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1. INTRODUCTION

This study assesses the economic benefits that accrue to the Commonwealth of Virginia from
the additional real estate development attributable to the presence of Metrorail as well as
Metrorail construction and operations. Metrorail spurs economic activity: jobs, incomes, and
sales that generate additional tax revenues for the Commonwealth.

The study estimates net increases in development attributed to Metrorail and relates this
development to measures of economic activity. Construction of Metrorail stations and tracks as
well as its recurring operations have also created economic activity. Estimates of
Commonwealth tax revenues are projected from measures of employment, sales, and other
economic activity. From these estimates, a determination of the net or incremental tax revenues
attributable to Metrorail is made and compared to the Commonwealth's investment. The Blue
Line to Virginia first opened in 1977 -- the study addresses the calendar years 1978 through
2010.

In 1985, KPMG conducted a fiscal impact study of the Metrorail system on the Commonwealth
through the year 1995. This study is an update of the 1985 study, using methodologies and
data sources consistent with the previous study. The 1985 study projected commercial
development at Metro station areas to be 24 million square feet; this study identifies actual and
projected (through 1995) commercial development of 26 million square feet.

Why Metrorail spurs development

Would there have been development anyway? Yes, but on a smaller scale and of lower quality.
Without Metrorail, the region loses a vital attraction: fixed-route, rapid, and reasonably priced
transportation.

The capacity of land to support development is a function of the public and private services
available. Transportation accessibility is one of the most critical elements of development
capacity. Metrorail service in Virginia represents the creation of additional development
potential. Metrorail station areas are major nodes of economic activity. Without Metrorail
service, these areas would neither attract high density development nor accommodate it.

The presence of Metrorail service in Virginia has facilitated and refocused metropolitan
economic growth forces. Rather than having high density development confined to downtown
Washington, this type of development is attracted to Virginia station sites. High density
development results in more efficient land use patterns. By supporting development of new
employment and commercial centers, jobs that would have located downtown without
Metrorail access are attracted to and captured by Virginia, bringing substantial tax revenues to
the Commonweaith.

Comments by members of the business community relate the importance of Metrorail to their
decisions to invest in Virginia:




= Denton U. Kent, Senior Vice President, RF&P Corp.

Metrorail is a major feature in the prototype community for the 21st century on Potomac
Yard. Metrorail’s Blue and Yellow Lines will be an integral part of a transit hub that will
make the Yard the most transit accessible site in Northern Virginia. The hub will u
consolidate Amtrak, Metrorail, Virginia Railway Express, and public bus systems into one
station facility in the center of the Yard.

RF&P believes that the quality of life for both residents and workers in Northern Virginia
urban areas is directly linked to the availability of mass transit services. We, therefore,
have committed 1o underwriting the cost of building the Potomac Yard Metrorail transit
hub—a first in the Nation,

Over the life of the development of the Potomac Yard’s 3,500 housing units and over 6
million square feet of commercial office, transit services are projected to provide for
approximately 30 percent of the travel to and from the site. Without Metrorail, the
projected development would not be possible.

m  Mark Fried, President, Fried Companies, Inc. .

In no small part, our construction in ‘downtown’ Springfield of 250,000 square feet of office
space, a 268-room hotel, five retail centers, and two automobile dealerships were
dependent on the coming of Metrorail service. In our judgment, proximity to a Metrorail
station entitled us to greater densities and favorable financing.

m  Giuseppe Cecchi, President, IDI Group Companies

Metrorail has played an integral part in many of IDI's Northern Virginia projects. The
Rossyln Center and the Ballston Metro Center's mixed-use projects, both in Arlington, sit
atop two of Metro's busiest subway stations which have been an important ingredient in
making these projects successful. The success of three condominium communities built or [ B
under development by IDI -- Montebello (Fairfax County), The Belvedere (Arlington), and
Carlyle Towers (Alexandria) -- were highly dependent upon access to public
transportation. We simply would not have developed the Montebello community of over
1,000 units on Route 1 had it not been for the adjacent Metrorail station.

m James P. Lee, Senior Vice President, Simon Property Group
The ability of both daytime travelers and weekend shoppers to use Metrorail to get to the
Fashion Centre at Pentagon City has had a dramatic impact on our success.

s Oliver T. Carr, Chairman, Carr Realty Corporation

Our real estate investment strategy has always been driven, to a great extent, by Metrorail.
We feel strongly that Metrorail has been, and will certainly continue to be, a catalyst for
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intelligent growth in the Washington D.C. region. The locations of the Carr Realty
portfolio properties, clustered around several Metrorail locations, illustrate the obvious
advantages of being located close to Metrorail, both by Carr Realty and by our tenants.

Daniel S. Alcorn,Vice Chairman, Metropolitan Washingtor Airports Authority

Metrorail access to Washington National Airport greatly enhances the ground
transportation options area travelers have to reach air service. One of the specific
improvements that our capital development investment in modernizing National Airport
will bring about is a direct connection between Metrorail and the new terminal. Likewise,
our planning at Washington Dulles International Airport makes provision for a future rail
station at the main terminal, and the Airports Authority supports the concept of extension
of rail service to Dulles. Land use planning at Tysons Corner has recently changed to
facilitate mass transit stations in the heart of Tysons Corner, and Fairfax County is
currently in the process of reviewing land use planning for the remainder of the Dulles
Corridor. Metrorail is a strong component in the future of the Washington area as a world
capital city.

James C. Cleveland, President, Mobil Land Development Corp.

Situated on seven landscaped acres, our 730,000 square foot Colonial Place project
offers spectacular views of the Washington skyline, high quality urban design,
underground parking and direct access to the Courthouse Metro station. One of the
primary factors in our decision to invest substantial capital in the development of
Colonial Place was the commitment of the state and local governments to Meiro. The
proximity to Metro has enhanced our ability to consistently attract and retain quality
tenants and maintain full occupancy in our buildings. The Metrorail system has
made it possible for suburban localities to effectively compete in the national
development marketplace.

George Johnson, President, George Mason University

George Mason University continues to extend its reach as the regional university in
Northern Virginia. Given projections of continued growth for the next ten years at
our "network" of locations throughout the region (Fairfax, Arlington, Prince William,
Dulles), the infrastructure (both physical and technological) that binds this network
together becomes a critical element in the success of our expansion. The importance
of the continued development of the Metro system to our plans cannot be overstated.
Look, for example, at the redevelopment currently under way at our Arlington
campus—simply stated, immediate access from campus to the Virginia Square/GMU
Orange Line stop is a key component for a campus which will serve more than 5,000
students. Continued expansion of bus, rail and new transportation technologies is a
key for our future success.



What the Commonwealth provides to Metrorail

The Commonwealth of Virginia has been, and continues to be, an important contributor to
Metrorail. Contributions for Metrorail construction and operations began in 1973 and are now
at an annual Jevel of $37 million. Metrorail service and public transit in general are not self-
supporting although Metrobus the highest fare recovery in the U.S. The Metrorail system in
Virginia is a partnership of the federal government, the Commonwealth, local jurisdictions, and
fare-paying passengers.

The Commonwealth's financial contribution is stable and a critical component of funding that
is relied on by all partners. It is an investment in transportation infrastructure which offers
substantial financial returns to the Commonwealth.

What the Commonwealth receives from Metrorail

The Commonwealth receives financial returns from Metrorail in the form of enhanced tax
revenues created from additional development in Metro station areas and Metrorail
construction and operations. These tax revenues come from the principal levies imposed at the
Commonweaith level:

®  Sales tax

m  Personal income tax
s Corporate income tax
»  Recordation fees

This study demonstrates that the level of tax revenues that accrue to the Commonwealth would
not have been generated without Metrorail. Metrorail encourages and enables development of
a substantially greater magnitude that sustains economic activities and provides significant
returns to the Commonwealth in the form of increased tax revenues.

The Commonwealth recovers more than double its investment through its Metrorail partnership
with the federal government, local jurisdictions, and fare-paying passengers.

Between 1978 and 2010, this study estimates that the Commonwealth will obtain tax revenues
of $2.1 billion attributable to Metrorail and $1.2 biilion, net of Commonwealth contributions.
When compared to the Commonwealth’s historical contributions, these tax revenues generate
an annual return on investment of 12.4% (the 1985 Metrorail study caiculated a return on
investment through 1995 to be 13%). Prospectively, the rern on investment is estimated to be
19.2% assuming the Commonwealth continues to fund Metrorail at the current annual level of
$37 miilion.

Metrorail also provides numerous transportation, environmental, and community benefits to
Northern Virginia that are not the focus of this study. Substantial ridership reduces traffic
congestion and dependence on the highway mode of travel, adding to the efficiency of the total
transportation system. Compliance with the Clean Air Act, in light of continued growth, will
be a major challenge Northern Virginia and the metropolitan area Metrorail helps by red
automobile emissions and helps make federal money available from other transportation
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investments. Metrorail attracts businesses, public sector entities, and residents, creating an
enhanced sense of community.

Bus services are integral to Metrorail

The public transit system in Northern Virginia is an integrated system of rail and bus. Most
Northern Virginia bus routes feed a Metrorail station. As the 103-mile Metrorail system nears
completion and Northern Virginia continues to grow, jurisdictions will rely more heavily on
bus service, especially in areas not served by rail. Over one million persons, or 90 percent of
the Northern Virginia population, are located within walking distance of a bus route.
Compliance with the Clean Air Act is expected to include incentives to reduce automobile
commuting and to encourage greater use of mass transit, especially buses.

New Metrorail station at Potomac Yard

In addition to the 20 Metrorail stations (existing or under construction) within the 103 mile
Metro system, a new station will be constructed at Potomac Yard in Alexandria. Owned by
RF&P Corporation and just south of National Airport and Crystal City, this 340 acre site is one
of the area’s prime undeveloped parcels of urban real estate. As a condition of zoning up to 12
million square feet of mixed-use space, the City of Alexandria required construction of a
Metrorail station. In a unique public/private partnership, RF&P is underwriting the cost of
constructing the $22 miilion Metrorail station. This major development will be centered
around a transportation hub with Metrorail, Virginia Railway Express, and Amtrak. RF&P
Corporation is wholly owned by the State of Virginia Retirement System.

Future Metrorail extensions

A Metrorail extension is being planned for the Dulles corridor with up to 11 new stations
possible in Fairfax and Loudoun Counties. A people mover is also being discussed between
the Franconia-Springfield station and the Engineering Proving Grounds (EPG) development,
also in Fairfax County. The additional development associated with the recent approval of the
Tysons Corner Urban Plan and the EPG area will affect future decisions regarding Metrorail
stations.




2. STATION AREAS AND METRORAIL CORRIDORS

The Metrorail system

Metrorail extends from a District of Columbia core in a spoke pattern to Montgomery and
Prince George's counties, Maryland; the cities of Alexandria, Falls Church, and Fairfax; and
Arlington and Fairfax counties, Virginia. When the Blue Line opens to Franconia-Springfield
and with the construction of the Potomac Yard station in Alexandria, Virginia will have the
following 21 stations:

Stations Jurisdictions Served

Arlington Cemetery Arlington County

Pentagon Arlington County

Pentagon City Arlington County

Crystal City Arlington County

National Airport Arlington County

Rosslyn Arlington County

Court House Arlington County

Clarendon Arlington County

Virginia Square-GMU Arlington County

Ballston Arlington County

East Falls Church Arlington and City of Falls Church

Braddock Road City of Alexandria

King Street City of Alexandria

Eisenhower Avenue City of Alexandria

Van Dorn Street City of Alexandria and Fairfax
County

Potomac Yard City of Alexandria and Arlington Co.

Huntington Fairfax County

Franconia-Springfield Fairfax County

West Falls Church Fairfax County and City of Falls Church

Dunn Loring Fairfax County

Vienna Fairfax County and Fairfax City

Exhibit 2-1 shows the Virginia section of the existing 103-mile Metrorail system.
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Exhibit 2-1

Metrorail System Map (Virginia)
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Delineation of station areas
Metrorail station areas were defined in terms of the station area plans approved by the city of
Alexandria and Arlington and Fairfax counties. Station areas were defined by each local
jurisdiction based on long-range comprehensive planning processes. These plans guide and
define development options and focus growth around Metrorail stations through zoning that
allows higher ratios of floor area to the size of the land parcel. For analytic purposes, data on
development (in-place, under construction, and planned) are keyed to the geographic areas
covered by these station area plans.

Station areas are not a uniform shape or size. For example, the Virginia Square-GMU station
area (on the Orange Line) resembles a rectangle measuring approximately 3,300 by 2,500 feet;
the Crystal City station area (on the Blue and Yeliow Lines) is highly elongated --
approximately 11,000 feet long and 2,400 feet wide (maximum).

3, DE
Overy
Projec
jurisds
compi
s A
m L
w F
The hi
1993 ¢
anticig
The 1¢
m B:
= Br
n Cl
e Cc
 Cr
® Dy
® Ea
s Fi
s Fr
= Hi
 Ki
w Pe
e Pc
® Rc
VYV
m Vi
Vi
W
No de
Pentag
The di
r Of
m Re
m  Hq
u  Re




3. DEVELOPMENT PROJECTIONS WITH METRORAIL

Overview of projection methodology

Projections through the year 2010 were developed for each station site, then consolidated by
jurisdiction. For stations with a development history, a listing of individual developments was
compiled by station area through 1993 based on:

®  Actual development
s Development under construction
m  Projects that have site-plan approval

The historical analysis included only developments completed from 1978 (the year after) to
1993 even though development in Arlington was planned and completed before 1978 in
anticipation of future station openings.

The 18 station sites included in this analysis are:

Ballston

Braddock Road

Clarendon

Court House

Crystal City

Dunn Loring

East Falis Church
Eisenhower Avenue
Franconia-Springfield (opening 1997)
Huntington

King Street

Pentagon City

Potomac Yard (opening 2000)
Rossiyn

Van Dorn Street

Vienna

Virginia Square-GMU

West Falls Church

No development benefits are included for Arlington Cemetery, National Airport, and the
Pentagon because of the public nature of the land uses.

The development analysis included four types of land use:

Office
Retail
Hotel
Residential




The development data are stated in terms of space (square feet) or units (number of housing
units, number of hotel rooms).

Projection methodology
Projections of build-out space beyond 1993 are based on Round V forecasts developed by the
Metropolitan Washington Council of Governments (MWCOG) in conjunction with the local
jurisdictions. These forecasts, prepared by MWCOG based on a regional economic model and
data provided by each jurisdiction, project employment and population for each jurisdiction to
the year 2010.

Growth in employment is divided into four categories: office, retail, industrial, and other.
Household units are also projected. Each jurisdiction has provided Round V data broken down
by Metro station area. It is from this data that development projections are calculated. For
example, a 10 percent growth in the number of office employees at a particular station area
between 1993 and 2010 would indicate that there would be a 10 percent growth in office space
during that time period as well.

Based on this methodology, growth factors calculated by station area were applied to the
existing development to arrive at the development projections from 1994 to 2010 for each
Jurisdiction.

Absorption of space
The timing of build-out at each station is critical to attributing (or not attributing) the
development to Metrorail. The date for completion corresponds to the issuance of the master
certificate of occupancy. This is the date when the property can be let (or sold) and the
economic activities creating jobs, incomes, and sales begin. Before project completion, the
return to the Commonwealth is in the form of tax revenues from construction activities.

Absorption of office space is assumed to occur one year from the year construction is
completed. Occupancy is assumed to begin one year from date completed. This means that for
projection purposes each unit is assumed to be totally vacant during the entire first year and
there is no preleasing of space. Similar assumptions regarding absorption and occupancy rates
are assumed for retail space.

Residential development is assumed to be sold in the year construction is completed. It is
assumed that all units are absorbed. Hotel operations are assumed to begin on issuance of the
master certificate of occupancy.

Appendix A contains additional details on projection methods.

Development projections with Metrorail

The following exhibits show projections of development at Metrorail station impact areas that
relate to the gross impact of Metrorail station area development. Exhibit 3-1 is a summary
table showing build-out associated with Metrorail by category for all station areas in Northern
Virginia. Historical data are presented through 1993 and projections are provided through
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2010. The data show the building boom between 1986 and 1990 and a leveling off of
construction in the 1990s.

The annual average office space completed between 1978 and 1993 is 1.2 million square feet;
the projected annual average for 1994 to 2010 is 0.7 million square feet or 58 percent of the
historical development during a similar time frame. Currently, overall office occupancy for
these jurisdictions is approximately 90 percent.

Exhibit 3-1
Actual and Projected Development
for No. Virginia Metrorail Station Areas

Office Retail Hotel Residential

Year (1,000sq.ft.)  (1.000sq.ft.) (rooms) {units)
1978 343 81 246 255
1979 231 32 264 1,114
1980 1,489 61 0 828
1981 770 17 0 1,832
1982 1,318 38 1,065 2,476
1983 988 15 197 575
1984 811 0 459 333
1985 1,168 105 267 475
1986 1,596 639 221 1,662
1987 3,261 133 2585 1,899
1988 2,467 110 0 1,458
1989 2,857 956 360 2,386
1890 1,145 117 737 1,884
1991 860 370 0 1,172
1992 1,175 46 429 905
1993 o Q 378 71
Subtotal '78 - '93 20,481 2,718 4,878 20,025
1884-2010 13,307 1,076 1,367 13,401
TOTAL 33,788 3,795 6,245 33,426

Retail development over the next 16 years is estimated at 40 percent of development between
1978 and 1993. Projected hotel development is estimated at 28 percent of the units developed
since 1978, and residential growth between 1994 and 2010 is estimated at 67 percent of growth
experienced over a similar historical time frame. When comparing this historical data for a
similar time frame, the Round V forecast data used in this study for retail, hotel, and residences
are viewed as reasonable.

As the data in Exhibit 3-1 show, build-out through 2010 for all Virginia station impact areas is
estimated at:

m 33,788,000 square feet - office
® 3,795,000 square feet - retail
& 6,245 hotel rooms
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m 33,426 new residential units

Exhibit 3-2 presents actual and estimated annual office/retail buildout through 1995 compared
to the projection from KPMG's November 1985 study (Fiscal Impact of Metrorail on the
Commonwealth). The earlier study projected office and retail development for 1995 to be

24 million square feet for the Metro station areas. This study projects 1995 development for
the station areas to be approximately 26 million square feet.

Exhibit 3-2

Cumulative Commercial Development
Within Virginia Metro Station Areas

Square footage {millions)

i 1 1 Il ] L | 1 'l | 1) L 1 i

1978 1979 1980 1981 1982 1983 1984 1485 1986 1987 1988 1989 1990 1991 1992 1993 1994 1995
Year construction completed

# Updated Estimate {existing & projected development)
~ Prior Study 1995 Davelopment

Exhibit 3-3 shows development estimates for 2010 by jurisdiction and station area. Data

presented in this exhibit relate to total development by category of use for each station area
through 2010.

Office development
Major office space developments in Arlington are in Crystal City, Ballston, Court House, and
Rosslyn Metro station areas, shown in Exhibit 3-3. The Pentagon City, Clarendon, and
Virginia Square station areas are also projected to be growth centers for 1994 through 2010.

The King Street and Potomac Yard station areas are projected to lead the growth in office space
developed in Alexandria. Potomac Yard is planned to absorb approximately 1.5 million square
feet of space by 2010. In Fairfax County, the Franconia-Springfield station area accounts for
more than half the total office space development projected through 2010 in the station areas.
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Exhibit 3-3
Actual and Projected Development
By Station Area, 1978-2010

Office Retail Hotel  Residential
Station {sq.it.) {sq.ft) (Rooms) (Units)
Ardington
Pentagon City 2,910,835 1,174,863 1,001 4,287
Crystal City 5,541,447 122,568 2,056 2,756
Rosslyn 4,212,223 209,254 828 4,758
Court House 3,231,038 120,800 718 5,633
Clarendon 1,297,544 89,679 0 30
Virginia Square/GMU 1,799,756 117,939 0 1,672
East Falls Church* 210,998 0 0 261
Ballston 5,004,805 820,246 431 5761
Subtotal 24,298,646 2,664,349 5,033 25,158
Alexandria
Braddock Rd. 705,595 47,146 0 550
King Street 2,534,303 165,075 267 500
Eisenhower Ave. 806,813 0 o 1,500
Van Dorn St.** 233,973 5,843 194 0
Potomac Yard ' 1,500,000 200,000 240 3.000
Subtotal 5,780,684 418,064 701 5,550
| Fairfax
West Falls Church™** 3,452 7,280 0 85
Dunn Loring 1,059,365 38,826 0 32
Vienna 949,942 0 0 837
Huntington 97,206 0 0 1,688
Franconia Springfield 1,598,582 666,200 811 76
Subtotal 3,708,548 712,306 511 2718
TOTAL 33,787.878 3,794,719 6,245 33,426

* Development divided between Arlington and City of Falls Church
**Development divided between Alexandria and Fairfax County

**Development divided between Fairfax County and City of Falis Church
b~
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Retail development
For retailing activities in Arlington County, the Ballston and Pentagon City station areas are
projected to be the leading growth centers for 1995 through 2010. Past retail development,
1978 to 1993, centered in Crystal City and Rosslyn.

The King Street and Potomac Yard station areas are also projected to lead the growth in retail
space developed in Alexandria. The Franconcia-Springfield station area accounts for almost 80
percent of the retail space projected for station areas in Fairfax County through 2010.

Hotel and residential development
Projections of 2010 development of hotel facilities and residential units are also provided in
Exhibit 3-3 by station area. Although the Crystal City station area was the past growth center
for hotel facilities in Arlington County, Pentagon City is the projected hotel facility growth
center. Alexandria's projected hotel facilities are concentrated in the King Street area. Fairfax
County's projected hotel rooms are primarily in the Franconia-Springfield station area.

Residentia] units shown in Exhibit 3-3 indicate high levels of housing stock in the Court
House, Baliston, Potomac Yard, and Huntington station areas.

The next two exhibits show actual and projected development in the Metrorail station areas by
year. Exhibit 3-4 provides build-out estimates of office and retail space by year aggregated
across station areas. Exhibit 3-5 provides estimates for hote] and residential development by
year as well.
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Exhibit 3-4

Office Development by Jurisdiction (1,000 sq.ft.)
Actual And Projected for Metro Station Areas

Year Arlington Alexandria Eairfax
1578 343 0 0
1979 23 0 0
1980 1,489 0 0
1981 629 0 141
1982 1,159 0 159
1983 988 0 0
1984 586 0 225
1985 761 284 123
1986 1,080 462 85
1987 2,723 295 244
1988 2,072 396 ¢
1988 2,099 506 252
1980 1,068 77 0
1991 686 v 175
1982 8917 258 0
1993 113 & Q
Subtotal '78 - '93 16,788 2,277 1,404
1994-2010 7.499 3,503 2,304
TOTAL 24,299 5,781 3,709

" Retail Development by Jurisdiction (1,000 sq.ft.)
Actual And Projected for Metro Station Areas

Year Arlington Alexandria Fairfax
1978 8 0 73
1979 23 0 8
1980 61 0 0
1981 17 0 0
1982 30 0 8
1983 15 0 0
1984 0 0 0
1985 91 13 0
1986 600 39 0
1987 133 0 0
1588 96 13 2
1989 821 35 0
1990 103 14 0
1991 0 0 370
1992 35 11 0
1993 Q Q Q
Subtotal '78 - '98 2,132 125 462
1984.2010 532 293 251
TOTAL 2,664 418 712
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Exhibit 3-5

Hotel Development by Jurisdiction (Rooms)
Actual And Projected for Metro Station Areas

Year Arlington Alexandria Fairfax
1378 0 0 246
1978 264 0] ¢
1980 0 0 0
1981 0 0 ¢
1982 1,065 ] o
1983 197 0 C
1984 0 194 265
1985 267 ¢ 0
1986 221 o] ¢
1987 255 G 0
1988 0 ¢ o]
1989 360 o 0
1990 737 o o]
1991 0 0 0
1992 162 267 Q
1993 378 a Q
Bubtotal '78 - 93 3,906 461 511
1994-2010 1,127 240 ]
TOTAL 5,033 701 511
Residential Development by Jurisdiction (Units)
Actuai And Projected for Metro Station Areas
Year Arlington Alexandria Fairfax
1978 240 i 15
1979 933 0 181
1980 720 0 108
1981 1,638 0 184
1982 1,934 0 542
1983 499 0 76
1984 48 0 285
1985 300 131 44
1986 1,386 0 278
1987 1,860 39 0
1988 1,458 o] 0
1989 1,810 0 476
1980 1,519 353 12
1991 1,161 0 11
1982 899 0 &
1893 KN o 8
Subtotal '78 - '93 17,268 523 2,234
1984-2010 7.890 5027 484
TOTAL 25,158 5,550 2,718
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4. NET DEVELOPMENT ATTRIBUTED TO METRORAIL

The financial impact analysis is based on tax revenues generated from net development
attributable to Metrorail service and stations in Virginia. The net development is determined
based on an evaluation of total development under two scenarios: with Metrorail and without
Metrorail. The data in Exhibit 4-1 show the projections of build-out in Virginia Metrorail
station areas through 2010 under the two scenarios and calculation of the net development
attributable to Metrorail.

Exhibit 4-1
Net Development Attributable to Metrorail

1978-2010
Office Retail Hotel Residential
{1,000 sq.ft.) (1,000 sq.ft.) {rooms) {units)
With Metrorail 33,787,878 3,794,719 6,245 33,426
Without Metrorail 8,294,904 1.926,075 2,207 2511

Net Attributable

to Metrorail 25,492,884 1,868,644 4,038 30,915

The net development attributable to Metrorail is based on an analysis of employment and
population growth outside the Metro station areas for each jurisdiction.

For projected development, the growth rates from Round V forecasts outside the Metro station
areas were applied to data in the station areas to compute the Without Metrorail scenario. The
following table provides an example computation of Metrorail-related growth for Arlington
office employment using this methodology.

Exhibit 4-2
Sampie Calculation: Determination of Metrorail-Related Growth
ARLINGTON OFFICE EMPLOYMENT
1990 2010 Difference Growth
1 [Total 144,553 215,000 70,447 48.7%
2 |Metro 88,511 145,473 56,962 64.4%
3 |Non-Metro 56,042 69,527 13,485 241%
Metro-Related Growth; 62.6%
4 {Metro employment increase with Metrorail using Round V projection 56,962
1980 = 88,511 2010 = 145,473
5 |Metro employment increase using non-Metro growth % 21,298
1990= 88,511 2010 = 109,809
6 {Difference attributable to Metrorail development 35,664
7_[Percentage of Metrorail related growth (1990-2010) 62.6%

Note: #5 21,298 = 88,511 X 24.1%
#7 62.6% = 35,664/66,962
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The Metrorail-related growth factor is then applied to projected office development in
Arlington Metro station areas to compute the portion attributable to Metrorail. Appendix A
provides these growth factors by jurisdiction and category of use. This methodology was also
applied to historical employment and population data to compute growth factors attributable to
Metrorail for historical development. Using this methodology, the net development attributed
to Metrorail was developed by jurisdiction and category of use, shown in the following tabie.

Exhibit 4-3
Net Development Attributable to Metrorail by Jurisdiction
(1578-20190)

Office Retail Hotel Residential

{1,000 sq.ft.) (1,000 sq.ft.) {rooms) {units)

Arlington 20,648,934 1,521,353 3,896 25,102
Alexandria 3,020,878 132,010 142 3,850
Fairfax 1,823.073 215,282 O 1,963
Total 25,492,884 1,868,644 4,038 30,915

Exhibit 4-4, on the following page, provides development attributed to Metrorail on a yearly
basis through 2010.
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Exhibit 4-4
Net Development Attributable to Metrorail by Type

{1978-2010)
Office Retail Hotel Residential
Year {(1.000 sq.ft.) _ (1,000 sq.ft.) {rooms) {units)
1578 325 4 0 252
1979 219 13 263 1,082
1980 1,414 35 0 808
1981 718 9 o] 1,798
1982 1,236 17 1,062 2,381
1983 933 8 197 562
1984 749 0 0 283
1985 899 54 266 465
1986 1,185 348 220 1,813
1987 2,868 76 254 1,898
1988 2,066 56 0 1,458
1989 2,335 531 359 2,302
1980 1,068 59 735 1,799
1981 706 128 0 1,159
1982 1,052 20 162 897
1993 Q g 37 %62
Subtotal '78 -'93 17,781 1,360 3,896 19,520
1894-2010 7712 509 142 11,305
TOTAL 25493 1,869 4038 30,915
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5. ESTIMATE OF COMMONWEALTH TAX REVENUES

Overview of estimating procedures

Commonwealth taxes are generated from three principal activities associated with Metrorail.
First, Commonwealth taxes are generated from the wages created by Metrorail construction and
operations and maintenance expenditures in Virginia. Second, Commonwealth taxes are
generated from the wages created by construction of office, retail, hotel, and residential space
at Metrorail station areas. Third, Commonwealth taxes are generated from the employment,
sales, and residents at Metrorail station area developments. The detailed methodology used in
calculating tax revenues is presented in Appendix A.

Future tax revenues are not adjusted for inflation. Historical revenue estimates are deflated to
more accurately reflect current year dollars. For example, personal income taxes were initially
based on 1990 average taxes per return; this data were deflated using Department of Taxation
values to estimate historical income taxes paid. Future income taxes per return were not
adjusted. This methodology provides a conservative estimate of future tax revenues.

The employment and incomes created in Virginia for non-Virginia residents were subtracted
out since these incomes do not contribute to the Commonwealth’s personal income tax
revenues. Data from the U.S. Census were used to estimate the magnitude of this adjustment.

Job projection was developed using employment conversion factors that relate square feet of
space to number of workers. The number of jobs was translated directly to tax revenues by
multiplying the factored employment by the average income tax paid by workers living in
Northern Virginia. The average income tax paid per worker in Northern Virginia was
calculated by dividing employment in Alexandria, Arlington, and Fairfax into total income
taxes paid by residents in these jurisdictions. This accounts for wage differentials in Northern
Virginia in relation to the Commonwealth as a whole.

Sales projections were developed on a site basis by relating retail sales per square foot to retail
development. Sales projections at sites in the Metrorail impact areas were made using unit
sales information obtained from each local jurisdiction and the Urban Land Institute of
Realtors. Projections of Virginia residents who would live in Metrorail corridors but work
outside the Commonwealth were developed using data from the Virginia Employment
Commission.

Sales for hotels were projected by relating occupancy rates and local room rates to number of
rooms. These data were provided by local jurisdictions as well.

Construction (and operation and maintenance) of Metrorail generates direct, indirect, and
induced economic impacts which are also generated from development activities that result in
construction expenditures for the various development types:

m Office
m  Commercial
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# Residential
s  Hotel

These impacts were estimated through input-output modeling by assigning construction
expenditure to the following input-output sectors:

New railroad construction

New office buildings

New residential high-rise apartments
Railroads and related services

Data on construction cost estimates are derived from development projections combined with
cost data compiled by the Metropolitan Washington Council of Governments and interviews
with area developers. The Boeckh Index was used to deflate construction data to current
dollars for the years prior to 1993,

Impacts from Metrorail operations and maintenance costs were assessed using the input-output
framework for railroads and related services. Data on Metrorail operations and maintenance
costs were prepared by the Washington Metropolitan Area Transit Authority and allocated by
the consultant to Virginia on the basis of route miles.

Tax revenues attributed to Metrorail

Tax revenues associated with Metrorail accrue to the Commonwealth from economic activities
related to real estate development and from direct expenditures for Metrorail construction and
operations and maintenance allocated to the Commonwealth. Types of taxes generated are:

Individual income taxes
Corporate income taxes
Sales taxes

Document recording fees

Exhibit 5-1 shows estimates of the tax revenues projected to 2010. The projections contrast the
tax revenue estimates with Metrorail against estimates without Metrorail.

The total tax revenues estimated with Metrorail over the 1978 to 2010 time frame are estimated
at $3.8 billion. Of this amount, $3.6 billion is related to development and $179 million is for
Metrorail construction and operation and maintenance in Virginia. After adjusting for growth
that would have occurred without Metrorail, the net tax revenue attributable to Metrorail is
estimated at $2.1 billion for Metrorail construction and operations.

Tax revenues from development
The net Commonwealth tax revenues attributable to Metrorail development through 2010 are
estimated at $1.97 billion (this represents the difference between $3.62 billion and $1.65 billion
of development revenue with and without Metrorail, shown in Exhibit 5-1).
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The composition of this total net Commonwealth tax revenue artributable to Metrorail
development is:

$ million
Individual income taxes $1,287
Corporate income taxes 218
Sales taxes 455
Document recording fees 5
Total (for development) $1,965

A series of detailed exhibits in Appendix B show estimates of tax revenues by tax type, year,
jurisdiction, and category of development. They also show tax revenues separately for
projected development with and without Metrorail.

Tax revenues from Metrorail construction and operations
In addition to tax revenues generated by economic activity at Metrorail station areas, significant
amounts of tax revenue accrue to the Commonwealth from expenditures for Metrorail
construction as well as operations and maintenance. For the projected years 1978 through
2010, $174 million in tax revenues to the Commonwealth is generated through Metrorail
construction and operations and maintenance expenditures. Tax revenues are estimated based
on expenditures for Metrorail in Virginia.

Appendix B provides detailed estimates of tax revenues stemming from Metrorail construction,
operation, and maintenance allocated to the Virginia segment of the Metrorail system.

Recurring and nonrecurring Commonwealth tax revenues

Commonwealth tax revenues generated from Metrorail in Virginia are classified as recurring or
nonrecurring. Tax revenues from Metrorail construction represent a nonrecurring source of tax
revenues generated by wages to construction workers and the attendant personal income taxes
remitted to the Commonwealth. Metrorail operations and maintenance in Virginia represent a
recurring source of tax revenues generated by wages to the Metrorail workforce and the
personal income taxes they pay yearly. Construction activities at Metrorail station area
development sites generate nonrecurring tax revenues tied to construction schedules and
changing labor requirements.
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Exhibit 5-1
Estimated State Tax Revenues

1978-2010
With Metrorail:
Developmenit Related $3,620,681,752
Metrorail Construction, Operating,
and Maintenance Related 174,134,512
Subtotal 3,794,816,265
Without Metrorail:
Dewelopment Related 1,654,915,423
Metrorail Construction, Operating,
and Maintenance Related 0
Subtotal 1,654,915,423
Net Attributable to Metro Rail $2,139,900,841

Commonwealth tax revenues generated on a nonrecurring basis result from:

w Metrorail construction activities

s Construction of development sites in Metrorail station areas

= Sales of housing units

Recurring Commonwealth tax revenues of a significant magnitude are generated from the
incomes earned and sales at Metrorail station area office, retail, and hotel developments.
Additional recurring tax revenues are derived from residents who choose housing locations at
Metrorail station area sites. Tax revenues that recur from year to year are generated from:
» Metrorail operations and maintenance expenditures in Virginia

» Office employment generated from development at Metrorail station area sites

s Retail sales and employment generated from development at Metrorail station area sites
» Hotel sales and employment generated from development at Metrorail station area sites
a New Virginia residents who have purchased houses at Metrorail station area sites
Exhibit 5-2 summarizes in matrix form the Commonwealth tax revenues generated from
Metrorail. The first column lists the sources and economic activities that result in

Commonwealth tax revenues. The entries marked X match the sources and economic activities
to types of Commonwealth tax revenues generated.
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Exhibit 5-2
Recurring and Nonrecurring Sources of Tax Revenue

Economic Activity

Sales Taxe_g

Individual
[ncome Taxes

Corporate
Income Taxes

Document

Recording Fee

Non-recurring

Metrorail Construction

X

Construction at Development Sites

Sales of Housing Units

Recurring
Metrorail Operations & Maintenance
Expenditures

Office

Retail

Hotel

Hesidential

o P X

Exhibit 5-3 lists recurring and nonrecurring Commonwealth tax revenues from Metrorail
construction and operations and Metrorail-related development. Recurring tax revenues from
Metrorail-related development account for the largest share (88 percent) of Metrorail-related
Commonwealth tax revenues from 1978 to 2010. Revenue from Metrorail construction in

Virginia before 1978 is also shown in the table (in the 1978 row).

.24-




Exhibit 5-3
Commonwealth Tax Revenues Attributable to Metroraii

Metrorall Construction & Operations

Metrorail-Related Development

Recursing State Recurring State
State Revenues from Rewvenues from State Revenues from  Revenues from Jobs Total State

Year Construction Operations Construction Crea_t_gd He»e_nges

1978 $19,699,57% $334 597 $642 356 $147,481 $20,824,013
1979 0 357,560 1,480,724 1,013.504 2,851,788
1980 0 587,185 2,177,240 1,535,450 4,290,876
1981 818,065 754,484 2,906,768 4,181,141 8,661,259 |
1982 1,637,732 843,054 5,249,469 6,667,735 14,397,990
1983 3,275 465 951,306 1,956,376 8,051 604 15,134,751
1984 1,637,732 1,374,473 1,486,165 11,212,785 15,711,155
1585 1,820,222 1,645,052 2,114,403 13,875,871 19,355,548
1986 2,002,713 1,681,136 4,333,468 17,762,669 25,679,985
1987 4,005,425 2,404,508 5,307,414 25,288,396 37,005,742
1988 2,002,713 2,673,497 4172,719 34,501,797 43,350,726
1989 1,001,356 2,476,676 6,534,108 41,476,629 51,488,769
1990 1,282,110 2,616,040 3,802,536 54,726 047 62,427,633
1991 879,694 2,609,530 1,969,092 55,025,157 64,483,475
1992 1,282,110 2,748,946 2,984 245 64,648,537 71,663,839
1933 2,631,466 2,730,149 868,960 68,614,413 74,744,989
1984 4,375,085 2,999 556 1,486,928 68,904,721 77,766,300
1995 5,905,195 3,059,289 1,486,928 70,938,585 81,430,297
1356 6,326,326 3,161,288 1,486,928 72,973,048 83,947,591
1997 6,298,250 3,373,101 1,486,928 75,007,213 86,165,493
1998 3,888,444 3,464,065 1,486,928 77,041,377 a5 880,815
1999 2,072,901 3,547,354 1,486,928 79,075,540 86,182,724
2000 2,779,466 3,602,858 2,353,766 83,783,425 92,519,514
2001 1,399,091 3,726,265 3,052,551 82,450,610 90,628,517
2002 1,080,903 3,757,788 1,486,928 86,050,356 92,376,017
2003 996,677 3,783,376 1,486,928 88,084,560 94,351,542
2004 935,847 3,805,584 1,486,928 90,118,724 96,347,083
2005 935,847 3,843,965 2,744,433 95,882,138 103,406,382
2006 935,847 3,894,417 3,082,551 94,549,323 162,432 137
2007 935,847 3,932,206 1,486,928 98,149,109 104,504,091
2008 935 847 3,982,724 1,486,928 100,183,273 106,588,772
2009 935 847 4,035,735 1,486,928 102,217,437 108,675,947
2010 935,847 4,086,285 2,398,337 107,195,613 114,61 5,082_
TOTAL $85 550,454 $88,584,059 £79,530.823 $1,886,235 506 $2,139,900 841
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6. RETURNS TO THE COMMONWEALTH OF VIRGINIA

The Commonwealth of Virginia has provided partial funding for Metrorail since 1973. This
funding is crucial to the Metrorail system since mass transit in Northern Virginia will continue
to rely on federal, state, and local funding for ongoing capital and operating needs.

Virginia has provided $353 million to the Metrorail system between 1978 and 1994. Assuming
that the 19935 appropriation of $37 million for Metrorail continues (without inflation), the total
contributions from 1995 to 2010 will be $589 million (shown in Exhibit 6-1).

Just as the Commonwealth has made (and continues to make) an investment in Metrorail,
returns to the Commonwealth have been substantial and show recent significant growth that is
projected to continue. The exhibit shows estimated returns to the Commonwealth in the form
of tax revenues.

Exhibit 6-1
Metrorail Contributions and Tax Revenues
{$ million)
Tax Revenue
State Attributable to Tax Revenue/
Contributiﬁs Metrorail Contributions
1978-1994 $352.9 $737.7 $209%
1995-2010 588.8 1.402.2 238%
Total $941.7 $2.139.9 $227%

The exhibit also shows that 209 percent of every dollar the Commonwealth invested in
Metrorail between 1978 and 1994 was returned in terms of tax revenues. Between 1995 and
2010, Metrorail-related tax revenues are estimated to return 238 percent of the
Commonwealth’s contributions.

Tax revenues increase in future years because of the growth in economic activity, particularly
activity related to permanent employment from office and retail development. For purposes of
this study, Commonwealth contributions are assumed to be level (at the 1995 amount) until the
year 2010. Additionally, as noted earlier, tax revenues are not inflated from 1994 to 2010 to
provide a conservative approach to this analysis.

Exhibit 6-2 shows, on an annual basis, that the additional tax revenues associated with
Metrorail far exceed the Commonwealth contributions, especially when compared to the level
contributions assumed from 1995 on.
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Exhibit 6-2

Metro-Related State Tax Revenues

and State Contributions to Metro
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In Section 5, the total Commonwealth tax revenues estimated from development in the
Metrorail station areas and Metrorail construction and operations are projected at nearly $3.9
billion (1978 to 2010). The $2.1 billion presented in the table is an estimate of net tax
revenues, differentiating the projection of economic activity with Metrorail from economic
activity without Metrorail. Therefore in financial terms, the ner tax revenue value represents an
appropriate measure when it is compared to Commonwealth contributions.

Rate of return from investment in Metrorail

There are a number of ways to express the return on investment that the Commonwealth
derives from its investment in Metrorail. The discussion and findings in Exhibit 6-1 show the
return in terms of absolute dollars. In this case, the Commonwealth has an investment of
$941 million in the years 1978 through 2010 and a net return in tax revenue of $2.1 billion,
representing a net gain to the Commonwealth of $1.2 billion on a dollar-for-dollar basis.

A second way to express the Commonwealth’s return on its investment is the annual or internal
rate of return. The internal rate of return is the conventional measure for assessing an
investment’s performance. The calculation of the internal rate of return recognizes that money
has time value; specifically, present money is more valuable than future money even if receipt
of future money is assured. An internal rate of return is the interest rate earned on the
investment.

Exhibit 6-3 shows that an annual return on investment of 12.4 percent is generated over the
1978 to 1994 time frame. The internal rate of return is calculated by explicitly considering the
timing of the Commonwealth’s investment in Metrorail and its return in terms of net
Commonwealth tax revenues on a yearly basis through factoring in an interest rate (discount
rate). On a historical basis, the excess of net Commonwealth tax revenues attributable to
Metrorail relative to the actual Commonwealth investment represents an annual rate of return
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of 12.4 percent. This return on investment is similar to KPMG's November 1985 study (Fiscal
Impact on Metrorail) that estimated the return on Commonwealth investment through 1995 to
be 13 percent.

Exhibit 6-3
Return on Commonwealth Investment
1978 - 1994 1995 - 2010
Net State Tax Revenue $737.7 million $1402.2 million
State Appropriations 352.9 million 588.8 million
Annual Return on Investment 12.4% 19.2%

Note: Projected Revenues are presented in 1993 dollars.

In the future, the Commonwealth's investment looks even more optimistic. The annual rate of
return on the Commonwealth's contribution from 1995 to 2010 is 19.2 percent under the
assumed conditions. As discussed previously in this section, future Commonwealth
contributions are assumed to be level at the 1995 level. Continued economic growth in the
Metro station areas accumulates permanent jobs and income, producing relatively higher
Commonwealth revenue than the historical data indicated.

The rate of return can be compared to the Commonwealth’s cost of money (or interest rate for
borrowing). Currently, interest rates for long-term (e.g., 20 year) tax-exempt general obligation
bonds average approximately 6 percent, which is substantially lower than the 19.2 percent
return on the Commonwealth’s future Metrorail-related investment.

Employment generated in the Commonwealth

The dollar comparisons and internal rate of return indicate the prudent nature of the
Commonwealth’s investment decision by financial criteria. From a broader socioeconomic
perspective, Metrorail generates recurring employment in office, retail, and hotel
establishments.

The following estimates of cumulative employment have been generated from development and
Metrorail operations at Metrorail station areas.

Office development - 85,900
Retail development - 1,500
Hotel development - 3,500
Metrorail operations - 3,000

These estimates represent employment in permanent jobs. Employment generated from
Metrorail construction activities averaged 1,600 a year from projected years 1978 through 2003
when most construction has been completed.

The following chart (Exhibit 6-4) shows that total permanent employment in the Metro station
areas is projected to approach 140,000 by the year 2010.
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Exhibit 6-4

Employment Attributable to Metrorail
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Items not counted in estimating tax revenues

Although returns to the Commonwealth are projected to be sizable, the analyses and attendant
projections have taken a highly conservative approach. The following items were not counted
in projecting Commonwealth tax revenues.

® Projections of revenues are based on data from a recent specific time; for example, tax
revenue projections use 1993 data. Revenue estimates are deflated for years before the
base data but are not escalated for future years. This places tax revenue projections at an
absolute minimum.

& The analysis included only developments completed from 1978 (a year after the first
Virginia Metrorail station opened) to 1993 even though substantial development in
Arlington was planned and completed before 1978 in anticipation of further station
openings.

m Retail sales were estimated using average sales per square foot for the southeastern United
States. Therefore retail sales do not reflect the higher wages and prices in the Washington,
D.C., metropolitan area.

= Development in station areas will spawn fringe development that has not been projected;
thus, tax revenues attributable to Metrorail are understated to the extent this type of
development occurs.

= Development projections considered only new construction. Hundreds of units have been
converted to condominium, but tax revenues associated with conversions have not been
counted.
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w Sales taxes paid by businesses, construction companies, and homeowners for purchases
outside Metrorail station areas have not been included.

w  Developers derive profits from office, retail, hotel, and residential construction space. The
corporate taxes that would be paid on these profits have not been counted.
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7. FUTURE OUTLOOK

The 103-mile Metrorail system is expected to be fully constructed in Northern Virginia with the
completion of the Franconia-Springfield Metro station in 2000. Although this study focuses
primarily on economic activity in the existing Metrorail system, several important
transportation and development aspects should be noted. Three topics affecting Metrorail’s
futare are:

Importance of bus services to Metrorail and future transit needs

» Planning and zoning the Tysons Corner Urban Center for rail service

s Development of the Engineering Proving Ground (EPG) site south of the Franconia-
Springfield Metrorail station

Bus service and Metrorail

The Metro system in Northern Virginia is an integrated system of rail and bus services. Most
of the bus routes in Northern Virginia are designed to feed a Metrorail station. Many stations,
including Pentagon, Vienna, and Huntington, serve as major transfer points for bus and rail
riders.

In Northern Virginia, Metrorail operates 42 bus lines and 136 routes that carry 22 million
passenger trips annually; local jurisdictions carry another 5 million passengers per year.
Approximately 18 percent of Virginia Metrorail riders currently use buses to access Metrorail;
21 percent of Virginia bus riders have Metrorail station areas as their destination. Over one
million persons, or 90 percent of the Northern Virginia population, are located within walking
distance of a bus route.

As the 103-mile Metrorail system nears completion and Northern Virginia continues to grow,
jurisdictions will rely more heavily on bus service, especially in areas not served by rail.
Compliance with the Clean Air Act is expected to include incentives to reduce automobile
commuting and encourage greater use of mass transit, especially buses.

Bus service is an integral component of the regional Metrorail system and will play an
important role in maximizing the use of the Metrorail system and in meeting future transit
needs in Northern Virginia.

Tysons Corner Urban Center

In May 1994 the Fairfax County Board of Supervisors approved the county’s Planning
Conmmnission recommendations to address development and transportation issues of the Tysons
Corner Urban Center. As the county’s only Urban Center, Tysons Corner is expected to
develop differently in function, physical design, and intensity than other parts of the county.

The Tysons Corner Plan seeks to create a more functionally efficient pedestrian- and transit-
friendly environment by integrating new development with existing buildings; thoroughfare
improvements; and future rail, bus, and/or circulation systems. The Plan relies heavily on
managing transportation capacity and development potential while allowing increased
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residential and mixed-use development to reduce the number and length of commuter trips.
One of the basic tenets of the Plan is an adequate transportation system—nhighways, rail, and
other transit enhancements—as well as transportation demand management programs.

The Plan’s suggested rail alignment option for Tysons Corner provides for threenew rail
stations in the next 20 to 30 years. This extension of the Metrorail system would be connected
to the West Falls Church Metrorail station. The Plan not only identifies rail as an important
option for the future efficiency of Tysons Corner but allows for significantly greater
development densities under the rail option.

The Tysons Corner planning area currently has almost 30 million square feet of commercial
space in place. The Plan provides zoning for another 20 million square feet of commercial
space without rail service. The Tysons Corner Plan provides zoning for an additional 8 million
square feet of commercial space with rail service (over the existing zoning), shown in the
following chart.

Tyson's Corner Development

Comparison of Existing, Zoned, and Plan Potential with Rail

increase in affowed
development because of
rail service:
Commercial: 8 million sf
Residential: & million sf

M Commercial
Residential

SQUARE FEET
Millions

Existing Zoning Enveiope Plan Potential W Rail
DEVELOPMENT

Development at the Engineering Proving Ground (EPG) site

Since late 1989 the Department of the Army has evaluated alternatives to develop the EPG site
and, more recently, is planning to enter into a unique public-private agreement to develop the
820-acre site located west of Interstate 95 and south of Franconia-Springfield. The Army’s
plans for full development of the site include 10.5 million square feet of commercial space and
up to 3,950 residential units (Phase I development plans are 2.3 million square feet of
commercial space and 800 residential units). The Army expects to lease much of the site to
Defense/other federal agencies and contractors.
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A key transportation component of this development is a proposed people mover (e.g.,
automated light rail) that links the site with the Franconia-Springfield Metrorail station,
Springfield Mall, and the central business district of Springfield. The Franconia-Springfield
Metrorail station will serve as a regional transportation center with Metrorail, Metrobus, and
commuter rail services. Linkage of this center with the EPG people mover is an important
factor affecting the development’s attractiveness and zoning densities.
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