clerk of the 
Circuit Court shall file same among the court records. 



Section 6. That this ordinance shall become effective upon the date and at the time 
of its final passage. 

WILLIAM D. EUlLLE 
Mayor 

Attachment: LandmarkNan Dorn Comdor Plan 

Introduction: 06/09/2009 
First Reading 
Publication: 
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Final Passage: 
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ORDINANCE NO. 4598 

AN ORDINANCE to amend and reordain the 1992 Master Plan (2008 ed.) of the City of 
Alexandria, Virginia, by adopting and incorporating therein the amendment heretofore 
approved by city council to such master plan as Master Plan Amendment No. 2008-0008 and 
no other amendments, and to repeal all provisions of the said master plan as may be 
inconsistent with such amendment. 

WHEREAS, the City Council of the City of Alexandria finds and determines that: 

1. In Master Plan Amendment No. 2008-0008, the planning commission initiated on 
its own motion the amendment of the LandmarkNan Dorn Small Area Plan Chapter of the 1992 
Master Plan (2008 ed.) of the City of Alexandria, to include the LandmarkNan Dorn Corridor 
Plan, as variously described infra. 

2. The said amendment has heretofore been approved by the planning commission 
and city council after full opportunity for comment and public hearing. 

3. All requirements of law precedent to the adoption of this ordinance have been 
complied with; now, therefore, 

THE CITY COUNCIL OF ALEXANDRIA HEREBY ORDAINS: 

Section 1. That the LandmarkNan Dorn Small Area Plan Chapter of the 1992 
Master Plan (2008 ed.) of the City of Alexandria, be, and the same hereby is, amended to include 
the LandmarkNan Dorn Corridor Plan, as attached hereto and incorporated fully herein by 
reference, with the amendments to said Corridor Plan adopted by City Council on February 21, 
2009. 

Section 2. That the director of planning and zoning be, and hereby is, directed to 
record all of the foregoing amendments of the LandmarkIvan Dorn Small Area Plan Chapter of 
the 1992 Master Plan (2008 ed.) of the City of Alexandria, Virginia, to include the 
LandmarkNan Dorn Corridor Plan as amended by City Council. 

Section 3. That all provisions of the 1992 Master Plan (2008 ed.) of the City of 
Alexandria, Virginia, as may be inconsistent with the provisions of this ordinance be, and same 
hereby are, repealed. 

Section 4. That the 1992 Master Plan (2008 ed.) of the City of Alexandria, as 
amended by this ordinance, be, and the same hereby is, reordained as the 1992 Master Plan (2008 
ed.) of the City of Alexandria, Virginia. 

Section 5. That the city clerk shall transmit a duly certified copy of this ordinance to 
the Clerk of the Circuit Court of the City of Alexandria, Virginia, and that the said Clerk of the 
Circuit Court shall file same among the court records. 



Section 6. That this ordinance shall become effective upon the date and at the time 
of its final passage. 

W I L L W  D. EUILLE 
Mayor 

Attachment: LandmarkIvan Dorn Conidor Plan 

Final Passage: June 13,2009 
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Introduction 
This Plan expresses a vision for the transformatton of the 
LandmarkNan Dorn Corridor into one of the finest mixed-use 

I 
cammunities in the Washington Region - a lively, urban place 
that is an important focus of community life for Alexandria's 
West End. The vision establishes a strong sense of place for the 
community, with two distinctive mixed-use activity centers that 
unify and serve the surrounding residential neighborhoods. The 
vis~on ~ncludes tree-lined transit boulevards and a new network 
of local streets provid~ng easy walking to parks, plazas, shops, 
and restaurants. Moreover, the Plan envisions an environmen- 
tally and economically sustainable community that through its 
land use, redevelopment, transportation improvements, and 
network of open spaces create a safe, healthy, vibrant commu- 
nity that meets the needs of restdents and vis~tors. 

I 

Betherda Row, Betharda. MD 



1 .I. The Planning Area 

The LandmarWan Dorn Corridor is an area of the City of 
Alexandria with tremendous potential. Surrounded by the 
strong neighbamoods of the West End, it is characterized 
by automoblle-dominated corridors; disconnected com- 
mercial, mulli-family, and industrial uses: and lack of a 
sense of place. The opportunlties and challenges far the 
future are to transform the present suburban develop- 
ment pattern into a quality mixed-use urban community 
that s e w s  the residents of Ihe West End and beyond. 

Encampassing about 240 acres of retail, office. residen- 
tial, and Industrial properties, the LandmaMan Dorn 
Corridor planning area is focused along Van Dorn Street. 
extending from the Landmark Mall to the Van Dorn Street 
Metro (see flgure 1-1). The planning area comprises the 
central portion of the LandmarWan Oorn Small Area 
Plan. 

Because the planning area is fully developed, creation of 
the new activity centers that redefine and unify the area 
will depend on a comb~riation of private redevelopment 

and public action. Recent development interest ex- 
pressed by owners of key pmperties, including Landmark 
Mall, indicates that the greater LandmaMan Dorn 
community faces a critical crossroads in its history. How 
these properties are redeveloped will determine whether 
the area will be transformed into a lively mixed-use 
urban community, or whether the present pattern of 
surface parking lots and strip commercial development 
w~l l  be continued. 

The tirst challenge for the City of Alexandria is to eslab- 
lish in this Plan the vision and the requirements for the 
desired character of the area to meet public objectives 
such as building a greater sense of community and 
sense of place. 

The second challenge IS to achieve the desired character 
by managing the change that is coming. Tlie City has an 
important role to play in this process through commit- 
ment to policies, regulations. incentives, and capital 
investments that encourage reinvestment, while ensuring 



that this reinvestment results in the desired type and 
form of development. 

Given the LandmarkfVan Oorn Corr~dor's current auto- 
oriented development pattern and the regional travel 
demand caused by prox~mity to the regional highway 
system (1-395 and the Capital Beltway), transportation IS 

both an opportun~ty and a constraint for redevelopment. 
However, a truly walkable community with a success- 
ful multi-modal transportation system can be created 
through mixed-use development policies, improved 
local connections, improved transit, and transportation 
demand management techn~ques. 

1 .I .I. History of the Area 
Today this area is called the West End for the obvious 
reason that it is in the western portion of the City of 
Alexandria. Yet, the name has greater meaning. Until 
1952 the area was part of Falrfax County and was a 
crossroads though an agricultural area west ot the 
regional urban center, Alexandria. The name 'West End* 
is actually a historic one associated wim the first suburb 
of Alexandria. Not only was the original West End (today 
centered along Duke Street around the Carlyle area) just 
west of Alexandria, the West family were its early owners 
and 18th century developers. This first West End became 
a booming center of commerce along what was then 
Little River Turnpike, now Duke Street. As Alexandria 
annexed more land and expanded west, the West End 
name migrated as well. 

The West family is also a part of the history of the 
LandmarkfVan Dorn area. A founder of Alexandria, Hugh 
West operated the lirst tobacco inspection station and 
port at his facilities at West Point-now the foot of 
Oronoco Street--almost 20 years before the establish- 
ment of the town. Thc West family was prom~nent III 
Northern Virginia for decades. In the 18th century. Johri 
West, as well as John Summers and Michael Reagan. 
owned large tracts of land in what is now the Van Dorn 
corridor. The large tracts with plantations and slave 
quarters were subdivided over the years into smaller 

farmsteads. Tobacco was the first crop grown in the 
colonial era, but people shifted their dependence from 
one export product to a diversified grain economy. 

Good roads and bridges were crihcal to the move- 
ment of goods for commercial purposes and to link 
east (Alexandria) with the west (this area and beyond). 
A great period ot road development started at the turn 
of the 19th century, resulting in many private turnpike 
companies. Little River Turnpike (Duke Street) was char- 
tered in 1795 and first started collecting tolls in 1803. It 
became a major east-west artery connecting rural hin- 
terlands with Alexandria and continues to be the spine of 
east-west transportation more than 200 years later. 

Although this new turnpike promoted commerce through 
the area, the local agricultural economy was depressed 
by the early 19th century as the soils had become de- 
pleted from growlng tobacco. In the 18409 and 1850s, 
people from northern states moved into the area and 
brought new farming methods, such as deep plowing 
and fertilization. Agriculture was reinvigorated before 
the Civil War. Wheat was milled locally at places such as 
Cloud's Mill on Holmes Run and taken for export to the 
Alexandria wharves. The Orange and Alexandria Railroad 
was constructed in the early 1850s. and ran parallel and 
south of the Little River Turnpike. 

By the time of the Civil War (1861-1865), military maps 
show this area with few homes, which were generally 
situated on the highest uplands separated by streams. 
A road system, while not at the scale of an urban grid, 
operated as a grid with two major cast-west arteries 
which were joined by several north-south connectors. 
Many of today's streets are continuations of these his- 
toric roads: Duke, Whiting, Van Dorn, and pans of Edsall 
and Reynolds. A road once ran in a similar manner to 
Eisenhower Avenue, and the rail tracks continue the his- 
toric pattern. The area just west of Landmark Shopping 
Center, Linconia, was a small village with taverns, a 
school. and a church. 

Chapter l :Introduction 



The per~od before World War II saw the beginning of 
changes which would catapult the LandmarMlan Dorn 
area from a marginal, rural hinterland to a central loca- 
t~on. Shirley Highway (route 395) began construction 
~n 1944 to move large numbers of people to federal 
jobs. Virginia's first limited access freeway, the Henry 
G. Shirley Memorial Highway, was completed from 
Woodbrrdge, Virg~nra, to the 14th Street Bridge over the 

Potomac River, rn 1952. A four-lane freeway 17.3 miles 
long, the road was named for Henry Shlrley, Virginia 
Highway Cornmissloner and major supporter of the 
interstate highway system, which President Eisenhower 
champloned in the 1950s. 

In 1952. the City of Alexandrra annexed a portlon of 
Fairfax County. This increased the area's value and led to 
large-scale developments such as residential high-rises 
and strip shopptn~ centers, The first projects cut down Figure 1-2. Civ i l  W a r  era topogrophic map  showing fortifications o f  

the highest uplands which once had farmhouses and Washington D.C. with settlements in a n d  near the ~ l a n n ~ n g  areo. 

dramatically altered the landscape. Through the late 
20th century, the area added many retall businesses ttfat 

transportation corrldor and commerclat hub l~ke ~ t s  
augmented the regional economy and shifted residential historic namesake at the oVler end Duke Street. 
population and retail sales from Old Town to the West 
End. 

Many of the streets were named ln the pre-Civil Rights 
era after Confederate officers: Pckett, Whitlng. Van 
Dorn, Reynolds, Stevens, Jordan and Paxton. But at least 
one road retains a local historical name. Horace Edsall 
owned the Mount Hebron plantation and mlll. The Unrted 
States Mll~tary Railroad created a rall s~ding near his 
property durlng Ule Civil War after taklng control of the 
Orange and Alexandria Railroad. Thls became a perma- 
nent stop on the rail llne that conllnued through many 
owners and llnked th~s area to Baltimore through the 
Wilkes Street Tunnel. a ferry across the Potomac River. 
and additional rail. 

Duke and Van Dorn streets today echo the old cross- 
roads function of the area linking people and goods 
both east-west and north-south, while also maintaining 
its late 20th century retail role. While not the or~gi- 
nal West End, the area has evolved into a significant 



Figure 1-3. Topography. This figure shows elevations In the 
planning orea a n d  the immedio~e surroundings with two-foot 
[dashed lines] and ten-foot contours (solid lines). Elevutions 
ronge from 70 feet at Holmes Run ond Bocklick Run to 250 
feet a t  the highest elevations on Whitirlg Street just south of 
Duke Street. Steep slopes oround large sltes that have been 
terraced for dcveloprnent make cmect~ng  new street5 clnd 
pedestrian ways difficult in some !-ations 

1 .I .2 Geography of the Area 
Terrain 

Terrain w~thin the LandmarWVan Dorn Corridor is suf- 
ficiently hilly to make it an issue In development and 
circulation. Elevations range from approximately 80 feet 
above sea level at Backlick Run up to 250 feet at the 
top of Whiting Street. Its highest elevations make the 
area visually prominent for approximately a mile in all 
directions, and its cluster of high-rise apartments and 
condornlniums, often referred to as 'condo canyon,' 
identify the area as far as Ule Woodrow Wilson Bridge. 
five miles to the east. In Alexandria, only the flat ridge 
top extending from the Virginia Theological Seminan 
northwest along to Fort Ward Park on Braddock Road is 
higher. at an elevation of up to 290 feet. 

m e  steepest slopes within the planning area have been 
softened as natural contours have been terraced to ac- 
commodate large-scale development. Steep slopes are 
concentrated east and southeast of Landmark Mall. on 
the west side af Reynolds Street. and behind develop. 
rnent on both sides of Whiting Street. These slopes 
create fragmented development areas and barriers to 
pedestrian and vehicular circulat~on. 

Watercourses 
Holmes Run and Backlick Run are locally significant 
watercourses set in corridors combining natural and 
landscaped vegetation. These corridors are natural 
boundaries to the north and south of the plann~ng area. 
Some of these connected open space areas are currelitly 
City parks and open spaces; others present opportunities 
to provide additional public ope11 space arid ensure pro- 
tection of connections. Smaller dralnage systems enter 
tllese watercotlrses and provide opportunities for natural 
apen space and trails that connect to these major fea- 
tures. Small buffer areas along these perennial streams 
are now protected as Resource Protection Areas under 
the Chesapeake Bay Protection Act and inlplernenting 
local rcqulalions. 

Chapter 1 .lntroductrori 



1.1 -3. Demographics of the Area 
A demographic analysts was conducted to compare 
selected population, socio-economic, and hous~ng char- 
acterlst~cs of the LandmarldVan Dom Con~dor planning 
area and the surrounding Context area to those of the 
rest of the City and the region. U.S. Census data from 
1990 and 2000 were used in the analysis. 

The larger context area included census tracts within 
about one mile of Landmark Mall (Figure 1-1). The 
context area had a population of 48,845 at the time of 
the 2000 census. 

The demographic character~stics of the LandmarWVan 
Dom Corndor planning area and the surrounding context 
area are not radically different from those of the rest of 
Alexandrra. However, there are some differences. The 
demographic analysis reveals the following charactens- 
tics of the population with~n the context area compared 
to the rest of Qty: 

Its population is more ethnically diverse. 

Its population is more transient. 

It has a h~gher percentage of renters. 

It has somewhat lower household incomes. 

It has somewhat lower levels of educational 
attainment. 

It has fewer school-age children. 

Figure 1-4. Figure 1-1. Census 2000 tracts 
deb ning study areas for statistical analysis. 
Census tract numbers (with two decimal places) 
and block group numbers [single digits) within 
tracts are shown. The Context Area i s  shown 
in blue-gray. with the planning orea outlined in 
blue 

It has a higher percentage of persons in the 20 to 
29-year age group. 



1.2. Why a New Plan? 

Originally constructed in 1965 as one of the area's 
first regional shopping centen. Landmark Mall has 
experienced continuing declining sales in recent years 
and is - like many older shopping centers around the 
country - becoming Increasingly obsolete as the retail 
world and consumer preferences continue to evolve 
and change. The in~tial impetus for preparing a new 
plan for the area was provided when General Growth 
Properties of Chicago, the owner of a portion of the mall 
s~te, approached the City of Alexandria in 2004 with a 
proposal to redevelop with a mix of uses, including retail. 
restaurants, a theater complex, hotel, and over 1,500 
residential units. 

Grven the importarice of Landmark Mall to the West 
End and Alexandria as a whole, it is important that the 
redevelopment take advantage of the opportunity to 
transform the present isolated, inwardly-focused can- 
figuration of the mall into a more urban activity center. 
In addition to the mall, owners of older retail properties 
along Duke and Van Dorn streets have expressed inter- 
est in redevelopment. The potential redevelopment of the 
mall and nearby strip commercial properties underscores 
the need for an integrated vision and strategy to guide 
future change in the LandmarWVan Dorn Corridor. 
Accordingly, the LandmarkNan Dorn Corr~dor Plan has 
three primary purposes: 

1. Develop a long-range vision and plan for the 
Landmaman Dorn Conidor, Including planning and 
urban design principles to guide public and private 
sector investment. 

2. Address the future role of the Landmark Mall site 
and similar older retail properties along Duke and 
Van Dorn streets in their potential to establish an ur. 
ban mixed-use corridor that unifies and supports the 
surrounding established residential neighborhoods. 

3. Ensure that public benefits and amenities for 
the overall community are irlcorporated into flew 
development. 

The Plan has been designed to provide land use policy 
and guidance through the year 2030. It supports full 
redevelopment of Landmark Mall and Ihe older re- 
tail centers along Duke and Van Dorn streets. The 
Plan encourages the preservation of the surrounding 
residential communities as they provide market-rate 
affordable housing. While the planning area is defined 
as the LandmarWVan Dam Corridor. it is important that 
implementation of the Plan also consider the area's 
larger sphere of influence within Alexandria's West End. 
Surrounding neighborhoods and uses affect and are 
affected by the planning area, and can potentially benefit 
from broader application of the principles and strategies 
established within the area of thc Plan. 

'/an Dorn Streel Look~~ig south on Van Dorn Street landmark Moll. Looking north toward landmark Mall 
from Edrall Road f,om Walker Street 

Chapter 1:lntroduction 



1.3. Past Planning and Policy Directives 

Th~s planning effort bu~lds upon the 1992 Landmark/ 
Van Dorn Small Area Plan and has been guided by the 
principles, goals. and recommendations of other City 
documents. Several documents frame the context for the 
LandmaMan Dorn Carndor Plan and form the founda- 
lrori of its principles, goals, and recommendations: 

LandmarldVan Dorn Small Area Plan (1992) 

City of Alexandria Open Space Plan (2002) 

City of Alexandria Strategic Master Plan for 
Recreation, Parks and Cultural Activities (2003) 

City Council's 2004-2015 Strategic Plan (2004) 

Mayor's Economrc Sustainab~l~ty Work Group Final 

Report (October, 2007) 

Cily of Alexandr~a Transportalion Master Plan (2008) 

Pedestrian & Bicycle Mobility Plan (June 2008) 

Eco-City Environmental Charter 2008 

The LandmarkNan Dorn Small Area Plan, which was 
adopted by the City of Alexandria in 1992 as a part of a 
cltyvide Master Plan update, addresses a larger plan- 
ning area than the LendmarldVan Dorn Corridor Plan, as 
11 IS bordered by 1-395 to the north and west, Holmes 
Run to the north and east. and the city limits to the 
south and west. A primary focus of the Small Area Plan 
was on redevelopment of Cameron Station, a former fed- 
eral military installation, as a mixed-use residential com- 
munity through rezoning lo a Coordinated Development 
District. The 1992 Small Area Plan largely reaft~rmed 
existing development patterns in the Van Dorn Street 
corridor, including Landmark Mall as a regional shopping 
center, general commercial uses along Van Dorn Street, 
and medium to high density residential uses applied to 
the apartment communities east and west of Van Dorn 
Street. The area south of Landmark Mall between Duke 
Street and Stevenson Avenue was designated far higher 
intensity mixed uses (retail. office, and residential). 

The City Open Space Plan (2002) lncludes goals for the 
preservation and provision of open space in the City. 

Although, the planning area is approximately 70% im- 
pervious, the planning effort seeks to find opportunities 
to preserve the existing open spaces within it and create 
additional open spaces through the redevelopment of 
impervious surfaces. The Open Space Plan encour- 
ages the preservation of institutional open space, the 
protection of environmentally sensitive areas, creation 
of an open space network in new development areas, 
protection of existing parks, and development of innova- 
tive ways to create additional open space. One specific 
recomrnendatiorl of the Open Space Plan is the crealion 
of a 'green crescent" which would connect local rivers 
and streams with open space. The Plan Area is located 
close to Holmes Run, Backlick Run. and Cameron Run. 

The Strategic Master Plan for Recreation, Parks and 
Cultural Activites. adopted as an element of the Master 
Plan in 2003, identifies strategies for the facilities and 
services operated by the Department of Recreation, 
Parks and Cultural Activities. The plan catalogs exist- 
ing park and recreation facilities and identifies needs 
for such facilities in the future to respond to expected 
population growth. 

The City Council's 2004-2015 Strategic Plan (adopted 
in 2004) sets forrh the context for this planning effort 
by articulating a vision, principles, and goals whereby 
LandmarkNan Dorn can fulfill its potential as a vibrant, 
exciting, and successful part of the City. The Strategic 
Plan identifies 'Landmark Mall Redevelopment and Area 
Study" as one of three top priorities in meeting Goal 1 of 
its Plan for 2004-2009, which states: *There is Quality 
Development and Redevelopment that is Well Plarined 
and Consistent with Alexandria's Vision." In addition, 
'Landmark Mall Redevelopment and Area Study' 1s listed 
as the top priority of the City of Alexandria Policy Agenda 
2004-2005. 

The Mayor's Economic Sustainability Work Group Final 
Report (October 2007) identifies the redevelopment of 
Landmark Mall into a major economic center as one of 
11s key recommendations. In addition, 11s asserts that 
the City must expedite the redevelopment of Landrriark 



Mali 'into a high quality, high density, mixed use City 
Center development;' revamp the prior Landmark Mall 
redevelopment plan to include subslantial office space, 
and ensure that the redevelopment creates a product 
that becomes the 'focal paint of West End activities and 
vibrancy." 

The principles of the City of Alexandria Transportation 
Master Plan (2008) have also guided the transporta- 
tlon recommendations presented herein; including the 
accommodations for dedicated lransit along Duke Street 
and Van Oorn Street and the creation of a grtd-based 
roadway system that improves pedestrian, bicycle, and 
vehicular connectivity. The relevant guiding principles 
include the development of 'innovative local and regional 
transit opt~ons." 'quality pedestrian and bicycle accom- 
modations," 'environmentally friendly transportation 
policies," and 'policies that enhance quality of life, sup- 
port livable, urban land use and encourage neighbofhood 
preservation." 

The Pedestrian 8 Bicycle Mob~lity Plan (June 2008) 
was developed to outline and detail the implementation 

of the policies within the Transportation Master Plan 
that are related to pedestrian and bicycle accommoda- 
tions. The recommendations of the Pedestrian 8 Bicycle 
Mobility Plan were also considered in the development 
of the LandmarWVan Oorn Corridor Plan's transportallon 
recommendations. 

The Eco-City Charter 2008 provides a vision for an 
environmentally sustainable city. The aspects of the 
proposed vision that are most relevant to this planning 
effort include sustainable building practices, protec- 
tion and provision of natural spaces, improved water 
quality, clean air, improved transit accommodations and 
ridership, energy conservation, and waste reduction. 
The recommendations included herein support the vision 
presented in the Eco-City Charter. 

Chapter 1 :Introduction 



1.4. The LandmarkNan Dom Advisory Group and Planning Pmcess 

On November 19.2007, the City Council adopted 
Resdutlon No. 2252 establlshlng the Landmarwan 
Oorn Adv~sory Group to provide broad community input 
into developing a plan for the future of the area. In 
accord with the resalutm, the Mayor appointed 18 
Advisory Group members representing local residents 
and resldentlal property owners, commercial property 
owners and developers, busmess owners, business 
assoclat~on representatives, representatives of commu- 
n~ty assoc~atlons m Alexandria's West End, and at-large 

r 
members representing cilywlde interests. The Advisory 
Group was charged wlth. 

working wrth the Plannlng and ZoninQ staff and Dircusrion followina orerentalion 
study consultants in ~dentifylng Issues. challenges, 
and opporton~hes with redevelopment of Landmark 
Mall and other major sites within the planning area; 

providing advice on options f w  the future ot the 
planning area and assisting in development of pollcy 
recommendations for the Plan; and, I 
asslstlng in keeplng the public and groups they 
represent lnformed on Issues arid progress in 
preparation of the Plan, and advising the Planning 
Commission and City Council on their analysis and 
rccommcndations. I 

The Advisory Group part~cipated in a total of 18 public 
meet~ngs and work sessions between December 2007 I 
and Decmber 2008. A meet,ngs and work sess~ons group deveiOo 
were adverl~sed and open to the general public. The 
Department of Planning and Zon~ng provided the primary 
administrative and technical support for the Advrsory 
Group. Subsequent to each meeting, summary nates and 
presentatlons to Ihe Advisory Group were placed on the 
department's website. 

The first meeting of the Advisory Group, held In mld- 
Cecembet 2007, establ~shed the general approach for 
meetlngs thraughout the plannlng process, wlth pre- 
sentations by the staff and consultants and lnteractlve 
sesslons w~ th  the Adv~sory Group on key Issues aftectlng 
development of the Plan. The meetlng included pre- 
sentahom on UI planning process and work program. 

upinq Town Center lottu ~un.c=yn 



7 background M previous planning efforts. and a sum- 
mary presentation on the planning area. The Advisory 
Group members discussed key issues, challenges, and 
opportunities within the planning area, and the meeting 
concluded with an opportunity for comments and ques- 
tions from public attendees. 

Subsequent meetings durlng the first half of 2008 
focused on key issues and opportunities withln the plan- 
nlng area, with presentations on major issues including 
the history of the area, land use, affordable hous~ng. 
transpartation and transit, open space, stormwater man- 
agement. community facilities, urban design, infrastruc- 

Discussing retoil storehonl heatments at Restan rown Center. 

ture financing, and real estate and retail market condi- 
tions that would need to be considered in preparation of 
the new plan. Presentations on potential development 
of the Landmark Mall and properties near Van Oorn and 
Pickett streets were made by Advisory Group members 
representing the landowners. The Advisory Group also 
held a public tour of successful urban redevelopment 
projects within the Washington Region. 

On two Saturdays in May, the Advisory Group held full- 
day interactive work sessions involving Advisory Group 
members and public participants to develop concepts 
and goals to guide preparation of the Plan. The flrst ses- 
sion focused on the overall study area. Attendees were 
divided into groups to explore goals for the planning 
area and how these goals could be physically achieved 
in a new land use plan. The f~ve categories of community 
goals presented in Chapter 4.0 were developed from the 
work session. 

The second work session focused on redevelopment of 
the Landmark Mail site. Consultants for General Growth 
Properties gave presentations on consumer research. 
and parameters and opportunities for redevelopment of 
the site. The City consultant team provided an overview 
of goals and key ideas from the earlier work session. 
potential mall access improvements, and design con- 
cepts that could be applied to the mall site. Work groups 
were asked to explore these issues and report out key 
ideas and concepts for the mall site. The work groups 

Viawlng central open space or clotendan MOrRel Lomrnon. 
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prepared graphics physically applying their ideas and development, real estate and financial markets change, 
concepts to redevelopment of the site. implementation of specific recommendations in the Plan 

will be phased in over a number of years. Therefore. the 
The community goals and Concepts developed through community and IAG will engage ~n a long-term on-going 
the two interacfive Se~SioflS and subsequent Advisory partnership with the city to hilfill the goals and recorn- 
Group meehngs durlng July 2008 through September mendations of the LandniarWan Dorn Corridor Plan. 
2008 have been used to guide additional technical stud- 
ies and preparation of the plan elements and recommen- 
dations that form the Landmarwan Dorn Corridor Plan. 

The community process will contlnue after the adop- 
tion of the Plan. The community will be involved in the. 
implementation of Plan recommendations through both 
a commun~ty-level process of community-wlde meetings 
and a formalized cltlzen-led Implementation Advisory 
Group (IAG). Th~s IAG will work with City staff to develop 
an Implementation Plan, prioritize recommendations, 
~mplernent recommendations, and report to Ctty Council 
annually via an Annual Report. As conditions in the 

Figure 1-5. Work program for development of the Landmark/Van Dorn Corridor Plan 



Breakout groups at work. 

Breakout group land use concept 
framework. (Drawangs rotated to 
at top consistent with graphics in 

and street 
show north 
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Breakout group land use concept and street 
framework 
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2.1. Vision 

This Plan sets forth a vision to transform the greater 
LandmarkPJao Dorn Corridor into one of the finest 
mixed-use communities in the Washington Region. The 
Plan will be achieved largely through redevelopment of 
Landmark Mall and older retail centers along Duke and 
Van Dorn streets, creating two distinctive mixed-use 
centers. Landmark Mall and nearby retail properties are 
redeveloped into 'West End Town Centern- a lively town 
center of regional scale, with major office, retail, arld 
residential uses establishing a distinctive gateway into 
the City of Alexandria. The older retail centers near Van 
Dorn and Pickett sheets are redeveloped into 'Pickett 
Place'-- an active mixed-use center providing communi- 
ty-level office, retail, and residential uses well integrated 
into nearby established neighborhoods. The two centers 
are connected by a redesigned Van Dorn Street, recon- 
structed as an attractive green boulevard with dedicated 
transit lanes and new pedestrian and bicycle facilities. 
Together, the new centers create an active mix of uses 
and strong sense of place supporting and enhancing the 
nearby residential neighborhoods where land use change 
is not proposed. 

The Plan includes new open space and gathering places, 
and tree-lined streets, trails, and open space linking the 
town centers and community to nearby natural areas 
such as Holmes Run and Backlick Run. The planning 
area is transformed from its current suburban, auto- 
oriented character ~nto an active urban community w~th 

smaller blocks and landscaped streets designed for 
pedestrians and new transit services. 

The greater LandmarldVan Dorn area is attractive to its 
residents and visitors not just because of its convenient 

location, but because of its lively mix of uses, distinctive 
urban character, and community life. Its diverse popula- 
t~on sees the community as something of value, worthy 
of an investment of time and energy to make the corn- 
munlty ~n vrhich lhey live a great place for themselves 
and their children. 

participation in community meetings and workshops 
throughout the planning process. It defines the klnd of 
place citizens want the area to be in the future, providing 
a long-term perspective for achieving positive change 
over time. 

While the vis~on focuses on the LandmarkNan Dorn 
Corndor plannlng area, it also considers LandmarkNan 
Dom's role in improving the quality of life in Alexandria's 
West End as a whole. Early in the planning process, resl- 
dents expressed their strong belief that the Landmark1 
Van Dorn area is important as a center of activity for 
people throughout the West End. The West End of today 
is a vitally lrnportant part of the City of Alexandria, but 
one that needs a community focus of its own. 

WEST END TOWN 
CENTER 

PICKE'IT PLACE 

This ,,ision has been shaped through [he Figure 2-1 Key organiz ing features o f  the Landmark/Van Darn 
Corr idor Plan, summary diagram as developed in community 

LandmarkNan Dorn Advisory Group and through public 
wortshops, 



2.2. Communrty Goals 

The Advisory Group agreed upon the following commu- 

nity goals that form the basis for the v~sion: 

1 Housing, Development, and 
Neighborhood Enhancement 

The Landmark Mall area should become an attrac- 

tive gateway for the City of Alexandria. 

Landmark Mall shou~a sene regional. local. and 
. . neiahbarhood needs. 

Recent mixed-use development at Bethesda Raw 
A mix of uses and sizes of development should be 
provided, with a focus on vibrant neighborhoods. 
neighborhood needs, and human-scale. 

A variety of housing types should be provided. 

including mid-rise and high-rise units, compatible 

with exist~ng housing types and groups within the 
community. 

A diverse mix of ownership arid rental tlousing, and 
market rate, affordable, and workforce housing 

should be maintained. 

The history and cultural diversity of the area should 
Near Eastern Market in Washington, DC be promoted as background for establishing and 

reinforcing neighborhood character. 

Transit and Transportation 
A more connected, urban street grid system should 
be created where feasible with walkable blocks to 

provide increased mobility for both pedestrians and 
vehicles. 

Transit ridership should be ~ncreased through reli- 
able, convenient, and coordinated transit services 
throughout Ihe area, w~th emphasis on effectlve 

transit service along Van Oorn Street between 
Landmark Mall and the Van Oorn Stresl Metro 

Light rail transit in Portland. OR 

i3RMT F ~ & U Q I ~  3 2003 

Station. 

Safe, convenient, and attractive pedestr~an and 01- 

I cycle access should be provided to all transit nodes. 

:enters, and stations. 
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Off-street, dedicated pedestrian and bicycle paths 
should be provided where feasibleto connect transit. 
activity centers. neighborhoods. open space, and 
community facilities. 

Open Space and Civic Amenities 
a Existing green space, natural areas and features. 

including privately-owned neighborhood-oriented 
open space and parks, should be preserved and 
enhanced. 

Facilities should be provided that can be pro- 
grammed for seasonal activities that serve all age 
groups, such as an ice rink, farmer's market, foun- 
tains. evening events, recreation centers, and plazas. 

More cultural and public art facilities should be 

introduced and integrated into adjacent uses and 
neighborhoods. 

Environment & Sustainability 
An area-wide, comprehensive approach should 
be established for environmentally suslalnable 
development, including Leadership in Energy and 
Environmental Design (LEED) standards, best prac- 
tices in local and regional stormwater management, 
reduced impervious areas, enhanced water quality. 
and protection and restoration of habitat areas and 
natural features throughout the planning area. 

Implementation and Fiscal 
Sustainability 

The City's Econom~c Sustainability Work Group 
recommendations should be used as a gulde to 
maximize office, retail, and hotel development, in 
a manner consistent with creating vibrant activity 
centers and mixed-use neighborhoods. 

gon Row. Plaza ~n mlxed use developmt 



2.3. Planning Rinciples 

Based on the community goals, the following plan- 
ning principles were developed to provide guidance to 
achieve the vision. The planning principles have prov~ded 
guidance in preparation of Chapters 4 through 9 that 
include recommendations on land use, transporta- 
tion, urban design, environmental sustainabilily, and 
implementation: 

An Attractive Gateway to Alexandria with entryways. 
streetscapes, and development forms that establish a 
distinctive Image and identity for the West End. 

Establish a 'West End Town Center' at the northern 
portion of the planning area with regional-level of- 
fice, retail, supporting residential development, and 
a varled skyline of distinctive architecture as the 

primary gateway into west Alexandria. 

Implement gateway improvements (distinctive sig- 
nage. landscaping, public art, etc.) at other proml- 
nent City entrances within the planning area. 

Improve the visual character of roads and streets 
through streetscape Improvements and guidelines 
for building and site design that promote good urban 
form. 

'Jse public art, wayfinding signage, and other coordl- 
lated visual improvements to build a distinctive vlsu- 
sl image and identity for the new activ~ty centers. 

I Pedestrian-Friendly Activity Centers for residents of 
the West End and beyond. 

Create both the West Erid Town Center and Pickett 

Place with a hierarchy of attractlve, walkable streets 

I that provide convenient access and connections to 
surrounding neighborhoods. 

Establish a pedestrian-onented character and 'sense 

1 of place" bvithln each activity center through the de- 
sign of buildings, open spaces. and sidewalks that: 

Provide a quality public realm with pedestrian 
amunities 
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Bring buildings to the sidewalk and street and ani- 
mate their facades 

Provide active uses on the ground floors of build- 

ings: such as stores, restaurants, cafes, etc. 

Provrde public gather~ng places to promote informal 

social contact and accommodate performances. 
cultural celebrations, and other public events. 

A Multi-Modal Transportation System providrnq 

safe and convenient options for vehicles, pedestrrans, 
bicyclists, and translt. 

Address vehicular mobility through targeted capacity 

improvements and by developing a more intercon- 
nected street system. 

Develop a safe, pedestrian-friendly environment wrth 

walking connections from neighborhaads to activity 

centers. 

Develop a system of on-street lanes and off-street 

paths for bicyclists. 

Provide more frequent, reliable regional and local 

transit servlce, with connections to and between 
activity centers and the Van Dorn Street Metro. 

Ensure that the location and design of parking facili- 
ties support the transformation of Landmarwan 
Dorn from a suburban, automobile-oriented to an 
uttian, pedestrian-oriented environment: 

Place parking below grade to the greatest extent 
possible to minimize barriers to pedestrian move- 
ment, decrease the masslbulk of buildings, and 
provlde more ground-level open space. 

Locate any above-grade structured parking wrlhin 
a block llned w~th active uses. 

L ~ a i t  surface park~ng where feasible to on-street 
oarking and Integrate green building best prac- 
tices ~rito parking des~gn. 

Develop a network of public parks and open spaces 

of varying sizes and functions: 

Preserve, protect. and rehabilitate natural open 

space (steep slopes, stream corridors), connecting 
and expanding area-wide natural systems 

Provide residential open space (neighborhood and 

community parks) 

Include places of gathering (public spaces within 
activity centers) 

Establish and enhance green corridors (key street 
connections). 

Develop Van Dorn Street and Duke Street as Green 
Transit Boulevards with landscaped medians, street 
trees, and attractive pedestrian and bicycle facilities. 

Quality Neighborhoods offering a range of housing 
opportunities for the area's diverse residents. 

Create and reinforce compact. pedestrian-friendly 

neighborhoods with a range of housing types and 
price levels, including affordable and workforce 
housing as a priority. 

Promote a variety of neighborhood-oriented retail, 
service, and entertainment uses within walking 
distance of neighborhoods. 

Provide usable public open space within neigh- 

borhoods and connect neighborhoods to a larger. 
interconnected park and open space system. 

Provide needed community facilities accessible to 

residents of LandmarkNan Dorn and the West End. 

Retain and supporl local businesses serving resi- 

dents, employees and visrtors. 

Maintain a diverse mix of ownership and rental 
housing, as well as workforce and affordable hous- 
ing, with an emphasis on the preservation of existing 
affordable and workforce rental housing. 

An Interconnected Open Space System comprised of 
public parks and open spaces of varying sizes and func- 
tioris connected to green corridors. 



tial development and nearby neighbomoods. 

Emironmentally and Economically Swtalnable 

Development providing long-term benefit to residents 
and the City of Alexandria. 

Provide for the redevelopment of Landmark Mall in 

Provide heights, scale, and transition in new devel- 
opment that is compatible with established residen- 

1 a way that takes full advantage of its potential as a 
a- A center of economic activitv and communitv life in the 

West End. Ensure that the site retains its important 
regional retail role white also providinO emplovment 

I 
- - -  

thmugh office development and the 16-hour, 7-day- 
I 1 a-week life of a mixed-use residential neighborhood. 

8 Ensure that the panem of new development in the 
LandmaMan Dom area takes full advantage of 
the environmental and economic benefits of denser. 
mixed-use urban development with a pedestrian- 
and transit-friendly pattern of walkable blocks w~ th  
substantially enhanced transit service. 

Promote fiscal health of the City as a whole by 
providing a balance of residential and nonres~den- 
tial uses mat responds to the City's obiectlve and 
long-term market potential for office and other 
nonresidential development. Develop a critical mass 
of mixed-use residential development in the Town 
Center and Pickett Place areas that meets the plan's 
objectives for building community with a variety of 
housing that creates neighborhoods and expands the 
range of housing choices in the Landmarwan Dorn 
Area, 

Ensure that development projects in the Landmark1 
Van Dorn area keep appropriate sites identified in 
the Plan for office, retail and hotel uses available in 

' anticipation of the time when transit improvements 
and the mixed-use environment create stronger 
office and other nonresidential demand. Prevent the 
premature development of these sites for residential 
uses. 
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Build on the opportunity prwlded by the Van Dom 
Street Metro Station by improving cwections horn 
the Metro station to the planning area and by provrd 
ing local crrculator service. 

Take advantage of redevelopment and plbke Im- 
pravements to create a mote energy-conse~ng and 
env~ronrnentally SuSLnable fume for l t ~  landmark/ 
Van Dom area. by applyng Leadershrp n Energy 
and Environmental Design (LEED) bulMng and stte 
development standards. best pmhces In local and 
reglanal stormwater management lor water qualary 
and water quantity, and p m m  and reslorabon 
of habltat areas and natural feabes n and near me 
planning area. 



The Plan for Landmark1 
Van Dorn 
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3.1. Realizing the Vision 

The Vision for LandmaMan Dorn Corridw will be 

realized by a synergistic combination of private mnvest- 
ment and public action. While driven by market demand. 
private investment must be guided by Ule vdon. goals, 
and guiding principles presented in this Plan. The Plan 
recommends that public investment be targeted to 
~mplement key infrastructure, public amenlhes. and 
qual~ty-of-life Improvements. 

In order to adapt to changing market conditions and the 
intentions of individual property owners, the CandmarW 
Van Dorn Area Corridor Plan does not attempt to pre- 
scribe precisely how each parcel is to be redeveloped. 
Rather it provides direction for the redevelopment that 
will take place over time by defining: 

a framework of streets, open spaces, and other 
'public realm' elements, 

a proposed mlx of land uses necessary to achieve 

the vision, and 

design principles and guidelines for the type, form. 

and quality of private development. 

The implementation strategy recognizes that the current 
development market, In the region generally and in 
the LandmarkNan Oorn area specifically, is not strong 
enough to support the redevelopment envisioned by this 
Plan. Therefore, the initial phase of the implementation 
will be geared toward encouraging redevelopment. in 
part by llmlting expectations for developer contributions. 
Once redevelopment has begun, and the area begins 
to emerge as a choice locatlon for new offices, retail, 
and housing, Ihe City will increase its expectations for 
developer-funded community amenities. This phased 
approach will allow the Ctly to capture a portion of the 
area's increased value and use those resources to fund 
the public facilities necessary for b e  area's continued 
s(iccess. 

The Plan envisions the redevelopment of Landmark 
Mall arid the older retail centers along Duke, Van Oorn 
and Plckett streets w~thin the immediate timeframe 
through the year 2030, although the liming and detailed 

charactenstlcs of ~ndlvtdual redevelopment projects will 
depend on the investment decis~ons made by the prop- 
erty owners and developers. Owners of the Landmark 
Mall, the Van Dom Plaza slte at the Van OornlStevenson 
Avenue Intersection, and parcels ln the block bounded 
by Van Dom Street. Edsall Road, and Pickett Street have 
expressed interest in redweloprnent It 1s anhcipated 
that smaller, separately owned retail centers ~n these 
areas, such as those on the west stde of Van Darn Street 
from Edsall Road to Ptckett Street, will not be redevel- 
oped with mixed-use unttl the redevelopment of larger 
parcels and major ~nfrastructure Improvements have 
establ~shed the mixed-use character of the area and cre- 
ated opportunities for similar development on a smaller 
scale. The Plan does support the coordinated redevelop- 
ment of the smaller sites in accord w~th the principles 

and recommendattons set forth for the Plan area. 

Plan Area 
An Illustrative Development Plan has been prepared 
depicting the LandmaWan Dorn Corridor with rede- 
velopment of the older retail centers in accord with the 
above goals, vision, and guiding principles. It includes a 
framework of existing and new streets and open spaces 
established through public investment and private 
redevelopment. The concept for the new 'West End Town 
Center' is in a manner generally consistent with the 
conceptual mixed-use plan for Landmark Mall presented 
by General Growth Properties during the Advisory Group 
process. The new 'Pickett Place' mixed-use center is 
proposed in accord with the established goals. vision, 
and planning principles. The development concepts for 
these centers reflect the land use parameters, urban 
design principles, and development guidelines presented 
in Chapters 4.6, and 7, respectively. Chapter 6 presenls 
specific urban design guidelines for both "West End 
Town Center' and 'Pickett Place." The llluslrative Plan 
also responds to topographic constraints, parcel Configu- 
rations. and related Plan area characteristics. 



Figure 3-1. Framework Plan. The framework plan shows conceptually how the areas proposed for 
redevelopment in the plan could be developed to achieve the vision outlined. N e w  streets, parks 
and new mixed-use developments are shown. 
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3.2. Districts in the Plan Area 

The Plan area is divided into four distinct districts. based However, Duke Street. due to 11s lnhospltable terraln, is a 
on feedback received during a participatory process in- significant hurdle to the development of these parcels as 
volving the Adv~sory Group. the public. City staff, and the an integrated place that is conveniently accessed from 
project consultants. Key cons~derations were identified the adjoining areas. Connecting across Duke Street IS 

for land use planning and development of parcels in the key to the success of this district. 
piannlng area and include: 

The relationship with existing transportation infra- 

structure and major roadways. 

Existing natural fealures, especially topography. 

The area's walkabrlity. 

Pickett Place 
The name 'Pickett" also has historical significance as ~t 
was the name of a Civ~l War Confederate general, Major 
General George Pickett, who led an unsuccessful charge 
on Union Soldiers at Gettysburg. Thls district includes 

Retall strateg~es. Me pan of the planning area between Edsall Road and 
Piikett Street, and is so named 'Pickett Place.'This 

The relat~onship of existing development to adjacent district the part of the area beheen 
land uses. Edsall Road and Plckett Street. and lncludes several 

The likelihood of near-term redevelopment. parcels on either s~de of Van Dom Street that are llkely 

The community's braad vlsion for the areas. 
to redevelop in the near term. The proximity to existing 
residential developments such as Cameron Station and 

These cons~derations lnformed the development of the the EOS-21 condomlnlums and apartments, the natural 
four dlstr~cts: West End Town Center, Pickett Place. resource of Backl~ck Run along wlth the community's 
Van Oorn Metro, and areas of exlsting residential vlsioo for the sub-area present an opportun~ty to develop 
development. an 'Urban Village" that is distlnct from the West End 

Town Center to the north. 

The West End Town Center 
The name 'West End' has historical significance as the 
West Fam~ly was central to the found~ng of Alexandr~a on 
the Potomac Rlver and greatly Influenced the planning 

area as well. The West End Town Center IS so designated 
as to recognize thrs hlstory. Thls dlstrlct encompasses 
the part of the Plan area from 1-395 to Landmark Terrace 
apartments. The West End Town Center comprises two 
dlsllnct areas - the Bluffs at West End and Landmark 
Mall at West End - based on the natural topography 
of the area. W~th the proposed redevelopment of three 
large parcels rlght off 1-395 and Duke Street - at 
Landmar8 Mall, and the Bluffs (the Bl's site and the 
CompUSA site). along w~th  the Van Darn Plaza s~te - this 

area has the potentla1 to become a Town Center that has 
local as well as regional appeal, comprising offtces, a 
!~festyle cerlter and high dens~ty houslng. 

This urban village will be centered on a 'maln street" 
that forms a retall spine, and will have good access to a 
restored and enhanced Backllck Run. A compact street 
grid created by adding three new streets, along with well 
integrated retatl uses and open spaces, will glve special 
character lo  West End's new urban village 

Van Dorn Metro 
Thls part of the Plan area IS separated from the Plckett 
Place dlstrlct by lndustr~al uses that are not covered 
by the scope of thls Plan. However, the LandmarWVall 
Dorn Corr~dor plannlng boundary was extended to the 
Van Dorn Metforall statlon to ensure cons~deratlon of 
connectivity and access to th~s malor transportation 

asset. Thls Plan rr~cludes a proposal to connect the 
Plckett Place dlstrlct w~th h~gher dens~ty development 
near the rnetro sal~on by way of a multi-modal br~dge 



that crosses Backlck Run and the ~ndustrial uses. This 
Plan also pcoposes retention of the existing zoning for all 
pmpefties mth~n the Plan area within the vicin~ty of the 
Van Dorn Metro statioo. 

The plan proposes changing Me name of Me Van Dorn 
Slreet Metrorail Statlon to the 'Landmark-Van Dorn 
Metroml Station' to provlde addittonal regional identity 
for the area as recommended by the Mayor's Economic 
Sustatnabiltty Work Group. 

Existing Residential Areas 
The Plan ansuppons retention of the existing land use 
and mntng a the established residential communi- 
ties and neighborhoads that surround the commercial 
sites proposed for redevelopment. These residential 
properties are considered unlikely candidates for major 
redevelopment because of their existing quality and the 
substantial investment and cash flaw represented by the 
existing uses. In addition, these properties represent an 
important housing resource b r  current resfdents. They 
provide affordable and workforce housing that cannot be 
replaced wlth new housing in current economic condi. 
lions without substantially increasing housing prices and 
displacing most current residents. While the intent of 
the Plan is to encwwge retention of the existlng zonlng 
and land use within these areas, the guiding principles 
and urban design guidelines will provide a framework to 
guide any future proposals for redevelopment of proper- 
ties under existing zoning. The Landmawan Dom 
Contdor planning boundary was exlerided to the Van 
Dorn Metro to ensure consideration of connectivity and 
access to the station. This Plan proposes retention of 
existing zoning for all properties within the Plan area in 
the vicinity of the Van Dorn Metro. 

Chapter 3: The Plan 



The West End Town Center Pick211 Place 

Von 3orn Metro E~i,t~ng Residelt~al Areas 

Figure 3-2. Plan Districts. The four principal suboreas of the plan are illustrated on a map that 
summarizes plan concepts developed at two cornnlunity workshops in May, 2008 These are 
generalized diagrams that do not reflect the detailed land use pattern in some locations, and are 
presented here for information cn how policy was developed, not to communicate the adopted 
policy of the plan. 



3.3. Plan Recommendations by Chapter 

CHAFTER 4: LAND USE 
To achieve greater economic vitality and to provide 
nearby residents with sought-after amenities. the 
Plan recommends creation of two mixed-use activity 
centers in the Plan area. In the north, the Plan recom- 
mends redevelopment of Landmark Mall and older retail 
properties along Van Dorn and Duke streets to create 
'West End Town Center," a lively mixed-use town center 
of regional scale, with major office, retail, hotel, and 
residential uses establishing a distinctive gateway into 
Alexandria. In the southern half of the area, the Plan 
recommends redevelopment of older retail centers and 
several industrial properties in the vicinity of Van Dam 
Street. Edsall Road, and Pickett Street to create 'Pickett 
Place," a community-level mixed-use center with resi- 
dential development and office and retail uses serving 
nearby residential neighborhoods. 

West End Town Center 
Properties within the West End Town Center are pro- 
posed for a minimum floor area ratio (FAR), the ratio of 
the floor area of structures to the area of the site, of 2.0 
and a maximum FAR of 2.5 to encourage regional scale 
development at this prominent entry into Alexandria. Full 
development of this regional activity center is intended 
to achieve an overall land use mix of approximately 70% 
office, retail, and related commercial uses and 30% 
residential. A total of 8.7 million square feet of develop- 
ment is permitted on the 82 acres of the West End Town 
Center, compared to 1.3 million today. Of this, at least 
3.75 million square feet must be office and 1 .O million 
square feet must retail. A major full-service hotel is 
required, with potential for additional hotels. A minimum 
of 1.2 million square feet of residential use (1,000 to 
1.200 units) is required to achieve the desirable mix 
of uses and level of activity. A maximum of 3.1 million 
square feet of residential is permitted. In addition, a 
minimum of 25.000 square feet of civic or community 
use is required. 

Pickett Place 
Properties within Pickett Place are proposed for a mini- 
mum FAR of 1 .5 and a maximum FAR of 2.0, providing 
an incentive for redevelopment but at the lower scale 
consistent with a community-level mixed-use center. Full 
development of Pickett Place is intended to achieve 70% 
residential uses and 30% retail, office, and related com- 
mercial uses, allhough a higher ratio of non-residential 
uses is permitted. A total of 4.8 million square feet of 
development is permitted on the 55.3 acres of Picken 
Place, compared to approximately 850,000 square 
feet today. A minimum of 250,000 square feet of of- 
fice space. and a minimum of 500,000 square feet of 
residential space (400 to 500 units) is required, although 
significantly more residential development is expected. 
A minimum of 12,000 square feet of civic or community 
use is required. 

Existing Residential Development 
This Plan recommends no increase in potential develop- 
ment for parcels with existing residential development in 
order to help preserve the declining stock of affordable 
market-rate housing. These areas include the EOS 21 
condom~nium and apartment complex, Foxwood Place, 
the Fields at Landmark, and Landmark Terrace. The 
townhouse community of Summers Grove. built in the 
mid-1990s near the Van Oorn Metro, is also not recom- 
mended for an increase in development potential. 

Zoning 
The Plan recommends changing the zoning for the 
West End Town Center and Pickett Place districts to 
the Coordinated Development District (COD). which is 
designed to encourage nllxed-use development projects 
with open space and other amenities as well as land 
assemblage or joint development planning. The Plan 
recommends that the underlying zoning for these parcels 
continue to apply for development proposed without a 
COO Special Use Permit, except that any project would 
have to conform to any master plan (or subsequent) 
design guidelines. 
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Workforce and Affordable Housing 
The Plan encourages the preservation of the exist- 
ing workforce and affordable housing in the area and 
proposes no changes to the current zoning of land use 
des~gnation of these sites. With regard to the provision 
of new housing as part of mixed-use developments, 
the Plan recommends a phased approach to developer 
contributions that could include a cash contribution. 
preservation ot exrsting affordable housing, and new on- 

or off-site units (see also Chapter 9: Implementation). 
The City is about to begin a Housing Master Plan and es- 
tablish a new taskforce to determine recommendations 
for developer contributions to the Affordable Housing 
Trust Fund, New City-wide requ~rements resulting from 

these efforts will specifically address the treatmer~t of 
affordable and workforce housing provision in the plan- 

ning area and may or may not result in changes to the 
strategy set forth in this Plan. 

The Plan also recommends that the City seek opportu- 

nities to secure public housing units within private devel- 
opment proposals in the Plan area. 

Community Facil Wes 
The West End Town Center and Pickett Place districts 
have minimum requirements for civic and community 

uses -West End Town Cer~ter has a minimum require- 
ment of 25.000 square feet and Pickett Place has a 

minimum requirement of 12,000 square feet. Several 
facilities have been cons~dcred to meet this obligation. 

The Plan recommends that a communitylrecreation 
center be provided within the LandmarkNan Dorn 
Corridor, with the preferred locations being in the West 
End Town Canter and Pickelt Place. The Plan recognizes 
the rmportance of and encourages the establishrneril 
of places of worship and health care arld wellness 
fac~lities as they provide needed and desired cornmu- 
nity services. Facilities that provide higher education 
fur~clror~s should also be considered (see also Chapter 9: 
Implementation). Other facilities with regional appeal are 
also recommended and could include an ice skating rink 

(if financially feasible), a performing arts theater or other 
cultural attraction that complements the active mixed- 
use. 16-hour environment envisioned in the Plan. 

The Plan recommends that, as the City reviews de- 
velopment applications for major parcels in the City, 
Alexandria City Public Schools be involved in evaluating 
Ihe potential for those projects to include a school site 
or contribute to school facilities. (see also Chapter 9: 
Implementation). 

This Plan recommends the siting of public art in key 
locations throughout the Plan area (see also Chapter 9: 
Implementation). 

Sanitary Sewer 
According to preliminary analysis of sanitary sewer 

capacity requirements for the proposed redevelopment, 
suffic~ent long range conveyance and treatment capacity 
of the sarulary sewer system does not exist. The Plan 
recommends that the City continue its on-going efforts 

of evaluating improvements and technologies to ad- 

dress these capacity needs. The Plan recommends that 
redevelopment projects provide improvemonts as part of 
the project approvals andlor contribute to improvements 
that will be implemented by the City. In addition, Ihe plan 

recommends that the City evaluate its sanitary sewer 
connection fees with regards to the level of fundlng nec- 

essary lo construct the necessaq sewer improvements 
(see also Chapter 4: Land Use). 

CHAPTER 5: TRANSPORTATION 

Street System Improvements 
The planning area has functioned as a crossroads for 

trade and commerce since the 18th century, l~nking 
pcople both cast west and north-south. Duke Street and 
Van Dorn Street continue lh~s historic funclron today. 
The Plan recommends the creation of a walkable, urban 
environment with a well-connected local street system 
that supports driving, transit, bicycling. and walklng 



with~n the Plan area and to adjacent neighborhoods and 
the Van Dom Metro station. 

West End Town Center Access Over Duke Street: The 
Plan recommends connecting the north and south sides 
of the West End Town Center with a bridge over Duke 
Street that is sited approximately at the location of the 
existing ramps to and from eastbound Duke Street at 
Van Dom Street. The bridge is preferred over an at- 
grade street connection because it creates the functional 
retail and walking street that is needed to connect each 
side of the Town Center, it allows the two transit lines to 
cross each other without conflict, and it enables cost- 
effective underground parking solutions which may be 
needed to make the redevelopment project financially 
feasible. 

New High Street. The Plan recommends a new 'High 
Sheet' that will connect the core of the Landmark Mall 
redevelopment to the balance of the West End Town 
Center across Duke Street. It then cont~nues south to 
Pickett Street as a local-serving allernatwe to Van Dorn 
Street. Along the way, 11 greatly improves local con- 
nectrvity while creating considerable market value for 
the adjacent parcels. North of Stevenson Avenue, New 
Hlgh Street will also accommodate dedicated lanes for 
the new Van Dorn Sheet transit line as 11 makes its way 
through the core of the West End Town Center. 

Grid Network of Streets: The Plan recommends creation 
of a grid nehwrk of streets in the Plan area, which is 
critical to realizing the multiple transportation objectives 
of this Plan. In general. the new grid street pattern will 
emerge as part of the redevelopment process, as many 
of the new streets are either wholly contained or adia- 
cent to parcels that are expected to redevelop. Of these, 
two are specially notable: the Pickett Place Main Street, 
which will form an east-west spine for the Pickett Place 
neighborhood; and Metro Street, which runs perpendicu- 
lar to Pickett Place Main Street and provides a potential 
connect~on to a new multi-modal bridge. 

Additional Access to West End Town Center: The Plan 
recommends that direct access to and from the 1-395 
entrance ramp be explored during the redevelopment of 
the Landmark Mall site. 

Bicycling Enhancements 
In addition to separated bicycle lanes along Van Dorn 
Street between the dedicated bus lane and the pedes- 
trian sidewalk, this Plan recommends providing bicycle 
facilities (as shared-use paths or 'cycle tracks") on 
Duke Street and recommends that appropriate bicycle 
facilities be included on new streets within the Plan 
area. The Plan recommends developing Backlick Run 
Trail as a regional multi-use trail connecting the Holmes 
Run Trial to Turkeycock Run in Fairfax County. The Plan 
also recommends requirements on new development to 
further support bicycle use, including on-site parking 
and showers. 

Creating a Pedestrian Environment 
The new bridge over Duke Street south of Landmark 
Mall IS a recommendation in part because 11 wlll prov~de 
a superior pedestrian environment in the Town Center, 
which is critical to its economic success. In addition 
to the new bridge, the Plan recommends the following 
improvements to increase access and connectivity and 
pedestrian mobility: 

Add sidewalk to existing Van Dorn Street bridge over 
Duke Street. The Van Dorn Skeet bridge currently 
does not provide space for pedestrlans to cross the 
bridge safely. Pedestrian ways on both sldes of the 
bridge, with well-marked pedestrian crossings at the 
ramps to Duke Street, are recommended. 

Multimodal bridge coiinection to Van Dorn Street 
Metro. Also listed as a transbt Improvement. thls 
bridge will connect Pickett Place to the Van Darn 
Street Metro Station. 

Pedestrian Improvements to the Duke Street brldge 
over 1-395. When the Virginla Department of 
Transportation makes improvements to th~s bridge, 
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this Plan recommends that they should improve 
safety for bicycles and pedestrians. 

Transit Improvements 
The following transit improvements are recommended: 

Dedicated transit. Make transit the mode of choice 

to and from the area with frequent, reliable regional 
service. Consistent with Ihe Transportation Master 
Plan, this transit will be on a dedicated right-of-way 
on Duke and Van Dorn Streets, which are recon- 

structed as 'transit boulevards." 

Transit Transfer Center. Support a redeveloped West 

End Town Center by routing the Van Dorn Street 
transit line through the core of the Town Center 
where a new transit center will provide seamless 
connections to the Duke Street transit line and local 
transit service. 

Transit Service Improvements. Significantly irn- 
prove transit service within the Plan area by adding 

express bus service and frequent local c~rculator 
service, to Ule West End Town Center transit transfer 
center, and to the Van Dorn Street Metro station. 

Transit Infrastructure. Upgrade individual bus stops 
with shelters, lighting, information, and other pas- 

senger amenities so that locating and riding transit 
is an easy, comfortable experience. 

Multimodal bridge connection to Van Dorn Street 

Metro. Encourage use of Metro by providing a multt- 
modal bridge from Eisenhower Avenue near the Van 
Dorn Street Metro Station to Pickett Street. 

Transportation Demand Management 
(TDM) 
The Plan recommends the establishment of a TDM 
district in the LandniarWan Dorn area. Participalion 
in the TOM distr~ct would be a condition of approval of 
redevelopment 111 the Plan area. 

Parking 
The Plan recommends a phased-in approach to reduc- 
ing parking and parking demand. The reduced parking 
requirements will support non-auto travel choices and 
reduce construction costs so that funds are available for 
investment in other public facilities. The Plan recorn- 
mends bicycle parking be required of new development 
projects, This Plan acknowledges that the challenge 
of providing underground parking during the initial. or 
catalyst, phase of development and recommends that 
surface and structured parking be permitted during this 
phase under certain circumstances. 

CHAPTER 6: URBAN DESIGN 

Street Hierarchy 
The Plan classifies each street into one of several 
categories and recommends design standards for each 
classification. 

A1 and A2 streets are the primary streets and set 

the character and tone for the community. A1 streets 
are Duke Street and Van Darn Street: examples of 
A2 streets are Stevenson Avenue, Walker Street, and 
New High Street (from its beginning at the Mall site 
to Stevenson Avenue or south of Stevenson Avenue 

to the end of retail frontage). The Plan recommends 
high design standards for these Sheets, with a focus 
on large tree canopies, wide medians and sidewalks. 
and buildings that front these streets should have 
Ihe highest quality character and appearance. The 
Plan recommends that curb cuts on these streets be 
m~nirn~zed. 

B streets are the secondary streets of the commu- 
nity. For these streets, the Plan recommends that 
buildings front the street, that ache uses be located 
on each street frontage. that curb cuts be liln~ted to 
one per block, that main entrances front the street 
unless the bu~ld~ng is adjacent to a higher category 
street, and that a high quality facade treatmerit be 



used. The portion of New High Street not classed as 
an A2 street is considered a B street. 

C streets are tertiary streets through a neighborhood 
and provide access and service entries to parking. 
They are the least public and the Plan recommends 
that curb cuts, alleys, and garage entrances be 
located on C streets. 

Creating New Blocks 
The Plan recommends a block length of 350 feet to 
a maximum length of 500 feet and a maximum width 
of 300 feet, with blocks on Ouke Street and Van Oorn 
Street orienled with the long dimension on those streets. 

The Plan recommends that blacks in the Town Center be 
configured to incorporate larger building types. 

Open Space Network 
The Plan recommends a network of open spaces, w~th a 
ground-level on-site open space requirement of 25% of 
Ihe slte area excluding dedications for streets or other 
public uses per development project (see also Chapter 
9: Implementation). The Plan recommends a hierarchy of 
publicly accessible parks and open spaces, including: 

West End Town Center (Landmark Mall site): The 
Plan recommends an approximately 3.5 acre open 
space network across the site that includes open 
space and squares that incorporate sustainable 
design elements. 

New H~gh Street Park: The Plan recommends a 0.5 

to 1 -acre public open space along Stevenson Avenue 
In the area between Van Darn Street and Walker 
Street. 

Pickett Square: The Plan recommends an approxi- 
mately 1 -acre urban square in the heart of Pickett 
Place that is modeled after successful active urban 
open spaces. 

Picken Plaza: The Plan recommends the consider- 

ation of an expansion of Armistead Boothe Park by 
approximately one-half acre. 

Edsall West Park: The Plan recommends an approxi- 

mately 1 -acre park on the west side of the proposed 
extension of Whiting Slreet and adjacent to the 
South Port apartment development south of Edsall 
Road. This proposed park connects at the south to 
the Resource Protection Area (RPA) along a small 
stream flowing to Backllck Run. 

In addition, the Plan recommends a study of parcels 
south of the planning area and adjacent to Backlick Run 
to explore the limlts of redevelopment within the RPA 
and the potential of converting the developed parcels 
Into green space that would connect to the planning 
area for purposes of public open space and slormwater 
management. 

Building Heights 
The Plan recommends bullding heights w ~ t h ~ n  the West 
End Town Center in a range of 85 to 250 feet, with the 
tallest buildings (150 to 250 feet) fronting on Ouke 
Street and along 1-395. The Plan recommends that all 
building heights in the West End Town Center be subject 
to approval through the special use permlt process, with 
vaned heights, transitions, and fine architecture berng 
required. 

The Plan recommends building heights within Pickett 
Place in a range of 65 to 120 feet, with the maximum 
120 foot height restricted to the central portion of 
Pickett Place. A maximum height of 85 feet would be 
allowed along the frontage of Van Dom Street at the 
new neighborhood main street and along a segment of 
Picken Street. Buildings in a range of 65 to 85 feet are 
proposed at key locations to provide variety in scale and 
transition into nearby neighborhoods. 

The Plan recommends building heights east of Pickett 
Place in a range of 65 to 85 fat ,  with lower heights next 
to existing neighborhoods. SRllsr heights are proposed 
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west of Pickett Place along the west side of Van Dorn 
Street between Edsall Road and Pickett Street. 

Urban Design Principles 
The Plan recommends establishing multi-modal connec- 
tions to the Town Center at Walker Street, at the &J's 
srte. and the Van Dom/Duke Street crossing and create 
smaller. walkable blocks at the 13s. CompUSA and 
Safeway sites. 

The Ptan recommends connecting to Holmes Run by us- 
ing a green splne that l~nks through the Town Center. 

The Plan recommends creating a park. which may in- 
corporate the natural open space between Walker Street 
and Van Oam Street. off of Stevenson Avenue. 

The Plan recommends. to the extent feasible, all parking 
should be located below grade. 

The Plan recommends leveraging high visibility along 
Duke Street and 1-395 by creatlng a distinctive skyline 
and buildings along major arterials. 

The Plan recommends creating a central gathering place 
within the Town Center for Alexandria's West End. 

The Plan recommends create a strong and direct pedes- 
trian and veh~cular connection to link both sldes of Duke 
Street. preferably with a grade separation. 

The Plan recommends creating smaller, walkable blocks 
between Edsall Road and Pickett Street. 

The Plan recommends creating a main street that 
connectsvan Dom Street with Pickett Street. The Plan 
recommends creating a "four corners" retail intersect~on 
at Van Dorn Street and the new Main Street. 

The Plan recommends planning for a rlew street conncc- 
tion from Plckett Place to [he Van Dorn Metro station. 

Urban Design Strategies 
The Plan recommends establishing Van Oom Street and 
Duke Street as urban translt boulevards serving unique 
neighborhoods. 

The Plan recommends allowing frequent, multi-modal 
connections across Duke Street to the new West End 
Town Center. 

The Plan recommends creating a distinctive character 
for each neighborhood wilhtn the Plan area. 

The Plan recommends establishing a framework for 
future connections to the Van Dorn Street Metro station. 

The Plan recommends enhancing and connecting the 
area's natural assets, such as Holmes Run and Backlick 
Run. 

CHAPTER 7: DEVUOPMENT 
GUIDELINES 
The Plan includes a series of recommended develop- 
ment guidelines for streets, buildings. and open spaces: 
addressing issues of identity through attention to public 
art, elements of the streetscape, and design of building 
facades and infrastructure at key locations. 

CHAPTER 8: ENVIRONMENTAL 

Stormwater Management 
Significant stormwater management issues are pres- 
ent in the study area. As a result, the Ptan recommends 
somewhat more stringent standards for starmwater 
quality and quantity control when compared to exlsting 
City regulations. This master plan ericourages oppor- 
tunities for collaborative regional solutions as w l l  as 
individual lot-based opportunities to m i n i m  m f f .  
recluce ftoodiriy and illcrease water @I&. lb master 
plan provldes gdance  for stornrrrllr Nno# m ~ r n i z a -  



tion as well as how to utilize stormwater as a resource 

and urban amenity. 

Stormwater quality recommendations include capturing 

at least the first H inch of runoff from a site, predomi- 
nately from impervious surfaces and reducing phospho- 
rous loads by 40 percent. Stormwater quantity recom- 
mendations focus on reducing runoff from the 1 year, 24 
hour storm. 

CHAPTER 9: IMPLEMENTATION 

Phased Approach to Developer 
Contributions 
The Plan recognizes that national, regional, and local 
market conditions do not currently support large scale 
redevelopment and recommends that the City look for 
opportunities to encourage a critical mass of initial 

redevelopment activity, which will act as a catalyst for 
future redevelopment. This encouragement can take the 

form of: lowered expectations for developer contribu- 
tions for on- and off-site improvements; publicly-funded 

infrastructure; or public-private partnerships, such a tax 
Increment financing or its functional equivalent. 

As market conditions improve and market rents and 
other factors begin to support redevelopment, the Plan 
recommends that expectations for developer contribu- 

tions toward planned infrastructure increase. These 
improvements, in turn, will reinforce continued improve- 
ment in market conditions. 

The implementation of planned bus dedicated transit 

lines in the Plan area will further add to the attractive- 
ness of the area for redevelopment. As transit service 

improvements reduce the need for parking, this Plan 
recommends that City expectations for developer contri. 
butions be hlgh. 

Infrastructure Phasing and Funding: 
Transportation 
The Plan recommends that new roadways be con- 
strucled by private developers during the development 
process. These include the new High Street, the interior 
streets on the Landmark Mall site, and the new grid 

roadways in the Plan area. 

The New High Street Bridge over Van Dorn Street 
provides areawide mobility improvements as well as site 
access. For this reason. as well to address the financial 
feasibility of the Landmark Mall redevelopment, the 
Plan recommends that the major decisions about the 
New High Street Bridge, including whether the preferred 
(bridge) option will be selected and the funding strategy, 

be addressed when the property owners submit a devel- 
opment plan for City review. 

Because of its special role as a potential catalyst for 
broad redevelopment, the City would consider tax incre- 

ment financing or its functional equivalent for Landmark 
Mall infrastructure, but only if economics warrant such 
city financial participation. 

If the West End Town Center on both sides of Duke 
Street does not develop simultaneously, the Plan recom- 

mends a phased approach to building the New High 
Street Bridge with an interim connection on the south 

side to Van Dorn Street. The Plan recommends that 
the final decision on whether the bridge is to be built 
be made at the time of the first COD rezoning or major 

development approval on the Landmark Mall or BJ'sl 
Passport block. The bridge should then be constructed 

so 11 is in operation when needed for access and devel- 
opment of the retail area on either side of Duke Street 

on New H~gh Street following the demolitio~i of the Duke 
Street flyover ramp. 

The Plan recommends that as private 1ando:uners along 
Duke Street and \/an Dorn Street bring redevelopment 
proposals to the City, they dedlcate sufficient land for 
the increased r~ght-of-way needed. The added right-of- 
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way should in general be taken equally from both sides 
of Van Dorn Street. 

Because reduced parking and increased transit ridership 
are so important to the success of this plan, the Plan 
recommends the construction of the Van Dorn Street 
dedicated transit lanes within the Plan area around the 
time of the construction of 25 percent of the increased 
development permitted in this Plan. the Plan also 
recommends the construction of the multimodal bridge 
linking Pickett Place and the Van Dorn Metro Station 
around the time of the construction of 25 percent of the 
increased development permitted in this Plan. As transit 
service and accessibility are improved, reduced parking 
becomes more feasible. 

The Plan recommends that new development approved 
in the Plan area be required to achleve a 20 percent 
non-driver mode share prior to the completion of the 
Van Dorn Street dedicated transit line and attainment of 
a 30 percent non-dnver mode share after it IS com- 
pleted. For properties adlacent to Duke Street, the 30 
percent non-driver mode share requirement begins when 
either the Van Dorn Street or Duke Street trans~t line is 
completed. During the development review process. the 
appl~cant will submit for public approval a plan to meet 
these mode share goals, which will become condit~ons 
of approval. 

The Plan recommends the tlmely delivery of trans. 
portation Improvements to support redevelopment. 
A table tn Chapter 9 shows development activity and 
the transportation improvements needed to support 
11. Implementation at the transportatton improvement 
recommerldations should be made as quickly as possible 

and no later than lnd~cated in this table. 

The Plan recorlirnends creation of a lransportatlon 
management district for the Plan area and dcvelopment 
approvals should require participat~on 111 the district once 
11 IS formed. 

111 addition to the traffic studies required with new de- 
velopment applications, the plan recommends that each 

major development project submit supplemental traffic 
analyses to assess the cumulative transportatioo effect 
of development in the Plan area. This informatron will be 
used to inform and guide the phasing of transportation 
improvements. 

Infrastructure Phasing and Funding: 
Community Facilities 
The City will encourage a developer to agree to provide 
a community or recreation center within the Plan area 
by not counting the square footage of the center loward 
the total FAR of the redevelopment. The City may also 
consider extending the FAR exemption to other devel- 
oper-provided facilities that serve a civic funct~on. The 
Plan recommends that, as the City reviews development 
applications for major parcels in the City, Alexandria City 
Public Schools be involved in evaluating the potential far 
those projects to Include a school site or in contributing 
to school facilities. 

When developer contributions are financially feasible, 
the Plan recommends that the City evaluate opportuni- 
ties for contributions by developers of public art or 
monetary contributions to the Alexandria Commission for 
the Arts for public art in the Landmarwan Dom Corridor 
Plan area. 

The Plan recommends the provision of several public 
open spaces in the Landmarwan Dorn Plan area to be 
reallzed through the development process. The Plan rec- 
ommends the creation of an open space fund to recelve 
developer contribut~ons lhat may be used to acquire 
parkland that IS not obtainable through the development 
process. 

Green Infrastructure 

Streams adjacent to the plann~ng area. Backlick and 
Holmes Run, are arnenlties to the planning area and 
should be restored. The Plan recommends a feasib~l- 
ity study, in cooperation with the US Army Corps of 
Engineers restoration study currently underway, to 
examlne the feas~bility of realigning Backlick Run to 



mitigate issues of Rooding and Ule provision of addi- 
tional stormwater management benefits. 

Aflordable and Worlcforce Housing 
The Plan recommends a phased approach to contribu- 
tions hom developers for affordable and workforce 
hausing. Outing tne catalyst phase, the City would appry 
the voluntary affordable housing formula set forth in 
the Final Report of the Developer Housing Contribution 
Policy Work Group that was accepted by City Council in 
June 2005. In later phases. the developer contribution, 
when appropriate, would increase and may include cash 
ccmtributicns, presetvation of existing units, or construc- 
tion of new on- or off-site units at the City's opbm. 

Economic Development and Small 
Busin8ss 
To facilitate economic vitality and desired redevelop- 
ment. the Plan recommends consideration of apply- 
ing Ule administrative special w e  permit (Admin SUP) 
pmcess to review land uses that have lime or no impact 
on nearby residential areas and that will help enhance 
existing busims areas. The Plan also recommends con- 
sideration of permining specific SUP uses identil i i  in a 
development plan to be pre-approved through the devel- 
opment process and thereafter would not be required to 
go through a separate SUP approval process. 

When an existing retail center is to be reoeveloped, this 
plan recommends that a portlon of the retail space in the 
new development be reserved for aisplaced retailers. 

Implementation Advisory Group 
The Plan recommends establ~shing a LandrnarW 
Van Dom Plan Implementation Advisory Group (IAG) 
comprised of area residents, local business owners, 
landowners, and other comm!tted community members 
who have been active in the planning effort to oversee 
implementation of the Plan. This IAG will work with City 
staff to develop an Implementation Plan. prioritize rec- 

ommendations, implement recommendations, and report 
to City Council annually. 
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Land Use 

The LandmarkNan Dorn area we see today was developed with 
distinct areas of single uses, connected by roads. 

The Landmarwan Dorn area envisioned for the future has 
a mix of uses at a variety of scales. This mix provides more 
choice, and makes the place accessible, convenient and inter- 
esting for those who live, work, shop or play here. 
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4.1. Character of Existing Development 

The pattern of development in the planning area today 
was defined in the 1950s through the 1980s as a pat- 
tern of large development parcels in even larger blocks 

Similar to differences in building size. the planning area I 

designed for automobiles. not pedeslrians. While most Landmark/Van 

streets have sidewalks, pedestrians have lo negotiate Dorn Lorgc block3 
and large, plo~n, 

parking lots ranging from 60 to 300 feet deep to reach d:>pe~\ecl bu~l~linyr 
the front door of mOSl commercial bulldings in the plan- make ..volking ditficult 

and provjde littlr: lo 
ning area. attrocf the eye 

Buildings, Parcels and Blocks 
The scale of buildings mlhin the planning area is much 
larger than in most o m r  parts of the City. Except for the 
Metro area, which includes me Summer's Grove residen- 
tial development. the average size of building footprints 
is 24.140 square feet, or more than one half acre. b I int~mate pedestrian 

has larger parcels than Old Tnwn and most other parts 
of the Ctly. The average parcel size excluding the Metro 
area is a b u t  1.5 acres. While large parcels can make 

I scale with lots ol 
visual int~rest. 

Figure 4 1 City of Alexandria existing parcels- Lnrg~: parcels in the Lnndrnork,/Vnn Dnrn Area 
create obstocles to pedes~rian mnremenl 



Landrnark/Van Dorn are0 Alexandr~a's Old Town 

Figure 4-2. Structures, Blocks a n d  Parcels in Landrnarkflon Dorn 
Area and  Old Town. These diagrams, d rawn  a t  the same scale, 
show clearly the difference between the f inegra ined texture of Old 
Town and  the large and blocks of Landmork/Van Dorn. 

FAR 

0.00 
0.01 - 0.25 
0.26 - 0.50 
0.51 - 1 .OO 
1.01 - 1.50 
1.51 or greater 

ratio uf floor area on 
all floors to the area 
of the site. 

redevelopment easier, some key areas are developed in 
small parcels with separate ownerships that will make 
achieving a coordinated development with improved 
circulation difficult. The smallest block ~n the plannlng 

area is much larger than a typical black in Old Town. 
Some are larger than 50 acres and take 15 to 20 rnin- 

A e s ~ a k v o u n d . ~ ~ k s a r e  obstacles to direct 
vehicular routes and make the area difficult for pedestri- 
ans. When comb~ned with terrain, the large blocks often 
mean a difficult long walk down and then back up to 
reach a nearby destination at the same elevation. 

Development Intensity 
The LandmarkNan Oom planning area is fully devel- 
oped with buildings and parking lots, resulting in a high 

degree of impervious coverage. Approximately 70% of 
the area consists of buildings, parking areas, driveways. 
and sidewalks. The lack of undeveloped land and open 
space w~thin the area contribute to this extremely high 
percentage. 

Analysis of floor area ratios (FARs, gross building area 
d~vlded by total parcel area) indicates that most parcels 
are developed at a relatively low intensity lypical of uses 
with surface parking. Landmark Mall is developed at an 
FAR of 0.44 with some Structured partclng. Other retail 
centers are typically developed with single-story build- 
ings at an FAA of 0.2 to 0.4 with large surface parking 

W a d u s t r i a l  oro~erlies are typically developed at an 
FAR of 0.4 to 0.6, and residential properties developed 
at a floor area ratio of 0.6 to 1.1 and building heights 
of three to six or more stories, reflecting lower parking 
requirements per unit of floor area for these uses. The 

Figure 4-3 average floor area ratio within the planning area is .48, 

Existing Floor with most sites not developed to the maximum allowable 

Area Ratio (FAR). intensity of development permitted by existing zoning. 
Because they hove 
large surface 
parking lots, Residential Building Types 
shopping centers Residential buildings ~n the Landmarwan Oorn Corridor 
have relative l ow  
FARs. and the immediately surrounding area are predoml- 

nantly multi-family unL.  These buildings can be divided 
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into two major types. The majority of the buildings are 
low-rise, 3-5-story apartments with surface parking. A 
second building type occurs north of Edsall Road and 
west af Whit~ng Street. These 'Apartments ln the Park" 
consist of h~ah-rise buildinas w~th surface and structured 
parking and more extensive green areas. 

Residential densities are similar for densely developed 
garden apartments and high-r~se residential buildings. 
Figure 4.27 shows the res~dent~al densities in Alexandria 
and surrounding areas as listed in the 2000 Census. 
These densities are based on the gross area of the 
census block, which lncludes streets and nonresidential 
IIses. 

Commercial Building Types 
The planning area conlains two major types of commer- 
cial buildings. Landmark Mall was built in the mid-1960s 
as an open-air mall. It was later redeveloped as an 
enclosed mall with internal circulation in the form of a 
trident. The enclosed mall with 11s two anchor stores 

High rtre apotfmenl und condominium building lype. 
(Sears and Macy's) and other retail stores exemplifies 
the larger scale commercial building type typical of an 

Census Black Gross Density 
~ l l i i  Units wr Aae 

I 
No ~i~ uniu 
0-  1 
1 - 2  
2 - 5  
5 -  12 
12 - 25 
25-M 
50- 100 
Mae than 100 

Figure 4-4. Dwelling Unit Density by Census 
Block, Census 2000. This figure shows 
the densily in dwelling units per acre at 
the time of the 200 Census Alexandr~a's 
overall density is s~mrlor to that of olher fully 
developed inrrer suburbs ttlrouyhout  he 
United States The h i g h e s t  denstlcs in the 
City are in the Old Town North area, but 
Landrnork/\/an Darn has a substant~al area 
with residential density between 25 and 5 0  
dwell~ng un~ts per acre 



earlier era of retail development. In addition to Landmark h Mall, the area contains numerous one to two-stow 
large-footprint commercial buildings (retail stores, strip 

I shopping centers, and warehouses). 

Landmark Mall 
Landmark Mall is the major retail destination within the 
Landmarwan Dorn Corridor and the West End. While 

Landmark Mall. The hrge structure snclosar an arm as large as four 
to SIX typical city blocks. 

Strip shopping centers and bigbox stares are typicalty ane story with 
surface parking. 

. ---  
network, it IS isolated and disconnected from imme- 
diately surrounding properties by barriers formed by 
topography, arterial streets, and the mall's own internal 
peripheral roadways and parking lots. 

Vehicular access to the mall is complicated by over- 
head bridges, a varlety of access drives and signs, and 
topography. Pedestrian access is made hazardous by 
the heavily traveled arterials that surround the mall and 
the lack of protected access routes and refuge areas. 
The peripheral access drives and expansive parking 
areas surrounding the enclosed mall contribute to the 
unfriendly pedestrian environment. 

Figure 4-5. Commercial Building Types. All 
commercial buildings in the Landmark/Van 
Dorn area are  auto-oriented wi th  surface 
parking between the bui ld ing a n d  the street. 
There are  no tradit ional commercial streets 
wi th front doors a n d  display w indows a t  
the sidewalk. Most retail bui ld ings a re  in  
shopping cenfers, with only a few with a 

single business on its own  parcel. 

Regional Shopping Cenrer 

1 1.2 story large-foolplint t,uild:ogs 
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As a regional shopping destination, the existlng retail 
offer~ngs of Landmark Mall are geared to a regional 
customer base rather than to local shopping and service 
needs, reinforcing rts disconnectedness from Imme- 
dlately surrounding resldenllal areas and small-scale 
commercial uses located tn the Van Dom Street corridor. 

The recent development of new types of centers such 
as Clarendon Market Common and Pentagon Row, 
whlch have a grealer variety and mix of uses and more 
pedestrian-tr~endly envlronments, have taken market 
share from Landmark Mall. The mall also faces competl- 
t~on from other regional centers that have been devel- 
oped In 11s market area and the super-regional center at 
Tyson's Corner, which bnngs customers from throughout 
the reglon to 11s large number of stores, many of wnich 
have their only locatron ~n the reglon there. 

The decllne of revenue at Landmark Mall was identlfred 
M Gdedirrerenceandvlbw- M Overneedm 

w i l h w l s w  
by the City Council as a signrf~cant economic susta~n- m u  WPerimeBerRoadway 

ahlily issue for me C~ty when it adopted in principle the 0 L,""m 
recommendations of the Economlc Sustarnabil~ty Work 
Group. The Council's adopted policy calls lor the devel- F~gu re  4-6 Landmark Mall Issues 
opmenl 01 Landmark Mall as a major economic center 
for the City. 

Fairfax County 
The Landmarwan Dorn planning area is physically 
proximate to Fairfax County. Several on-going planning 
efforts include revitalization and redevelopment studies 
at Bailey's Crossroads and Springfield Mall, and Base 
Realignment and Closure (BRAC) related efforts at vari- 
ous sites 111 the County. The Urban Land Institute (ULI) 
compleled a report for Bailey's Crossroads In 2006 that 
envisioned an urban place wilh additiorial office, retail 
and housing units and lransil to support this develop- 
ment. The County has hired a consultant to build on the 
report's findings. With regard to Springfield Mall, the 
new property owner is proposing lo renovate the exisling 
mall and has fulure plans to build a lifestyle center. As to 
BRAC, the County recently approved comprehensive plan 
amendments and oriented to attracting new lobs near 
transit locations. 



4.2. Real Estate and Retail Market Context 

Background 
The years leading up to the preparation of the 
Landmarwan Oorn Corridor Plan saw a significant shift 
in real estate market conditions. The real estate market 
in western Alexandria has long 'lagged the eastern part 
of the City, and the LandmarWan Dorn area by 2005 
had a concentration of underutilized properties and 
little recent history of significant real estate invest- 
rnent. However, a prolonged period of growth in the real 
estate sector regionally and in the City of Alexandria in 
the early and mid 2000s resulted in renewed inter- 
est in real estate investment in the LandmarWVan 
Dorn area. Developable parcels in established urban 
or urbanizing neighborhoods in the City and surround- 
ing areas were quickly becoming scarce and/or very 
expensive. The concentration of underutilized properties 
in the LandmarkNan Oorn area now was a competitive 
strength, as the area emerged as a relatively affordable 
place to invest in real estate with several opportunities 
for large-scale redevelopment, good access to transit 
and roads, and proximity to a large, affluent trade area. 

The residential market was flrst to emerge In the 
LandmarWan Dorn area. Owners and developers of 
vacant or underutillzed sltes sought every opportunity to 
bu~ld new townhouses and condomlnlums, and a number 
of exlstlng apartment developments, includ~ng some of 
the newest and oldest ~n Alexandna, were converted to 
condom~nrums in a state-regulated process over which 
the C~ty has little Influence and no control. Market-rate 
rents and prices In the area Increased s~gn~flcantly as 
a result. Wh~le thls prlce increase was a boon for those 
who wanted to build or sell, ~t squeezed those movlng 
Into the market or Into me reglon to less expensive areas 
further from major employment centers. 

The offlce and retall markets In the LandmarkfVan 
Dorn area were slowest to respond. The retall market 
was - -  and st111 very much IS today - characterized by 
older, suburban-style str~p centers and b ~ g  boxes, w~th 
ttie aging arid increas~ngly obsolete Landmark Mall as 
a large, high-prof~le example of this character Retall 

investment typically a a market follower, and sign~li- 
cant improvements in the quality and character of the 
local retail were wailing on continued new investments 
In the resident~al sector. The LandmaWan Dorn area 
has never been established as a Class A offlce core. 
Industrial and llex land uses have hntorically dominated 
the commercial market in the Landmarwan Dorn area. 
with some of this space transitian~ng Into Class B and C 
offlce space In the 2000s. 

Slnce earlier plannlng efforts in 2005, the reg~onal and 
local market has shifted once again, wlth a slowdown In 
economlc growth and overbullding in certain real estate 
sectors. In particular. the for-sale housing market has 
been in a state of decline since the middle of 2006, 
wlth the residential condominium market -which was 
drlvlng much of the recent lnvestmerlt 111 the Landmark1 
Van Oorn area - struggling badly wlth significantly lower 
sales and pockets of oversupply. 

The slolrvdown in the residential sector has had an 
Impact on other sectors. most notably the relarl sector. 
Slowing economic condit~ons and a weak housiny mar- 
ket lim~ts retall expenditures, as consumers have less 
income to spend and tend to become more conservative 
w~th their spending. Further, investment in new retall is 
often done as part of a mlxed-use prolecl, where the 
residential use above was the key economic driver. The 
office market has been affected by slowlng economlc 
growth regionally and locally, although employment 
growth has cont~nued to remaln positive and the 
negative impact on the offlce market has not been as 
pronounced as in the resldentlal and retail sectors. 

The broader national economic trend in the near term 
IS the credit crunch due to the troubles in the financial 
markets. The uncertainty surrounding the health of the 
financial markets and ava~labilily of capital will limit thc 
ab~lity to deliver financ~ally viable projects over the next 
several years, partictrlarly in fringe, emerglng submar- 
kets such as the LandmarWVan Darn area. It IS expected 
that this period of uncerVainty will be resolved sometime 
in 2009, with market strength returniny irl 2010, but this 
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period of volatility in the real estate investment markets 
will delay some of the near- and mid-term investment 
foreseen in the 2005 plan. St~ll. the long-term funda- 
mentals of the regional and local market are strong. 
and the plan should reflect the inevitable shtft of market 
conditions as Me LandmarWVan Oorn area continues to 
transition from an aging suburban core into a new urban 
coie. 

Market Opportunities 
With respect to the City's expressed objectives of 
creating a greater sense of community for the area as a 
'town center' for the City's West End, the 2005 market 
analysls noted a number of opportunities. These op- 
portunities have been cmtirmed as st111 viable long-term 
trends during the most recent update: 

Strong and stable economic g r M h  is projected for 
the Washington region in the mid and long terms. 
The LandmarWan Dorn area IS a logical infill loca- 
tion given proximity to transit and access to large 
and affluent market areas. 

The area has a number of medium and large-scale 
redevelopment opportunity sites. These sites are 
attractive considering their location in a growlng re- 
gian w~th  little developable land in close-~n locations. 

The area has high visibility and accessib~lity ~n the 

region. 

Planned improvements in transportalion infrastruc- 

ture, including improved transit, internal connections 
and pedestrian access, will support emerging market 
trends that support a higher-density environment. 

Broad consumer preferences and demographic sh~fts 
support ~nf l l l  'llve, work and play' envrronments such 
as those envisioned durlng the Advlsory Group and 
plannlng process 

The current challenges of poor aesthetic quality and 
lack of 'sense of place' can be addressed with rein- 
vestment in the public and private bull1 environment. 

The result will be a marked shift in land use, with a 
movement away from suburban-style development 
with lower-density, single-use buildings surrounded by 
surface parking into higher-density, mixed- and multiple- 
use projects with more urban parklng options and a 
more pedestrian-oriented built environment. 

Market Potential 
Residential Development 
Iln the 2005 study, new mult~family residentla1 develop- 
ment demand was estimated at 1,835 new dwelling 
units by 2015, with an addltlonal 2,030 units by 2030, 
for a total of 3,865 addit~onal dwelllng units by 2030. In 
add~t~on to thls net new demand, a potential demand for 
replacement or slgnlflcant rehabll~tation of 1.500 exlst- 
~ n g  unlts by 2015 and another 1.500 units by 2030 was 
foreseen. The long-term development potential of the 
LandmarkNan Oorn area has not changed since 2005, 
but the recent slowdown w lhe residentla1 market has 
delayed the onset of new demand, and thus the 2015 
estlmates are llkely too aggressive; however, by 2030, 
we expect demand to 'catch up.' and thus the 2030 
estlmates are still val~d for planning purposes. 

Because of the strong demand for new residential devel- 
opment, residential use will be the land use that drlves 
most development. The creation of a vlbrant, mlxed-use 
envrronment is critlcal to pushlng resldentlal values and 
supporfing greater densltles. 

The draft Plan contains an estlmate of 5.000 add~tional 
hous~ng units. The average household size ~n Alexandria 
IS 2.04 persons per occupled unit. but the average 
household size for multi-fam~ly units IS a blt smaller: 
1.88 persons per unit. At 100% occupancy. the 5,000 
houslng un~ts would contain about 9,400 people. 

Character of Residential Development 

The res~dent~al market w~l l  support a wtde variety of 
houslng types, but lower-dens~ty houslng (espec~ally 
housing w~th surface parking) is unlikely even the 
expected land values and the cost dP1Jlrelopment. 



As lnflll development and redevelopment ramps up, the 
market will push towards higher-dens~ty, more urban 
product types (part~cularly w~th  regard to the mixing 
of uses, the relationship of the buildlng to the street. 
and the treatment of parking - moving from surface to 
structured to below-grade park~ng). The lnlt~al market 
opportunities w~l l  support stick-bull1 mult~fam~ly product 
w~th structured parklng In most areas, but part~cularfy 
attractwe redevelopment sites may be able to initially 
support mid-rise product andlor underground parklng. 

In 2005, for-sale multifamily development was foreseen 
as the key driver of redevelopment. given the disparity 
between for-sale and rental values. The slowdawn in the 
condo market and continued strength in the rental mar- 
ket makes it more l~kely that near-term opportunities will 
be rental, although the condominium market is expected 
to rebound in the near future, and for-sale condomini- 
ums are more attractive product types when attracting 
pioneering consumers to an emerging location. With that 
sa~d, over the study period the question of tenure will 
shift many times over. and on a project-by-project basis 
will depend greatly on the immediate market conditions 
and project characteristics. 

Retail Development 

The urban mixed-use environment envisioned in the , 

Landmaman Dom Corridor Plan takes time to create. 
and depends on breaking up the currenl suburban form 
with the interconnected pedestrian network of new local 
streets planned for these areas. More urban environ- 
ments require a high level of residential density. a 
significant concentration of existing street front retail, 
and a strong degree of pedestrian connectivity. 

The demand for retall away from the large-scale, 
heav~ly-anchored retall center at or near Landmark Mall 
wlll be prlmarlly for convenience and nerghborhood- 
servlng retallers, as well as some share of boutlque 
reta~lers, I~m~ted-serv~ce and full-se~lce restaurants. In 
the lnlt~al years of the study perrod, new nelghborhood- 
servlng retall development will l~kely concentrate In new 
retall centers, as refallers w~ l l  lnltlally deslre a locatlon 

with concentrated retail that will maximize the volume of 
traffic. 

Character of Retail Development 
These new neighborhood centers will likely take more of 
an urban form and may be integrated with other uses. 
Ground-floor retail in mixed-use buildings will provide 
complementary retail space to the newer retail concen- 
trations in the near term, but it is not expected to be 
the primary method of delivering new retail space, as 
it is dlflicult at the outset to create an effective retail 
environment on a parcel-by-parcel basis. 

A more urban, streetfront retall environment, w~th a 
broader range of bout~que comparison retallers and 
a larger concentration of restaurants, will be Increas- 
ingly more feaslble in the m ~ d  and long terms. In thls 
env~ronment, ground-floor retall In m~xed-use bulldlngs 
viill take a more prominent role. Medlum-box retallers 
have smaller footprints than blgger-box anchors, and 
are more llkely to accept two-story formats. They often 
work well in urban, street front retall environments, but 
these uses require an establ~shed urban place In order 
to locate away from other anchors. 

Office and Industrial Space 

In 2005, an opportunity for up to one-half million square 
feet of new boutique class A and B office development 
was foreseen over the 25-year development period. This 
assumption IS still valid, with the boutique office space 
developing as part of mixed-use projects throughout the 
corridor. The opportunity for larger class A office space 
is limited, and has strong regional and local competition. 
Rents will need to increase substantially to support the 
density and parking associated with urban office devel- 
opment. Over the long term, as available close-in sites 
for office uses are developed. Class A office demand 
may increase, driven by visibility and access to 1-395 
and 1-495. market absorption at Mark Center, and ac- 
cess to the Van Dorn Metrorail station, Interchange lOCa- 
tions are generally not preferred, with Metrorail access a 
primary driver of the office market locally and regionally. 
The Landmark Mall redevelopment may also present an 
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opportunity, over time, for the delivery of Class A trophy 
space. as this large-scale project will potentially create 
an attractive environment to work, play, and INe. 

The nlche of secure offlce bulldings for government 
agencies and their contractors IS not compat~ble wlth the 
urban planning guldellnes for mixed use, pedestrian6r1- 
ented streets, and transportation access~bil~ty proposed 
for the area. These bulldings requlre secured sites w~th 
large setbacks from publtc roadways, guarded en- 
trances, and fencing. However, this product type IS likely 

to locate In the nearby Victory Center along E~senhower 
Avenue, whlch may create spln-off Class A office de- 
mand, some of which can potentially be captured with~n 
the study area. Similar spin-off demand may result from 
the locatlon of the Pentagon's Washington Headquarters 
Servrce at Mark Center at the next Interchange north of 
Duke Street on 1-395. 

The quantity of flex and lndustrlal space IS not antici- 
pated to grow. but rather is expected to decline ~n the 
face of compet~tion by retall and resldentlal developers 
for these current ~ndustr~al locations. These low-ntens~ty 
uses cannot compete for the hlgh land prices typical 

of urban areas wlth the kind of urban amenltres that 
support hlgher-density development nearby. The major~ty 
of flex and industrial tenants use under 10.000 square 
feet, and most of these tenants focus on servlng the 
large concentration of households within a 10-mile 
radlus of the area. 

A share of the industrial stock in the area today 
1s functionally obsolete, which creates pockets of 
chron~c vacancies and makes those sites ripe for future 
redevelopment. 

Character of Office Development 

Some demand wlll generally be drcven by small tenants 
seeklng boutique space In small-scale off~ce bu~ld- 
lngs integrated Into multiple-use settings, as well as 
ground-floor spaces below resldentlal uses (often mixed 
wcth retall uses). Offlce users w~l l  Include those seeklng 
to lease and those seeking to purchase for-sale off~ce 

condominiums. Large-scale office buildings require a 
large anchor tenant, which is a limiting factor for this 
location. These buildings wilt tend to have larger floor 
footprints (20,000 to 30.000 square feet). 

Given its location adjacent to 1-395, Landmark Mall 
represents an opportunity for large-scale offlce devel- 
opment. Its location and proximity to Mark Center, Fort 
Belvoir and the Pentagon would be especially appropri- 
ate for defense and other government contractors and 
related businesses. 

Retail Market Analysis 
Thls retail study completed In 2008 as a part of the 
Landmawan Dorn Corridor plannlng process focused 
on local, community and regional potential retail market 
demand for the Van Dorn planning area. 

This retail analysls concludes that the Van Dorn Corridor 
can support multiple new retarl development projects 
by 2010, and has an opportunity to fiil in current and 
future retail voids in the market, creating an urban shop- 
ping district to serve the local, community and regional 
markets. The Corridor's numerous underperforming 
retailers and vacant shopping centers are not represen- 
tative of the area's existing and future market potential. 
Additional retail development is supportable along the 
Van Dorn Corridor because of the numerous dated shop- 
ping center typologies and retail store buildings. New 
proven retail formats require building sizes and layouts 
that are. for the most part, not available within the plan- 
ning area. 

The retall analysls completed for the plann~ng study 
indicates that up to 1.040,000 square feet of additional 
retall and restaurant space may be supportable In the 
plannlng area Dy 2010, if the new retall space is inte- 
grated by mealis of des~gn and scale into the proposed 
new character 01 the planning area. The new supportable 
retail space ~ncludes: 169,900 sf of supermarkets, spe- 
cialtyfethn~c food stores and convenience food stores, 
327,200 sf of warehouse club and d~scount oepartment 



stores, 
87.000 

stores. 

100,700 sf of apparel, 108.700 sf of restaurants, 
sf of home improvement and 45,700 sf of drug 

These new retailers w~l l  llkely be located ~n new dense 
m~xed-use shopp~ng centers. These new commercial 
centers will serve local, commun~ty and regional unmet 
shopping demands for the Van Dorn trade area and 
reduce the amount of spending mat is presently leaviny 
Ihe trade and occuntng in surrounding markets.Table 
4.1 summarizes the types of retailers and shopping 
centers that are supportable in the plannlng area. 

This study estrmates that thls new retail development 
will generate up to $323.6 ~nll lon annual sales by 
2010, gmwing to $345.1 mllion by 2013 (assuming 
normal economlc growth and market condlhons and na 
addlhonal new retail development w~thln the trade areas 
below) Thls new 1.040.000 square feel of supportable 
retall and restaurant space is in add~t~on to the exlstlng 
Landmark Mall and Van Dorn retarl space. 

This additional retail development can be grouped in 
up to 14 to 20 corner stores and stand alone shopping 
centers throughout the Van Dorn study area. This study 

recommends that these shopping centers be planned 
and programmed pursuant to industry standards as 
defined by the International Council of Shopping Centers 
(ICSC). Table 4.2 sum~narizes me sllpportable shopping 
center types that Glbbs Planning Group finds are sup- 
portable in the study area. 

Should the existing Van Dorn Corridor's retailers and 
shopping centers increase their annual sales, or upgrade 
existing retailers with better-performing stores, lhen this 
net increase in sales would likely reduce the 1,040,000 
square feet of new supportable retail. Although the 

planning area's retail demand is strong, the present eco- 
nomic downturn could significantly delay the tlme frame 
of the above new retail development. The proposed rede- 
velopment and expansion of the Landmark Mall could 
also reduce the amount of additional supportable retall 
throughout the area. 
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Table 4-1 
LandmarkNan Dorn Additional Supportable Retail Floor Area by Store Category* 

M ~ ~ M D e p t S t m w  5f 1 - 2 stores $23.6 million 

3-48tores 512.7 mlllion 

- 5 1 3 . 3  million 

Personalservices 29,500 sf 10-15stores S 9.8 million 

r I 
- - 

pestaurafl 108,700 : 

~~ 23,000 sf 5 6.1 million 

Warehouse Clubs 207,200 sf 3 - 4 stores 562.6 million 

S 345,112,000 (201 3) 

' The above hgures are ~n addltlon to Me exist~ng floor area at Landmark Mall and in the rest of the Van Oorn corridor 
plannlng area 

Table 4-2 
Van Dorn Corridor Additional Supportable Shopping Center Types ' 

6 - 8  Corner Stores 1,000 sf ?4 mile 1,000 homes 

2 - 3 Neighborhood Centers 80,000 sf 2-3 mites 8,000 homes 

m---- 
1 Lifestyle Center 200,000 sf 5-7 miles 100,000 homes 

- The above figures are in addill011 to the ex~sting Landmark Mall retail floor area. 



The flndlngs of this market study are based upon trade 
area or catchment boundaries. These lrade areas are 
determined by natural features. transportation systems, 
demographic clusters and existing shopping center 
locations. The total trade area represents approximately 
80% to 85% of Van Oorn Corridor's consumer base. The 
balance of the Corridor's sales and consumer traffic will 
be generated from out of town visitors, drive through 
traffic and employment centers. 

The demograph~cs of the total trade area population 

base reflect a 2008 dense core of consumers (820.224 
persons) that IS prolected to grow 0.70% per year to 
849,147 persons by 2013. Most (74.2%) are white-col- 
lar employed ~n Professional (30.8%) and Management/ 
Bus~nesslF~nanctal (22 6%) servlces and 59.9% hold a 
college degree. The persons-per-household IS reported 
as 2.58, and medlan age IS 37.7. Incomes ~n the total 
trade area are h~gher than average, wlth household 
Incomes reported as $93,864 and per-cap~ta incomes as 
$45,315. A total ot 63.6% of households had an mcome 
over $75.000 per year. 

Market Analysis Conclusion 
Creating vibrant, mixed-use nodes generates significant 
momentum that begets further urban redevelopment. 
These environments create residential premiums, whlch 
allow for the delivery of higher-density residential 
development, wh~ch then supports more streetfront retail 
development. 

A catalytic project IS the key to changing market realities 
and perceptions. The redevelopment of Landmark Mall 
has the scale to be a very strong catalytic development, 
and spur further redevelopment throughout the study 
area. 

The market for m~xed-use development w~ l l  evolve over 
tune, as market premlums support 3 higher cost of 
construct~on. TLr k$t phase of redevelopmerit (w~th the 
except~md I Mall) will llkely create stro~ig 
~nlegmbd --use envlronments, where uses are 

built adjacent and planning creates strong functional and 
visual linkages. Over time, vertical mixed-use develop- 
ment will be supported in areas that have begun to 
establish an urban character. 

The LandmarkNan Dorn plannlng area includes numer- 
ous small to medium sized independent retailers and of- 
fices that offer vital gaods and services for the commu- 
nity. Community members have expressed their desire 
for small, locally-owned businesses in the Landmark1 
Van Dorn Corridor. Redevelopment of existing commer- 
cial centers will likely displace many of these important 
businesses. The Plan recommends that a careful policy 

be implemented to encourage and to assist these small 
businesses to relocate within the planning area. In some 
cases, a temporary holding location or sites may be 
needed to provide a practical location for these busi- 
nesses to operate. 

Moving a busmess IS a d~ff~cul t  and rlsky task that 
may require speclal assrstance and resources to colrer 
relocation, tenant ~mprovements, marketing and opera- 
tlons dlsruptcons. The Clty may conslder lmplementlng 
a speclal relocat~on ass~stance program and offering 
developers lncentlves for retalnlng exat~ng businesses. 

Economic Sustainability 
An important criterion used to establish the mix of 
land uses for the plan was the Economic Sustainabilty 
Work Group Final Report adopted in principle by the 
C~ty Council ~n October, 2007. The policy encourages 
development of retail, office and tourist-oriented uses 
in the City because these uses are seen as generat- 
ing municipal revenues that substantially exceed thelr 
costs on an ongoing basis. Retail and hotel uses in 
particular are high revenue generators per unit of floor 
area. Res~dential uses require more population-oriented 
services including schools than nonresident~al uses for 
the same amount of development. While high-value and 
high-density residential uses are generally considered lo 
have a positive nel fiscal Impact M municipal revenues. 
the overall rsrmuelcast ratio lor residential uses on 
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an ongolng bass 1s typically lower than that for most 
nonresidential uses. 

Because of the positive impact of office. hotel and retail 

uses on Cily revenues, the policy places an emphasis on 
preserving areas with high potential for retail and office 
development in the Clly, and not permitling these areas 
to be developed prematurely with residential uses that 
preclude their ultimate potential use for nonresidential 

development. 

Although the ongoing revenuelcost benefit is higher 
for nonresidential uses, office and retail uses are much 
more ~ntense generators of peak-hour trips and transit 

demand than residential uses per unit of floor area, and 

may have high capital costs for transportation infrastruc- 
lure. However. the creation of mixed use neighborhoods 
creates an economic synergy that increases values for 

the resident~al and non-res~dential uses and will reduce 
overall trip demand. 



4.3. Current Land Use and Zoning 

The Van Dom Corridor is unique within the City of and residential pattern of Old Town and the single- 
Alexandria. Landmark Mall is the City's only regional family residential neighbortIaods in the central portion of 
mall and has the only Commercial Regional (CR) zoning Alexandria. 
in the City. Land use and zoning surrounding the mall 
include high-density residential and commercial districk The distribution of land uses within the COnteXl area for 

Van oorn Street, and light industrial 1 warehouse the plan. which includes the planning area and additional 

distr~cts along Pickett Street to the south. This pattern 
differs sharply from the pedestrian-oriented commercial 

FAIRFAX COUNTY 

Single-Family Residential 
R2.5, R5. RE. R12. R20 

I Multi-Farnlb Residcn1i.l 
RA, RC. RCX. RD 

Cmnwrdal Coordinrrwl Otvelopmcnt Distrut , a, C.X. c ,  c, R ,  I cm 12 S t m t  Retail 

C a r n n u r c l . 1 I R ~ n l k l  Mi*ed U u  

I Yri" 
Llilily and Transportation 

CRMUM. M, 1. X 

on*. Commercial 
0 ,  OCtI.OCM64h OCMll Wl 

F OPn 

Wat~tiront Mixad Use Waletirant Parts and Rwremtion 

. - .- ..-. .- -. - - -. - . . . . - . . . . - - . - - .. . 

Figure 4-8. Ci ty of Alexandr ia Existing Zoning. Compared to most of  the rest of ~ l e x a n d r i a ,  the 
Landmark/Van Dorn area i s  characterized by large contiguous areas of land designated for 
commercial a n d  multi-family development. 
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Figure 4-9. Landmark / Van Dorn Context Area Existing Land Use 

Table 4-3 
Existing Land Uses, Planning Area and Context Area 

Planning Area context Area including Planning Artxi 

Land Use 

Multl-Family Residential 
-n-- 

66 1,458 49.6% 

.II 1 -  
Parks. Ooen Seam. and Cemeteries I C 

Commercial Retail and Service8 112 54.1% 180 6.1% 

@@strial 1  anh house-q 
Office 2 1.0% 49 1.7% 

CI- 

9 - m - B  
Utilfties 19 0.6% 

-m!Em?l-- 
Total 207 100 0% 2,939 100.0% 



Figure 4-10. Context Area Existing Zoning 

areas w~thrn the Clly within about one mile of Landmark area. Existing zonlng largely matches the current land 
Mall, is shown in Table 4.3. Multi-family residential is use pattern. Propertres zoned for mixed-use develop- 
the predominant land use wllhln the overall context area. ment (res~dent~al/commerclal) have commercial uses 
Cornmerclal uses are concentrated In the LandmarkNan only. 
Darn Corridor and are found in scattered locabons In the 
surrounding context area, primarily along Duke Street 
and Pickett Street. Warehouslng and llghl ~ndustrlal 
uses are concentrated to the south along Plckett Street 
and In the E~senhower Avenue corr~dor. Offlce uses In 
the Context Area are concentrated In the Seminary- 
Beauregard area and on Eisenhower Avenue, w~th l~ttlc 
offlce use in the LandrnarWVan Oorn Corrldor plannlng 
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4.4. Land Use Plan 

Existing and proposed land uses are shown in Figures 
4-9 and 4-1 1, respectively. The land use concept in- 

cludes maintaining and enhancing the retail use pattern 
of the area with an important regional shopping center at 

Landmark Mall as part ot a mixed-use Town Center, and 
neighborhood and community shopping centers in new 

mixed-use developments sewing surrounding neighbor- 
hoods and replacing existing neighborhood shopping 

centers. 

Figure 4-1 1 shows the expected locations where use 
above the ground floar is expected to be predominately 
office, a mix of residential and office uses, and predomi- 

nately residential use. 

The proposed Land Use Plan supports retention of the 
established residential areas adjacent to the two activity 
centers by maintaining the existing multi-family residen- 

tial zoning for these properties. The Northern Virginia 
Juvenile Detention Home, located on the south side 
of Stevenson Avenue near the western planning area 

boundary at Whiting Street, retains the 'Institutional" 
designation. This use is not anticipated to change within 
the foreseeable future. A portion of the site is designated 

for mixed-use development in case the City determines 
that development on that parcel is desirable and creates 

sufficient value to acquire desired parkland elsewhere in 
the Plan area Several additional sites are proposed for 
open space. The Land Use Plan retains the existing land 
use designations for properties in the vicinity of the Van 
Dorn Street Metro Station. 

Table 4-3 provides a comparison of existing and pro- 
posed land uses by development block in the planning 
area. Chapter 6.0 establishes the overall urban design 
framework, design principles, and guidelines for devel- 
opment in accord with :he land use recommendations 
presented In this chapter. Chapter 7 provides detailed 
block-by-block guidelines for uses and patterr~s of 
develooment. 

The land use changes envisio~ied ~n the plan w~l l  be 

imp!emented by owner and developer applications for 

CDD rezoning including overall development plans, and 

applications for development special use permits for 
spec~fic developments in accordance with the overall 

development plan. 

Mix of Uses 
In order to create new developments that will be 
successful in the long term, a mix of uses is needed. 
Districts composed entirely of offices and retail uses 
typically have activity only in Ihe daytime during the work 

week. and may have little or no street life on evenings 
and weekends. Retail areas benefit from having both 

I 
Pt~mnry Use Above Firat F loof 
Qfhcc 

OHce and Rerhdactttal 
Re~idsmtitll, Some Office 

Figure 4-1 l . Conceptual Land Use Map for 
Redwelopment Area 



are shoppers during the day as well as on evenings and 
weekends. Restaurants that have both noon-time and 
evening customers are typically more successful than 
those that depend on one or the other. A mix of uses 
within projects, particularly a mix of retall uses with 
either office or residential uses, means fewer auto trips 
for daily convenience items and the ability to distribute 
peak-hour traffic over a longer penod as people have the 
cho~ce to take advantage of nearby shops. 

Maximums and minimums are established for each 
development block in the planning area to meet the fol- 
lowing objectives: 

Each development block should have sufficient 

convenience retail uses or strong pedestrian con- 
nections to such uses on an immediately adjacent 
block to minimize auto use for convenience trips by 
employees and residents. 

Both West End Town Center and Pickett Place should 

include at least one neighborhood retall center 
lncludlng a grocery, drug store, and neighborhood 
restaurants and shops, so that both residents and 
employees can shop for a vanety of daily needs 
without having to dnve. 

Owners within development blocks should have the 

incentive to redevelop by having flexibility to respond 
to development demand and market cycles within 
the range of City objectives for a lively mix of uses. 
development of successful retail shopping d~stricts, 
prov~sion of adequate infrastructure to support the 
mix of uses over time, and development of an overall 
mix of uses that is economically sustainable and 
flscally beneficial to the City. 

Residential development minlrnurns are established 

to ensure that major subareas of the planning area 
have a 24-hour population that is suffic~ent to create 
a feeling of cornnlunity and a sign~ficanf presence of 
residents on the street, and does not seem isolated 
or overwhelmed by nonresidential uses. 

Residential development maximums and olflce 

development min~mums are established to ensure 
that sites remaln available for office, hotel and retall 
uses in the long term to provide the strong economic 
actlvily and fiscal strength to support the public 
improvements expected to be funded by project 
revenues. Office minimums are particularly important 
to preserve the long-term potential for office devel- 
opment along 1-395 and Duke Street in the Town 
Center area. The total of the residentla1 development 
maximums for the planning area is approximately 
50% of the total development permitted. 

Ground floor retail development minimums and 
specific retail locations are established to cap- 
ture identified local and regional retail demand in 
compact mixed-use retail centers that achieve the 
critical mass and continuity needed to be successful. 
Ground floor retail areas and required retail locations 
must be developed to accommodate industry-stan- 
dard retail space requirements and must meet urban 
design guidelines for successful retail use outlined 
in Chapter 7. Urban Design. 

Development minimums are established to en- 

sure that the overall development pattern has the 
intensity needed to support the level of contribution 
to public benefits anticipated, and has the resident 
population and economic activity needed to become 
an active, lively center that supports a mix of uses 
and a strong local and regional transit system. 

Open space requirements are established to ensurc 
that public gathering places, places for play, places 
to promenade, places for performance and cultural 
celebrations, places for public art, and quiet places 
for contemplation are available throughout the plan- 
n~ng area to establish each area's unique character 
and identity. 

Wh~le the maxlmums and rnm!mums are important to 
ach~ev~ng the Plan's objectives, they are recommen- 
datlons. During the development process, a land use 
mlx outs~de the recommended mlx ranges may be 
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considered if a somewhat different mix better meets 

the Plan's objectives. 

Development Parameters 
To support the Land Use Plan, parameters for total 
mlnimurn and maximum development to be ach~eved 
~n a development plan for each site, inlx of uses w~th 
m!nlmum and rnaxrmurrl by use where appropriate to 
ach~eve the plan's objectives, and bulldlng height are 

recommended for key redevelopment sltes w~thin the 
planning area. The land use parameters are summarized 
ln Table 4-4. The accompanying text and figures address 
the different parameters and compare them to existing 
zon~ng rcquirements. 

The current zoning reflects the planning area's frag- 
mented land use and ownership pattern, cons~sting 
of seven different districts in some instances applied 
almost on a parcel-specific basis. Thls coilfiguration 

does not support the land use vlsion for the Lai~drrlarW 
Van Born Corridor with two distinct, mixed-use centers 
integrated into the surrounding residential community. 

To address this issue, the Plan proposes that the zoning 
for each activlty center eventually be changed to the 
Coordinated Development District (COD), promoting 
Ihe pllrposes slated in Section 5-601 of the Zofling 
Ordinance: 

'...The COD is established for those areas which are 

of such size or are so situated as to have significant 
development related impacts on the c:ty as a whole or a 
major portion thereof and in order to promote develop 
ment consistent with the master plan. A site zoned 
COD is intended for a mixture of uses to include offlee, 
residential, retad. hotel, and other uses with appropri- 
ate open space and recreational amenities to serve the 
project users and residents of the ciiy. A COD zone is 
intended to encourage land assemblage and/or coopera- 
tlon and joint planning whcrc there are multiple owners 

in the COD zoned area. A review process is established 
to ensure that such developments exhibit a proper 
integration of uses, the highest quality of urban and 
architectural design, and harmony with the surroundina 

areas of the city.' 

The underlying zoning districts would apply to devel- 
opment proposed without a CDD Special Use Permit. 

cxcept that the development would be required to 
conform to the design guidelines established in Chapter 
6.0 in order to ensure that development under zoning is 
compatible with the pattern of framework streets and the 
pattern of adjacent uses to be developed under the plan. 
and does not substantially interfere with the ultimate 

redevelopment of the site for mixed use as envisioned in 

the plan. Development proposed using the COD process 
would be required to comply with the Floor Area Ratio 

(FAR) and other development parameters described in 
this section and the design guidelines in Chapter 6.0. 

Floor Area Ratio and Mix of Uses 
Floor Area Ratio or FAR - the total floor area of all 
buildings on a lot divided tly the total lot area -provides 
a basic measure of deuelopment intensity that affects 

urban form. level of activity and infrastructure impacts. 
Table 4-4 compares the existing FARs permitted in the 
planning area to propased maximum FARs under the 
plan. Increased FARs are proposed for the new activity 

centers for three reasons: to provide an incentive for 
redevelopment of the older retail uses in accord with the 
vision. to encourage more human acliuily on the street 

to make it an interesting and lively place, and to provide 
an intensity that suppons pedestrian-oriented uses and 

transit. The plan recommends that above-grade parking 
be counted as FAR because it adds to the visual and 
physical bulk and mass ot the developn~ent and reduces 
the amount of ground-level area developed with active 
uses 

The base area on which FAR IS defined is the total area 
within today's property lines or any property that may be 
added (such as by the vacation of a street). The potential 



floor area resulting from areas that may be dedicated 
for streets or public parks within a parcel can be built 
on other parts of the parcel or site, subject to the other 
conditions that apply to development. If an existing 
parcel or multi-parcel development site is divided into 
blocks by new streets, rhe floor area ratio may vary 
among the newly created blocks, provided that the over- 
all minimum and maximum floor area ratio for the major 
development block (8locks A, El. C, etc. in Table 4-5) is 
maintained. 

West End Town Center 
Properties within the West End Town Center are envi- 
sioned for a minimum FAR of 2.0 and a maximum FAR 
of 2.5 to encourage regional scale development at this 
prominent entry into Alexandria. Full development of the 
Regional Activity Center is intended to achieve an overall 
land use mix of approximately 70% office, retail and 
related commercial uses, and 30% residential uses, in 
order to maximize the potential for regional office and 
retail development. The development of Landmark Mall 
as a major economic activity center for the City was 
one of the important recommendations of the Economic 
Sustainability Work Group Final Report. The plan expands 
this concept to include the properties along the south 
side of Duke Street as part of the Town Center and its 
focus on economic activity. 

A total of 8.7 million square feet of development is con- 
templated on the 82 acres of redevelopment sites within 
the West End Town Center area, compared to 1.3 million 
square feet of development on these sites today. Of this 
development, at least 3.75 million square feet must be 
office use and I .O million square feet must be retail use, 
maintaining the strong regional retail role of the Town 
Center. A major full-sewice hotel is required, with the 
potential for additional hotels provided. A minimum of 
1.2 m~llion square feet of residential use. or 1.000 to 
1,200 residential units, is required to achieve the mix of 
uses and level of activlty desired by the community at 
the town center. A maximum of 3.1 million square feet of 
residential development is permitted. 

Pickett Place 
Properties within Pickett Place are envisioned for a 
minimum FAR of 1.5 and a maximum FAR of 2.0. 
provldlng an incentive for redevelopment, but at a lower 
scale consistent with the communrty-level center being 
proposed. Full development of the Community Actlvlty 
Center is intended to achieve an overall land use mix of 
approximately 70% res~dential uses and 30% retail, of- 
fice, and related commercial uses, though a higher ratio 
of nonresidential uses is permitted ~n the event that the 
market for these uses becomes stronger in the future. 

A total of 4.8 million square feet of development is per- 
mitted on 55.3 acres of redevelopment sites in Pickett 
Place, compared to approximately 850,000 square feet 
of development on these sites today. A minimum of over 
450,000 square feet of retail use is proposed, providing 
both a strong community retail center and convenience 
centers for adjacent residential areas. A minimum of 
250,000 square feet of this development capacity is to 
be reserved for olfice use, anticipating office demand 
as the character of the area changes with development 
of a more urban, mixed-use environment and improved 
transit service. A minimum of 500.000 square feet of 
residential development is required. Substantially more 
residential use is expected, and a maximum of approxi- 
mately 3.7 million square feet of residential use is pro- 
posed in accordance with fiscal sustainability guidelines. 

Development targets by land use are established for 
each development block as a guide to achieving the 
overall land use mix within West End Town Center and 
Pickett Place. Development targels provide guidelines for 
review of CDD development plans. and should be consid- 
ered in light of development markets and conditions at 
the time of approval, and the mix of uses in previously 
approved CDD development plans within the planning 
area. While the maximums and mlnimums are important 
to achieving the plan's o&jectives, they are recommen- 
dat~ons. During the m m e n t  process. a land use mix 
outside the mix ranges may be consid- 
ered ~f a m  &fkent mix better meets the Plan's 
objectives. 
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Table 4-4 

Floor An UlowaMe Maximum 
iite Rat (Miminturn) Heigirt Resident 

Development 8a' Maximu 6fwaFkmr ofti 
Block1 es) (Miiimur keb Land U (storlee4 inid (Minimu M i i  I 

West End Town Cenl 
L 

A Landmark Mall 51.48 

1,357,000 
085,500) 

85 - 1 5 0  125,000 445,000 700,000 1 2 .  I 2.5 2.0, ,\ w,OOO ,3 
t. van uom rn 

(647.000) 

TotalTown Center 82.82 

H. Edsalll Van 
Dam North 5.35 2.0 (1.5) . .- 

46B'Mn, FlesidW Mimed Use 65 (4-6) 25,000 325,000 
1350.000) 
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J. EWiWkkW 23.25 Leo [I .5, 2,025,000 Mid-Uaa Comm~nity 65 - 120 1,4Wa-J 200,000 
VanDom (1 31  9,000) Retail Centar (4-12) 2501000 (500,000) 

K. Auto Dealer 
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000 ,,,,,, 

Sites (11,113,700) (1,700 Ooo) 
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Table 4-5 
Existing Devel lent and Development Permitted Under Existing Zoning 

I vetopment Block 

. I , . I /  _ . 
- 7. 

, . .. : 

Grosssite ' '  . 
>;.: 

, ma (acres) 1. :&@ - '- Awr Area (sq ft) 

evelopment Permitted under 
Current Zoning 

loor Area (sq fi 

A. Landmark Mall 51.48 978,488 1.00 2,242,469 

I I I  I-=- 
C. MlllennlumlSaul Centers 12.46 134,568 2.00 t ,085,515 

I I -  
E. Van Dam Plaza 10.87 0.24. 111,321 0.75 355,123 

F. tandmark Terrace 5.98 0.67 233.120 1.25 434.51 1 

Koons Collisio~ 
H. Edsall Road 10.94 0.70 333,870 1.23 587,988 

I - - I _  
J. EdsalllPickattfVan Dorn 23.25 0.55 552,085 0.96 978,071 

L. Mini Storage 
m m - r l  

2.43 0.31 32,689 0.75 78,939 

Total Pickett Place 113.01 058 2,875,192 1.05 5,154.1 58 

-'NmssamPL- v 
0. Metro Parking 5 50 0.00 0 3.00 718,590 

Total Metro 19.15 0.42 352,688 273 2,276,173 

-I---- 



Figure 4-1 2. Proposed CDD Zoning. Areas proposed for 
CDD zoning are outlined in red Two new Coordinated 
Development District zones are proposed, one for West 
End Town Center, and one for Pickett Place. Rezoning 
would be considered on application by property 
owners, and would be subiect to approval of a detailed 
development a ~ ~ d  ~rnplernentation plan rellecting 
the recommendations and design guidelines of the 
Landrnork/Van Dorn Corridor Plon. 

- FAR = 2.5 

FAR = 2.0 

Figure 4-1 3 Proposed Floor Area Ratio (FAR) 
with CDD Rezoning The maximum floor area 
rutlo proposed for West End Town Center 
porcels north 01 Stevenson Averwe i s  2.5. For 
parcels south of Stevenson Avenue, proposed 
CDD floor area ratio i s  2.0. 
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4.5. e r  Land Use Issues 

Several additional land use concerns were raised by par- 
ticipants during the planning process and are addressed 
below: 

Retain and provide affordable housing 

Ensure that capacity is available or will be provided 

in the sanitary sewage collection and treatment 

system. 

Affordable and Workforce Housing 
The years since 2000 have seen housing costs in 
the Washington, D.C. metropolitan area rise much 
faster than incomes, causing a substantial reduction 
~n the number of housing units affordable b low- and 
moderate-income households ~n Alexandria. From 2000 

to 2007, annual incomes have increased 14% from 
$82.800 to $94,500. However, the average monthly rent 
for a two-bedroom apartment in Alexandria increased by 

47% from $1,034 to $1,519. The changes in the hous- 
ing market also resulted in the conversion of a number 

of the City's mare affordable apartments to condomini- 
ums, further restricting affordable housing cholces. In 

2000, Alexandria had 18.218 housing urlits that were 
affordable to households earning at least 60 percerlt 
of the median income. In 2007. there were only 8.456 
units affordable to households in that income bracket. 
This shift in housing affordabllity will challenge the City's 

ability to sustain the economic and cultural diversity that 
is iinportant to the vision for Alexarldria and important lo 
the character of the West End. 

In 2007 and 2008, hous~rig prices in Alexandria 
stabilized, and in some cases declined. However, price 
reductions were greater for tlornes uriced above the 
Ctty median, and housing aftordah~lity is only rnodestly 

improving for households earning at or belorr the area 
rllediarl i~~corne. For the future, the cont~nuetl growth of 
the nat~onal c:apltal reginr~, and tho City's advantageous 
locatron w~tt i~r i  that region. IS likely to rrlake it increas- 
lr~yly difficult to maintain a significant share of affordable 
housing without public regulatory or financial interven- 
tion. If prices and rents increase faster than incomes. 

the City stands to lose much of its remaining economic 
and cultural diversity over the next decade. 

The definitions of 'affordable' and 'workforce' housing 

can vary. At the recommendation of the City's Affordable 
Housing Initiatives Working Group, the City Council 
adopted these dellnitions ~n June. 2008: 

Rental housing is affordable when households earning 
up to 60 percent of the area's median income can afford 

the mMthly rent, and it is considered workforce houslng 
when households earning up to 80 percent of the area's 
median income can afford the monthly rent. 

For-sale housing is affordable when households earning 
up to the malematical 80 percent of the area's median 
income can afford the monthly mortgage payment, and ~t 
is considered workforce housing when households eam- 
ing up to 120 percent of !he area's medlan Income can 

afford the rnonthly mortgage payment. 

Virginia law prohibits the City from enacting the broad 

inclusionary housing requirements available to cities in 

many other states. Inclusionary housing laws can require 
all developers to include a substantial share of afford- 
able housing in new development projects. Virginia law 
permits the City to request voluntary affordable housing 

contributions from developers and to offer increased 

density as an incentive for developers to provlde afford- 
able housing. The City's affordable housing formula 

outlines developer contributions for three situations, or 
'tiers:' 

The preservation or replacement of existing assistcd 
andlor market rental unlts is the primary emphasis of 
the LandmaMan Born affordable housing strategy, in 

an effort to maintain the current level of assisted hous- 
~ n g  and to prevent further losscs of market affordable 
housing. Workforce housing is also a dcsirablc clement 
of rnixed-income redevelopment, arid is a secondary ele 
ment of the affordable hous~ng strategy, to be achieved 
only when financially feas~ble to do so ~n addition to 
meeting the affordable rental housing goals. 



In cases where the developer is not requesting additional 
density, the formula calls for a voluntary contribution of 
$1.50 per square fw t  of new commercial development 
and rental housing and $2.00 per square foot of new 
for-sale housing. 

In cases where the developer is requesting a density 
increase allowed with a Special Use Perm11 or increase 
through rezoning to densities recommended in an area 
plan, the formula calls for a voluntary contribution of 
$4.00 per square foot of increased denslty. 

In cases vrhcrc the developer is requesting a dcns~ty bo- 
nus over and above the denslt~es allowed wlth a Special 
Use Permit (or in this context, recommended in an area 
plan) the formula calls for one-thlrd of all bonus unttS In 
the project to be affordable unlts. 

Not all locations in Alexandria are appropriate for the 
density bonus program (Tier 3), since most of the City's 
permitted residential densities were cstablished before 
the state law was enacted and allowing additional height 
and density may not be appropriate based on adjacent 
uses and available infrastructure. When preparing new 
area plans, there IS greater certainty for both residents 
and developers if the plan recommends that density 
increases be achieved through rezoning (Tier 2). rather 
than through the bonus density program. 

It is the intent of this plan that the current formula be 
followed wh~le the area is in Phase I, with contribution 
requirements to he increased, successively, as it enters 
Phases II and Ill. Particularly after !he area enters Phase 
II, affordable housing contr~butlons are likely to be 
requested in the form of units preserved in an existing 
affordable property, possibly through partnerships with 
non-profit organizations or other property owners. New. 
911-site housing would be requested only when such 
units could be provided in substantial numbers and/or 
could be deemed replacement units for current afford- 
able units. including public housing un~ts. 

The apartments and condomlnlums in Landmarwan 
Dorn provide a substantial resource 01 affordable alld 

workforce housing for Alexandria. Figure 2-22 shows 
the distribution of household incomes for LandmarkNan 
Dom's three census block groups that include existing 
residential units in 1999, the most recent year for which 
data is available. Of the 2,355 households living in the 
planning area at the time of the 2000 census. 1.758, 
or 75%, had year 1999 household incomes lower than 
the median household income for the Washington, D.C. 
metropolitan area and the City of Alexandria as a whole. 

The existing market rate housing in the Landmarwan 
Dorn Corridor planning area consists of multi-family 
rental housing and townhouses: 

The EOS 21 garden apartment complex was built in 
1967 and consrsts of 1,180 units, of which just over 
half are one-bedroom, for which rents range from 
$1.175 to $1,430 per month. There are 236 ef- 
flciencles ($1,000 to $t  . t 15) and 340 two-bedroom 
un~ts ($1.505 to $1,740). Units at the northern edge 
of the complex were converted to condominiums: 
in 2007 sales prlces ranged from $158,500 to 
$325,763. 

Foxwwd Place was bullt ~n 1973 and conslsts ot 

76 efficiencies renting from $985 per month. 133 
one-bedroom units renting from $1.230 per month, 
and 19 two-bedroom units renting from $1.775 per 
month. 

The Landmark Terrace apartment complex was built 
in 1964 and consists of 224 units, of which 96 are 
efflc~encies rentlng from $1,050 per month, 11 3 are 
one-bedroom unlts rantlng from $1,3fln per month, 
and 15 are two-bedroom units renting from $1,600 
per month. 

The Flelds at Landmark garden apartment com- 

plex was bullt In 1965 and consists of 290 units. 
of whlch 3 are efficlenc~es renting for $825 per 
month, 99 are one oedroom unlts rentlng for $950 
per month. 134 are two-bedroom un~ts rentlnq tor 
$1.150 per month, and 54 are three-bedrow units 
renting for $1.188 per month. All of these unlk are 
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1999 Household Income, LandmaMan Darn Plan Area 
Census 2000, by Block Group 

$34,408 60% of DC Metro area medlan household Infome 

557.347 tnedlln household Income, DC Metro area 

- - - - - .- - 

.Tract 2004.02, Block Group 2, 
West ofVan D m  Street 
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Figure 4-14 Household Incomes in  the planning area, Census 2000. This graph illustrates that the 
housing in  the p!anning area provides housing for households wi th incomes substantially below 
the areawide median. While both rents a n d  incomes have changed substantially since 1999, the 
I ~ o u s i r ~ g  stock in  the area continues l o  provide housing for households wilt1 moderate incomes. 
lh is  housing i s  o valuable resource to the Ci ty in meeting its objective to b e  a community that is 
economically diverse. 

currently assisted urider the Low lncorne Housirlg 
Tax Credlt Program. 

Brent Place, formerly known as Essex House. a 

mld-rise apartment building bull1 in 1975, conslsts 
of 207 unlts. Of these. 50 arc one-bedroom units 
rentlng for $995 per month, I05 arc two-bedroom 
unlts rentlng far $1 $ 1  95 per month. and 52 are 
thrce.bedroom unlts renring for $1,474 per month. 

This property was built as assisted housing under 

the Section 236 program, and is now asslsted under 

the Low Income Housing Tax Credtt Prograni. 

The Reynolds Street publlc housing scattcrcd site (a 

porl~on of the Braddack/Wh~t~nglReynolds develap- 

ment) consists of 18 untts on South Reynolds Street. 
constructed 111 2005 Res~dents of this develop- 

ment pay 30 percent of thew Incomes for rellt. The 

cornpanran Whiting Street scattered s~te IS located 
lrnmed~ately to the west ot t)le plan area 



The Summers Grove townhouse community was 

bullt ~n Me mid-1990s near the Van Dorn Metro and 

cons~sts of 192 homes. In mid-2008, home prlces 
averaged $450,000. 

The majority of the Clty of Alexandna's -affordable hous- 
rng' stock IS privately owned and rents at market rates. 
Wh~le lhrs stock has been rap~dly dwindling c~tywrde, 

the West End IS home to a large percentage of the Clty's 
pr~vately-owned market-rate affordable and workforce 
houslng. The West End has 53% of the City's total hous- 

~ n g  un~ts. The West End has 66% of the City's market 
rate rental units ( ~ n  complexes of 10 un~ts or more), 
and 63% of the Clty's market rate affordable rentals. 

Affordable means affordable to households earntng no 
more than 60% of the area medlan income. 

According to the Office of Houang, wllhin the planriing 

area Mere are 965 housing units affordable to house- 
holds earning up to 80 percent of the area's rnedlan 

income. Of these, 204 are affordable lo households 

earnrng 60% or less of the area's rned~an Income. 

Surrounding the planning area, there are 4,005 houslng 
un~ts affordable to households earnlng up to 80 percent 
of the area's medlan Income. Of these, 187 are afford- 

able to households earning 60% or less of the area's 
median income. 

The apartments and condomin~urns ~n LandmarluVan 

Dorn provrde a substantial resource of affordable and 
workforce houslng for Alexandria. The majorlty of the 
City of Alexandna's 'affordable houslng' stock 18 prl- 

vately owned and rents at market rates. Whlle thls stock 
has been rap~dly dwindling c~tywide, the West End IS 

home to a large percentage of the Clty's pr~vately-owned 
market-rate affordable and viorkforce housing. In view 
of this fact, the Plan does not encourage the redevelop 
ment of the exlstlng affordable houslng and proposes no 
change to the current zonlng or land use deslgnatlon of 
these Sltes. These srtes are Included w~thin the bound- 
artes of the plan to ensure that the area IS compre- 
henslvely planned, to ~dent~fy these s~tes as targets for 
preservat~on of affordable and workforce houslng, and to 

lndlcate that there IS a requirement for new framework 
streets and smaller blocks thrwgh these propert~es in 

the unlikely case that redevelopment is proposed that 
conforms wlth existlng dens~t~es and zones. The Plan 

strongly acknowledges these sltes as potenttal oppartu- 
n~ty SlteS for fulflllrnent of developer affordable houslng 
contrlbutlons through preservation of e x d ~ n y  un~ts. 

WIUI regard to the provrslon of new hous~ng as part 

of mixed-use developments, the Plan recommends a 

phased approach to developer contribut~ons lhat could 

Include a cash contr~but~on, preservation of exlst~ng af- 
fordable unlts, and new on- or off -site units. The City will 

also seek opportunltles to secure public housing un~ts 
wrthrn pr~vate development proposals. See Chapter 9 0. 
Irnplementat~on, for more detalls. 

The Clty 1s abaut to undertake a Housing Master Plan 

to comprehensively address housing Issues and pall- 
cles throughout the City. As the Housing Masler Plan is 
developed, the City will develop strateg~es and tactlcs to 

preserve cnlsting affordable and workforce houslng that 
w~ l l  be applled ~n the plan area. In add~t~on, a new task 

force IS being establrshed to make recommendat~ons 
on developer contrlbul~ons to affordable houslng If new 

cltywrde polc~es or guldellnes are adopted. they may 
supersede those in adopted small area plans, although 
~t IS expected that these efforts will take into account 

the small area plan recommendatlons for LandmarlcNan 

Dorn and other olan areas. 

Retention of Local Businesses 
Residents expressed a deslre to contlnue to provlde an 
opportun~ty for small. local businesses in the Landmark/ 
Van Dorn Corr~dor that makes the area urlique and ylves 

11 an lnternatlonal character. Residents are cor~cerried 
that redevelopment of fhe area will br~ny higher retits 
~n new centers, arid that existrlig rndependent reta~lers 
and restaurants w~l l  be forced out due to h~yher rents 
or developer preferences for national tetiants that car1 
afford the space 
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Both the replacement of local businesses by lranchlses 

and national retailers and the replacement of ~nduslnal 
users by off~ce, retail or olher uses that generate hlgher 
returns for landowners are drlven by pnvale market 
trends that are d~fficult to influence through publ~c 

sector action. The new retall space provlded w~thln 
mired-use developments will likely command rents that 

are d ~ f f l c u ~ t o  affardlar sm_alier_busmesses compared - - - 
to space ~n older or more margrnal shopplng centers 
The Plan recommends that a portlon of space w~lhin new 

developments be reserved for small and local busl- 
nesses, an approach that has been successfully used ~n 
the Dlstrlct of Columbia. Another poss~b~lity IS outreach 

to owners of successful local businesses to consider 
opening establ~shments (e.g., a second restauranl loca- 

tlon) withln redevelopment ~n the LandrnarWVan Dorn 
Corridor Business operators are encouraged to rvork 

wlth the Alexandria Economic Developmenl Partnership 
(AEOP) and the Small Buslness Development Center 

(SBOC) so that the strongest businesses are able lo stay 
through the redevelopment process. 

Community Facilities 
Beyond the immedlate boundar~es of the planning 

area, a number of community facil~ties are available to 

res~dents, including the Charles E. Beatley, Jr. Central 
L~brary and several publlc schools. However, during the 

plannlng process residents vorced a concern that there 
- 

I n  lam of mmmVn~tyfacilities G t h ~ f f h e  pGnfl~ng 

area The LandmarWan Oorn Corrldor lacks commu- 
mty facll~tles, parks, and publlc open space wllhln easy 
vralk~ng distance The Department of Recreation, Parks 
and Cultural Actlvlties (RPCA) has ~dentd~ed the need for 
a multi-generational commun~tylrecreabon center ~n or 
near the plannlng area to serve West Erd residents and 
the Plan recommends that a communrtylrecreat~on ten- 

ter be provioed wrthln the LandmarWan Dorn Corr~dor 

A study to ldenflfy spec~fic needs and feas~b~l~ly of the 
commun~tylrecreat~on center 1s recommended as an 

early implementation measure so that the Ctty :an take 
advantage of redeveloping slles, such as the Landmark 

Mall. The redevelopment of the Mall oflers an opportu- 

nlly to partner wrth the private sector to bu~ld the new 
center and the Plan recommends that, should the feasl- 

billty study support the location of the center at the Mall, 

the floor area of the new Center would not count agalnst 
the proposed 2.5 FAR at Ihe Mall slte. 

Public - - ScJools - - - - - - 

After years of relatlvely slable enrollments. Alexandria 
City Publrc Schools has ~n the past two years expen- 
enced relatlvely rapid enrollment growth. Total enroll- 
ment decreased from 11,345 students in flscal year 

(FY) 2001 to 10,332 ~n FY 2007 However, between FY 
2007 and FY 2009, enrollment increased 8 6 percent lo 
1 1,225. 

It is not clear at this bme whether the recent enrollment 

Increase w~l l  continue. and if so, at what pace. Although 
the long-term school Capaclty needs are not certaln, the 

Plan provldes recommendat~ons to meet the potentlal 
need for additional school capac~ty to serve student 

enrollment generated by the add~tlonal residential 
development called for ~n thks Plan, Increases in student 

enrollment from extsting residential development, and 

capac~ty needs that may be created by changes In pall- 
cies (such as class sire) and programs. 

The challenge of h~gher enrollments is most acute al 

the elementary school level, with more than hall of the 
- elementary SCTToolSat ornear7ca~aZty. 

The LandmarWVan Dorn Corr~dor planning area 1s w~thin 

Ihe service boundar~es of two elementary schools, 
Samuel Tucker and Patrlck Henry Sarnuel Tucker's 
boundary encompasses at1 of the plan area south of 
Duke Street whlle the Patrick Henry boundary includes 

the current slte of Landmark Mall. Currently, the number 
of elementary students Ilvhg wlthln the Boundary of 
Samuel Tucker Elementary School exceeds that school's 
capac~ty. However, there IS some capacity for addltlonal 
enrollment at Patrick Henry. 



The type of residential development envisioned by this approved, the City should determine if developer contri- 
plan typically attracts few families with student-age butions toward new school capacity are needed, com- 
children. Although for economic reasons more families mensurate with the expected additional enrollment. The 
with children may be liviriy in multi-family housing than Implementation chapter of this Plan provides guidelines 
before, the ovirall student generation rate for multi-fam- for developer contributions for school capacity increases. 
ily housing is quite low. Moreover, families with chlldren 
arc much more likely to choose an existing garden-style Alexandria City Public kh00ls prefers that ekmentary 

apartment than a new building of 5 stories or more. schools not exceed 600-650 students, with class sizes 

Using standard student generation multipliers, the limited to approximately 20. In order to accommodate 

number of elementary students [hat can be expected to e"ollment growth in the area, there are expansion 

be generated by the residential development in this Plan ~ortuflilies at Palrick Henry and at James Polk, which 

could be accommodated by eight to welve additional is also nearby. The number of elementary students that 

classrooms. AS new residentla1 development projects are Would be generated by planned residential development 
in the Landmarwan Dorn Corridor planning area could 
possibly be accommodated by the expansion potential 

I 7 at Patrick Henry and James Polk. However, Alexandria 
City Public Schools has not yet determined if additions to 
those schools are appropriate (if, lor example, the core 
facilities of the schools can support additional class- 
rooms) and if so, if those expansions might be needed to 
meet generally increasing enrollment. 

With regard to additional sites for school facilities, the 
LandmarkNan Dorn planning area has few obvious op- 
tions that meet the traditional criteria for a new public 
school. Over the life of this Plan. Alexandria City Public 
Schools' school site requirements may evolve as the 
City. and the West End, becomes more urban. If so, one 
or more sites within the Plan area may become suitable 
for a school or a school use. As the City reviews devcl 
opment applications for major parcels in the area, this 
Plan recommends that Alexandria City Public Schools 
be involved i r ~  evaluating the potential for that project to 
include a school site or contribute to school tacilities. 

The Plan does not encourage the redevelopment of 
the EOS21 apartment complex. Over the long term, ~f 
rudevetopmer~l of this complex moves fonuard, it Could 

f igure 4-1 5.  Cornr r~u~ i i l v  Futilities in the Lurlrlrriurk/ potentially provide land for public uses. - 
Van Dorn Context Area. This figure shows porks, 
recreation centers, schools a n d  l ibraries in the City in 
on ureu withiri about o r e  mile of Luridmatk Moll. 
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Sanitary Sewer Capacity 
The sanktary flaw from thls study area drams into the 

Holmes Run Trunk Sewer whlch carrles the sanltary 

sewer effluent to the Alexandr~a San~tatlon Authorlty 
Wastewater Treatment Plant The Clty has conducted 

preliminary analyses of the sanitary capaclty needs as- 

socrated w ~ t h  the proposed redevelopment ~n thls plan 

These capaclty needs have been analyzed wlth respect 

to the follow~flg systems. 

Available conveyance capacity within the local col- 

lectlon system. 

Available conveyance capac~ty ~n the Holmcs Run 

Trunk Sewer. 

Available treatment capac~ty at the Alexandr~a 

Sanitatron Authorlty Wastewater Treatment Plant, 

Local Collection System 

The Clty's local sanltary collection system ~n the lmmedl- 

ate study area was analyzed uslng available GIS data 

relatlng to plpe slzes and slopes. Th~s prellmlnary analy- 

sls showed that there may be areas wlthln thls local 

collecl~on system that are surcharged for the prolected 

sanltary flows and may need to be upgraded Because 

much of thls local system may be replaced through the 

normal redevelopment process, and since more accurate 

survey data relallng lo lhe collect~on system w ~ l l  provlde 

more accurate results, each developmerit application w ~ l l  

be roqu~red to analyze the local system to determ~ne ~f 
on-s11e andlor off-site rnlprovemerits w ~ l l  be requ~red to 

convey the proposed sanltary flows. 

Holmes Run Trunk Sewer 
The Holmes Run Trunk Sewer (HRTSI conveys san~tary 
flows from a large part of the C~ty to the Alcxandr~a 

Sanltat~on Author~ty Wastewater Treatment Plant 
(WLVTPj. The extstlng HRTS rs currently surcharged 
at the lower end, near the bVbV'fP. The Criy analyzed 

the HRTS w ~ t h  the projected san~tary flows associated 

WIM thls redevelopment plan. Th~s  prel~mlnary analys~s 
lndlcates that the surcharg~ng ~n the HRTS will Irlcreast! 

due to this proposed plan. The City and the Alexandria 

San~tat~on Authorlty (ASA), owner of the HRTS, are cur- 

rently studying alternat~ves for Increasing the convey- 

ance capac~ly ~n the HRTS. Current opllons belng studred 

Include, but are nat Ilrnlted to. tncreaslng the d~ameter 

of the HRTS, construchng a parallel relief sewer, and 

constructing storage capaclty along the HRTS alignment 

Redevelopment protects within thls study area will be 

expected to contr~bute to these capaclty improvements 

to the extent that the projects canmbute to the Increase 

~n surcharglng w~thln the HRTS. 

Wastewater Treatment Plant 

The Clty and the Alexandr~a Sanltatron Authorlty have 

analyzed c~ly-wide redevelopment projections which 

Include thls study area. These prolectlons lnd~cate that 

the existlng WlKlP does not have suff~crmt long-term 

capacity to accommodate the City's projected redevel- 

opment. Addrtlonal capaclty will be needed with regard 

to both effluent flows and nutrient removal require- 

ments. The C~ty and ASA are studylng alternat~ves for 

accommodating these addit~onal capaclly needs. These 
alternat~ves include, but are not Ilmlted to, lnstallat~on of 

low-flow dev~ces in new development, san~tary effluent/ 

water reuse, partlal on-site sarlltary treatment, nutri- 
ent discharge trading wlth other treatment faclllt~es and 

capacity upgrades at the WWTP. Redevelopment projects 

wlthln thrs study area w ~ l l  be expected lo part~c~pate 

ln andlor COntnbUte to any technologies that the Clty 
itetermlnes to be appropriate for provldlng the riecessary 

treatment capaclty to accomrnodate thls plan 

lh ls  plan recognizes that s u f b e n t  long-term sanitary 
sewer capac~ly does not ex~st to accommodate the 

projected redevelopment. Prellmir~ary nr~alyses have 

ind~cated that there IS ~nsuf f~c~ent  capaclly 10 the local 
Yarlllary collect~ur~ system, ttle Holrnes Rur~ Trunk Sewer 
(HRTS) collveyarlce systelrl and treatl~lerit capac~ly at 

the wastewater treatment i~lant W T P )  As d~scussed 
~rev~ously, the C~ty 1s currer~dy evaluat~rlg rr~~provacrlants 
and technologres to address these capactty needs 

Approprrate solul~ons have not yet been determined and 
constructran cost estlmafes are not avallaole. However, 



these improvements may likely include off -site Imprwe- 
ments to the local collection system and the HRTS as 
well as on-site technologies to reduce flows to the 
W P .  Redevelopment projects wlll be expected to pro- 
vide improvements as part of the project approvals and1 
or contribute to improvements that will be implemented 
by the City. In addition. the City will be evaluating its 
sanltary sewer connection fee with regard to the level of 

funding necessary to construct the necessary sanitary 
sewer improvements. Redevelopment projects will be 
responsible for paying the connection fee that is in place 
at the time of the development plan appmal. 

DRAFT February 3. 2009 Chapter 4: Land Use 



Transportation 

Chapter 5: Transpoltat'ion 



5.1. Wing Transportation Conditions 

Regional Context 
The Landmarwan Dorn Corridor is located at a trans- 
portation crossroads. Two interstates (1-395 and Capital 
Beltway), a commuter line rail, a heavy rail line, and two 
major arterial streets (Van Dorn Street and Duke Street) 
provide access to and through the Plan area. These 
major transportation corridors create regional access; 
however, regional through trips and spiliover traffic dur- 
ing congestron on the regional expressway system can 
severely impact local traffic within the Plan area. The 
Van Dorn Metro Station is located in the Southern sec- 
tion of the Plan area. 

- 

O h  Steel 
Van Dam Steel 

owl-385 
O w  H o l m  Run 

Palwal Van Dm Sh!d 
Ow BacMck. Run 

The regional demand for travel from points south 
in Virginia, to employment centers in Arlington and 
Washington, DC is substantial. The combined traffic on 
1-395 and US Route 1 is over 200,000 vehicles per day. 
AS an alternative. many commuters use the north-south 
access of Van Dorn Street, which is the only non- Figure 5-7. The existing street system limits 
interstate north-south route between Backiick Road and access 10 the core  of the planning area to f ive 

Telegraph Road, a distance of 6 miles. Therefore, the poi"'* lour Of which are Over bridges. 

traffic volume along Van Dorn Street is very high during 
peak hours. When the 1-395 and Capital Bellway func- 
Iron without congestion, through traffic has a high speed 
alternative to Duke Street or Van Dorn Street. However, 
when the interstates experience heavy congestion. 
through traffic spills onto Duke and Van Dorn streets. 

Transit 
The Plan area is served by both commuter rail and 
regional arid local bus service. Transit usage for com- 
muting is well above the region as a whole. As reported 
in the 2000 Census, 18.2% of those commuting from 
the Plan area used publlc transportation, compared 
to 16.4% for Alexandria as a whole and 9.3% for the 
Washington, D.C. metropolitan rcglon. 

The Plan area 1s served by Mctro rail service at the Van 
Dorn Street Station on the Metm Blue Line. However, 
Backl~ck Run and the Norfolk-Southern rail line are bar- 
riers between the station and the rest of the Plan area. 

Figure 5 - 2 .  This f igure illustrutes the limitations o f  the local  arterial 
~ o u d w u y  and exprassway system in  handling north-south traffic. Van 
Dorn Street i s  the orlly nurth-south link across the Capital  Beltway 
between Telegraph Road a n d  Bocklick Road, o distance o f  six miles. 
Its locotion makes i t  a desirable shart-cat for 1-395 traffic to a n d  from 
<outheastern Foirfox County or across the Woodrow Wilsor l  Br idgc 



Backlick Run, industrial uses and rail lines 
separote the Van Dorn Street Metro Station from 
the Landrnork/Van Dorn area 

Bus stop on Pickett Sheet has minimal atnentties 
for riders. 

Metro bus 2.58 on Picken Street destined for Van 
Dorn Street Mefro Stot~on 

Although the nearest residents of Cameron Station are 
less than 2000 feet from the Metro station, the walking 
distance to the station is more than a mile over the Van 
Dorn Street bridge. An average of 3,910 daily boardings 
was reported at the Van Oorn Street Metro in the 2005 
Metro statistics. This is less than half the average of all 
Metro stations in the system, and is more typical of an 
outer suburban station. 

There is an abundance of bus service, with three sys- 
tems serving the Plan area directly. Fairfax Connector 
buses stop at Landmark Mall, on a route that con- 
nects George Mason University and the Pentagon along 
Braddock Road and 1-395. The Washington Metropolitan 
Transit Authority (WMATA) operates five lines through 
the Plan area. Alexandria's DASH system operates four 
lines that serve the Van Dorn Street Metro Station and 
Landmark Mall with connections to Old Town and the 
King Street Metro Station along different east-west 
streets, The DASH long-range plan expects two addi- 
tional lines to be added in this area. 

However, bus service has long headways and is gener- 
ally uncoordinated. Peak-hour commuter service on 
each DASH bus route is typically every 20 to 30 minutes, 
providing 10-minute headways In many areas served 
by multiple routes 30-mlnute to 1 -hour headways are 
typical through the remainder of the day from 5 3 0  A.M. 
until 10:OO P.M. or later. WMATA and Fairfax Connector 
buses in the Plan area run less frequently. Service on 
all lines is less frequent on weekends. Landmark Mall is 
currently the most-used non-Metrorail station transit lo- 
cation in the City of Alexandria. reflecting its importance 
in the public transportation system as both a transit 
destination and a transit transfer point. 

Street System 
The street system in the Plan area is a classic suburban 
design characterized by a few major arterials that handle 
most traffic. a series of disconnected local streets. and 
"superblocks' that feature low ~ntensity devebpnent. 
considerable surface parking, and n~ulbpta curb CulS. 
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Metro roil svstern. Because the Van Born Street Metra Station is  near the cnd'if-;he ~ e t r o '  
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The two major arterials are Van Dorn Street and Duke 
Street which cross at separate grades. Because the 
N o  arterials are not supported by a network of paral- 
lel streels, both through traffic arid local traffic must 
use these two roads to travel though the area. Blocks 
are huo to five times as long as traditional blocks in Old 

' Town. 

Street access to Landmark Mall is counter-intuitive 
and awkward, particularly Ihe 'flyover" from eastbound 
Duke Street lnto the Mall, whlch also creates a barr~er 
between the mall and the rest of Me Plan area and is 
a particular barrier to pedestrians. Access is further 
complicated by the need to accommodate considerable 
mall-bound lraffic arriving from nearby 1-395 as well as 
traffic exiting the mall bound for 1-395. Circulation w~thln 
the Mall is complicated, and it is difficult for tirst time 
visitors to navigate. 

Currently, the area experiences traffic congestion during 
peak hours, wlth reduced speeds and longer wait times 
at signallzed intersections. Under normal circumstances, 

lraffic continues to flow and most signals clear during a 
normal cycle. 

Pedestrians and Bicycles 
The development pattern and transportation network 

E I in the Plan area places pedestnans at a disadvantage, 
5-3 Existing sireel system serving )he planning area. Roadway character~st~cs. espec~ally along Duke Street 

and Van Dorn Street, lnclude w~de vehlcle travel lanes, 
wlde turning rad~i and free r~ght-turn lanes. These condi- 
tions lengthen the !(me needed by pedestrlans to cross 
the street, put pedestrians out of dnvers' zones of vlslon. 
and encourage hlgh-speed turns that are a hazard to 
pedestrians. 

The presence of the large superblocks means long dis- 
tances between crosswalks (as much as 114 mile on Van 
Dorn Street and 112 mile on Duke Street) and long-way- 
around walks to local destinations. Compounding the 
problem of superblocks are parking lots located between 
the street and the bu~ldlng. The result is that pedestrlans 



must often walk substantial distances in driveways or 
through parking lots to reach residences or businesses 
from the street. 

The sidewalk network IS dlscontlnuous. w~th examples 
Pickett Street ~n front of industrial uses in the southern 

part of the Plan area and across the Van Dorn Street 
Bridge over Duke Street. Where sidewalks do exist. they 
are often narrow, cluttered with utility poles and guy 
wlres, and not well-maintained. These conditions further 

Impede pedestriarl access to the Vari Dorn Metro. 

The Plan area is less than 1.5 rnlles in length. While a 

lengthy walk, this dlstance is easily covered by bicycle 
in less than 15 minutes. However, the lack of bicycle 
infrastructure and the hilly terrain in thc Landmarman 
Oorn Plan area create obstacles to bicycle and pedestn- 
an travel. Relatively steep grades on north-south streets 
such as \Ian Oorn Street make operating bicycles in traf- 

fic more difficult on these routes. Holmes Run along the 
area's eastern edge does provide one dedicated bicycle 
route that is used mostly for recreational riding. 

B~kes  at Van Dorn Street Mer:o Slut~uri 

Figure 5-4. Walk ing distance to Metro. This map shows the 
walk ing distance to the Van Dorn Street Met ro  Station for 
distances u p  to one mile. On ly  within one-half mile con a 
substantial share of workers or  residents be expected to walk to a 
metro ra i l  station as por t  of a commute trip. None  o f  development 
sites in  the planning area a re  wi th in one-half mile o f  the station on 
foot. 

I 8 I 

Figure 5-5. Bicycle Pothz in the Lnndmork/\/nn Dorn Area. This 
map shows the exist~ng ond  proposed bicycle paths from the City's 
9,'-ycle Srriulotrun crrrd .Multi-Llsr Tro i l  M o j t e r  Plorr. 



on Van Dorn Street narth of Picket! street 

8 =u=arl turra u ~ r ~ y  rne van uorn >freer overcrossing of Pedestrians must walk in the driveway to reach the 
Duke Street must walk in the street Giant rfore at this site entronce from Van Dorn Street 

The ~ntersection of Van Dorn Street and Plckerl Srreet Pede ~ u c  wwn  heir own po)k to lh15 oufc. 
.howr the gaunrlet of h~gh-speed righr tl,ro lone,, l o ~ q e  ozsenlru i rrrvurm! ser back from tbe itrettt Frum 
. . ~ . b  rc~dia ant1 itr~vewoys thor chnlleoge pedestrian 
trnvcl 

the a~her curnsr d  he ate, pederlrrcwrs L)ITILII vtu the 
dr~veway a d  cross one parktng olrla ond n p s o c ~ y a r  
d r t p  OR tune Ib roach he ltnrry dwr 
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Transportation Issues and 
Challenges 
The following existing conditions make walking. blcy- 
cling, riding transit and driving challeng~ng: 

Automob~le-or~ented development pattern of strip 

commerc~al and warehouse bulldlngs w~ th  expanses 
of surface parklng 

Larye superblocks w~thout controlled pedestrian 
crossings or pedestrian breaks mean long walks are 
required to nearby locations. 

The need tor Lamdmark Mali access in the relatively 

short distance between 1-395 and Van Dorn Street. 

Steep grades on parts of Van Dorn Street and 
Whiting Street make walk~ng more diff~cult. 

Lack of a street grid means relying on busy arterial 
streets lo make most local tnps. 

Arterial streets with a high volume of traffic create a 
barrier to walkabillty 

Limited access into and out of the area helps man- 
age through traffic, but means few choices if a route 
is slow becausc of accidents or construction. 

Proximity to 1-395 provides a high degree of auto- 

mobile accessibil~ty, challenging the goal of a greater 
share of trips being made by translt. 



5.2. Vision, Goals, and Principles 

City of Alexandria Vision 
In April 2008, the City adopted a comprehensive revi- 
sion to its Transportation Master Plan. The Master Plan 
def~nes the City's vision and policies in six sections in- 
cluding Transit. Pedestrian, Bicycle. Streets. and Parking. 

The final section, Funding and Implementation, identifies 
process and policies to fund and implement the Plan. 

As articulated in the Transportation Master Plan. the City 
of Alexandria envisions a transportalion system that en- 
courages the use of alternative modes of transportation 
and reduces dependence on the single-occupant vehicle. 
This system will lead to the establishment of transit- 
oriented, pedestrian friendly village centers, focused on 
neighborhood presenratlon and increased commun~ty 
cohesion, forming a more urban. vibrant and sustainable 
Alexandria. The City promotes a balance between travel 

efficiency and quality of life, providing Alexandrians with 
transportation choice, continued economic growth and a 
healthy environment. 

Community Goals for Transit and 
Transportation in LandmaMan 
Dorn 
The LandmawVan Dorn Advisory Group developed the 
following goals for transit and transportatton ~n the Plan 
area: 

Create a more connected, urban grid system, with 
walkable blocks, to increase mobil~ty for both pedes- 
trians and vehicles. 

Increase transit ridership through reliable, con- 
venient and coordinated transit services, with an 
emphasis on effective transit service on Van Dorn 
Street between Landmark Mall and the Van Dor~i 
Street Metro Station 

Provide safe, convenient and attractive pedeslr~ari 

and bicycle access to all Iransit nodes, centers ar~d 
stations 

Provide off-street, dedicated pedestrian and bicycle 

paths to connect transit, activity centers, neighbor- 
hoods, open space, and community facilities. 

Transportation Planning Principles 
Based on the community's goals, the Advisory Group 
formed the following principles to guide the development 
of a multi-modal transportation system in the Landmark/ 
Van Dorn area that will provide safe and convenient op- 
tions for vehicles, pedestrians. bicyclists and transit: 

Address vehicular mobility through targeted capacity 
improvements and by developing a more intercon- 
nected street stistern. 

Develop a safe, pedestrian-friendly environment with 
walking connections from neighborhoods to activity 
centers. 

Develop a system of on-street lanes and off-street 

paths for bicyclists. 

Provide more frequent, reliable regional and local 

transit Service, with connections to and between 

activity centers and lhc Van Dorn Street Metro. 

Ensure that the location and design of parlung facili- 

t~es support the transformat~on of LandmarklVan 

Dorn from a suburban, automob~le-oriented to an 
urban, pedestrian-oriented environment: 

Place parking below grade to the greatest extent 
possible to minimize barriers lo pedestrian move- 

ment, decrease the mass and bulk of buildings, and 
provide more ground-level open space. 

Locale any above-grade structured parklng within a 

block llned with active uses. 

Llmlt surface parklng vrhere feasible to on-street 

parking or green parking courts. 
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5.3. The LandmarldVan Dorn Conidor: Transportation 
and Transit Vision for 2030 

With this vision for the future, the Landmarwan Dorn 

Corridor is a great place to walk, New streets connect 
the West EndTown Cerlter with new mixed-use neigh- 
borhoods in Pickett Place. Streets, squares and parks 

Design new dCvCl0pmcnlS around thc pedestrian, 

with orientation of buildings to the street, convenient 
walking connections, and a safe, comfortable and 
Interest~ng pedestrian environment. 

are busy with residents. workers and shoppers 01.11 for a T,le land use plan for the Dorrl 
stroll or for lunch at a local restaurant. 

anticipates substantla1 new development In the period 

Those commuting to work have a variety of routes and from now until 2030. Approximately 5.000 residential 

modes of travel to choose from, and many walk, bike or units and scvcral million square feet of non-residential 

take tra~lsit. Traff~c speeds on tree-lined boulevards are development are proposed. Mixed-use development will 

kept moderate. Excellent reg~onal rail and express transit help reduce the growth in peak-period travel demand 

service reduces through traffic on local arterials, and from these new uses by providing opportunities for 

dedicated transit lanes make transit an efficient wav to residents and office workers to shop on-site or nearby 

travel to destinations within and beyond the area. without having to drive. Local shuttles and regional 

transit operating in dedicated lanes will bring employees 
to me area and take residents to work. A denser pattern 

Building a New Kind of Place of both employment and residences will mean mare 

Consistent with the goals, principles, and vision for opportunities for people to work in the same area where 

the plan area, the Landmarwan Born plan's land use they live. A grid of lOCal Streets will provide OptlOflS for 

and urban design framework seeks to create a more . IOCal ~ I rc~ la t iOn  without driving On Duke Street Or Van 

pedestrian-oriented environment, minimize vehicular Dorn Street. 

trips generated by new development. reduce vehicular 

trips generated by existing development, and minimize 

the effect of individual vehicle travel on the performance 
of the street netvrork. 

These measures include: 

Require neighborhood-serv~ng retall uses to be 

included in both residential and office projects so 
that many trips for convenience goods and services 

do not require a car. 

Maintain a balance betwccn jobs and housing within 

the City, with special attention to preservlng and 

providing workforce housing, to minimize the nced 
for long commutes to jobs in other areas. 

Encourage a mix of employment and residential uses 

~n higher-density areas so that peak period trips arc 
balanced by direction. 

Focus new development and redcvclopmcnt at 
hlghcr density in areas with the best transit service. 



5.4. Improve the Stmet System 

The Plan recommends the creatlon of a walkable, urban 
erlvlronrnent with a well-connected local street system 
that supports dr~vlng, translt, blcycllng and walkng 
within the Plan area and to adjacent neighborhoods and 
the Van Dorn Metro station. 

Street nehvork improvements in the LandmarWan Dorn 
Plan are intended to make the existing strcct network 
more efficient for individual motor vehicles and tran- 
sit by addressing existirlg bottlenecks and improving 
connectivity. These improvements are not intended to 
increase the capacity of the street system for through 
travel. Instead, they provide better connectivity and more 
choices for local mobility so that travel time and distance 
are reduced. A result of this emphasls on local connec- 
tivlty is that through traffic in the LandmarWan Dorn 
area IS minimized 

The grid of urban streets will be created over the long 
term as properties are redeveloped by their owners. In 
the short term, pedestrian circulation can be improved 
immediately by apartment and shopping center owners 
who open up pedestrian connections through their sites 
to benefit their tenants and their tenants' neighbors. 

Town Center Access over Duke Street 

Improving access behueea the Landmark Mall site and 
the rest of the Plan area was a strong theme of issue 

identification and design exploration by the Landmaw 
Van Dorn Advisory Group and local res~dents in commu- 
nity workshops. A number of potential deslgn solutions 
for access to the mall site were explored during the 
planning program including the following: 

A 'Dupont Circle' model in which a large traffic 
circle and open space feature was located at the 
Van Oorn Street overcrossing of Duke Street, with 
local access on frontage roads on Ouke Street at the 
upper level and lhrough traffic below 

A bridge over Duke Street between the main at- 
grade mall entrance and Walker Street. 

A bridge over Duke Street above a lower-level 
entrance to the mall site, located opposite the ramp 
from Eastbound Duke Street up to Van Dom Street. 

An at-grade intersect~on opposite the ramp from 
eastbound Duke Street. 

Pedestrian bridges at one or more of the bridge 
locations. 

A bridge incorporatlng retail development. 

8 Direct access from 1-395 ramps into the mall site. 

All of these options lncluded rcmoval of the existing 
flyover ramp and substantial pedestrian improvements at 
the existing Van Oorn Street bridge over Duke Street to 

t lgure  3-6. At-grade olrernotlve Alignment 01 Figure 5.7 Frontoge roads 
Duke Street a n d  N e w  H i g h  Street with a tg rade  A[lanment of Duke Street u n d  New High Stleet 
~ntersection a s  main  entrance to Landmark w i th  frontage roads along Ouke Skeet a t  p laza 
Mall sile. Alignments wou ld  be similar wi th CI level and bhrough traffic operating at  a lower 
br idge conncct~ng the two  sides CII a n  upper level at  the existlng grade of Duke Street 
level, w ~ t h  the a t g r a d e  entrance used to 
access be lowgrude  p o r k ~ n g  
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provide a safe and comfortable experience for pedestri - 
ans crosslng to the mall slte. 

Important des~gn cr~teria ldentlfled during the evaluation 
Included the follow~ng: 

It a street is to have a continuous retail frontage, the 
grade should not exceed hvo percent. This element 
is a factor when comparing the at-grade mall en- 
trance option with the option that includes a bridge 
over Duke Street, because the at-grade option 
produces grades well in excess of what is optimal 
for a retail street. This element is also a factor in 
designing the interior street network of the town 
center on the mall site. 

In order to provide adequate clearance for a brldge 

structure, the roadway surface of the br~dge should 
be at least 25 feet above the roadway surface below. 
Th~s requlrement s~gnifcantly llmlts opt~ons for 
locatlng the new brldge over Duke Street The new 
brldge cannot be located much west of the ramp 
from eastbound Duke Street toVan Darn Street ramp 
wlthout causing the streets approach~ng the bridge 
to exceed a 2% grade. 

The changes in grade along Duke Street present 
significant challenges for entering and exiting ramps, 
requiring long transition areas for rarnps servrrlg 
more than one lane of traffic. 

Proximity to the 1-395 interchange requires careful 

treatment of vehicular traffic arriving to arid depart- 
ing from the town center. The existing flyover ramp 
is counter intuitive for drivers and crcatcs a barrier 
for pedestrians. 

The changes ~n grade along Dune Street creates an 
opportunity to cut the parking costs for the redevel- 
opment wlth a parking structure that, because of the 
topography. functions as underground parhlng. 

rhese factors ~o in t  strongly toward the preferred option. 
which is a bridge over Duke Street that is s~ted approxi 
mately at the location of the existing ramps to and from 
eastbound Duke Street at Van Dorn Street. Th~s optron 

IS preferred because it creates the functional retall and 
walk~ng street that is needed to connect each s~de of the 
Town Center, because it allows the two translt lines to 
cross each other without conflict, and because ~t enables 
cost-effective underground parklng solutrons which may 
be needed to bring the redevelopment project to frultion. 

An at-grade crossing at this location was determined to 
be an acceptable but significantly inferior option to make 
the conneclion because it does not provide any of the 
three benefits described above, and because the high 
traffic volumes, significant turning movements and dedi- 
cated transit lanes at this location would make it very 
difficult for pedestrians to cross Duke Street. In addition, 
Ihe steeper grades would likely eliminate the possibil- 
ity for retail along the cross street, funher discouraging 
pedestrian use of that street. Pedestrian improvements 
to the Van Oorn Street bridge further east, while desir- 
able, are not an effective substitute for the new bridge 
because the Van Dorn Street br~dge is located on the 
edge. rather than In the center. of the new Town Center. 

The concept of a br~dge option wlth frontage roads along 
Duke Street (the 'Dupont Circle" option) wrth bridge 
proved to be expensive to construct. It was also a less 
effective Itilk between north and south hecause the 
frontage roads add to the perceived width of Duke Street 

New High Street 
*New High Street' is a rnaior piece of new infrastruc- 
ture that will connect the core of the Landrnark Mall 
redevelopment to the balance of the West End Town 
Center across Duke Street. It then continues south to 
Pickett Street as a local-serv~ng alternat~ve to Van Dorn 
Street. Along the way, it greatly Improves local connec- 
tivity whlle creating cons~derable market value for the 
adjacent parcels that w~ l l  have addltlonal street frontage. 
North of Stevenson Avenue. New Hlgh Street will also ac. 
commodate dedrcated lanes for the new Van Dorn Street 
translt line as ~t makes ~t way through the core of the 
West End Town Center. 



This new street is affectionately called 'New High Street" 
in this Plan (there is already a High Street in Alexandria) 
because the term 'high street' is Sometimes used as a 
synonym f w  'main street' and because the street will 
cross one of the highest points in the Plan area. 

New High Street may cross Duke Street on the new 
bridge or at grade. While the bridge IS the preferred op- 
tion. the at-grade option works for vehtcular tratfic but is 
problematic for pedestrians. 

This street IS intended to be used for transit, local traffic 
and far walking, a much calmer alternative to Van Dorn 
Street. Through traffic will be discouraged by narrow 
widths, on-street parking. and traffic controls. 

Adding a Grid Network of Streets 

White the street nelwork of LandmarkNan Darn will 
never resemble that of Old Town, the advantages of 
a grid network of streets can be achieved in the Plan 
area, which is critical to realizing the multiple transpor- 
tation objectives of this Plan. In general, Ule new grid 
street pattern will emerge as part of the redevelopment 
process, as many of the new streets are either wholly 

contained or adiacent to parcels that are expected to 
redevelop. Of these, three are especially notable: 

Pickett Place Main Streek This new main street will 
form the east-west spine for the Pickett Place neighbor- 
hood. In contrast to Van Dorn Street. this street wilt be 
relatively flat and ideal for a retaillined walking street. 
The street intersects Picket Square, halfway along its 
length, and is terminated to the east by a triangular 
plaza and the Armistead Boothe Park. To the west. the 
street is terminated by Van Dorn Street, where office 
buildings may be located, to take advantage of the 
exposure offered by the high traffic volumes along Van 
Dorn Street. 

Metro Street: This new street runs perpendicular 
to Plckett Place Ma~n Street and forms an important 

part of the overall street grld, by offering an alterna- 
t~ve to Van Dorn Street for local traffic, and l~nk~ng up 

Figure 5-8. Red a n d  b lue lines show h o w  
addit ions to the loca l  street network con  
provide alternatives to arter ia l  streets ( in  
green) a n d  improve pedestrian connections 
throughout the p lann ing area. 
with a multi-modal bridge to the south that crosses 
over Backlick Run to connect to the Van Darn Metro. 
The design intent for this street is for it to be a major 

pedestrian link to Van Dorn Metro, and in the future to a 
recovered Backlick Run. The street also offers access to 
Pickett Place Main Street and Pickett Square, the neigh- 
borhood's major retail and open space amenities. In this 
area, the intersection of Edsall Road and Pickett Street 
has an awkward alignment and redevelopment provides 
an opportunity to Improve the intersection's geometry. 

Landmark Mall Main Street: This new street connects 
from Van Dorn Street to Walker Street through the cur- 
rent Landmark Mall site, and serves as the primary retail 
shopping street for the north part of the West End Town 
Center. This street provides a parallel street to Duke 
Street to the north for local circulat~on and local translt 
within the Town Center. 
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The graphics showing the locatlon of the new streets 
are illustrative and actual design will be finalized at the To further support bicycle use, all new development will 

time of redevelopment. The Plan recommends that new be required to provide safe, secure on-site bicycle park- 

streets provided through the development process be ing, and non-residential redevelopment projects within 

public streets. Exceptions are subject to the review. and the Plan area will be required to include shower facilities 

require the approval, of the Director of Transportation for bike commuters. 

and Environmental Services. 

Reconstructed Duke Street and Van Dorn 
Street 

Later in this chapter IS a d~scussion of recommenda- 
tlons to reconstruct Duke Street and Van Dorn Street to 
become transit boulevards wlth enhanced bicycle and 
pedeshan. The success of these reconstruct~ons will 
depend on developer and Clty commitments to both 
changing the character of development (from suburban 
to transit-oriented) and substantially enhancing transit 
service. The reconstruct~on projects will also require 
phased implemenlat~on to accommodate locations where 
structures or parking now occupy the space where bus 
lanes and sidewalks are proposed. 

Additional Access to West End Town 
Center 

The Landmark Mall site abuts an entrance ramp to 
northwest-bound 1-395. The Mall's structured parking 
is immediately adjacent to the ramp. There is polefilial 
for a right-in, right-out access point along the entrance 
ramp to the mall site. This Plan recommends that this 
option be pursued during the redevelopment process 
because a significant fraction of the Mali's visitors arrive 
via 1-395 and this access point would allow some of 
them to avoid adding to congestion of Duke Street. 

Bicycling Enhancements 

In addition to separated bicycle lanes along Van Dorn 
Street between the dedicated bus lane and the pedestri- 
an sidewalk. this Plan recommer~ds developing Racklick 
Run Trail as a rey~onal multi-use trail connectic~g the Figure 5-9. Travel mode share under ex~st ing  
Holmes Run Trail to Turkeycock Run in Fairfax County. condit ions and  future condit ions estimated 

using regiorral trarisportation model. 
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5.5. Creating a Pedestrian Environment 

Lack of walkability is the greatest obstacle to choice of 
modes in the ' landmar~an Own area. The pedestrian 
circulation plan for the Plan area will improve local ac- 
cess to local goods and services and transit, allowing 
residents and workers in existing and new developments 
to walk to services and transit easily. Design principles 
to achieve this objective include distributing local 
services better, providing pleasantly walkable neighbor- 
hood shopping areas, direct pedestrian connections, and 
minimizing conflicts between pedestrians and vehicles. 

The principles for developing a pedestrian-oriented envi- 
ronment in the Plan area include the follow~ng: 

Develop a safe, pedestrian-friendly environment with 
convenient walking connections within neighbor- 
hoods and from neighborhoods to activity centers. 
Provide mid-black controlled pedestr~an crossings on 
Van Oorn Street every 250-400 feet. 

Provide suffic~ent denslty and an appropr~ate mix of 

uses to ensure a high level of pedestrian activity in 
daytime and evening hours. 

Locate and design parking and parking access so 

that it does not interfere with walking, to support the 
transformat~on of Landmarwan Oorn from a sub- 
urban, automobile-oriented to an urban, pedestrian- 
oriented environment. 

Place parking below grade to the greatest extent 
possible to minimize auto storage areas as an 
obstacle to ground-level pedestrian activities and 
connections. 

Limit surface parking to on-street park~ng. 

Provide pedestrian-level lighting along major pedes- 
trian walkways and on retail streets. 

Provide regular, convenient pedestrian connections 
across streets. 

In retail and resldentlal areas, deslgn for low vehicle 
speeds and prov~de curb park~ng so pedestrians feel 
safe walking and crossing. 

Figure 7-1 shows the proposed enhanced circulation 
grid in the Plan area, indicating both areas Mat have 
significant potential to redevelop in the short term. 
and areas that may or may not redevelop over the time 
horizon of the plan. 

The pedestrian circulation system emphasizes the 
development of new streets that parallel Van Oorn Street 
and are located in the center of residential and in new 
mlxed-use neighborhoods. These streets connect public 
open spaces and neighborhood shopping areas and 
provide a pedestrian focus for each neighbornoad away 
from the traffic of Van Dom Street. Regional pedestrian 
clrculatlon and linkages between trail corridors are pro- 
vided along Van Dorn Street in the enhanced boulevard 
setback area. 

In the multi-famlly residential areas along Van Oorn 
Street and Wh~ting Street where redevelopment in the 
short term is unlikely, opportunities exist to substantially 
improve pedestrian connections. These pedestrian con- 
nections pass through existing garden apartment devel- 
opments but are typically blocked by walls or fences at 
property l~nes. With the cooperation of property owners, 
these pedestrian barriers could be el~minated, provid- 
ing greatly enhanced pedestrian access to lranslt and 
local destinations. The Plan recommends working with 
property owners to secure pedestrian access easements 
and to remove barriers to pedestrian movement. 

The Plan recommends the following improvements to in. 
crease access and connectiv~ty and pedestrian mobility: 

A new brldge over Duke Street between the 
Landmark Mall site at its new main entrance and 
the property now occupied by EIJ's to the south will 
connect over Duke Street at a point where the street 
IS approx~mately 20 feet below the current floor 
elevation of the stores on either slde. 

Add s~dewalk to existlng Van Dorn Street brldge over 
Duke Street. The Van Oorn Street bridge currently 
does not provlde space for pedestrians to cross the 
br~dge safely, requlrlng them to take a half-m~le 



detour down to Duke Street at Walker Street or 
Ripley Street to cross. Pedestrian ways on both sides 
of the bridge, with well-marked pedestrian crossings 
of the ramps to Duke Street, are recommended. 

Multl-modal brldge from E~se~~hower Avenue (near 

Van Don1 Street Metro Station) to Picket! Street. 
Th~s link will connect the Metro station and activ~ties 
on Eisenhower Avenue with Cameron Station and 
development along South Pickett Street. 

Ensure controlled pedestrian crossings every 300- 
500 feet along all streets. 
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5.6. Improved Regional and Local Transit 

Another transportation principle expressed by the 
Advisory Group was the des~re for more frequent, reli- 
able regronal and local transit service, with connections 
to and between actlvlty centers and the Van Dorn Street 
Metro. 

On average, 18% of those commuting from the planning 
area use transit. This 1s substantial for a non-urbanized 
area and higher than the 9% transit share in the reglon. 
however it is much lower than what could be achieved 
with h~gher density, transit oriented development and 
well-placed and reliable trans~t service. The recommen- 
dations in this Plan result in up to 27% share of com- 
muters using transit in the LandmarkNan Oorn Corridor. 

Consistent with the City's Transportation Master Plan, 
the Plan proposes dedicated transitways on Duke Street 
and Van Dorn Street. The Plan also encourages c~tywide 
improvements such as smart stations, real lime informa- 
tion and more frequent service. 

The City Transportation Master Plan has designated 
Duke Street and \Ian Dorn Street as dedicated transit 
corridors for a Primary Transit Network (PTN). This 
service w ~ l l  operate within dedicated lanes, i t  will have 
short headways, and i t  will run most of the day. It will be 
convenient, reliable and heavily used. The Duke Street 
line will travel from Old Town Alexandria to the City of 
Fairfax on Duke Street and L~tt le River Turnpike. The 
Van Dorn line will travel from the Kingstowne area of 
Fa~rfax County to the Pentagon, utilizing Van Oorn Street 
and Beauregard Street in Alexandria. The corridors are 
depicted below: 

The Duke Street transit line is coordinated regionally 
with the Transportation Plann~ng Board VPB! and the 
Washington Metropolltan Area Transit Authority (WMATA). 
It is included in TPB's Constrained Long Range Plan and 
is a 'priority corr~dor" for WMATA, which means that i t  
IS recognized as a regional priority. The Van Oorn transit 
ltne is also included in regional plans for HOT lanes 

Figure 5-10. The recently a d o p t e d  Transportat ion M&r Plan p r o v ~ d e s  for three trurislt c u r r ~ d o r s  
with d e d i c a t e d  lanes. Two 01 these c o r r ~ d n r a  meet  at Qndmark Moll in the plonn~ng a r e a  



on 1-95/-395. developed by Virginia's Department of 
Rail and Publ~c Transportation and is indicated to be an 
emerging corridor in WMATA's 'priority corridor' plan. 
The operating costs and equipment for the Van Dorn 
transit line will come from the High Occupancy Toll (HOT) 
lanes project. 

The City is about to begin a study to determine how 
feasible exclusive transitways are on all three corridors 
listed in the City's Master Transportation Plan, including 
Duke Street from Old Town to the City boundary. This 
study will examine the technology or type of vehicle 
(light rail, bus, or olher type) that will be used in these 
corridors. It w~l l  closely examlne all engineering and 
community impacls of these services and will review 
possible technologies. This work will be closely coordi- 
nated with the adjoining jurisdictions through which the 
services will pass and w~th the transit agencies which 
may operate the service. 

Van Dorn Street Transit Boulevard 
The future transit service will travel on dedicated lanes 
in a mixed-mode corridor (see typical section). In addi- 
tion to providing transit improvements, the landscaped 
boulevard will create a strong image for the Van Dorn 

Figure 5-1 1 A local tronsit circulator could 
m i k e  stops at a number of employment 
a n d  residential locotions to take residentr, 
employees a n d  shoppers between Landmark 
M a l l  a n d  the Van Dorn Met ro  station. 

Figure 5-1 2. The pr imary  transit network 
includes Me t ro  and proposed tronsit service 
in dedicated lanes. Primary transit service is 
Frequent a n d  operates for extended hours both 
da i ly  a n d  on weekends. 

Figure 5-1 3 .  Secondary transit network. The 
secondary transit network provides lacol 
connections to employment, resident101 and  
retoil centers, and connects to the prtmary 
transit network. 
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F~gure 5-1 4. Van Dorn Street Transit Boulevard. Thts f~gure shows the proposed cross-section of 
Van Dorn Street north of Edsall Road with full development os a transit boulevard. The section i s  
10 feet w~der south of Edsall to provide a second northboutld left-turn lane at Edsall Rood. 

/ 81b*.lk Bike Transit Travel Travel La. Tnr* T m *  T m *  Bike 
L p n e L a r n T u m  Lano Lam 

88' Cartway I 
I -' 

I__ ._ _ - - 100' ROW -' - 1 
Figurc 5 15. Dedicuted trunsit lanes cot~ld be added within the exist~ng street cross-section on Van 
Dorn Strcet i f  thc madiun were elirr~irluted and power lines relocated 



Street corr~dor from the Capital Beltway, as v~ewed along 
Van Dorn Street and from cross streets at intersections. 

Because the travel lanes and median needed to create 
this strong boulevard appearance cannot fit w~thin the 
existing 100-foot right-of-way. additional space on each 
side of the street is required for sidewalks and land- 
scaping. To create an urban boulevard as a character- 
defining street for the area, a 25-foot setback area for 
sidewalks, bike lanes, street trees, landscaping and 
street-side activity spaces is proposed. The Plan envi- 
sions that completion of improvements in this setback 
area will occur at the time of site redevelopment. 

Phased Implementation: It would be possible to add 
dedicated transit lanes w~thin the existing 88-foot curb- 
to-curb width of Van Darn Street, except where dual 
left-turn lanes are required. If dedicated trans11 lanes are 
to be provided in this phase, the existing median would 
need to be demolished and the overhead power line 
would be relocated. These changes, although limited, 
would require an expensive reconstruction of Van Dorn 
Street and the desired boulevard appearance would not 
be achieved. New developments along Van Dorri Strwt 
will be expected to dedicate right-of-way to accom- 
modate the ultimate widening with a boulevard median, 
proposed transit lanes and boulevard setback at the time 
of redevelopment. The street would again be recon- 
structed wlth a median and widened to the new curb-to- 
curb width when the necessary right-of-way is obtained 
through a significant continuous section of the street. 

Single Reconstruction Optlon: An alternative program 
would involve only one reconstruct~orl of Van Dorn Street. 
Under thls option. the new transit system would operate 
in mixed traffic on Van Dorn Street until the street IS 

reconstructed to the full curb.10-curb width of just over 
I00  feet north of Edsall Road and just over 110 feet 
South Of Edsall Road. 

Because not all parcels along Van Dorn Street are ex 
wcted to redevelop during the plannlng horlroii. 1l1e Clty 
w~l l  nee0 to r e c m c t  the street through much of the 

Plan area In order to develop the dedlcated transit lanes. 
In order to minimize cost and disruption to existing resi- 
dential areas, a reduced sldewalk setback without bike 
lanes could be used along those parcels unt~l they arc 
redeveloped. F~gure 5-1 1 shows Ihe ant~c~pated lnterlm 
sectlon and ~lnplementat~on strategy for Van Dorn Street. 
Along Van Dorn Street, there IS expected to be at least 
one left turn lane at every median opening. 

Transit Transfer Center 

There is presently an ad hoc transit transfer center at 
Landmark Mall that serves local DASH and regional 
buses allowing riders to transfer between DASH, WMATA 
and Fairfax Connector buses to access a number of 
regional destinations. Direct bus service is provided 
to the regional transit center and Metro station at the 
Pentagon. Buses currently use the rear of the mall for 
the transit stop, requiring a circuitous route through the 
parking structure to reach the stop and adding substan- 
tial time to schedules. 

An ~mportant goal of this Plan IS to take full advantage 
of the opportunity created by the intersection of two new 
dedlcated trans11 lanes at the core of the new West end 
Town Center. The Plan recommends a new, centrally- 
located transfer statlon to accommodate local, reglonal 
and future dedicated trans~t service, and that thrs stat~on 
be constructed near the proposed brldge over Duke 
Street. A translt transfer locallon at thrs locatlon will 
support redevelopment at both the Landmark Mall site 
and on the Bluffs. It will provide convenient access to 
and from Duke Street and Van Dorn Street, reduce the 
travel tlme on bus routes that stop at Landmark Mali, 
and make transfers more convenient for passengers. The 
center should be located such that trans11 riders have 
a comfortable place to Walt and access to colivenlence 
retail areas whrle wa~ting for transfers 

While the details of transit center design will be 
determiried at the time ot development and further 
~rrvestigation of the system to serve the dedicated translt 
corridors, a concept for the local trans~t center was 
developed by Alexandna Transit Company. This concept 



includes 2.500 square feet of interior space to accom- 
modate present and future transit needs, with room 
for 8 to 10 individual bus bays. Amenities for transit 
riders should include a heated and ventilated enclosed 
waiting area with Seating for 30-40 passengers, 700 
square feet of retail space for an on-site transit store to 
provide transit information and sell fare media, customer 
restrooms, real-time bus information displays, safety 
and security features, and a public address system. A 
covered outdoor sealing area should also be included, as 
should covered spaces for bike racks. 

Current service alone would result in 400 daily bus 
departures from the center. The center should be located 
as close as possible to the location for transfers between 
the dedicated transit corridors. A conveniently located 
center easily accessed by local buses from the intersec- 
tion of Van Dorn Street and Walker Street could save five 
minutes or more of travel time per trip for each of Ulese 
departures, improving transit travel time for a significant 
number of transit riders and providing operational sav- 
ings for the transit providers and the City. 

Local Transit Circulators 

The DASH Draft Long Range Pian identifies expanding 
local transit circulator routes to a number of areas in 
the City, including the LandmarkNan Dorn Area. Local 
transit circulators running regular short loops between 
Van Dorn Street Metro, residenlial areas, Landmark Mall, 
and other local destinations have the potential to reduce 

I l e  Old rovin Trolley i c  a popular locul circulator ihal 
rervrs K ~ n g  Street from the waterfront to the Kinq Street 
Metro Sfution 

total travel t~mes for trips by DASH by 5 to 20 minutes 
compared to scheduled OASH service from locations 
within the Plan area. Transit circulators can provide 
nonstop trips to the Van Dorn Street station from key 
trip generators and the proposed transit transfer center, 
and can provide more frequent service to supplement 
DASH and Metro buses along neighborhood routes. 
Local transit circulators can be funded by an area wide 
Transportation Managemenl Program in which a number 
of stakeholders part~cipate. 

DASH may replace some current fixed route bus service 
servrng the residential areas in and near the Plan area 
with a Van Dorn - Landmark Area Circulator. Cost sav- 
ings from fixed route transit operations may help offset 
the cost of circulator servlce. An increased level of 
local DASH service could prov~de much of the benefit of 
circulators. 

Multi-modal bridge connection to Van 
Dorn Street Metro 

This proposed walkway and autoltransit br~dge located 
at or just west of Armistead Boothe Park would cut the 
current one-mile walk from the western end of Cameron 
Station to the Van Dorn Street Metro Station in half. 
Some Cameron Station residents have expressed strong 
suppart for this bridge. The location away from Van Dorn 
Street would provide a much quieter and more pleasant 
pedestrian and bicycle route than the existing sidewalk 
on the Van Dorn Street bridge. This connection could 
also be developed as a pedestrianltransit bridge with 
either one lane or two lanes for buses. If a bus connec- 
tion is provided, transit circulator buses could avoid Van 
Dorn Street during congested perlods lo provide local 
circulation to Metro. 

Figure 5-16 shovrs lwo possible conceptual alignments 
for the bridge that were investigated in the transporta- 
t~on analysis. The final design and alignment would be 
determlned through a feasibility analysis and conceptual 
design study prior to construction. 
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5.7. Expected Transportation System Performance 

Although the Plan area will make alternatives to the 

auto both available and desirable, many trips will still be 

made by individual motor vehicles, and through traffic 

vrill continue to grow in the region as outlying areas 

cont~nue to be developed. A transportation analvs~s of 

existing and expected future conditions was conducted 

by Burgess & Niple to develop and verlfy the effective- 

ness of the street system, transit, and travel demand 
management initiatives proposed in the plan. 

Travel demand was estimated and trtps distributed 

to major regtonal desttnations and the transportation 

network us~ng the Metropolitan Washington Counctl of 

Governments' regional transportation model. Thls rnodel 

provides the estimates of growth in through traffic and 

has the ability to assign trips to the streets providing the 

best travel times. The model also can be used to esti- 
mate trans~t share based on transit system performance 

characteristics. 

A measure of the impact of both regiocal travel and 

local demand is the total number of trips using the Plan 

area. Using the regional model, the estimated 24-hour 

tr~ps using the Plan area was 210,306 under the 2008 

base case, 249,017 with buildout of existing zoning by 

7030, and 288,105 with bi~~lrtottt of ltie Plan by 2030. 
The Plan buildout resulted in 15.7% more trips than the 

existing zoning, and 37.0% more trips than the existing 
condition. 

Trips through the Plan area w~thout a local origin or 
destination accounted for 110,731 trips in exist~ng 

conditions, but only 96,726 tn the 2030 case wlth 

Table 5-1 
Tr~ps In Transportation Planning Area 

F~gu re  5-1 7 The regional  t ransportat~on model 
considers development and travel patterns 
throughout the entlre region when routing 
employees und res~dents to a n d  from the 
planning area today a n d  in  the future 

Fiyure 5-1 8 The ptur l r l i r~y urea was div ided 
into u number of subzcncs, and  uddi t ionul  
link, were added to !he street $\/stem for 

Daily Trips 210,306 249.017 288,105 onalys~s of future c o n d ~ t ~ o n s  

a r o u g h  Tri 

% Through Trips 53% 
ma- 

46% 34% 



itreet Segment 

Figure 5-1 9. Through trips for existing a n d  
future conditions. The total number o f  trips 
through the area without a destination here 
rises under the zoning buildout option, a n d  
falls slightly under the proposed plan. 

the proposed plan, a reductton of 15%. It is likely that 
through travel was reduced because of the substantial 
increase In local travel in the Plan area. Through travel- 
ers Usually have a number of options in selecting routes, 
while those w~th a local or~gin or destination must travel 
in the Plan area. 

Trans~t share of commute trlps IS estimated to increase 
from 19% in the 2008 base condition up to 27% In the 

Table 5-2 
Changes I n  Travel Time From Existing Conditions Under 
Future Alternative Development And Circulation Plans 

Travel Time (Minutes:seconds) 

2030 Zoning 2030 Plan "stina "uildout Build1 . 
Duke Westbound 2:14 L: 10 J: 16 

I -  
Van Dorn Northbound 3:26 4:21 4:23 

Duke Street: Between South Pickett Street and Walker Street 
Van Dorn Street: Between South Pickett Street and Holmes Run Parkway 

t- Local Deve~rnsnt  lntenslty 

Figure 5-20. Local traffic forces out through 
traffic, wh ich  has choices o f  ways to get 
around the area, as local  traffic grows. 

2030 condition with improved transit and development 
under the Plan. 

Once these trip assignments were balanced in the local 
system, a micro-simulation model that simulates the 
behavior of individual drivers and produces a realistic 
visual output was used to observe how the system would 
be expected to function, to identify potential problems 
and explore alternative solutions. 

Travel time on the major through routes was used as an 
indicator of the performance of the street system. Travel 
times increase for two reasons. First, the new more 
urban street system on both Duke Street and Van Oorn 
Street has new intersections that may require vehicles 
to stop where they did no1 before, and an increased 
emphasis of1 pedestrians may increase the stop time at 
signals. Second, increased traffic volumes on some seg- 
ments mean increased delays at some intersections and 
slower travel between them. Table 5-2 shows the street 
system performance for the PM peak period of the street 
system. Travel times In the segments of Duke Street and 
Van Darn Street increased by about a mlnute in the non- 
peak travel direction and up to two and a half minutes in 
the peak travel direction as a result of these chnges. 
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While these increases in travel time are a substantial 
percentage increase from today's conditions, they 
involve a maximum of an additional three minutes and 
21 seconds to travel through the Plan area in the peak 
travel direction on Duke Street. where hno addit~onal 
intersections are proposed to handle traffic into the 
Landmark Mall site. During the AM. peak period. 
intersection levels of service improve under this Plan for 
three intersections and decline for four intersections. 
Intersection levels of service improve for one intersec- 
tion (Van Dom at Pikett) and decline for the other major 
intersections during the P.M. peak. Only one intersection 
in me A.M. peak period (Duke and P i e n )  and one in- 
tersection in the P.M. peak penod (Van Dorn and Edsall) 
is expected to operate with an average delay of greater 
than 120 seconds. I1 is in part thts increase in travel 
time lhat results m the expectahon that fewer drivers will 
choose to travel through the Plan area on longer regional 
mps. 

This level of performance IS achieved w~thout ptovidlng 
addrtional vehicular lanes on Duke Street or Van Dorn 
Street except for dedicated lanes for transtl vehicles 

Addlng through lanes on Duke Slreet and Van Darn 
Street for cars would be l~kely to result in lower future 
intersection delays and shorter fuNre travel lime through 
the area than estimated for the proposed arterial street 
sections. However, higher speeds would attract substan- 
tially more through trafftc and would further compromise 

the ab~llty of pedestrians to move comfortably across 
and along these arterlal streets. Adding through lanes 
would be contrary to the objectives of creatlng a walk- 
able place and encouraging transit as an alternative to 
the lndlvidual motor vehlcle. 

Although travel llrnes w~l l  Increase on [he malor arter~ 
als through the Plan area, transportation cho~ce ivlll be 
suostarltlally Increased for residents. employees and 
others uslng the Plan area, consistent w~ th  me Ctty's 
Transponation Mastcr Plan. A cornnt~rallon of addltranal 
modes of travel and s walkable local env~ronment w ~ m  
qreater aua~lablllty of gwcls dnd selvrces for res~dents 

and employees at mixed-use sites wlll provide alter- 
natives to the single-occupant vehicle. An Improved 
network of parallel and interconnected streets will 
provlde alternatives for local trips within the Plan area 
without using Duke Street or Van Dorn Street. Access to 
the Landmat& Mall site will be significantly ~mproved for 
pedestrians. trans~t riders, and dr~vers. 

These improvements in transportatio~i cholce will sup- 
port a vital LandrnarkTown Center and LandmarWaf1 
Corr~dor that provldes substantial employment, interest- 
ing shops and recreational and cultural ackltles, and a 
quality mixed-use resident~al environment. Transportat~on 
mobltity and accesslb~l~ty will be typical of successful 
urban places throughout the regron. 
















































































































































































































































