
=============================================
Stephen Buckman: 
Well, I would say, you know your business improvement districts are really sticky.  I don't they're not. Most folks do not like to buy into it, unless it's really structured amount of money you can show them making.  So I did. I put not strongly disagree, but kind of disagree. And then the other one. On giving up space. I'm not going to give up space. and then to donate a row of parking. It's not going to happen. I don't I don't mean I I strongly believe that won't happen for it. About for the overall amount of parking similar improved necessary for.  It's really hard for developers in my understanding and my discussions and work I do with them.  To give up this kind of space. Any space that's given up is basically dollars out of their pocket. so that it's going to be really hard to do. And most honestly. Don't… aren't down with complete streets, because they see, unless can really be shown from an economic perspective. Because they're looking at this On the retail side, particularly. traffic is good. Automotive traffic is good. The more people can get to their place, be a car as opposed to walkability? Is it still in their mindset? And this is driven? This is sorry. The point, I mean showing it. For instance, pay parking right. Metered parking has been shown people, you know, on the academic side, to be a good thing for retail right, because it spins people out. It creates traffic right for free parking, though most business owners see that we need a free parking because it allows people to come downtown. They don't see the turnover. So even something as simple as that. It's hard for them to grasp on a regular scale. So this is even harder for them to grasp. It's just not, too.


=======================================================
Stephen Buckman: 
Dying right if you're in a dying area. That's a that's a completely different question than what the questions that were asked. Right? You're saying you're in an area that's rapidly going downhill. Your property values dropping by the day and stores are closing by the day. This is this is the moonshot. That's different than saying kind of this, because most of them still don't see that I mean you. You mentioned sort of slide earlier about the light, and what is a very difficult thing to define right. I get. I set a Phd student write an entire dissertation on how light is defined when it comes to facts. I permit financing districts, and it's different everywhere. Right so. And most people don't see that they're in a blight situation. How blight is to find it goes back to that old.  You know, back to you know, the eighties, for those of us were old enough to remember with Tipper Go, and did the whole, you know. Smut thing to the Supreme Court, and one of the justices that you know was asked how you define smut and he goes. You can't. You know it when you see it right. And so it's a similar dynamic. So this whole term on Blight is heavily loaded with what that constitutes, and what that is.  So it you know it's one of those things, and it's often you have this. It's when it's in it in front of your face. You don't see something and as long as developers that as long as business owners are especially owners of buildings are getting a return on their investment in the sense that they're getting those rents.  They don't want to make it right. They want to do as little as they can with that that that that so you know, from a development perspective, it takes a lot of turning. But you did mention something that's important. If this is a dying area that you know all the signs are pointing. This is.

Scott Polikov: 
If I could add something real quick on that. What about this? As an alternative which is oftentimes with what you're calling, strode between the curb and the in the drainage pan and the property line. You have large parkways of grass.  And you could reinvent the cross section within the right away.  And rezone to allow for as those properties redevelop for to reduce the setback, so that people get more, yield off their private land, and it's more incremental. But I think when you combine putting in a a better pedestrian experience, so that the sidewalks not next to the curve, because there's oftentimes plenty of space with the grass parkways. And then also to the property line. Reinvent that for your walkable street, and then you rezone to allow for encroachment into what currently would be usually a 25 foot setback that allows only parking or more that would be an alternative. I think we meet the economics of these absentee landowners.


Daniel Guimond: 
I got a couple of comments on the business Improvement district concept. I haven't seen business improvement districts work other than any very successful business settings where you've got a concentration of pedestrian Oriented businesses, and they see they collectively see the benefit of investing in streetscape improvements and pedestrianization of their of the district. I think the chances of getting a business improvement district approved in a blighted or an outmoded commercial district, or or next t0 0.  I believe you know you're providing to for other incentives to incentivize the private developers on the adjacent properties, to reinvest in that in those properties to develop mixed use development.


=================================================

Stephen Buckman: 
I would second that sentiment to things, you know, something like a tiff.  I think, has a much stronger chance than a bid it, just because tips allow so much and that's the other thing. But what would go into that, of course, is the fact that many of these present day Owners of these buildings would go away right, and you would get no, you know ownership to come in and and raise these buildings, or to rehab the buildings create a new development kind of structure, because, you know, as we.  I think all 3 0f us have pointed out it's, it's it's going to be hard for those absentee landlords which many of these, or or they're part of a large portfolio.  You know… That's just a line. Item, right. It's just another line item on all on a bunch of properties they have. And that's going to be much harder for them to really kind of buy it into that, and and he does also this local. I couldn't think of the town I'm in right. It was local developers that took it on via tiff right to do it. Change the complete face of downtown Greenville, South Carolina and in that and it green built. But try very hard to nobody wanted to develop down here right because it was a wasteland, and it took those kind of bell cows to do it. And even then they had to get heavily incentivized to do it. So there therein lies kind of the rub, I think, and I think we're what the 3 0f us are might be saying very similar to


Imran: 
I agree with all the comments that were already made, and I I think everyone's already said what I was thinking. But I'll just add that the challenge to with the image that you all showed with the 2 different typologies, the kind of complete street in the middle of an existing suburban street is that the retailers rely on visibility? It's kind of essential to their business model. And so I think, having like a hybrid of those 2 is also untenable. The retail model in the suburban environments is about the volume of Eyeballs volume of traffic. While you have people coming in and out and as soon as you block that with this kind of urban streets that that retail model becomes a lot more difficult, even if you're attracting more people to this area just because of the more vibrant streets that you're presenting. So I think a challenge here is just showing that hybrid model versus, as I think, many of the folks I've already mentioned. It's about entirely redeveloping this corridor. And not just carving out a piece of in the middle and and putting an urban center there.

Daniel Guimond: 
Yeah, you probably only you probably only looking at the image at the top. So one at the bottom you going from a suburban arterial use, commercial buildings to a mixed use kind of setting with 3 4 story buildings, which is likely residential over retail, or even possibly office over retail. But I mean I could see that happening for two or three blocks on a quarter. But the rest of the core is still going to be more single use commercial in nature, and I think all you can really try and do is improve the safety and quality of the road by trying to get more buildings up. you know, less plus parking in the front. Get the buildings, try and encourage the buildings to be, you know, and improve the street front edge, and try and create an environment where these sites can be improved and built in a less

Scott Polikov: 
That sort of 1950 60’s 70’s kind of format. Yeah, I  agree. I want to have one more thing, too, because you can see it as I was referencing earlier the the parkways without on the on left side. You've got a large parkway with the sidewalk that should be lit with street trees within the right away, or if it's not right away, that then you can get an easement if you're not taking parking, surely from the property owners if you're if the public's paying for it and at the same time I think access management. And then I agree with Daniel the node nodal notion, and then the intersections. I don't want to jump ahead because I I don't want to suggest what I haven't seen. Question wise, but I think I agree with Daniel in that there's a lot you can do with in the top picture within the right way, or at least Eastern's. If those parkways are known privately to get a continuous walking experience where the sidewalk is not next to the curb, without actually taking out curves which are expensive.

Jared Draper: Thanks. I'm not going to disagree with anthing that anyone said. I just wanted to note that a transformation from top picture to the bottom picture.  Whether or not we're talking about for a few blocks also requires other street network that probably doesn't exist today in that top picture. Right? You're talking about a streets and B streets and other kind of redundancy that really makes the street like in the bottom work, you know. So there's some other things that need to be planned other than just the street frontage here. There's other network that needs to be kind of added in so Greenville, South Carolina is a great example. Right? You have a great main street, but you have other corridors that are parallel. You have shorter blocks that cross it again when you're redeveloping these large commercial kind of one. You know, one building type of sites with a lots of parking that means reworking a lot of their parking and infrastructure and utilities, and therefore costs just start to grow and grow and grow


======================================

Wesley Kumfer: 
I'll just chime in here to share that trying to lump multiple modes into one safety question makes it difficult to answer, and that this probably does reduce certain kinds of conflicts with motor vehicles. But there's still an awful lot of exposure for someone who is walking or biking through the intersection and still a lot of lanes of traffic for them to try to cross.



Scott Polikov: 
I do think you'll probably have to compensate the new right away through the backside again. The likelihood of donations probably pretty low to and redevelopment potential. I think you could probably negotiate down the compensation and I would also add, I think, that that's heavy needing to work with either depending on the State and the taxing. I know. For example, North Carolina, you collect sales tax through the county.  I think you've got also. Then have a commitment from the municipalities and the counties t0 0n private tax and sales tax too. Through tiff or other, whatever vehicles available to be able to justified the public money for the compensation. And I think you can convince the public that make sense because you're going to have an overall net increase in tax base if you get that improvement in the property values and the redevelopment. But again, I think it was Jared who said it earlier. From a system standpoint in terms of the network. I think the same thing is true. Fiscally.


================================================

Scott Polikov: 
No. What I'm saying is the fiscal network? In other words tying together, property increases, perceived individual ownership benefit to the tax base increases to justify spending the money to compensate the property owners for the acquisition to right away. I mean system of the fiscal proper property owner, interest, and the I. I was making a parallel in terms of you know you can't just red0 0ne cord corridor. You've got to look at the street network. Same thing. You can't just go ask somebody to be to give up right away and compensate them for it, unless the public also, and the policymakers, the county commissions, or the count or the Council Members are also convinced that there's going to be a fiscal systemic benefit. That's what I meant. I wasn't trying to compare the physical system that Jared was talking about. I was trying to compare the the the notion that the network, the quadrant networks. Quadrant intersections, will also require sisters systemic view of the fiscal implications, both from the private sector and the tax base and the policymakers.


=================================================

Jared Draper: 
Thanks, Scott. I think it's a really good point. I think the issue I kind of per perceive, and the quadrant is the solution, or I guess the problem you're trying to solve with the quadrant is you're looking to minimize some of the delay do the left turns. But the reason that that delay exists is because you have a lot of left turn and you're moving from kind of a one arterial to another in some senses, or, you know, arterial to major Collector and the environment, or the context that you're showing in that bottom picture is really not necessarily where those arterials and collectors may be like. Be you may not have that dense development along those 2, like the intersection of those 2 corridors where the quadrant would be needed, and in the I guess, in some of the context, where that does exist, where it's arterial to arterial or major collectors those types of intersections. You may have a higher threshold of delay that's acceptable in those places. Therefore maybe you don't need a quadrant. So because I think that you're almost taking away from some of the fabric of what would make that corner or that intersection great by trying to add in these quadrant approaches, and could could take away from some of the public realm space approaching here hopefully, that made sense. I felt very jumbled.


=================================================

Jared Draper: 
But you've broken it on both approaches, because you've added in the left turns and another, and it just another place. Yeah, they are in a different place. That's correct. So there's no so no longer. If I'm a a bicyclist or person with my family. That's kind of travel along this corridor all of a sudden. I've got you know, some breaks approaching this intersection. and potentially, you know 3 along this corridor.

[More intersections?]  Right and again i'm just trying to think of which again is not a big deal when you're in a dense like. If you look at your land use context here, where it is kind of a dense development. The number of intersections is something that's pretty routine. But the type of intersection and the type of street that you're along is the difference. Right? You're you're adding in kind of that arterial collector kind of Major street whereas again, I'll use a downtown Greenville, South Carolina. for instance. Right? You have a lot of intersections. You've got a lot of local or smaller streets. There are some bigger ones, but they are you know, one end of town in the other end of town, or there's a lot of there's a different spacing to those might reduce the concern that you have, and then improve the pedestrian crossing there when there's probably already an unsafe curve cut. Now, yeah, you're thinking about like adding like using the quadrant along with an access management kind of approach that really does kind of create something a little bit more continuous.  Well, what i'm the only point I was making there is it? If if you're you, you may not want to add a new intersection away from the inner to the backside for the quadrant, where there isn't a current curve cut.

Scott Polikov: 
But if there's already a high volume curb cut where people are pulling in all the time to go into the back side of Read there at the side of that retail center that's probably already unsafe for pedestrians. And so maybe that's an opportunity to improve what right now is an unsafe curve cup that's a away from existing. Yeah, that's a great point. Yeah, you could align that quadrant kind of entry exit point with something that already exists. You. You could definitely make it better in the opportunity for that. Back the right away. Acquisition is gonna already be the right location, anyway. From what I can see from the way


==============================================================
Jared Draper: 
I think that's true. I think the again where I struggle with this is about. You are the goal of the quadrant. Remove the left, turn out of that intersection, so there's less delay at that intersection. Right? So Therefore you can have higher volume. and potentially. you know, move people through at a more consistent pace.

But the higher volume, and that more consistent pace, or the things that add to the safety concerns for non motorized users. So again, Not that I think that all of your points that you just said we're absolutely true is that you could. If this was something that was being built and had the opportunity for rezoning. I think it would be Really, it could be really valuable land, and it opens up opportunities for development to with mixed use. But some of the same purposes around those around the actual quadrant design like what you're trying to accomplish are the same things that you'd have to be very careful as new development came in to make sure that you were prioritizing pedestrians, slowing people down at that intersection, making sure that there you have slow turning movements on the right, taking a right which also could impact the overall function of the intersection, not saying it's impossible. I'm. Just those are like the considerations that I I would be really focused on in the future development of that being a walkable, safe corridor or intersection.



Daniel Guimond: 
Okay, I guess I see…I mean, I certainly see the increase in throughput there and reduction and congestion. I'm not sure. I really see what the benefit is to the properties to the development properties running in a session. Some ways they're losing a certain amount of visibility because of you know, peeling. Those left turns off a block or 2 before you get to the intersection. And I mean, if you know where you're going. That's fine. If you don't. I think the throughput I mean it. It solves a lot of transportation problems. But I'm not sure what it does for real estate.

Stephen Buckman: 
Yeah, I would agree with that. I mean, you are. You know, those if you have to peel off early. What happens? Those guys on the corner right, and that. you know.  Maybe I'm the contrary. But I think the private will lead this the private. It's not going to go down with this render games. It's not going to go, not going to happen and they're going to be a lot of vocal to this, and that would be my take, I mean I'm not opposed to the design at all. It's just that for me. You know I you know from the development side developer side. And so I see that it's exactly being problematic on it. I think Steven and Daniel are right, except that's why you have to marry up the redesign with an area plan that engages the landowners in the public sector

Scott Polikov: 
That has publicly initiated rezoning across all the properties. So the market knows that the redesign also has additional land use benefits that can be achieved. So I, I you have to do planning. You have to do good design again back to Jared's point about a systemic approach.  I think what I'm seeing is this is just moving it to a full intersection context instead of just off on quadratic an intersection. And it's more density, more tax, base, more amenities that are available to people that live within the mixed use environment that those are the benefits. But again, in vacuum you can't achieve those You


Daniel Guimond: 
Yeah, I think it works my own opinion is, it works better in a in a new development situation. You know. I I think these square about, or whatever you're calling them here. you know, have been very successful and new master plan communities where the development of the land use our are kind of being done simultaneously with the road improvements. So


Stephen Buckman: 
Yeah, I would agree with that. 100, you know, like retrofitting Malls, that type of thing, you know. It's it has to be one big, and I agree with both of you is one big package, right? And I, I can, you know, revert back to here to Grenville, South Carolina. They're going through new development Yeah, I think one of the things you're getting Scott there, and I have 3, I think. Tell me if i'm wrong. But is this this buy in from
property owners and developers until you. You're going to need that to drive this forward. Greater density equals greater height, etc., etc., you know, and that's the only way, this that the property owners actually have to sign off on and help write the new entitlement, and then then you have shared infrastructure obligations and tax base benefit and profitability. I think absent that I agree with both Daniel and Steve. I completely agree.

================================


Daniel Guimond: 
Yeah, I do, I think I guess I'm in Denver, but I mean those those quad intersections were used extensively in the stapled and redevelopment project by Peter Cal. Thorpe and I. I think we're you know. Scott's point is where the you know, with a land use and development. Zoning is being done simultaneously with the with the road with the road network. I think it does work better.

=============================================

Scott Polikov: 
Plan something different from the beginning. Well, Michael, I would take a little bit of exception, with the point about controversy. You can overcome controversy by engaging the stakeholders effectively, so I wouldn't be scared off from the controversy. I just think it's a question of stakeholder ownership. And so it and the other thing is, I think, the met falls and planning organization, policy and the the long range plan and the IP have to be aligned with any Federal money is coming in, and a party sponsorship is through the NCDOT. I think it's critical that you have also at the same time to add in a third element is that you have to have the NCDOT tip and the policies. The projects included have to encourage both outside the right away line changes, and inside the right away line Redesign, whether it's Greenfield or not and make the incentive for the through the policy boards of the Npos for that type of of of insight. And outside the right away line partnership. And it could be done.


============================================

Wesley Kumfer: 
I didn't quite catch it. Can you clarify those speeds that you showed earlier? Were those what you got out of a simulation?  Yeah, you said the current version. Maybe this was Market Street was like 35 t0 40 miles per hour, and then the change t0 0ne way direction was 25 t0 30 miles per hour.


==================================

Wesley Kumfer: 
And I think, at least from a PET and bike, just to go back to the point I brought up with the other kind of design you've reduced the number of potential conflict points to with your crossing. And so, if you have slower vehicles and you've reduced the exposure from a safety standpoint just based on principles, this does look to perform better than the previous designs that you were showing.

Daniel Guimond: 
I think, from out from again, more from the development real estate perspective. I think those one ways work fine on the North South a pairing that you're looking at. I on in the actual Main Street commercial district, I mean. I've spent more time trying to convert these one way pairings back to two-way traffic that than the opposite, because most sort of Main Street commercial districts function much better with two-way traffic than they do with one-way traffic, regardless of the size of the cross section.

Stephen Buckman: 
I would second that completely one way streets. This is hey? One way streets, you know that, like they do crew a streets with with street parking. you know. That's that's your jam. I mean, and that's what will work, and that's what we'll get by annual. It's one ways are just really hard from a development developer slush. This is owner perspective. They they're not fans.

Daniel Guimond: 
I guess. The other thing that I wonder about is but you're using a lot of diagonal parking in these situations. And I'm. you know, unless you're in a really slow like below 20 mile an hour. kind of setting those those really tend to create congestion as opposed to solve it. I'm not. I'm not a big fan of diagonal parking.

Yeah. I I mean the challenge. It seems like a lot of the examples you're using here are likely on  a state highway kind of situation. and where you know you're like the Market Street situation. It sounds like your forecast. You're expecting just enough of an increase of traffic that you're just creating a situation where even the existing right away may not be enough to solve the transportation problem, but it. As I said I don't think the one way solution creates a good business environment for an existing Main Street second setting, and usually the parallel bypass. If you will doesn't generate a lot of developer interest in building on the back side of those commercial districts.


=================================

Daniel Guimond: 
Yeah, of a different nature. It it to be like, and not not so much of a historic Main Street kind of context. Yeah, I know you're right about that. So

==========================================================

Scott Polikov: 
I think you would only want to 2 way. Leave it alone. Okay. A 2 lane 2 way. S0 0ne lane each direction on it. Yeah, don't convert that to 0ne way, and find like how to not ever add any new lanes absolutely. And I agree with Daniel again, Steven. But I think that you've got to sell the property owners or I. I  message this, but i'll just reinforce it. You've got to sell the property owners that there's gonna also be an expansion of the pedestrian zone for cafe environments. and then, other means to encourage better walking traffic. And then you've got to also show the downtown network that is easy to loop around a block or 2, not 6 0r 7, and I think those 2 things are required to sell it.

===============================================

Connor Jones: 
I just have a comment on related to kind of the one way split, just talking about the slow lanes. The slow lanes. Give me a little bit of concern for safety as a transit planner. That's kind of my background. It kinda seems like the miscellaneous. Put everyone else there while we're moving traffic through the downtown area in the 2 lanes. You know I see transit buses stopped, and then bikers starting out into those lanes, this through lanes. And then parking als0 0n the other side, trying to get through. I don't know if it's the best solution

Scott Polikov: 
I agree a little bit with Connor, and I think one way to deal with driver expectation als0 0f cars coming into that outside lane. If they perceive it to be a way to go around slowing traffic in the the inside 2 lines is to raise the profile of that slower lane, so that there's a and keep it integrated. Color concrete that's different, so that there's a there's a tactile perception a little bit of a car trying to come in into a bicycle, for example and I think that but it has to be done as a as as a as a layback, so that you don't also, if it bicyclists, does come down int0 0ne of those other lanes as Connor just described, you want to make sure that it's not unsafe for them to come down into the change of the vertical profile of the of the the from the outside line to the to the second line.


===================================

Scott Polikov: 
That I wouldn't abandon it. Just you some. I think Connor's point is, be careful trying to do too much, because you've got parking, transit cycling and autos, and it may be that you need a dedicated a bike facility. I cycle almost every day, in addition to the slow lane. In certain circumstances, Don't give up on it. It's just driver and cyclist and parking, and 3 traffic expectations may necessitate not doing all of that in one section. Right?


Scott Polikov: 
But thank you, chile, I I just think there's a lot of 
potential here, and I know that with any study you have to make priorities of what you end up determining you're gonna do more in-depth analysis on and the versus other aspects of the study. And I think this design option really deserves. maybe as much priority as any cause. I I think it's very realistic, and it's functionally from Daniel's perspective. He's, he said several times. There's a perception of in the suburban environments, you know. Visibility issues. It seems to me that driver expectation, visibility intuitively to me. A line here. I'm not saying, Don't, continue to analyze the others, but I think this to me has a lot of potential. If you have to prioritize inquiry, I would I would put emphasis on this one



===============================================================

Scott Polikov: 
Well, I think like that's a extremely important point, because when you're doing as you know, when you're doing retrofits of existing facilities.  When you have to re that curve in impact utilities which I may or may not be the case in this particular example, but you have to justify it. And if the less impact you have. Or the more benefit to justify modifications in certain areas, I think, is always going to be a political and policy consideration. Again, I that's a very general statement. I don't think you can apply it to any specific. So circumstance the details matter. But I think your point is really important about the impact of the retrofit as far as cost. But there's nothing wrong with spending more money if it if it's justified


============================================================

Wesley Kumfer: 
From a safety perspective. I'm a big fan of roundabouts, and so I really like that the this last one the U-turns incorporate horizontal deflection to slow traffic and get traffic coming built in. I think there might be some issues for heads if they have to make 3 0r 4 stage crossings. It looks like at a couple of the intersections. But you know that's something that could potentially be accommodated.

Yes, yeah, there's so here in North Carolina. I mean, you probably know that we have. like reduce conflicts, U turns, and and some other sort of alternative intersection designs. crossings to get across those, and a lot of times they just sort of deter people from using them from compliant with the design, just because that's multiple stages of crossing. And so people might just run across any way. So just from a pedestrian psychology perspective, you know, the more stages you add, the 

======================================

Scott Polikov: 
And I had one thought on governance. We led the Durham orange, light rail, stationary planning, which unfortunately fell apart at the end because of a certain university pulling back it's right away. Grant.

Wesley Kumfer: It's been 3 years working with the Ncdot and

Scott Polikov: 
Durham Orange County Chapel Hill, and Durham and Staff and the Mpos, and it was an excellent experience, and i'll forward the the work. We does sound like about the other day. There's a lot of maybe that can be built on that in terms of increasing networks. And last month pedestrian improvements and all that that could be helpful. I hope somebody uses the work.  But I I want to say I want to give credit to NCDOT, because is it? 15 5 a one I can't remember which is the state by way that us over the goes. It. It's Chapel Hill inter.  And i'm not criticizing Durham or Chapel Hill got everybody on board for the final plan we did on most of the work we did for all the stationary development and improvements in the infrastructure and development questions about shared ownership of loose stations and those sorts of things. But I think it's really important for a government standpoint that when you have a progressive DOT and an MPO. you still got to work to get the cities where you got the facility together, because I know that finally in CD it's just throwing hands up with certain 15,501 improvements, because Durham and Chapel Hill are totally in conflict on those issues. I hope I didn't scratch any scar tissue there, but I just think that from a governance standpoint the the the alignment of joint or or adjacent municipalities is also sometimes very important.


Chat Comments

Wesley Kumfer: 
One of my coworkers loves posting every story she sees about "bubble cars" like these

Joe Hummer: Left on red continues to be illegal in NC.  I ask for it to be made legal every year but the Legislature continues to ignore me.

Scott Polikov: 
Zoning and access management improvements as Jared said must accompany the intersection redesign. Redesign alone will not be implemented as the market cant respond and taxbase benefits, value capture cant happen.

Wesley Kumfer: 
I agree with Jared regarding the turning speeds.

Jared Draper: 
I know we didn't do introductions; however, I wanted to make sure I noted that I lead Toole Design's Raleigh office that primarily focuses on nonmotorized planning and design.


Jared Draper: 
Reacted to "I agree with Jared r..." with 👍
Reacted to "Zoning and access ma..." with 👍

Scott Polikov: 
We've undertaken many downtown revitalization plans. We find property owner resistance to one-way conversions, which may indeed make sense with a cross-sectional improvement and expansion of the pedestrian zones and additions of café space. With these benefits to the tenants and demonstration that circling around to get access to a business behind on the 1-way, the property owners/tenants can be convinced.

Scott Polikov: 
I agree with Daniel that 2-way is preferred; but sometimes 1-way conversion makes sense and can be achieved by increasing depth of café environments and therefore walk-in traffic.

Scott Polikov: 
This paired u-turn access design is really interesting and I believe should be studied in depth if you need to prioritize level of inquiry for different designs
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